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Executive Summary

The purpose of this document is to present our
transit study findings of the Bayshore Study Area
in Middlesex and Monmouth counties. The study
area includes the municipalities of Woodbridge,
Perth Amboy, South Amboy, Sayreville, Old
Bridge, Monmouth, Aberdeen, Matawan, Keyport,
Union Beach, Hazlet, Keyport, Keansburg, Holmdel,
Middletown, Atlantic Highlands, Highlands, Fair
Haven, Rumson, Sea Bright, Red Bank, Little
Silver, Monmouth Beach, Shrewsbury, Tinton Falls,
Eatontown, Oceanport, and Long Branch.

From the data, we made modifications fo existing
routes in the study area to better serve the
communities in the Bayshore Study Region.

Overall, of the 14 routes cmc1|yzed, 1 new local route
were created, 6 new shuttles routes were proposed, 11
routes were chonged, 1 route was eliminated, and a
series of non-route changes - such as station additions,
upgrades, and ticket machines - were proposed to
better provide transit service fo existing users and to
improve access fo residents and employers in the area
that depend on it. As a part of this analysis, phasing
and a preliminary budget for the recommended routes
and services has been provided‘

From our research we noticed a few major trends in
the region:

1) The SJrudy area hosts @ variety of high—ocﬁvﬂry

nodes, such as Woodbridge Center Mall, Menlo Park
MOH, Brookdale and Middlesex Commurﬁy CoHeges,
numerous rail stops o|omg the North Jerse\/ Coastline

corridor, and future major redeve|opmen* sites.

2) The area is projected to grow 17% in population
size by the year 2040.

5) With 400,000+ workers in the region, there
are existing dense retail corridors o\omg Rt 35, and

po+enﬁo| emp|oymem+ increases with redeve|opmerﬁ
sites in Soyrevi”e, Holmdel, Fort Monmouth, and Old
Bridge.

4) There are %igh concentrations of aging popu|0ﬁons

in Fair Haven, Rumson, Little Silver, Slﬁrewsbury,

Middletown, Hazlet, Old Bridge/ South Amboy, Perth
Amboy, \)\/oodbridge.

5) At least 30% of total households concentrated in
Perth Amboy, Keansbu rg, and Red Bank do not have

access to automobiles.



Amongst the diversity and complexity of this study
area in both size and demographics, we made
recommendations to modify existing routes, as well as
create new routes to better serve the Bayshore Study
Area. Our recommendations and proposals are based
on a timeframe of short-, medium-, and |ong—‘rerm
goals that are defined by “under 2 years’, "2-5 years’,
and "more than 5 years’, respectively, and will be
referred fo hereafter.

Our recommendc‘rions are as 1(0||OWS:

SHORT
1) Bus Ticket \/emding Machines at Perth Amboy rail
station, Elizabeth rail station, New Brunswick Train

Station, Menlo Park Mall, \)\/oodbridge Center Mall,
and Middlesex Cou nty Co”ege

2) Short-term Troffic Signo‘ Priorier for the industrial
pork areas near Middlesex Cou nty Co”ege, and small
shuttle service for the weekend 810.

3) Modifications to the 817, 834, 831, 832, and 835

stops inc|uo|img extended routes and hours, relocation of

stops, and additional evening or weekend round—ﬂips

MEDIUM

1) Reroute 832 Route, and convert to community
shuttle buses for weekend and oFF—peok service

LONG
1) Bus Ticket Vending Machines at Middlesex County
College, and at key stops in Woodbridge Township,

Carteret, and Rohwoy

2) Traffic Signal Prioritization and NJ TRANSIT-wide

fare improvements for the 48 route.

3) |mp|emerﬁo+ion of a new 838 Route from Red Bank
to Long Branch via Little Silver, Fort Monmouth,
Oceanport, Ocean Avenue

4) Phasing of new NJ Transit Express commuter shuttle

and hub facility piloted in Old Bridge, off of Exit 120 of
the Garden State Porkwoy
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n January 2015, NJ Transit asked a studio class at
the Edward J. Bloustein School at Rutgers University
to conduct a erucly on transit improvements and
recommendations in a region deemed the “the
Boyshore 5+uo|y Area’. The Boyshore SJruo|y Area
is located in central New Jersey on the coast o|ong

Middlesex and Monmouth counties.

This region is geogrophico“y vast, spanning 27/
municipoh’ries, demogrophico”y cliverse, and has

a wealth of transportation resources to pu|| from,
inc|uc|ing proximity to the Garden State Porkwoy,
Route 35, and the North Jersey Coast Line rail line.
Users range from New York Cier commuters to

local retail workers to underserved Jrrotr1si’r—o|e|oeno|er1’r
popu|o+ions, and are scattered Jrhroughou’r the whole
erucly areq; because of this unique |ono|scope, there are
no dominant trends that c|eor|y define and characterize

the |o|oces or the peop|e.

The aim of fixed route transit |o|omning in the context
of this route is to improve the user experience, the
connectivity of the region, and provio|e access to
those who depend on NJ Transit. In addition to

a demogrophic review and identification of trip
generators and destinations, the studio class also
conducted stakeholder interviews with the various
municipoh’ries, conducted site visits of the locations
and poJrenJrio| bus routes, and reviewed existing and

historical service in the area for context and reference.

Within the study areq, fourteen different local and
commuter bus routes that serve the region were
analyzed for ridership, reroute proposals, and other
recommendations. These routes are incredibly diverse
in their trip lengths, their ridership, their users, and
their costs. Along with NJ Transit operated routes,
local routes in Middlesex and Monmouth counties are
also contracted out by NJ Transit to Academy Express
LLC and Transdev. In addition to the demographic
heterogeneity of the region, this contractual issue posed
an additional challenge to the analysis.

As an area that was aoffected by Superstorm Sandy
in 2012, many of the municipalities rank high on the
Sandy Community Hardship Index; this means there
is potential for reimagining the nature of development
in the region. The studio focused on redevelopment
projects such as the Bell Works in Holmdel, the
Sayreville Waterfront Redevelopment Project,

Fort Monmouth Redevelopment, and additional
development off of Exit 120 on the Garden State
Parkway in Old Bridge. This existing and emerging
development in the region creates potential for an
improved bus transit network due to the projected
increase in jobs and recreational destinations.

The studio’s analysis was largely driven by the
complexity of the region. Early on, it became
apparent that the lack of homogeneity in many facets
would be prohibitive to analyzing the study area
comprehensively. Thus, the studio group organized
its initial proposals around a division of work that was
both functional and geographic, where commuter
routes were analyzed, local routes were split into
‘Northern” and "Southern” regions, and transit for
redevelopment areas was given individual attention.
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Overall, the whole Study Area will increase
0.56% per year and approximately 17% in total by
2040 in population. Similarly, households will grow by
0.66% per year and 19% in total by the end of 2040.
Employment will increase 123% per year and 37% in

total by 2040.

The areas that are dense, over 3,000 persons
per square mile, are concentrated along the Bayshore
coast and in the areas immediately surrounding the
train stations on the North Jersey Coast Line. The
most dense block groups, over 15,000 persons per
square mile, are concentrated in Perth Amboy. There
are similarly dense single block groups in Keansburg,

Woodbridge, and Red Bank.

The clusters of low income exist in Perth
Amboy and Keansburg. The high income areas are
within Holmdel, Fair Haven, Rumson, Little Silver,
Tinton Falls, and parts of Shrewsbury, Middletown,
and Aberdeen.

Employment corridors mirror the length of
major roads in the area; Route 35, Route 36, and
Route 9. Jobs also cluster in Red Bank, Shrewsbury
and Perth Amboy. The prevalence of retail and
other service jobs in the area creates a need for span
of service that is longer than in areas with more
traditional work hours. It is likely that the number of
employees in these jobs will increase as the economy
picks up from the recession and from the effects of
Hurricane Sandy.

The region is experiencing an “aging” of
the population. Significant populations of elderly

people existing in Fair Haven, Rumson, Little Silver,

Shrewsbury, Middletown, Hazlet, Old Bridge, South
Amboy, Perth Amboy, and Woodbridge. The majority
of the “elderly” block groups are in the suburban,

wealthy areas.



Of workers over 16 years old in the Study
Areq, the 30-50% of workers in Woodbridge, South
Amboy, Perth Amboy travel outside of the State for
work. Working within the county of residence is more
common in the Study Area. In Middlesex County
workers staying within the county are mostly located
in Perth Amboy and South Amboy. Of Monmouth
County workers, at least 50% are staying in the county
for work in a majority of block groups. This is occurring
in Middletown, Atlantic Highlands, Shrewsbury, Red
Bank, Oceanport, Monmouth Beach, and Holmdel.

In the NJTPA region, about 13% of commuters
use public transit. This small mode share is also evident
in the Bayshore Study Area. This is likely because most
households own at least one car and the majority of
workers stay in their county of residence, therefore
car travel may be the most cost and time effective.
The block groups with over 13% of commuters by
public transit are generally adjacent to the NJCL train
stations. But there are areas in the area with high
percentage of public transit commuters in Fair Haven,
Rumson, Holmdel, and along the coast in Atlantic

Highlands, and Keansburg.

Most households in the region have at least 1
car. The suburban nature of the area dictates the need
for and use of a car. Some areas have high percentage
of households without a car. Auto-less households
make up at least 30% of total households concentrated

in Perth Amboy, Keansburg, and Red Bank.

1 car households make up at least 30% of
total households in Woodbridge, South Amboy,
Perth Amboy, Matawan, Aberdeen, Keyport, Hazlet,
Keansburg, Middletown, Highlands, Long Branch and
Red Bank.
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Overview

Overview

Two rounds of stakeholder outreach focus groups
were conducted on February 9th, 2015. This

meeting assembled a variety of inferested parties

for preliminary outreach sessions. The studio group
conducted a morning and afternoon round of focus
groups in order to accommodate the work schedules
of all interested parties. Representatives from major
employment centers, developments, municipal planning
offices and many other agencies were asked to provide
input on what was working with New Jersey Transit
and what should be improved.

Please refer to Appendix Il for a comprehensive list of
the participating organizations / people.

There were 3-6 people in each focus group from
various organizations in Middlesex and Monmouth
Counties including schools, nonprofits, and government
agencies. Each group had one student facilitator, one
student note-taker, and several student “floaters” who
walked around the room to ensure each focus group
was doing well. Through dynamic mapping activities
and facilitated dialogue, over thirty stakeholders
were able to provide insight in to the strengths and
weaknesses in their communities, organizations, and
region at large.

These written notes were then analyzed for patterns
using the qualitative analytics software NVivo. The
findings of this outreach session provided instrumental
guidance for our team’s subsequent research efforts,
and in turn provided guidance towards our final
recommendations. The Findmgs are summarized below
and the reader is encouraged to reference Appendix |
for the original transcripts.

Key F I nd INgsS
The reader is encouraged to reference Appendix Il for

both a more exhuastive analysis, as well as the original
transcripts.

In Summary, the stakeholder outreach sessions
indicated that New Jersey Transit needs the following.

o Additional off peck options

* Improved last miles connections

e More local service options

. |mprovec| customer facilities

e Better route & arrival information
e More reliable service

e Greater emplﬁasis on the

customer
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The Boyshore Region is a comp|ex and diverse area

of New Jersey. There are 28 municipalities within

the study areq, the majority of which are located in
Monmouth Cou nty. Table 1, rithr, details the forecasted
chonges in popu|o’rion, households, and emp|oymen’r
for each municipothy in the S’rudy Area from the
NJTPA Plan 2040 Demographic Projections. Change
in ferms of popu|o’rion, number of households, and
number of jobs is variable within the Study Area. Most
municipoh’ries will experience no annualized groerh

or just nominal annualized grow’rh (groerh per yeor)
during the 30 year forecast horizon. However a few
municipoh’ries will experience sizeable annualized
groerh in all sectors of the forecast. Old Briclge,
Soyrevi”e, and South Amboy will experience the most
groerh in the Middlesex Cou nty section of the S’rudy
Area. Emp|oymen+ groerh in these municipohﬁes will
be signhciconJr for both counties. Soyrevi“e emp|oymen+
is projected to grow 2.2% per year until 2040. South
Amboy has expected employment growth of 1.5%

per year; this is especio“y signh(iconf because the base
year (2010) shows only 1,980 jobs but this is projected
to increase to 3,040 jobs by 2040. This is likely due

to the |o|cmneo| o|eve|opmen+ in the area. In tofal,

the Middlesex County portion of the eruo|y area will
experience 0.81% popu|oﬁon groerh, 11% household
groerh, and 129% emp|oymen’r groerh, all annualized
rates.

Most of the Monmouth Couner municipoh’ries in the
erucly area will experience on|\/ nominal annualized
groerh in each sector of the forecast. However, some
areas are projeched to experience sizable groerH
Tinton Falls and Oceonpor’r will experience about

1% popu|o’rion and household grow’rh per year and
neor|y 2% groerh in emp|oymen’r. Aberdeen will also
experience significon’r grow’rh in its emp|oymen’r at 1.6%

per year. Holmdel is projected to have 1.4% growth in

employment per year. Overall the Monmouth County
Study Area will experience 0.33% population growth,
0.26% household growth, and 115% employment

growth, all annualized rates.

These increases will affect the transportation network
in the area, especially the increase in employment. NJ
Transit has an opportunity to share in and benefit from
this growth. As more and more people reside and
work in the area, the NJ Transit network can capture
new riders and improve service for new and existing
riders. Overall, the whole study area population will
increase 0.58% per year and approximately 17.3% in
total by 2040 in population. Similarly, households will
grow by 0.68% per year and 20.4% in total by the
end of 2040. Employment will increase 1.21% per year
and 36.4% in total by 2040.



POPULATION

Annualized %

HOUSEHOLDS

Annualized %

EMPLOYMENT

Annuadlized %

Town County 2010 2040 Change 2010 2040 Change 2010 2040 Change
Carteret Middlesex 29,840 29,050 0.80% 7,590 10,520 110% 8,010 9,910 0.70%
Old Bridge Middlesex 65,380 82,620 0.80% 23,780 32,890 110% 1,210 17,160 1.40%
Perth Amboy Middlesex 50,810 58,390 0.50% 15,420 18,510 0.60% 13,760 17,690 0.80%
Sayreville Middlesex 492,700 56,950 1.00% 15,640 29,200 120% 9,670 18,840 2.20%
South Amboy Middlesex 8,630 12,230 120% 3,370 5,090 1.40% 1,980 3,040 1.50%
Woodbridge Middlesex 99,500 191,290 070% 34600 44590 0.80% 54320 70,470 090%
289,950 360,530 0.81% 100,420 133,800 1M% 98,950 137,10 1.29%
TOTAL MIDDLESEX STUDY AREA
Aberdeen Monmouth 18,210 20,070 0.30% 6,880 7,370 0.20% 3,540 5,730 1.60%
Atlantic Highlands Monmouth 4,390 4,530 010% 1,870 1,900 010% 1,310 1,560 0.60%
Eatontown Monmouth 12,680 15,360 0.60% 5,370 6,350 0.60% 15,080 21,050 110%
Fair Haven Monmouth 6,120 6,270 010% 1,970 1,990 0.00% 910 1,050 0.50%
Hazlet Monmouth 20,330 21,340 0.20% 7,140 7,350 010% 6,050 7,710 0.80%
Highlands Monmouth 5,010 5,110 010% 2,620 2,650 0.00% 920 1,090 0.50%
Holmdel Monmouth 16,770 90,210 060% 5,580 6,530 0.50% 10,310 15,780 140%
Keansburg Monmouth 10,110 10,370 010% 3,810 3,860 0.00% 1,770 2,160 070%
Keyport Monmouth 7,240 7,460 010% 3,070 3,120 010% 2,580 3,020 0.50%
Little Silver Monmouth 5,950 6,240 0.20% 2,150 2,210 010% 2,210 2,570 0.50%
Long Branch Monmouth | 30,720 31,800 010% 1750 1,990 010% 9730 1790 060%
Matawan Monmouth 8,810 9,240 0.20% 3,360 3,450 010% 3,790 4,600 0.60%
Middletown Monmouth 66,520 70,720 0.20% 23,960 24,980 010% 19,950 25,770 090%
Monmouth Beach Monmouth 3,280 3,310 0.00% 1,490 1,500 0.00% 450 520 0.50%
Oceanport Monmouth 5,860 7,950 100% 2,170 2,930 100% 3,870 6,580 180%
Red Bank Monmouth 12,210 13,410 0.30% 4,930 5,270 0.20% 12,540 15,200 0.60%
Rumson Monmouth 7,120 7,640 0.20% 2,340 2,450 0.20% 1,690 2,350 110%
Sea Bright Monmouth 1,410 1,500 0.20% 790 790 0.00% 470 530 0.50%
Shrewsbury Boro Monmouth 3,810 4,980 0.40% 1,260 1,360 020% 5,990 6,930 0.50%
Shrewsbury Twp Monmouth 1,140 1,190 010% 580 590 010% 770 900 0.50%
Tinton Falls Monmouth 17,890 24,120 1.00% 8,360 10,940 0.90% 9,070 15,140 170%
Union Beach Monmouth 6,250 6,400 0.10% 2,140 2,170 0.00% 790 1,000 0.80%
TOTAL MONMOUTH STUDY
AREA 271,830 298,540 0.33% 103,590 11,750 0.26% 113,790 153,030 115%
561,780 659,070 0.58% 204,010 245,550 0.68% 212,740 290,140 1.21%
WHOLE STUDY AREA
TOTAL GROWTH BY 2040 17.3% 20.4% 36.4%

Table 1. Projections to 2040 of the Bayshore Area. Data Source: NJTPA Population Projections — Plan 2040



The population density of the area varies considerably
in the area. The areas that are most dense, at over
3,000 persons per square mile, are concentrated
along the Bayshore coast and in the areas immediately
surrounding the train stations on the North Jersey
Coast Line. These patterns are logical as these areas
are provide views of the beach, close proximity to
recreational areas, and access to transit, respectively.
The most dense block groups, over 15,000 persons per
square mile, are concentrated in Perth Amboy. There
are similarly dense single block groups in Keansburg,
Woodbridge, and Red Bank. Identifying these dense
areas is important as they provide a critical mass of
potential riders for bus service and are often the major
destination for many transit riders. See Appendix | for
accompanying maps, Figures 1, la and 1b.

When examined at the Block Group level, the income
patterns in the study area show concentrated areas
with very low and very high median income. The
clusters of low-income persons exist in Perth Amboy
and Keansburg. The high-income areas are in Holmdel,
Fair Haven, Rumson, Little Silver, Tinton Falls, and
parts of Shrewsbury, Middletown, and Aberdeen.
Income is related to travel behavior and mode choice
due to a couple of factors. Income dictates residential
location, which in turn affects mode choice. Income
also affects vehicle ownership, which has a substantial
effect on mode choice. Those with higher incomes

can choose to live a significant distance from work,
which will cause the individual to have to drive to
work. Because of these factors, the wealthy are more
likely to drive, and if they use transit, are more likely
to be train passengers. Low-income households and
individuals are constrained by financial resources and
do not C||WO\/S have access to a vehicle; therefore, low-
income populations are often concentrated in center
cities or inner ring suburban areas. The residential
location and lack of a vehicle forces lower income
individuals to use transit, of which bus service is more
affordable than train travel. Because of these trends
and relation to travel behavior the lower income areas
will likely benefit from improved local/regional bus
service and the high income, more suburban areas
will benefit from commuter bus service to NYC and/
or from bus connections to rail. See Figures 2, 2a and
2b in Appendix | for maps of median income in the
Bayshore Area.



As discussed above, there is a significant amount of
growth in employment projected for the Bayshore
region. In order to provide proper service to customers,
it is important to know the locations of jobs and the
type of job it is. The type of job and related wage

can dictate the means of transportation the employee
can afford as well as the hours of travel that can be
expected. Lower wage employees are more likely to
use the bus. The employment maps in Appendix |
(Figures 3, 3a and 3b) show the location of employers
with 50 or more employees in the education, health
services, and retail fields in the Bayshore Area. The
display shows employment corridors that mirror the
length of major roads in the area; Route 35, Route

36, and Route 9. Jobs are also clustered in Red Bank,
Shrewsbury and Perth Amboy. The prevalence of retail
and other service jobs in the area creates a need for
span of service longer than traditional working hours.
Such establishments are often open from 9am - 9pm
and have workers arriving and leaving 1-2 hours
before and after closing. It is important to note these
differences in commuting times since these employees
are typically transit users. It is likely that the number of
employees in these jobs will increase as the economy
picks up from the recession and from the effects of
Hurricane Sandy.

The Bayshore Area, and North Jersey as a whole, is
experiencing an aging of the population. The number
of households with people aged 65 and older is
increasing. The statewide average of households with
seniors is 13.5%; in the NJTPA region, 27% of its total
households have seniors residing in them (NJTPA Plan
2040). For the Bayshore Study Areq, the percent of
the population 60 years and older per block group is
displayed in located in Appendix | (Figures 4, 4a and
4b). 37 block groups in the area have a population

of over 30% people 60 years or older. The map
highlights a couple of areas with significant populations

of elderly people: Fair Haven, Rumson, Little Silver,

Shrewsbury, Middletown, Hazlet, Old Bridge, South
Amboy, Perth Amboy, and Woodbridge. The majority
of the “elderly” block groups are in the suburban,
wealthy areas. An older population means more
elderly drivers and more elderly people who do not
drive. The expansion of this population means it is
likely that more elderly than before will use transit.
Accommodations need to be made in order to serve
this population, as their mobility is sometimes limited.
Community transit service and vehicles traditionally suit
the needs of this population but considerations for this
population need to be made in the wider service area
and fleet of vehicles.



The Bayshore Area, and North Jersey as a whole, is
experiencing an aging of the population. The number
of households with people aged 65 and older is
increasing. The statewide average of households with
seniors is 13.5%; in the NJTPA region, 27% of its total
households have seniors residing in them (NJTPA Plan
2040). For the Bayshore Study Areq, the percent of
the population 60 years and older per block group is
displayed in located in Appendix | (Figures 4, 4a and
4b). 37 block groups in the area have o population

of over 30% people 60 years or older. The map
highlights a couple of areas with significant populations
of elderly people: Fair Haven, Rumson, Little Silver,
Shrewsbury, Middletown, Hazlet, Old Bridge, South
Amboy, Perth Amboy, and Woodbridge. The majority
of the “elderly” block groups are in the suburban,
wealthy areas. An older population means more
elderly drivers and more elderly people who do not
drive. The expansion of this population means it is
likely that more elderly than before will use transit.
Accommodations need to be made in order to serve
this population, as their mobility is sometimes limited.
Community transit service and vehicles traditionally suit
the needs of this population but considerations for this
population need to be made in the wider service area
and fleet of vehicles.

In the NJTPA region, about 13% of commuters use
public transit. This small mode share is also evident in
the Bayshore Study Area. This is likely because most
households own at least one car and the majority of
workers stay in their county of residence; therefore, car
travel may be the most cost and time effective. Though
this also causes congestion on the roads of the study
areq, increasing the public transit mode share could
help to alleviate this problem. The block groups with
over 13% of commuters by public transit are generally
adjacent to the NJCL train stations. But there are
areas in the area with high percentage of public transit
commuters in Fair Haven, Rumson, Holmdel, and along
the coast in Atlantic Highlands, and Keansburg. These
trends can be examined in Figures 7, 7a and 7b in

Appendix |.



Most households in the region have at least one car.
The suburban nature of the area dictates the need for
and use of a car. Some areas have high percentage of
households without a car. This is probably related to
resource constraint rather than a lifestyle choice. There
are 14 block groups in which auto-less households
make up at least 30% of total households. These block
groups are concentrated in Perth Amboy, Keansburg,
and Red Bank. Households with 1 car are much more
prevalent in the Study Area. There are 136 block
groups in the Study Area in which 1 car households
make up at least 30% of total households. The spatial
trend of these types of households is much more
varied, concentrations exist in Woodbridge, South
Amboy, Perth Amboy, Matawan, Aberdeen, Keyport,
Hazlet, Keansburg, Middletown, Highlands, Long
Branch and Red Bank. These two types of households
are more likely to produce transit users. See Figures 8,

8a and 8b in Appendix | for details.
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Major redevelopment proposals in the study area
have the po+en’rio| to chonge not on|y the nature of
o|eve|opmen+ patterns in Middlesex and Monmouth
counties, but likewise to alter the way in which
peop|e o|e|oer10| on transit. In Middlesex county
recleve|opmen+ takes shope in the form of multi-

and mixed- use proposo|s such as the Luxury Pointe
o|eve|opmen+ project, as part of the reo|eve|opmen+ of
the Soyrevi”e W aterfront and expeched o|eve|opmen+
off of Exit 120 of the Garden State Parkway in Old
Bridge. Both proposo|s are in the stages of opprovo|
or breoking ground, and could be comp|e’re in under
five years. |n Monmouth county, |orge scale reuse
and redevelopment projects are under consideration,
inc|uc|ing Fort Monmouth Reuse Plan and Bell Works
in Holmdel. With a |orge mixture of residential,
commercial, and retail space, all of these projects need

to consider transit mode opportunities.

Waterfront redeve|opmen+ in Soyrevi“e is being
headed by the O'Neill Proper’ries Group, with a mix of
|u><ury amenities and residences on a 440 acre, 3 mile
waterfront piece of property. The proposo| includes

a mixture of over 5 million square feet of different
uses, inc|uo|ing: a 1.6 million square foot fashion mo”;

a 770,000 square foot morkefpbce; a 550,000
square foot Power Center; 2,000 upsco|e mu|Jrh(omi|y
residential units - 565 waterfront townhomes and 1,474
|u><ury apartments; 40,000 square feet of available
office space; and a 750 room hotel. In addition, the

o|eve|opmen+ will include 2 marinas.

This |orge scale project is aimed to cost over 2 billion
dollars in total, and is projec’recl to create 5,400
construction jobs and 3,900 permanent jobs upon full
build-out. Since the project is being built in phoses
and environmental remediation has been comp|e’rec|
ahead of schedule, grouncl—breoking is p|o1rmeo| for
the final months of 2015. Transit planning needs to
be considered quick|y, with mu|ﬁp|e options, as this
o|eve|opmen+ comes to fruition in a short amount of
time. Our studio proposes the amendment of the 116
commuter route to begin at Soyrevi“e Park and Ride,
as well as the creation of a shuttle service to South

Amboy rail.

The 116 will follow the same route as normal, but

will be amended to serve the Soyrevi”e stops of

the origino| 131 route - Lorraine Avenue and Rt 35,
Ernston Road and Mini Mall Drive, Ernston Road and
\)\/oshinngon Road, Soyrevi“e Park and Ride, the new
Luxury Point o|eve|opmen+ - and then continuing info

the existing Perth Amboy, \)\/oodbridge, and Carteret
stops. See the fo“owing pages.



By the nature of the mixed-use development, a shuttle
route will serve both traditional and non-traditional
working hours - and so, both schedule types need to
be accommodated with an on- and off-peak schedule.
This service would likely employ a community shuttle
vehicle, with a capacity of 15-26 passengers per trip.
A shuttle route is proposed to run as a weekday peak
service mainly as a connection for commuters who
want the option of rail, with more off-peak fimes to
service retail workers and shoppers. Less frequent
weekend hours are also anticipated to service the
Luxury Point development amenities, services, and
employees.

The shuttle is a 4 stop round trip route beginning in
South Amboy to Sayreville, and returning, that is 2
miles in length and 6 minutes in time, designed as a
10 minute trip (4 minute buffer), with a 5 minute
loading and unloading driver break at each stop.

The AM peak timetable begins with its first trip from
South Amboy rail station at 4:45 AM and the final
on-peak trip from there at 10:15 AM; and the PM
peak fimetable begins with its first trip from South
Amboy rail station at 3:45 PM and the final on-peak
trip from there ot 7:15 PM. The off-peak shuttle runs
on the hour from 11 AM 1o 3 PM, and resumes from 8
PM to 10 PM. With the extra 4 minute buffer, more
stops can be factored in - such as Sayreville Park and
Ride - once the route’s ridership is assessed upon the
completion of Luxury Point.

Likewise, the developer recently acquired the site of
the Amboy Aggregates materials processing plant in
nearby South Amboy - which is entitled to up to 1,825
residential units, part of a rail-connected, Raritan Bay
waterfront property development. The shuttle route
from Sayreville to the South Amboy rail station can

be amended to include this site as a stop once it is

approved and built out.

Development at a smaller, but still significant scale, is
likewise planned in Old Bridge, just south of Sayreville
by a few miles. Alfieri Old Bridge Associates LLC,

of Edison has proposed a general development plan
to Old Bridge Township on a 139 acre parcel off

of Exit 120 of the Garden State Parkway. This is a
prime location next to both on and off ramps to the
North and Southbound of the Parkway. However,
the development has been in contention for the past
20 vyears, and has changed in nature significantly over
that time in what it is proposing to build. Currently,
about 300,000 square feet of office space, 382
dwelling units as a mix of 1-2 bedroom apartments and
condos, and a possible hotel. This location is likewise
located along the North Jersey Coast Line rail tracks,
and has potential to be a hub for future NJ Transit

infrastructure and development.



Middlesex Coun’ry






Monmouth County
FORT MONMOUTH

The Fort Monmouth Redevelopment areq, headed by
the Fort Monmouth Economic Revitalization Authority,
is slated to be redeveloped over the course of twenty
years. A sprawling site covering 1,126 acres, the site will
feature a mix of office/research and development

space (2,098,541 square feet), retail (448,344

square feet), hospitality/conference center (310,000
square feet), residential units (1,605 units), and civic
buildings (524,594 square feet). A closer look at the

surrounding area can be 'FOUI’]CJ in +he map be|ow.



The Reuse Plan for the site projects over 4,000 new
residents and over 10,000 new permanent jobs. There
is a clear mismatch between the amount of residents
on site and the number of workers needed to fill the

site. In order to ensure that all prospective workers

can reach Fort Monmouth, it is critical to ensure
appropriate access to transit. A low-risk solution to this
would be for New Jersey Transit to provide shuttle
service between the nearby Little Silver train station
and the Fort Monmouth site.




Monmouth Coun’ry

The Bell Works site in Holmdel, New Jersey sits on 472
acres, has 1,600,000 square feet of rentable space,
and will have a fotal of 225 homes. 185 of these homes
are age restricted, while the remaining 40 homes with
be single-family homes with no age restrictions. Given
the large number of potential retirees that could live on
the site as well as the relative isolation of Bell -

Works in the suburbs, it is important to establish links
between existing transit service. Shuttle service provides
a way to start providing increased access fo the site.
The Hozlet train station, which lies northeast of the site,
provides an optimal location for the shuttle route, as @
route from the equidieron’r Middletown station would
face more traffic.



Addiﬁono”y, the route from the Hazlet station would Another justification for the shuttle from the Hazlet

provide quicker access to the Roberts Road entrance to  station as opposed to the Middletown station is due to

the site as opposed to the main entrance on Crawfords  the presence of other job sites on the Hazlet route. The

Corner Road. The map in Appendix Il shows the Hazlet shuttle route passes the Bayshore Hospital and

scope of the route and the site itself. several medical offices on Holmdel Road and North
Beers Street. This would provide additional passengers
for the route.




In order for the shuttle to reach both locations, the
shuttle would leave the Hazlet station on Holmdel
Road, make a rithr on fo BeH’mony Road, then a left on
to North Beers Street to reach the Boyshore Hospi’ro|
and the medical offices. The shuttle could then continue
down South Beers Street and make a rigH on to
Holmdel Road, make a left on to Crawfords Corner
Road, and fino”y make a righ’r on to Roberts Road to

enter enter the site.

Shuttles for both sites would start by running about
once every hour, with a full schedule attached. Service
can be added or removed as the sites continue to
develop and travel patterns emerge. Given the nature
of the development of both the Fort Monmouth and
Bell Works sites, both will |il<e|y have companies with
nontraditional working hours, hence the span of service
beyond the "9 to 5" working day. This service would
use a community shuttle, which holds 15-26 passengers
at a time. If demand for the service increases
significantly, both sites may want to consider building
bus shelters at their respective locations.

Cost estimates and schedules for both sites can be

found in Appendix V.



EXISTING NEW JERSEY TRANSIT COMMUNITY SHUTTLE
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NJ Transit operaftes many commuter routes currenHy
in the Boyshore Region, inc|uo|ing the 16, 131, 133

and 135 routes, as well as other routes operoJred by
Acodemy Bus Lines. These commuter routes serve a
|orge group of peop|e in the region and enhance the
economic competitiveness of the region by bringing in
commuters from suburban New Jersey fo New York
Cier‘ W hile the existing routes successfu“y serve local
commuters, other opportunities exist that may improve

the operation of the entire system.

This section features an overview of the different
commuter services operoJred b\/ NJ Transit in the
Boyshore Region, the characteristics of current riders.
This section also covers the studio group‘s NJ Transit
Express proposo| for a new bus terminal and shuttle
system to increase frequency and level of service to
users. Fino”y, this section exp|ores alternative funding

options fo imp|emen+ service chonges‘

Existing routes include routes 116, 131, 133, and 135,
which all travel from locations in the Boyshore Region
and terminate at the Port Aufhorify Bus Terminal in
midtown Manhattan (see map below).

These routes serve o combined average of almost
2,500 passengers per o|oy, reduce congestion on

the major arterials serving central New Jersey, and
provide many suburban communities with Jrime|y and

efficient access to jobs in New York City.

NJ Transit Commuter Route customers Jrr(:1ve|ir1g
from the Boyshore Region tend to be higher income
and most commute to New York Cier on an almost

o|oi|y basis. The mean income for a commuter in the
Boyshore Region is between $77,000, for Route 116,

up to $143,000 for Route 135. The average commuter
travels to New York Ci’ry five o|oys a week, with 91%
of commuters on Route 131 commuting this often.
Addiﬁono”y, the overwhe|ming majority of commute
route users buy mon’rHy passes, and the majority travel
b\/ bus not because it is their on|y option, but rather
because it's the best choice for their trip (NJ Transit
Research and Forecasting, 2015).

Given this information, we know that the commuter is
a person with more resources than the average transit
user. The commute route rider is also more |il<e|y to
pay a premium for services that Jrhe\/ utilize on a o|o1i|y
basis. Fino”y, such users travel almost exc|usive|y for
the purpose of Work, and will p|oce high values on
both time eﬁticiency and Frequency of operation. With
this know|eo|ge of the consumer base, we now turn fo

our proposo| for the routes.






As many of the routes travel from the southern area of
the Boyshore Region and pass Jrhrough the Old Bridge
area, an opportunity exists fo integrate those routes

to provide more Frequenf and comfortable service.
Borrowing some of the innovative and comfortable
shuttle model from |o|oces like the San Francisco Bay
Area, we propose to create an en+ire|y new commuter
system branded "NJ Transit Express.“ NJ Transit
Express will bring the errennghs and level of service of
the existing routes, and integrate the final parts of their
journeys to New York City into one stream.

ABOVE: SHUTTLE MOCK UP
RIGHT: POTENTIAL ROUTING STRUCTURE

With NJ Transit Express, small fuel efficient shuttles
will travel to Park & Rides and other key locations in
Holmdel, Marlboro, and Old Bridge. They will then
travel to a hub terminal in Old Bridge, near Exit

120 on the Garden State Parkway. This will increase
frequency, reduce operating costs, optimize labor &
vehicle management and increase the attractiveness of

commuter service.

The hub would then act a springboard to directly
connect the Bayshore Region with New York via
commuter buses. To provide both an additional
amenity to customers, and a supplemental revenue
stream to NJT, those commuter buses would make an

additional stop at Newark Liberty Airport.
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The full-service terminal is the cornerstone of NJ
Transit Express. The bus terminal will be located in
Old Briclge, close to new cleve|opmen+s‘ The terminal,
which is estimated at a cost of $25 million, will serve
as a hub for the region and bring a greoJrer Feehng of
permanence to bus travel. The comp|e+eo| terminal will
simulate the experience of a full service train station,
with bathrooms, food, and other services available
during commu’ring hours. W hile many suburban
communities might normally reject the placement of
a new bus stop in their neighborhood, the NJ Express
terminal will c|eor|y be an asset to the surrou ncling
area, and even enhance property values in the

immediate neighborhood.

This terminal will also be flexible, especially because
of its location in Old Bridge, which is near the border
of Middlesex and Monmouth counties. As commercial
and residential development in Sayreville generates
possible need for rail service, this bus terminal could
easily be converted or amended to accommodate a
train station.



ABOVE: TEMPORARY FACILITY MOCK UP DETAIL
LEFT: TEMPORARY FACILITY MOCK UP




As this proposo| requires a |ong span of time to construct and operate, as phosing strategy was created. This

strategy would allow NJ Transit to both groduo”y and dynomico”y p|on the service around Funding, and

custormer demand.

Though beyond this pre|iminary phasing strategy, qddiﬁona"y measures could be taken to include rail infrastruce

creating a multimodal terminal.

Phase 1 would cost approximately $485,000 to Phase 2 would cost approximately $635,000 to build

acquire nine vans to run the service out fo the more permanent bus shelters for the area, as well as

extension areas, and current commuter buses can be improve other aspects of the hub. This phase would
used fo run the final leg from the Hub to New York
City. In this phase, a basic hub and parking lot would

be built as well.

also involve exponding exisﬁng ground porking spaces.

B



Phase 3 would cost $25 million to build out the entire Phases 4a and 4b cost $100,000 and $300,000,

terminal, as well as to expand parking into a multilevel  respectively. In Phase 4a, two new vans are acquired

porking structure. and new signage indicates any service chonges. In
Phase 4b, four new vans are acquired and more
shelters are built along the routes. Phases 40 and 4b
can be repeated and changed as demand needs
evolve and further development occurs.
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Below are several charts rougHy breoking down the
copiJro| costs. Additional costs could be included in

Phase 3 to accommodate additional rail infrastructure.

Su pporting Infrastructure
Basic Hub

$485k $635k

Porl(ing Exponsion

Shelters

9 Vans Hub |mprovemen+s

Pa r|<ing Expansion

$25m $300k

Shelters

Terminal

Construction 4 Vans



Funding Strategies

To build large public infrastructure projects under
budget constraints, many local governments and
agencies have turned to public-private partnerships.
These allow for private companies to provide some of
the money required to build large and capital-intensive
projects, such as a multilevel parking garage. For N
Transit, partnering with a private entity that could
handle the financing and management of the terminal
would prove helpful in getting the structure built.

In this public-private partnership (PPP), a private
company would raise the capital and manage
construction of the terminal for the public agency, in
this case NJ Transit. Then, the company works out

an arrangement where it leases it back to NJ Transit
until it recovers its initial capital investment. This would
allow a private company to build the terminal, also,
at costs lower than those of a public entity, therefore
saving the agency and state money.

ADVANTAGES

e Reduces upfronf copi+a| costs for NJ
Transit, which could prove especio”y
difficult to raise in current budgei‘.

. Brings a private partner into the
arrangement, which will lend
additional technical and financial

expertise to the agency.

e Reduces |ong-+erm financial risk for
NJ Transit and does not re|y upon
bonds issued by the state.

Previous examples of PPPs sought by NJ Transit include
the Weehawken Ferry Terminal near New York
City. For this project, NJ Transit created a proposal
and then offered $2.4 million to whichever private
company could build and maintain the structure.

The City of Chicago has also been successful in
contracting out to private companies to manage some
of its parking infrastructure, which famously leased
36,000 parking meters for a period of 75 years to
Morgan Stanley. This has provided an additional
revenue stream tfo the city, and reduced the amount
of personnel costs associated with managing this

piece of infrastructure. (See below for an overview of
the advantages and disadvantages of public private

partnerships for commuter bus terminal construction).

DISADVANTAGES

e The agency does not retain full
ownership of the pcrking structure for

the lease period.

o If the structure does not procluce
enough revenue, this could shift the

lease period |onger to the company.

¢ NJ Transit may lose some revenue
to the private company because the
company assumes some of the risk
associated with the project.
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Route 48

SHORT TERM RECOMMENDATION

e Bus Ticket Vending Machines at
Perth Amboy rail station, Elizabeth
rail station, and Woodbridge Center
Mall.

J C|ecr|y dis’ringuish Perth Amboy and
Woodbridge Center Mall routes in

data collection and omc|ysis

LONG TERM RECOMMENDATION

o Creation of Low Cost Fare Card
o Traffic Signo| Prioritization

o Additional Bus Ticket Vending

Machines at Woodbridge Township,
Carteret, and Rahway

IMPACTS

 Time Savings: 5-10 Minutes Per Trip

e Signal Prioritization: $30k/ intersection
e Smart card vendor: $65k/ stop

e Currency Only Vendor): $13,000

ROUTE DESCRIPTION

The NJ Transit Route 48 is the highes+ ridership route
in the study area, with daily boardings exceeding
3,100 per day. The route provides service along two
o|’rern0+ing routes and covers diverse communities
ranging from Elizabeth to the north, to Perth Amboy
in the south. The first route, identified as the "48 Perth
Amboy" runs from Perth Amboy to Elizabeth by way
of Rahway, Carteret, and the Woodbridge Town
Center. The second route, which serves the north
section of Woodbridge Township and terminates af
the Woodbridge Center Mall is referred to as the "48
Woodbridge Mall"

Weekday service for the 48 begins at 4:40am with a
bus from the Woodbridge Train Station to downtown
Elizabeth. At 5:35am 48 Pert Amboy service begins
and continues ot one hour and twenty minute intervals
until the final trip to Elizabeth at 10:54pm and arriving
at 12.03pm. Trips headed to Perth Amboy begin

at 5:08am and run consistently until 10:33pm with

intervals of one hour and twenty minutes.

On Saturdays, the two routes terminate ot
Woodbridge Center Mall meaning that there is no
direct service between Perth Amboy and Elizabeth.
Direct service is provided from 6:00am to 9:50 am
with subsequent trips focused on Woodbridge Center
Mall ending at 10:00pm.

Sunday service exclusively uses the 48 Woodbridge
Mall routing Woodbridge Center Mall. The first bus
from Elizabeth to the mall leaves at 8:00am and with
the last bus to the mall deporﬁng at 9:13pm. Limited
service between Elizabeth and the Rahway Train
Station continues through 12:18am.



Elizabeth and Perth Amboy, the terminal points for
Route 48, both have median household incomes of
approximately $44,000 with higher than average bus
ridership exceeding 1% of area households. Carteret,
Rahway, and Woodbridge Township have higher

median household incomes ranging from $58,000 in
Rahway to $76,000 in Woodbridge Township.

W hile Perth Amboy has a visible Hisponic community
that accounts for 78.1% of its tofal popu|o’rion,

Rahway and Elizabeth also have “majority-minority”
populations. Woodbridge Township, conversely, is
60% W hite, 10% African American, and 18% Hispanic.
Woodbridge also has a very large Asian American
community that makes up of 20% of its population.




Commuter data shows that bus ridership is heaviest

in Perth Amboy and Elizabeth. The |o1rge|y Hispcmic
majority in Perth Amboy means that NJT serves many
riders for whom Eng|ish is a second |onguage or who
have no Eng|is|’1 proFiciency at all. While the riders

for both Perth Amboy and Elizabeth can easily be
characterized as Transit Dependent” NJT data shows
that these riders dispropor’riono+e|y pay cash and are
forced to forgo any discounts on their rides.

In Perth Amboy, there is also a large Hispanic
community with riders for whom Enghsh is their
second |onguoge. W hile these ridership could be eosi|y
characterized as Transit Dependent’, they also are
effectively premium fare paying riders who pay cash
for bus service and do not receive discounts associated
with bus passes. NJT estimates that ---- percent of its
riders on the route 48 pay cash.

In addition to the demographic characteristics, NJT
data shows that approximately 553 passengers of
route 48 board the bus at Broad Street and Jersey
Avenue everyday. Current operations, above, shows
boardings and alights data for the three critical stops
on the 48, inc|uo|ing Elizabeth.

Ridership on the Route 48 is strongest in its northern
segments, ’rhough much of this is simp|\/ due to higher
clensiJr\/; the demographics o|ong the 48 Perth Amboy
corridor suggest that the current route suffers from its
limited service south of Rahway.

Revenue figures for Route 48, are quite strong for

a local bus. NJ Transit provides a revenue estimate
of $40 per hour the Route 48, however with 80
minute running times, this amounts to $53.30 per
trip in revenue and $130.64 in costs per trip, a 40.8%
recovery ratio for all trips. This recovery ratio increases
to almost 60% when only 48 Perth Amboy trips from
the start of service to 5:30 PM are considered. Time
savings will have signhciconjr benefits on the Route

48, enabhng more frequen’r service with existing
equipment. Existing service every 80 minutes is not
sufficient to attract riders in the areas the Route 48

serves.

The Route 48 Woodbridge Mall routing is not as
strong as the Route 48 Perth Amboy routing. This
suggests that it joins two largely independent routes.

It appears that service is underutilized on the 48
Woodbridge Mall route, but at the same time, service
is insufficient on the 48 Perth Amboy routing. While
demographic conditions appear to be unfavorable

for local bus service in many parts of Woodbridge,
Carterest has several low income areas.

In addition, the high popu|o’rion densities in Carteret
are p0r+icu|or|\/ concerning; o|ensi+y (o|ongside with
household income) is a strong predictor of Transit
demand, yet while much of Carteret features
population densities exceeding 10,000 people per
square mile, Carteret is also one of the weaker

ridership areas for the Route 48.



The irony here is that the current configuration of the
Route 48 actually makes it more difficult to accurately
address demand along the two corridors it serves;

the route provides valuable service. Several of our
stakeholders, including representatives from Perth

Amboy and Middlesex County, have identified

Carteret as a high impact area where Transit service
is particularly limited despite a strong need. Much

of the problem here is that while service exists, it is
not frequent enough to be useful. Short of adding
additional buses to the route, the best available option
is fo identify ways of shortening running times.



Bus ticket vending machines are overdue for the Route
48 (and many key stops in the NJ Transit bus system
in genero|) given the heovy ridership levels in the
system. [t is recommended that Jrickeﬁng machines be
installed in Elizabeth at the intersection of Broad street
and Jersey avenue where the majority of 48 riders
wait for the bus. Both the 48 Perth Amboy and the 48
\)\/oodbridge Mall routes begin their runs loy sitting at
their origin point, often for 5 minutes or |onger, while
waiting for passengers fo pay fares. In the current
system, buses are late before Jrhey even begin their

runs.

Off-board fare collection has additional benefits besides
improving run times; LEP passengers often have an
easier time using a mu|+i-|onguoge TVM compored

to communicating with a bus driver, and information
can be more eosi|y presenJred Jrhrough visual interfaces
such as TVMs, Woodbridge center mall is also a clear
candidate for installation of bus TVMs, as a number of

lines converge at this location, inc|uding the Route 48.

Off-board fare collection, however, should not be the
on|y element in this process. Exact chonge payment
requires 3.6 to 4.3 seconds per passenger on average.
By comparison, pre-payment requires on|y 295 to

975 seconds (up to 52% savings), with smart cards
averaging 3.0 to 3.7 seconds. Off-board fare collection,
on ifs own, increases service desirobih’ry, reduces
operating costs Jrhrough reduced running times, and

improves the Transit experience for LEP groups.

OFF BOARD FARE PAYMENT COLLECTION (PHOTO PROPERTY OF AMNY)



The primary |ong term recommendation for Jrickeﬂng
at NJT is the o|eve|opmen+ of a low cost but
permanent fare card for NJT bus riders. Modeled after
fare cards being o|eve|opeo| and imp|emen+eo| across
the g|obe, a low cost card would allow the 61% of
route 48 riders who pay cash to receive discounted
travel. Presenﬂy, occording to NJT, these riders receive
no discount on their trips. The most important metric
provio|eo| by NJT is that O% of route 48 riders use the
ten frip commuter ticket while 31% use the monJrHy
pass. This reflects the need for fare options that provide
discounts and the digi’r0| payment of fares at lower
cost than both the mon+|'1|y pass and even the 10 trip
commuter pass. Providing an array of low cost Jrickeﬁng
options could po’renﬁc”y reduce the fare, however the

experien+io| improvements should attract new ridership.

Fin0||y, ,\UT should consider the use of signo|
prioritization to reduce the time lost ot traffic signo|.
Studies have found that time savings of 10-15 minutes

have been regu|or|y repor’red for these systems.

BUS SMART CARD (PHOTO PROPERTY OF GOVTECH.COM)
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Route 810

SHORT TERM RECOMMENDATION

. |mp|emen+c+ion Phase: Bus Ticket

Vending Machines at New Brunswick

Train Station, Menlo Park Mall,
Woodbridge Center Mall

IMPACTS

e Time chings: 11-15 Minutes Per Trip
e Smart card vendor: $65k/ stop

ROUTE DESCRIPTION

NJ TRANSIT's 810 Route serves a corridor that runs
from New Brunswick to Woodbridge Center Mall. The
810 also provides service to Edison, Meruchen, and
Menlo Park Mall. Eastbound and westbound service
begins at 6:00 AM, with both running until 9:00 PM
and a final westbound trip providing service to 10:00
PM. There are no alternate routes and the schedule is
consistent Jrhroughou’r the doy.

On Saturday and Sunday, the trip times and
headways are identical to those provided during the
week with later start times and earlier ending times

for service. On So’rurday, the first bus begins an hour
later then weekday service at 7:00am. On Sunday,
the first and last buses to Woodbridge Center Mall are
at 10:.00am and 5:00pm respectively. Sunday service
to New Brunswick starts at 1:00am and concludes at

7:30pm.

RIDERSHIP PROFILE

The 810 Route serves a diverse assortment of riders
and commuters that visib|y includes work commuters,
individual riders, Formihes, the e|c|er|y, and Ru’rgers
students. New Brunswick train station is a key
multimodal anchor for the line, providing connections

to MCAT bus service, several other NJ TRANSIT bus
routes, the NJ TRANSIT Northeast Corridor Line, and

even limited intercity Amtrak service.



New Brunswick is characterized by its position as the
home of Rutgers University. However, the city has

a reported population of 55,000 that is over 75%
Minority. Hispanic Americans account for 50% of
the population while African Americans and Asian
Americans account for 16% and 7.6% respectively.
Median household income for New Brunswick was

$39,901; the 810 serves vibrant communities o|ong
much of its route, and its operational figures are
indicative of a strong local service; weekday trips
average 27.5 boardings per hour, which, coupled
with moximum loadings averaging only 16 passengers,
shows that most trips only cover a segment of the

route.



Route 810

Metuchen has a median household incomes of
$103,000 and median owner occupied properties are
valued at $387,000. While this is not the average bus
transit demographic in the U.S, Metuchen also serves
as a retail point along the route that also includes direct

access to the Metuchen rail station. Menlo Park Mall

and Woodbridge Center Mall provide the final two
destinations for the 810 Route. Weekday Riders to
these points include shoppers and mall employees. NJ
TRANSIT data shows that 131 passengers board at
Menlo Park Mall while 137 passenger alight there. At
Woodbridge Center Mall, 92 passengers board.



The 810 Route has high ridership; while it does not
have overall ridership levels that match the 813 and
48, it operates on a clear corridor with high demand
Jr|'1roughou’r, and its running fime c1|reoo|\/ allows |’10ur|y
service atf all times of o|oy using two buses. Current
service is hampered by excessive delays due to several
factors, most no’r0b|y passenger boording. On-time
performance is a serious concern; only 3 weekday trips
were on fime 85% of the time or more in September
2014, while six were on time less than 50% of the time
in the same period. Even small benefits to running
time will \/ie|o| improvements to on time percentages
with the current timetable.

Neighborhood routes such as the 810 thrive on
consistent on-time performance, and usually see
ridership suffer when that service is not provided; it is
possible that even small gains to performance could
have strong positive revenue and ridership impacts, as
more passengers are willing to use the route for longer
trips (higher number of trips and higher revenue per
Jrrip).

As noted above, the primary short term
recommendation for Route 810 is the provision of bus
ticket vending machines at the New Brunswick rail
station at Somerset and George Street, the Metuchen
rail station ot Main Street and Woodbridge Ave,
Menlo Park Mall, and \)\/oodbridge Center Mall. The
pi|o+ program machine(s) at Woodbridge Center
Mall would serve both the 810 and 48 lines o|ong
with other routes, |owering the costs of providing the
infrastructure at that location for each route since the

benefits are sp|i+ (in oduoh’ry, these TVMs would serve
all routes at Woodbridge Mall).

With the imp|emen+oﬁon of bus ticket vending
machines at Woodbridge Center Mall and other
locations, the 810 will be one of the routes benefiﬂng
from that service and providing measures on how trips

times are impoc’red.
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Route 813

SHORT TERM RECOMMENDATION

o Traffic Signc:| PriorH’y should be

incorporc:fed for the industrial park
areas near Middlesex Coun’ry Co”ege.

¢ Bus Ticket Vending Machines at
Middlesex Coun+y Co”ege.

e Evaluate Small shuttle service

IMPACTS

e Time Sovings: 3-4 Minutes Per Trip
. Signa| Prioritization: $30k/ intersection
e Smart card vendor: $65k/ stop

ROUTE DESCRIPTION

Route 813 runs from the corner of Rector Street and
\)\/oshingbn Street in Perth Amboy to Middlesex
County College in Edison. The route serves Metuchen,
Edison’s Raritan Center and the Heller Industrial Park
in route to the Middlesex Cou nty Co||ege. The runtime
per trip is 49 minutes and trips run from 6:00am tfo
10.00pm every weekday.

Route 813's Saturday service provides service to
Middlesex County College from 7:00am to 11:30am.
After 11:30am service terminates at Metuchen before
returning to Perth Amboy. This limited service runs
from 1:00pm to 6:00pm. There is no Sunday service
for route 813.

Service to Heller Industrial Park is limited to four trips
per day on weekdays. The first two occur on the
outbound trip from Perth Amboy at &15 and 6:50.
The remaining two trips occur on the 3:30pm and
5:15pm inbound trips returning to Perth Amboy.

RIDERSHIP PROFILE

The 813, like the 810 Route, serves a diverse popu|oﬁon.
Middlesex County College is the primary stop on Route
813. Passenger loading on the 813 tends to be highest

in Woodbridge and New Brunswick, with heavy
boarding and alighting activity in these areas as well as
Metuchen and Middlesex Community College. Rider
reviews corroborated +his; Middlesex Co||ege was a
significant source of passengers on weekdays. The 813
route, in addition to its other roles, provides vital access
service for Middlesex County College, which had
12,064 credit students and 20,000 non-credit students

spread over ifs three campuses in 2014

Perth Amboy has o median income of $44,000.
Only 1% of its residents commute to work by bus
ona regu|or basis. Over 70% of the popu|o+ion is
Hisponic, which makes Perth Amboy a "mojorier—



minority” community. Perth Amboy also hosts sites for
Middlesex County College which is located near Perth
Amboy’s vocational high school and has an enrollment
of approximately 800 students. The 813 Route is a
vital link for many of Middlesex County College’s
students, providing valuable service to and from major
communities in the area to campuses.

The primary issue facing Route 813 is the marked drop
in Saturday ridership. During the morning runs there
are few riders on the route. This falls in line with the
heavy usage from Middlesex Community College
students; demand for these types of services is often
lower on weekends than weekdays. The maximum
loadings for the AM Peak period on Saturdays is
roughly 10, dropping to approximately 5 riders per trip
in the afternoon. Boardings per hour, however, remain
relatively high, averaging 17.3 per hour across all
Saturday trips, which, coupled with the low maximum
loadings, suggests that many of the trips are shorter,
with passengers discharging and boarding en route.
This suggests that the 813 has significant levels of
demand along its other segments on Saturdays, while
demand to and from Middlesex Community College is
naturally lower.

Given the low ridership levels for Scﬁurdoy trips, we
recommend use of smaller equipment on Saturdays.
While the 813 Route was the subject of a similar study
last year that concluded the 813 would benefit from
express service on weekends, we believe that the high
number of short trips that the Soﬁurdoy 813 buses
generate may indicate the need for the 813 to remain

at least in part a local route.

In addition to the lack of ridership, NJ Transit has the
opportunity fo improve the o|reoo|y short runtimes
for route 813 by uﬁ|izing signo| priority at the neor|y
empty cross streets that lead up to the co||ege.

This area is enﬁre|y industrial but includes several
traffic stops that increase trip time. The immediate
expenses on infrastructure can be offset Jr|'1rougl'1 the
improvements to operoﬁono| factors such as running

time and operoﬁono| cost.
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Route 815

SHORT TERM RECOMMENDATION

e Divert route to Old Bridge Turnpike
from Route 18

e Serve Route-35 prior fo terminating

at Woodloridge Center Mall

IMPACTS

e No new capi+a| costs.

° Ridership Increase

ROUTE DESCRIPTION

The 815 Route is a northern local route operated by NJ
Transit between New Brunswick, East Brunswick and
Woodbridge Center Mall on weekdays, Saturdays
and Sundays. On weekdays, service is hourly and
runs from about 6 AM to the last run ending around
11:30 PM to New Brunswick. On weekends, this route
operates on 75-minute headways, from 8 AM 1o

11:40 PM on Saturdays and 8:48 AM to 8:58 PM on
Sundays. The route is currently operated by NJ Transit

Buses operate from the New Brunswick Rail Station
via George Street, then Route 18 southbound to

Ferris Street, then westward +hroug|'1 South River to
Sayreville along Main Street and W ashington Road
offering connections to the North Jersey Coast Line af
South Amboy Rail Station and Perth Amboy station.
From Perth Amboy, the vehicles use local arterial
roads to Woodbridge Township before terminating
at Woodbridge Center Mall. Outbound buses do the

comp|e+e opposite.

RIDERSHIP PROFILE

Ridership on the 815 is consis’renﬂy high and is one of
the busiest routes in Middlesex County. There appears
to be lower ridership on short trips from Woodbridge
Mall to Perth Amboy than on other buses, H’]ough this
can be exp|oined in part |oy the smaller number of
destinations served |oy these buses.



The most heavily utilized stops on the 815 are as
follows:

These five stops accounted for around one-third of the
total daily weekday boardings (34.75%) and dlightings
(30.94%). Passenger traffic appears to be heaviest
heading from New Brunswick. Inbound trips experience
slightly lower ridership; given that there are several
different bus routes in this corridor, it is possible that
some passengers use one route in one direction, and
another for reverse trips.

The study group found that the 815 is generally a
strong route, but has some room for improvements.

In particular, the outbound routing from New
Brunswick serves Mid-State Mall in East Brunswick,
but passengers are forced to cross Route 18 - a busy,
high speed state road - to access the mall. In addition,
there are gaps in coverage along Route 35, which

is only partly covered through existing 815 service.
Finally, passengers boarding in New Brunswick or
Perth Amboy tend to ride the route in its enfirety, 9O
minutes, which is typically a 20-minute car ride. With
an abundance of long trips, it's possible that improving
the bus’ effectiveness as a major east-west connector

could yield significant benefits.

In the short term, the studio recommends that the

815 route be altered at several key poinfs. First,
Route 815 should divert to the Old Bridge Turnpike
instead of continuing along Route 18. This would
allow for passengers to access Mid-State Mall without
hoving to cross the highwoy portion of Route 18,

as well as serving commercial services o|ong Old

Bridge Turnpike. A map of this reroute is available in
Appendix V.

Second, The Route 35 corridor is partially served by
the 815 and no other bus serves the northern portion
of the corridor. An alignment that better features Route
35 would be beneficial, due to higher emp|oymen+
density in this area. On average, 50 weekday
passengers would be offected by this diversion. A
map of this reroute is available in Appendix V.

Finally, the studio recommends an additional evening
trip |eoving \)\/oodbridge Center Mall to accommodate
emp|0\/ees who may end their shift when the mall
closes at 9:30 and employees along the RT-35 corridor
who have later shifts as well. Mi|eoge o|ong the route
will remain genero”y unchonged (os will running
time), however this new routing will better serve

communities in the area.

In the medium term, the studio recommends
imp|emen+o+ion of an express routfe between New
Brunswick and Perth Amboy, which would operate
only at limited stops. Our stakeholders have
repeoHrec“y identified the need for improved east-west
service; um(or’runo’re|y, the distance from the North
Jersey Coast Line to the Northeast Corridor line
increases dramatically south of Perth Amboy, as the
Bayshore communities run southeast for some distance.



Route 817

Bl o

(2] veccenorors
T

© By







Route 817

SHORT TERM RECOMMENDATION

e Divert to the Route 35 Corridor in
Middletown Townsl‘\ip.

e Extend from Ccmpbe”'s Junction to
the Highlands

» Extend hours of operation
IMPACTS

* 10% Ridership Increase
e Capital Cost: $280,000 (1 Bus)

. Opercﬁng Cost: Increases by 61% or
$744,000 due to additional PM trips

and physicc|| route expansion

ROUTE DESCRIPTION

The 817 route is the successor of the former Middlesex
Bus Company's Route 7, which traveled much of the
same route as the current 817. However, the former
Route 7 was later discontinued between Keansburg
and Campbell's Junction, a segment that is still served
by the Route 817 today. The 817's current operating
hours and Frequency are |orge|y the same, but with
additional service offered on Satu ro|0y, service the
historical Route 7 did not have.

The 817 Route currently operates on the North Jersey
Coast along the Raritan Bay and Sandy Hook Bay
between Perth Amboy and Campbell’s Junction in
Middletown Township. Service operates on weekends
and Saturdays, with hourly headways from 5:00

AM until 6:00 PM on weekdays and a more limited
6:00 AM to 5:00 PM service on Saturdays. The route

currently operates under contract by Academy Express,

LLC.

This route begins at Rector and Washington Streets
in Perth Amboy and ends at Campbell's Junction. The
route has a scheduled one hour and fiftfeen minute

runtime.

RIDERSHIP PROFILE

Ridership on the 817 is light, however it serves a critical
link between the Amboys and Middletown area that
would otherwise be devoid of local bus service. By
serving the many municipohﬁes o|ong the Northern
Jersey Coast, many residential and employment areas
are served, providing area passengers with cri+ico|,
lifeline transit service. The |oo+en’rio| to grow ridership
also exists o|ong this route, as the area recovers from
Hurricane Somdy and new o|eve|opmen’r sites start to
take shope.



The 817's five most heavily used stops were as follows:

*Campbell’s Junction; Middletown
(26 o|oi|y boordings, 43 doi|\/ o|igh+ings)

*South Amboy Rail Station
(26 daily boardings, 22 daily alightings)

*Broad St at Front St; Keyport
(14 daily boardings, 20 daily alightings)

*Smith St at Madison Ave; Perth Amboy
(29 daily boardings, 1 daily alighting)

eSmith St at State St; Perth Amboy
(1 daily boarding, 28 daily alightings)
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Stakeholders stressed the importance of improving
connections to employment centers in order to attract
more riders. W hile the 817 currently serves many
office, retail, and industrial sites o|ong Route 36, it
circumvents many emp|0\/men+ sites farther down
Route. This stretch of Route 35 from Keyport to

New Monmouth Road in Middletown houses several
shopping centers that co||ec’rive|\/ represent hundreds
of jobs, primori|y in the retail sector. OmiHing corridor
is a critical loss; research has consis+en+|y shown that
individuals with lower-paying jobs, like those found in
the retail sector, have a re|0+ive|\/ higher likelihood to
use public transit fo get to and from work (HuffPost).
DespH‘e the un+op|oeo| ridership po+en+io| of the Route
35 corridor, it is important to keep in mind that

the current 817 route serves many residential and
downtown areas.

In order to improve access to the employment sites
along the Route 35 corridor south of Keyport, our
recommendation is to reroute the 817 to this corridor.
By doing so, the many retfail employers along Route
35 would be connected with transit service to the
rest of Route 35 farther north towards the Amboys.
This would also decrease the travel time of the route
as the Route 35 alignment would allow for higher
travel speeds than the current Route 36 o|ignmen+
and ifs associated deviations to serve the downtowns
and residential areas of Keyport, Union Beach, and
Keansburg. However, by rerouting the 817, service
to these key areas would be socriﬁced, which is not
recommended. Due to the signiﬁcorﬂr residential
population and existence of employment sites in this
areq, it is advised that bus service still be provided
along the Route 36 corridor.

To reconcile the existing route with the proposed route,
we recommend an alferation to Route 834 service
which currently operates between the Red Bank rail
station and the Highlands (see Route 834 section for
more information). In conjunction with this change

of the 834 route, route 817 would not on|y serve the
Route 35 corridor, but would continue down Route 35
and turn left to travel north on New Monmouth Road,
serve Campbell's Junction and serve the Campbell's
Junction to the High|ono|s branch of the current 834
route. W hile this extension of Route 817 would increase
the totfal travel time, it is counterbalanced with the
reduction of time from rerouting buses to the Route

35 corridor. Therefore, the total runtime would be 91
minutes, an increase of on|y 15 minutes beyond the

current 76 minute runtime.

In order to maintain hour|y headways, it is
recommended that NJ Transit operate an additional
vehicle for the 817 service. This would require a total of
four (additional?) buses due to the proposed increase
in distance and runtime. This is warranted for two
reasons - relatively low maximum passenger loads, and
allow for an increase in span of service. We propose
to increase the span of service in order to 0dequo+e|y
serve and attract the many refail employees that work
within a quarter mile of the new 817 o|ignmen+. This
increase in span of service would expomd the current
evening operating hours from 6 PM to 9 PM, with the
last bus departing its origin at 9 PM.

These changes to the 817 route would result in an
estimated $745,000, or 61% per year increase in
operating costs; however it should be noted that much
of this additional cost is attributed to the extension
serving the Highlands along the current route 834
that we are proposing to reroute. By realigning route
817 while still serving the communities o|ong the
Route 36 corridor (see Route 834 section below), it
offers tremendous po+en+io| to increase and grow local
bus ridership in North Jersey Coast area, potentially

oﬂcseﬁmg some of the cost increase.
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Route 831

SHORT TERM RECOMMENDATION

e Relocate Monmouth Mall stop

e Add additional evening round-i‘rips on
Weekclcys and So+ur<:|cys

IMPACTS

e 3.59% Riclership Increase
. Capi+c| Cost: $10,000 for new stop

. Operc:fing Cost: Additional
$105,000 / year for new PM trips

ROUTE DESCRIPTION

As with the other Red Bank hub routes, there have
been few changes made to the 831 route since NJ
Transit begcm managing the service, and the route is
|orge|y unchonged from its pre—NJ Transit routing as
Boro Buses' 1 Route. The primary change to the 831
has been the |ong—’rerm transition of the route from a
peak-hours commuter service under Boro Buses, into
an hourly local bus route. Service under Boro Buses’
was during peak hours only, though shortly after NJT
takeover, service was exponded during midday hours,
while lowered during the AM and PM peoks, resuH'ing

in the current hourly service.

The 831 Route operates between Red Bank and Long
Branch Jrhrough Monmouth Mall on weekdoys and
Saturdays, and between Long Branch and Monmouth
Malll on|y on Sundoys. The route runs from 6 AM

to 7 PM with hour|y heodwoys on weekdoys, with a
later starting time on So’rurdoys, and with later starting
and earlier service c|osing on Sundoys. The route
currently operates under contract by Transdev.

The route operates from the Red Bank Rail Station

via Monmouth Street, then south on Broad Street

to Wyckoﬁf Boulevard, and continues south to reach
Monmouth Mall. From there, the route continues
south down Route 36 before joining Broadway
(County Route 537), then shortly turning south on
Ocean Avenue before turning west on Morris Avenue
to reach the Long Branch Train Station. Northbound
buses reverse this, but use Pavilion Avenue in
downtown Long Branch instead of Morris Avenue.



RIDERSHIP PROFILE

Ridership on the 831 is modest but stable; the route is
the second busiest of the five main Red Bank hub bus
routes (831-835), with a total 14,188 trips in October
2014. As with other Red Bank routes, most activity

tends to take p|oce at a small number of key stops.

The 83]5 Five most heovi|y used S'l'OpS were as FO”OWS:Z

*Monmouth Mall

(79 daily boardings, 79 daily alightings)

eRed Bank Rail Station

(67 )

qg\‘/ Luo\dmg:, 56 daily alightings)

*Broadway/3rd Avenue

/ daily ooardings, > daily o '\;}*‘f'\'wgfsf“
L ong Branch Rail Station

(55 Qo'\\y LUJ\J\Q 1 daily 3\\9""\"9:\;)
*Route 36/K-Mart

(M daily boardings, 30 daily alightings)

These five stops accounted for 53.8% of daily
boardings and 352% of daily alightings. Passenger
traffic appears to be moderate in both directions
eroughoqu the do\/, Jrhough it appears that more
passengers use northbound buses than southbound
buses. Ridership on the route is stable, with an
average of 20 boordings per hour; however the first
southbound trip of the morning (deporﬂng Red Bank
at 5:50 AM) averages only 5 daily trips, which is

significantly below the average for the route.

Heavier loadings occur on the Monmouth Mall-Long
Branch segment of the 831; Monmouth Mall is ke\/
|oodmg/u n|ooo|ing point for the route.

ROUTE ISSUES

One of the legacies of the route’s origins as a
commuter route is that service closes earlier than on
the similar 832 Route. As a result, while the 831 and
832 share many characteristics, most passengers prefer
the 832's longer scope of service even though more
than 30% of trips on the 832 could be completed
using either the 831 or 832. The lack of post-rush hour
service is o noficeable issue; mu|+ip|e stakeholders from
the area voiced concerns about limited off-peck service,
underscoring that existing service is highly valued and
that there is demand for additional service.
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In line with recommended changes to the 832 route,
the 831 route would relocate to a new bus stop at the
northeast side of Monmouth Mall. Unlike the 832
route, however, the 831 would continue to service
Wyckoff Boulevard. This unfortunately would
necessitate a s|ig|’1’r|\/ more indirect routing that would
add 1-2 minutes to average running times, however this
is more than offset by the 832's cost savings from this

relocation.

In oddi+ion, we recommend oo|o|ing evening service
for the 831 route in the form of two additional evening
round-trips on weekdays, and one on Saturdays;
Sunday service would remain unchanged. Daily costs
of these changes are estimated at $380 per weekday,
and $190 per 50+uro|oy, Jrhrough the addition of 3.8

additional Weekdoy service hours and 1.9 on So’rurda\/s.

These changes would not require additional equipment,
as existing buses would merely operate for an
additional two hours per day. W hile maximum
loading does drop on current late afternoon trips in
both directions, |ooo|ings on the current last buses

are still within norms for buses in the area at these
times. The neorby 832 has a later aofternoon peok in
maximum |oao|ings, with more passengers boording
close to 5 PM in both directions. This suggests that
additional service would enable service for a wider
customer base, particularly those working midday and
afternoon shifts.
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Route 832

SHORT TERM RECOMMENDATION

. Bypass Brielle Avenue
e Relocate Monmouth Mall stop

MED. TERM RECOMMENDATION

e Reroute via Shrewsbury Avenue

bei‘ween Red Bcn|< ond SI"II’GWSbUI’y

e Convert route to community shuttle
buses for weekend and oﬂ:-peok

service

IMPACTS

e Potential for new ridership from

Slﬁrewsbury Townsl'\ip
e Operating Cost: Decrease $50,000

per year due to time savings

. Capi+c| Cost: $25,000 - $35,000 for

new signage and facilities at relocated

stops

ROUTE DESCRIPTION

Route 832 is one of the five current routes radiating
from the Red Bank Rail Station. Like the other
830-series routes, the 832 Route traces its |ineoge to
Boro Buses, as the #2 Route. New Jersey Transit took
on the route in 1984, and the route was origino”y
operated by Monmouth Bus Lines under contract, but
has changed hands several times and is now operated
under contract by Transdev. The route has changes
little over this 30 year period, except for several small
additions in the early 1990’s including the deviation to

serve Seaview Square in 1998, with an extension east

from the Asbu ry Park Train Station in 2001.

The 832 Route currenHy runs from Red Bank to Asbury
Park via Monmouth Street in Red Bank, then south on
Route 35 to Wyckoff Boulevard, then via Monmouth
Mall before returning fo Route 35. Buses then turn
west onto Sunset Avenue, South on Brielle Avenue,
then east on Ring Road to reach Seaview Square, then
via Asbury Avenue into Asbury Park, turning south

on Main Street to reach Asbury Park Tronspor’roﬁon
Center. Most Weekday and Saturday buses then
continue eastbound via Cookman Road to reach their
east terminus at Kings|ey Avenue and 4th Street. On
weekdays, two AM peak buses alternately bypass
segments of the route, providing more direct end-end
service. |n addition, two |o’re—nigh’r southbound buses

operate via the north side of Asbury Park.

RIDERSHIP PROFILE

The 8392 route is a producﬁve route, por’ricu|or|y

when compared to most of the other Red Bank hub
routes. In October 2014, the route accounted for a
total 25,673 trips, the highes’r of the five Red Bank hub
bus routes. On Weekdoys, there are an average 20.8
boordings per revenue hour, with no trip maintaining
a level below 12.7 boardings per hour. Maximum
|oodings reflect this, with the average at arou nd this

level. Ridership is spreod mos’r|y even|y Hﬁrough the



doy, +|'10ug|'1 the |'1ig|'195+ ridership appears fo be in the
AM peok and during the mid-afternoon (2-5 PM),
with ridership higher in both directions during these
periods.

Ridership is level Jrhrough most of the da\/, with some
peoking behavior in both directions, Jrhough much more
so in the northbound direction. The five most heovi|y
used stops for the route are as follows:

These five stops accou nted for 47.6% of total o|oi|y
boordings, and 44.3% of dai|y o|igh+ings.

Bus Loads tend to remain level o|ong route 832 runs
in either direction, Jrhough it should be noted that loads
rarely exceed 4-5 passengers between Asbury Park
Tronspor’ro’rion Center and Kings|ey/4+|'1 Avenue. This
segment of the route, however, does add shorefront
coverage to the route and could have high seasonal
traffic (our data is from September 2014). Detailed
Ridership information can be found in Appendix V.

Stakeholders have emphasized that NJ Transit should
focus on improving the convenience of service where
possible. The various extensions and deviations have
resulted in the route being operated with less than
hourly service; run times for most weekday and
50+urdoy trips are 61 minutes end-to-end, resu|’ring in
roughly 70 minute headways once recovery time is
accounted for. In addition, ridership o|ong the northern
segment of the route, between Red Bank and Fort
Monmouth, remains low, in part because the demand
is sp|i+ with the 831 route that shares the corridor.
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832 RIDERSHIP - OUTBOUND
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One of the first steps in improving Route 832 is to
restore hour|y service. While the route is mosﬂy
direct, there are mu|’ri|o|e slow segments with low
ridership. The Brielle Avenue portion of the Route
accounts for an average of 15 daily boardings and 16
o|oi|y o|ig|’1+ings, with 13 boordings and 8 o|igh’rings at
the Brielle Avenue/Ring Road stop. We estimate that
b\/possing Brielle Avenue would save opproximo’re|\/
3 minutes per trip on Weekdoys‘ The new routing,
shown below, would not add more than 0.4 miles of

WCIH<]I’19 to area destinations for any existing frips.

An additional savings comes from re|oco+ing the

Monmouth Mall bus stop. The current route requires

a |engH’1y deviation from Route 35 via \)\/yckoﬁ( Road.

In p|oce of Jrhis, we recommend using an exisﬁng
turnaround near the northeast side of the mall. In
addition to opero+iono| benefits, this stop s closer to
most of the shops at Monmouth Madll, resuHing in
poJrenJrio| benefits for customer satisfaction and service

visibility.

These two changes to the 832 Route would result in
estimated time savings of 6 minutes per trip, which,
besides enabling a return to real hourly service, would
also save an estimated $95,000 per year in operating
costs, with having negligible ridership and revenue
impacts. Maps of the proposed short term changes
can be found in Appendix IlI.






In the medium term, the urﬁoppecl demand o|ong the
Shrewsbury Avenue corridor represen’rs a signh(icorﬁr
opportunity for the 832 Route. Shrewsbury Avenue
has similar characteristics to the area around NJ

Route 35, however the lower traffic volumes and
more pecleerrion—FriencHy environment may be more
conducive to ridership than the existing corridor o|ong
Route 35.

The rationale for this chonge is two-fold; first, the
Route 35 segment between Red Bank and Monmouth
Mall is genero”\/ unproducﬁve, with the Avenue

of the Commons stops accounting for over 75% of
boordings and o|igh’ring on this portion of the route.
Comporo+ive|y, Shrewsbury Avenue is currenﬂy
poor|y served b\/ the 833 and 835, neither of which
goes further south than Newman Springs Road. The
addition of new service in this corridor would connect a
number of signh(iconf emp|oyers to ,\UT service, while
also oo|o|ing service for a number of neorby residential

o|eve|opmen+s

This chonge would impact opproximo’re|y 9.3%

of current average cloi|y boorclings, and 11.35% of
current average o|oi|y 0|igh’rings; however on|y 31%
of daily boardings and 8.1% of daily alightings would
experience increases in Wo”<ing distances greater than
0.5 miles, as most of these trips originate or ferminate
in downtown Red Bank or at the Route 35/Avenue
of the Commons stops. Other trips would most |il<e|y

shift to the 831 or use transfers for passengers going
south of Monmouth Mall.

The benefits of the chonge, however, are signh(iconJr,
and include:

*New service along Shrewsbury Avenue, adding a

new potential market for the 832.

* Transition the route to a more pedestrian-friendly
corridor.

*Potential fime-savings due to less fime spent on slow,
narrow streets in downtown Red Bank

While further analysis is needed to determine the
potential ridership potential along Shrewsbury Avenue,
demographics and density patterns in the area indicate
that the corridor is potentially a better transit market
than Route 35, in part due to the higher concentration
of retail businesses near Shrewsbury Avenue,
particularly between Patterson Avenue and Sycamore
Avenue. The lower troffic levels on Shrewsbury
Avenue, along with fewer signalized intersections, are
likely to actually improve running times by 3-4 minutes
per trip, with 1-2 minutes of these savings going info
improved on-time performance. Maps of the proposed
medium term changes can be found in Appendix Ill.
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Route 834

SHORT TERM RECOMMENDATION

e Divert from Campbe"'s Junction to
the Higl’\|ands to serve Campbe”'s
Junction to Keyport

IMPACTS

e 3.59 Ridership Increase

e Operating Cost: Increases by
$137,618.13 or 16.6%

ROUTE DESCRIPTION

Route 834 currently operates between the Red Bank
rail station, Compbe”'s Junction, and the High|omo|s

on weekdays and Saturdays. Service is operated with
hourly headways from 6:00 AM until 8:00 PM on
weekdays and Saturdays. The route is operated under
contract by Veolia Transportation.

This route begins at Bay Avenue and W aterwitch
Avenue in HigHonds and ends at the Red Bank rail

station.The route has a scheduled 49 minute runtime.

The 834 route is the successor of the former Boro Bus
Company's Route 4, which traveled much of the same
route as the current 834. The former Route 4 had a
slightly larger span of service, operating from 6:00
AM until 9:00 PM, however with a 2 hour headway

in the evening.



Ridersnip on the 834 is also |ign+, however, like many
local bus routes in the s+uo|\/ areaq, it links communities
and neignborhoods that would otherwise be devoid of
local bus service. This route connects services at the Red
Bank rail station bus hub to Campbell’s Junction and
Route 817 with the municipo|i+ies of Atlantic HigHonds
and High|onds. With this routing, many residential

and emp|oymen’r centers are served, providing critical
transit service to those without alternatives.

Tl’ie 8345 five most heovi|y USQCI S+Op$ were as 'FO”OWS:

*Campbell's Junction; Middletown
(26 daily boardings, 43 daily alightings)

*Red Bank rail station

*Campbell's Junction; Middletown

*Route 35 at Woodland Drive; Middletown

*Route 35 at Nevesink River Road; Red Bank

*Bay Avenue at Waterwitch Avenue; Highlands
Other stops in Red Bank, Atlantic HigHonds, and
Hign|onds contribute signiFiconJr boordings and
o|ign+ings to the 834 route. Possenger traffic is i(oir|y
consistent in both directions throughout the day,

with s|ign+|y nigher passenger counts for morning

and aofternoon peok periodsi [n genero|, nigner
passenger numbers are seen on northbound trips than
southbound trips and runs at the beginning and end of

eOCI’i dOy see |€SS rio|ers.

Due to the geography and road network of Route
834's service area, the route travels o pecu|ior
trajectory from Red Bank to the High|onds. In order

for the 834 to connect Red Bank and Campbell’s
Junction, buses currently have an indirect travel pattern.
Therefore, route 834's current routing could contribute
to some of the low number of riders this route carries.
A|so, considering the hign number of boorcling and
alightings at Campbell's Junction on route 817 and
route 834, there are a significant number of passengers
Jrromsferring between these services. This could be
reduced by altering the travel patterns of these routes

ono| serve passengers in a more direc’r manner.
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834 RIDERSHIP - OUTBOUND
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In conjunction with the proposed route 817 changes,

a diversion of the route 834 0|ignmen’r is proposed.
The new proposed routing of 834 would replicate the
current 834 from Red Bank to CompbeH's Junction. The
segment from Compbe”'s Junction to the HigHOnds
would be eliminated and be served by an extension
of route 817 (see above Route 817 section). Rather,

the 834 would travel from Campbell's Junction to

the municipalities of Keansburg, Union Beach, and
KeyporJr before meeting route 817 near the infersection
of NJ Highways 35 and 36 in Keyport. This would
accomplish goals for both the 834 and 817 routes -
reduce required transfers at Campbell's Junction, serve
the retail centers along the Route 35 corridor (fo be
served by the 817), and serve this additional Route 35

corridor without oo|o|ing additional bus routes.

By diverﬁng the 834 to this new 0|ignmen+ travel
times would be increased 14 minutes from its current
runtime of 49 minutes to 63 minutes. However, with
the current hour heodwoy, additional buses would
be required to operate this new route at an hourly
frequency. Keeping cost considerations and the routes
lower ridership in perspective, it is recommended that
headways be slightly increased to one hour and ten

minutes in order to allow ample travel and recovery
time for each 834 run.

These changes to the 834 route would result in an
estimated $137,618 or 16.6% per year increase in
operating costs. By rec1|igning route 834 while still
serving the communities it will no |onger serve with
Route 817, this proposed change works cooperatively
with the proposed 817 changes in order to grow local
bus ridership in this North Jersey Coast Region, increase
passenger convenience, and maximize NJ Transit's
limited resources.






Route 835

st ovirsonones |
Bl o
(2] veccenorors
T
O ey

104







Route 835

MED. TERM RECOMMENDATION

Extension west to Brookdale

Communi’ry Co”ege

Conversion to community shuttle

service using 24.seat buses

IMPACTS

106

Potential for new ridership

Operating Cost: Increase by $137,680
per year (34.3%)

Copi+a| Cost: $250,000 (ocquisi+ion
of two shu++|e-+ype buses)

ROUTE DESCRIPTION

NJ Transit's Route 835 is one of the five Red Bank

hub routes. Historically, the route originated as a

Boro Buses route, originq”y running from their depo+
near Newman Springs Road through Red Bank to

Sea Bright. Since NJT takeover, the route has been
modified to instead terminate at Newman Springs
Road and Clinton Street. Other than this chomge, the
route remains largely the same today as it has over
the past 30 years. The 835 route is currently operated

under contract by Transdev.

Service runs from 5 AM to 7 PM on weekdays, with
two eor|y trips at irregu|or heodwoys in the eotr|y
morning. So’rurdoy service is similar, but without the
eor|y morning Jrri|os, resu|’ring in service from 7 AM
to 7 PM. Due to the short |eng+h of the route, hour|y

eadways are maintained using a single, 42-seat
bus. Outside of minor scheduhng revisions and its
name, the 835 route has not chomged, other than its
management, in three decades.

The route runs from the west side of Red Bank to
Church Street before looping back using East Ocean

Avenue.



Ridership on the 835 Route is very low. A total of
3,887 trips were made on the route in October 2014,
the lowest of the five Red Bank hub routes and, by a
wide margin, the lowest rio|ers|’1i|o of any route within
the studied area. The route averages 1.4 boardings
per hour of revenue service, with only three runs
exceeding 10 total boardings. Saturday service is only
slightly less-used, with 10.4 average boardings per

revenue hOUI” O'F service.

Only 151 trips per weekday are made on the 835
Route, with much of it o and from the downtown
areas in Red Bank, Fair Haven, and Rumson. Stops in
Sea Bright account for only 13 daily boardings and 7
o|igh+ings per doy.

Despite its very low ridership, the 835 Route has broad
community support and stronger seasonal demand due
to its connectivity to the Sea Brigh’r waterfront areq,
and provides valuable service to Riverview Hospital in
Red Bank. Moreover, of all studied routes, the 835 is
the only one for which New Jersey Transit received no
customer service issues/complaints during the studied
period for comp|oin+s (Jonuory ], QOM—Jonuory 21,
2015), reﬂecﬁng wider community support than other
area routes. That said, the route is cu rren+|y quite
weak in terms of opero’riono| factors such as farebox
recovery; the ridership metrics fell a very clear story of
a route that simp|y does not have a signhficcm’r demand
base.
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Despite low ridership, the 835 Route has broad
community support and stronger seasonal demand due
to its connection to the Sea Brighf waterfront area, and
provides valuable service to Riverview HospiJron| in Red
Bank. However, |owering operating costs is essential

to maintaining this service. Using community shuttle
equipment instead of the current 42-seat buses would
signhciconﬂy lower operating costs, would provio|e
opero+iono| cost savings of as much as $85,000 per

year.

However, the more signh(icorﬁ concern for the 835
Route is its limited coverage area. We recommend
exponding the route in order to add to its overall
service demand. Eerending the route west to
Brookdale Communi’ry Co”ege was chosen as the
preFerred option, because the Brookdale Communify
College stop sees strong ridership on existing 833
service, but lacks service for much of the o|oy, owing fo
the 833's limitations as a longer route serving Freehold.
Brookdale Communi’ry Co”ege is the most l’]eovi|y used
stop on the 833 route, accounting for an average of

9] cloi|y boordings and 77 c|c1i|y o|igh+ings, over 20%

of the route’s total of each. Approximately 75% of
these trips are to points east of Brookdale Communify
Co”ege DespiJre these strong numbers, it is |il<e|y that
or1|y part of the demand from Brookdale Communi’ry
Co”ege is on|y porHy served |oy exisﬁng service. There
are only nine daily trips in each direction on the 833
route, with service cu rrenHy every /0 minutes, and

less frequently during peak hours as the 833 bus runs

slower cluring these times.

The studio class proposes a comp|e+e|y new routing to
Brookdale Co”ege Starting from Red Bank Rail Station
and going west fo Brookdale, buses would run west
on Monmouth Street, turn righ’r onto Bridge Avenue
and cross the bridge to enter Middletown. Buses then
turn rithr onto Navesink River Road, then turn left ot
Hubbard Avenue, turn rithr at Front Street, fo”owing

Front Street for several blocks before turning left onto
Half Mile Road, then right ot Newman Springs Road,
then would follow the same route as existing 833
buses from that intersection to Brookdale Community
College. The new extended service would run on
Mondays through Fridays, with no changes to existing

Saturday service.

This routing was selected with the three primary
goals (in addition to proving service to Brookdale

Community College):

Provide new service fo favorable areas in the
southwest areas of Middletown, particularly near Front
Street corridor.

*Enable total run lengths of 48-54 minutes; a more
direct routing via Shrewsbury Avenue and Newman
Springs Road was considered, but was problematic as
it led to running times of approximately 42 minutes
from Brookdale to Sea Bright, which would result in

excessive idle time with hourly service using two buses.

In combination with the conversion of the 835 route
to community shuttle equipment, the extended routing
increases annual operating costs o 34% above existing
levels (a $137,680 increase), in part because of the
significant cost savings of smaller equipment offsetting
the increase in service hours. The additions to the
route, however, almost double the route’s catchment
area and provide significantly improved service to
Brookdale Community College, which may more than
offset the increases in operating costs. Maps outlining
the proposed extension of the 835 are available in

Appendix IlI.
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Route 838 - Proposed

LONG TERM RECOMMENDATION

. |mp|emen+ new Route from Red
Bank to Long Branch via Little Silver,
Fort Monmouth, Oceanporf, Ocean

Avenue

IMPACTS
o Potential for new ridership
. Opera+ing Cost: $584,840 per year

e Capital Cost: $260,000 (acquisition
of two shuH|e-’rype buses)
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RATIONALE

The 838 Route fills a long-term need for a full service
bus route between Red Bank, Little Silver, Fort
Monmouth, and Long Branch. The Fort Monmouth
redevelopment project is expected to have a significant
impact on the Bayshore region, and will be a
significon’r |ong—+erm element in the region's overall
economic vH‘o|i+y. Fort Monmouth will add over
2,000 households, 300,000 square feet of retail, and
over two million square feet of offices into the area.
Because the level of commercial development and

job growth is expected to exceed the local working
population, the studio group expects that travel
demand in the area will increase significonﬂy.

In addition to the Fort Monmouth development's
projected impacts on regional demand, there is already
an existing demand for improved connectivity between
Red Bank, Little Silver, Oceonpor’r, and Long Branch.
Moreover, this need has been identified by other
studies; the 2010 Coastal Monmouth Plan cited the
importance of " improved bus service or development
of a bus shuttle to connect to the train stations in Red
Bank and Long Branch and to existing Ferry service

in the Bayshore Region and to future ferry service

in Long Branch ” underscoring that Red Bank and
Long Branch require additional transit connections.

In addition, several of our stakeholders speciﬁco”y
discussed the need for additional transit services in the
fo||owing areas:

. Little Silver

. Fort Monmouth (once developed)
. Oceanport Township

. Ocean Avenue (Route 36)



The 838 Route is optimized for local trips to and from
the downtowns O|ong the route, running mosHy o|ong
county routes and local roads while omitting smaller,
residential streets. S+or+ing from Red Bank, the route
runs east on Monmouth Street, turns left at Maple
Avenue, continues north for two blocks, turns rithr

at Front Street, and turns rig|’1+ at Broad Street. The
route follows Broad Street for 1/3 mile before turning
east at Harding Road and bearsright onto Branch
Avenue. This route +|'1rough Red Bank provides a high
level of coverage Jrhrough much of the downtown and
provides better connections to local jobs, albeit at a 1-2
minute penoH\/ in running fime compored to a more
direct route. Buses continue south via Branch Avenue
to the Little Silver Train Station, and, at least ini’rioH\/,
will not utilize the Little Silver porking ot
Umfor’runoﬁre|y, this means northbound passengers
transferring from rail need to cross Branch Avenue to
reach service. The route continues southbound onto
Oceanport Avenue.

Because Fort Monmouth’s internal street network will
be altered as the project fakes shape, the planned
route is subject to later revision; the route does take
info account the p|ormed conversion of several east-
west roads in the base being converted for one-

way operations. A visual depiction of this routing is

provided on the following page.

Exiﬂng Fort Monmouth, the route will follow
Eatontown Boulevard eastbound, then continue

onto Port Au Peck Avenue for 1.9 miles, passing the
Monmouth Park rail station o|ong the way (Monmouth
Park is expec+ed to provide high seasonal demand

for the 838 Route). The route then turns right onto
Monmouth Boulevard and confinues onto Florence
Avenue, turns left at Avenal Boulevard, and then rithr
on to Ocean Boulevard. From here, the route enters
downtown Long Branch via a similar route to the

existing 831 route, using Pavilion Avenue westbound
and Morris Avenue eastbound, to access Long Branch
rail station..

A key advantage of the particular route chosen is that
it can support local shuttles between Fort Monmouth
and Little Silver station; the shuttles and the 838 are
designed to provide alternating and complementary
service to Fort Monmouth, resuHing in a more Frequerﬁ
service that is attractive to a wide range of riders.

Earlier versions of the 838 in which the Fort
Monmouth redeve|opmen’r was not central to the

route were studied, but the final version of the

route is in+rinsico||y tied to the deve|opmen+. As

such, the route should not move forward until Fort
Monmouth redeve|opmen’r is underwoy and signiﬁcorﬁr
development exists at the Fort Monmouth site. Service
is expected fo have moderate demand on weekdays,
o|+hough demand is exped‘ed to be signiﬁconﬂ\/ higher
during summer months when local tourism troffic tends

to be higher.
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Route 838 - Proposed

Operations on the 838 should be similar in frequency
and scope fo the nearby 830-series routes. Buses will
run from 5:30 AM to 7 PM. Departure times at each
end are timed in order to be offset from the 831 route,
the other Red Bank to Long Branch bus route, by 30
minutes, such that there are buses every 30 minutes
between the two endpoints. Weekday service will

be provided at hourly frequencies in each direction,
requiring a commitment of two buses.
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As a cos’r—sovings measure, and in order o maximize
community support for the route, we recommend
24-seat community shuttle equipment for the

route. W hile this does have negative impacts on the
equipment lifetime, the lower per—hour operating
costs of this equipment more than oquweigh the more
frequent equipment acquisition costs.



Hour|y Operating Cost
Service Hours per Day
Days Per Year

Cost Per Day

Cost Per Year

Total Cost Per Year

Weekdays
$75

2576

255
$2,080
$531,040

Saturdays
$75

2376

52
$1,782.50
$92,620
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Proposed Faci|i’ry Improvements

LONG TERM RECOMMENDATION

e Add additional indoor waiting space,
real-time bus information disp|ays,

cmd sma” vendor space.

IMPACTS

C |mproved Cus+omer Experience

o |mproved Customer Visibi|i+y
. Capi’rc| Cost: $1 - 3 Million
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BACKGROUND

The Red Bank Rail station serves as a regional
transportation hub. Five different local bus routes,
accounting for 138 Weekdoy bus trips, run Jrhrough
the station, in addition to frequent North Jersey Coast
Line rail service. On average, 403 people board NJT
buses at Red Bank Rail Station per weekday, with 284
o|ighﬁngs, underscoring its cen+ro|i+y to the area. 1,187
passengers board trains from Red Bank on an average

weekdoy.

Originally built in 1876 by the New York and Long
Branch Railroad, Red Bank's station house was designed
for the needs of a small 1800’s town. Added to

the National Register of Historic Places in 1976 and
renovated meticulously in 2014 fo its 1876 standards,
the station's capacity as o modern transit facility is in
part limited by choice; NJ Transit renovations were
guided by a princip|e of historical preservation, rather
than capacity growﬂﬁ.

The small indoor waiting area of the station house
does not provide a sufficient space for the current
passenger loads; the interior waiting area has space
for small bathroom facilities, and a ticket office (staffed
from 6 AM 1o 1:30 PM on weekdays). There is no
vendor space, and all of the station’s Ticket Vending
Machines are located at the p|o+Forms. No real-time
bus information o|isp|0ys are ovoi|0b|e, however real-
time train displays are available at the platforms, near

the Ticket \/ending Machines.



Red Bank Rail Station lacks key facilities that many
similar NJ Transit stations have. As a |ong—+erm
project, the studio group recommends the construction
of a waiting area annex in the existing open p|ozo
adjacent to and north of the station house, with the
fo||owing amenities:

*Seating for 30-40 passengers, to accommodate peak
needs.

*Real-time bus and train status o|isp|oys in mu|+ip|e,

convenient locations

«Public Address System for train and bus status

announcements
'Spoce for a small food vendor/newsstand

«Bathroom facilities
«9-3 Ticket \/ending Machines

The new waiting area would support, rather than
replace, the existing station house. W aiting space
would still be available at the 1876 Station House, in
addition to the staffed ticket office; however, the new
waiting area would support existing and future bus
service, in addition to potentially expanded rail service

An improved waiﬁng area at Red Bank will improve
the travel experience and increase interest in using
connecting bus service. One key limitation of the
current station is the lack of pub|ic|y—o\/ai|ob|e
information about connecting services af the station.
This hampers Red Bank’s viobi|i+y as a real intfermodal
transportation center. |mproving amenities, por+icu|or|y
in terms of information, will \/ie|d signh(icom' benefits for
all services at Red Bank.
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he studio group notes that all of the above
recommendations function as a starting point for
a greafer discussion about service |o|omning in the
Boyshore region. Some of the recommendations
are more innovative than others; however, all
recommendations are rooted in information goJrhered
from data cmo|ysis, stakeholder input, and persono|

experience ricling the local and commuter bus routes.

The Boyshore region is a comp|e>< area with comp|e><
needs, and hosts a diverse group of transit users.

A |orge share of New Jersey residents commute

to dense urban areas such as New York Cier and
Phi|oc|e|p|’1io, while other residents use local bus service
to travel to school, co||eges, medical offices, shopping
malls, industrial zones, and other local economic
centers and institutions. Meeﬁng the needs of all of
these users requires a wide range of services. NJ
Transit has done an admirable job thus far of serving
its customers. However, there is o|woys room for
improvement, inc|uo|ing chomges to existing services

and imp|emen+o+ion of new ones.

Mcmy of the recommendations in this report require
or1|y small actions with little copi’ro| investment, such
as rerouting small portfions of local bus routes. On the
other hand, other recommendations require signhciconf
copiJro| investment, partnering with new organizations,
and chonging the structure of certain routes, or even
the creation of new routes. However, the studio firm|y
believes that all of these chonges are important to

meet new chonges OHCI cho”enges in MOanUH’1 OﬂCI

Middlesex counties.

Fino”y, the studio group would like to higHigH the fact

that local bus service serves as a driver of economic
deve|opmen+, and also as an important part of the
social service framework. It is especio”y important o
remember that many riders of local bus routes tend to

hOV@ some O]C Jrhe |OW€S+ incomes among OH moo|e

users. Individuals without access to cars, especially in

a suburban area like the Bayshore region, deserve
special consideration in the bus planning process. Those
people for whom bus service is not a choice, but o
necessity, are the most sensitive and vulnerable to any
shortcomings in the existing transit network. The studio
group would like to emphasize our special concern for
these individuals.

In conclusion, the studio members would like to thank
the readers of this report for their time and attention,
and hope that these recommendations provide helpful

guidance in NJ Transit's future bus planning.
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