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SECTION 1

1.1.

HISTORICAL OVERVIEW

Construction of the Railroad Line

The Newark and Bloomfield Railroad was constructed in 1855 and leased to the Delaware
Lackawanna and Western (DL&W) Railroad as the “Montclair Branch” in 1868. The
introduction of rail service generated a real estate boom, and Orange was incorporated as an
industrial suburb in 1860. As a result of heavy taxation, Orange’s wealthy First Ward broke
away and formed East Orange in 1863. By 1876, the area had grown enough to entice the
Erie Railroad to construct a competitor Watchung Branch, but service was later suspended
for lack of business.

1.2.

Original Ampere Station

Prior to 1890, trains stopped in Ampere only under a special order from the railroad. In
1890, a station was built at the request of Crocker Wheeler (now Worthington Pump), which
had constructed an electrical machine manufacturing plant east of the tracks. Crocker
Wheeler was a major force and manufacturing center in the community, with seventy‐eight
of their machines showcased at the 1893 Chicago World’s Fair.
The original station building was a single story stone structure with a pyramidal roof and
overhanging eaves. Located in the northeast portion of East Orange, the station was named
in honor of Andre Ampere, the French founder of the science of electrodynamics whose
name designates the measurement of electrical current. The neighborhood around the
station developed and attracted both residential development and other major
manufacturers such as Ward Baking and General Electric. In 1899, East Orange was
incorporated with a population of 20,000.
A site plan of the original station with the Worthington Pump site and freight sidings is
displayed in Figure A1‐1 in Appendix 1.

1.3.

Expanded Ampere Station

A second, larger Ampere Station was designed and constructed by the DL&W in 1907‐08
between Fourth Avenue and Springdale Avenue in East Orange as the first station west of
Newark. The $44,000 station included a brick Renaissance Revival style building, a green
glazed terra cotta roof, a large round‐arched door, and a concrete pedestrian tunnel under
the tracks. Jules Jusserand, the French Ambassador, was among the dignitaries attending the
opening ceremony.
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Figure 1-1: Former Ampere Station, looking south, circa 1970. Ampere Plaza is in the foreground.

Beginning in 1910, the DL&W made extensive improvements along the Montclair Branch,
including the elevation of tracks crossing city streets, the construction of new stations at
Watsessing and Bloomfield, double tracking, and improvements at Glen Ridge Station and
the Montclair Yard.
By 1912, trains to or from Hoboken made more than sixty stops a day at Ampere. A luxury
apartment building was constructed in East Orange, and Central Avenue developed as a
major shopping center with branches of New York City department stores.
By 1920, East Orange’s population was more than 50,000. An agreement between the DL&W
and the East Orange government provided for grade crossing eliminations at Ampere in
1921, with the tracks being raised twelve feet and Springdale and Fourth Avenues lowered.
A second story was added to the station when the tracks were elevated, and a brick shelter
and platform canopy was constructed on the westbound side.
The Montclair Branch was electrified in 1928‐29, with Thomas Edison at the control of the
DL&W’s first electrified train from Hoboken to Montclair. During the 1940’s and 1950’s the
Montclair Branch was said to be the most heavily traveled commuter branch line in the U.S.
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After World War II and the expansion of newer suburban areas, East Orange experienced a
loss in industry and erosion of the tax base. The Crocker Wheeler plant was acquired by the
Carrier Corporation, later the Worthington Company, to manufacture refrigeration and air
conditioning equipment.

1.4.

Railroad Consolidation

In 1960 the DL&W merged with the Erie Railroad, leading to the demolition of the railroad
yard in Montclair and the consolidation of yard operations at Hoboken. After 1975, the
DL&W and other independent railroads were brought under the jurisdiction of Conrail and
the New Jersey Department of Transportation, with NJ TRANSIT taking over commuter
operations by 1980. The Ampere Station waiting room was closed during this time due to
deteriorated conditions.

1.5.

Historic Status of Ampere Station

In 1984, Ampere Station was included in a thematic nomination of 53 historic New Jersey
railroad stations and listed on the National Register of Historic Places. In 1986, the
deteriorated westbound shelter and canopy were demolished. See Figure 1‐1 for a photo of
the former station. Selected plans of the former station can be found in Appendix 1.

1.6.

Service Discontinuance and Station Demolition

In 1987, NJ TRANSIT requested permission from New Jersey’s Commissioner for Natural
and Historic Resources to demolish the deteriorated Ampere Station waiting room building.
NJ TRANSIT was directed to stabilize the station building and offer to sell it to East Orange
for a nominal fee; and to advertise the station for sale or lease to a private developer before
permission would be granted. BY 1990, ridership had diminished to 51 persons, and service
to Ampere Station was discontinued in spring 1991. According to the City of East Orange,
service was suspended until future ridership forecasts warranted the reopening of the
station. However, a fire damaged the station in 1992. After an unsuccessful search for an
adaptive re‐use of the facility, Ampere Station was demolished in 1995. The demolition
plan can be found in Appendix 1.

1.7.

Current Ampere Site Conditions

No physical features of the station remain today, aside from the bridge structures over 4th
Avenue and Springdale Avenue, and the drop‐off driveway to the eastbound platform.
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1.8.

Commuter Rail Service

Twelve weekday Conrail passenger trains served Ampere Station in each direction in 1976,
with service to and from Hoboken only. Service grew slightly to 28 trains per day in 1990,
when Ampere was closed. The first published timetable after the closing of Ampere, in
1991, carried similar service, and with similar speeds to Newark Broad Street and Hoboken.
The closing of Ampere did not speed service.
NJ TRANSIT’s implementation of the Kearny Connection in 1995 for the first time provided
passenger service to Penn Station New York without a change of trains. NJ TRANSIT
opened Montclair Connection service in 2000, which provided a richer schedule by
operating former Boonton Line trains over the Montclair Branch (now the Montclair‐
Boonton Line).
The current timetable (2004) offers service to both Penn Station New York (PSNY) and
Hoboken. Service is also dramatically increased, to 66 trains per day, or a 235% increase
over 1991 levels.
Table 1‐1 details service quality and travel times on the Montclair‐Boonton Line between
1976 and 2004.
Historic timetables can be found in Appendix 1.
Table 1-1: Historical Train Service on Montclair-Boonton Line

Description of
Service
Daily Trains
Peak Period
Frequency
Travel Times
Newark
Broad Street
Hoboken
PSNY
WTC (PATH)
33rd
Street
(PATH)

1976
Bi-directional
all-day.
M-F
only. Hoboken
only.
24

1990
Bi-directional
all-day.
M-F
only. Hoboken
only.
28

1991
Bi-directional
all-day.
M-F
only. Hoboken
only.
28

2004 (current)
Bi-directional
all-day.
M-F
only. Hoboken
and PSNY.
66

40 min.

30 min.

30 min.

10 min.

Ampere to:

Watsessing to:

4 min.

4-6 min.

6-8 min.

6-7 min.

17-18 min.
No
23-41 min.

16-20 min.
No
26-28 min.

19-25 min.
No
29-39 min.

21-26 min.
27-33 min.
34-42 min.

22-43 min.

29-31 min.

32-46 min.

Not Listed.
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SECTION 2
2.1.

EXISTING CONDITIONS

Overview

The former Ampere Station site is located in the northeastern portion of the City of East
Orange, near the borders with Bloomfield and Newark. The station site is on the NJ
TRANSIT Montclair‐Boonton Line, between the 4th Avenue overpass on the south side, and
the Springdale Avenue overpass on the north side.
The Montclair‐Boonton Line is part of NJ TRANSIT’s commuter rail network, which is
oriented for travel to and from New York and Newark. The commuter rail network also
connects via transfers to other transit services such as NJ TRANSIT local buses, PATH, and
Amtrak intercity rail service. See Figure 2‐1 for the location of the Ampere Station site on
the regional rail network.
The primary Study Area includes areas up to ½ mile distance from the two overpasses and
the Montclair–Boonton Line right of way. This distance is the typical maximum walking
distance to a commuter rail station, and the area that would be directly impacted by the
reopening of the station. The Study Area is shown on Figure 2‐1.
Existing transit services, land uses and environmental features (including historic and
hazardous material contamination) have been identified within and near the study area, and
are described below.

2.2.

Transit Services
2.2.1

Overview

The study area currently has a rich level of transit service. These services would both
compete with and act as a feeder service to Ampere Station. Within the study area, three
local bus routes (Routes 34, 41 and 96) operate with frequencies from 6 to 30 minutes in peak
periods. On the outskirts of the study area and within walking distance for many Study
Area residents, there are two New York City bus routes, the Newark City Subway (NCS),
and many additional local bus routes. In addition, two commuter rail stations, Watsessing
Avenue and East Orange, are located outside the Study Area, but within walking range of
some Study Area residents. The NCS is an especially high quality service. It is frequent and
reliable, and since it operates on its own right of way, it is faster than bus service. Transit
services operating in and near the Study Area are shown in Figure 2‐2.
Trips made by transit to and from the study area include transfers between services. Route
41 bus service acts as a feeder to the Park Avenue Station on the NCS. (Some 41 trips
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terminate at Park Avenue Station, rather than continue to downtown Newark.) Also, the
Route 90 can act as a feeder to the Grove Street Station on the NCS, but fewer riders utilize
this transfer.
Transferring from local bus to the two commuter rail stations is not easily accomplished.
There are no local bus routes serving Watsessing Avenue Station, and a transfer between
local bus routes would be required to get to East Orange Station. Study Area residents
would have to walk or drive. Parking facilities at both stations are used to capacity (See
Table 4‐1 in Section 4).
Further analysis on the use of transit services to significant destinations can be found in
Section 5.

Because of the rich service and choice of travel by transit, the percentage of work trips made
by transit in East Orange is higher than the state average. Table 2‐1 illustrates travel by
transit compared to Essex County and the State of New Jersey. Figure 2‐2 shows the
existing transit services operating in and near the study area. For detailed transit service
characteristics to significant destinations, see Appendix 5.
Table 2-1: Comparison of Travel by Transit for the City of East Orange
Travel Mode

East Orange

Essex County

New Jersey

Transit (all modes)

28%

19%

10%

Private Vehicle

65%

73%

84%
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Figure 2-1: Regional Locator Map
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2.2.2

Local Bus

Within Study Area
East Orange is served by NJ TRANSIT local buses, which are primarily bound for
destinations in Newark. Other destinations are Montclair and Bloomfield, where
there are commercial and employment destinations. One cross‐town route, Route
90, serves destinations in East Orange and acts as a feeder to other local bus
routes. NJT local buses that operate in the Study Area are listed in Table 2‐2.
Table 2-2: Local Bus Routes Operating within the Study Area

Route #
34
34M
34 B
41
90
96

Name
Market
Street
Market
Street
Market
Street
Park Avenue
Grove Street
Crosstown
18
Street
Crosstown

Total Daily OneWay
Riders
(2004)

Primary
Destination

Peak Period
Frequency

Days
Operated

Downtown
Newark

6 min.

7 days

Montclair

12 min.

7 days

Bloomfield

12 min.

7 days

Downtown
Newark

15 min.

7 days

1,887

Irvington

20 min.

7 days

2,056

Chancellor Ave.,
Newark

30 min.

Mon-Sat

1,030

6,289

Local bus service within the Study Area covers nearly all streets. The catchment
areas of local bus service in the Study Area, defined by properties within 600 feet
of a bus route, are illustrated in Figure 2‐3.
Adjacent to Study Area
Local bus routes operating outside the Study Area attract residents inside the
Study Area, as the routes are within reasonable walking distance. These routes
are listed in Table 2‐3.
The most used routes are the Bloomfield Avenue
services. This cluster of four routes provides service to downtown Newark with
3‐minute frequencies in the peak period. Outbound, these routes serve
employment and commercial destinations in Paterson, Clifton, Montclair, and
along Bloomfield Avenue from Newark to West Caldwell.
Similar to the Bloomfield Avenue routes, the Dr. MLK Blvd. routes also serve
downtown Newark, and on the outbound end, serve significant suburban
destinations in western Essex and eastern Morris County. However, because of
the availability of I‐280, Routes 71 and 73 operate express on I‐280 towards
Newark in the morning and from Newark in the evening. These routes operate
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on Dr. MLK Blvd. at all other times. Route 79 is a reverse peak service, operating
westbound to Parsippany in the morning and eastbound to Newark in the
evening.

Table 2-3 Local Bus Routes Operating Adjacent to the Study Area

Route #

Percent
of Study
Area
Served

5

25%

Name

Primary
Destination

Peak
Period
Frequency

Days
Operated

Total Daily
One-way
Riders
(2004)

Kinney

Downtown
Newark

15 minutes

7 days

2,328

Bloomfield Avenue Routes:
11
Willowbrook
28
Montclair St. Univ.
30%
29
W. Caldwell
72
Paterson
Dr. MLK Boulevard Routes:
21
West Orange
71
West Caldwell
30%
73
Livingston Mall
79

Downtown
Newark

3 minutes

7 days

1,753
1,417
2,471
1,429

Downtown
Newark

7 minutes
No service;
uses I-280 in
peak periods
none

7 days
7 days

5,666
906

7 days

1,514

Mon. – Fri.

292

Parsippany

2.2.3

NYCT Bus

Private companies operate two bus routes to the Port Authority Bus Terminal in
Midtown Manhattan: Route 77, by Community Coach, and Route 88, by
DeCamp. Approximate routes, based on limited descriptions from their websites
are shown in Figure 4‐3; neither company has been responsive to requests for
further information.
Route 77 frequency is 45 minutes, and Route 88 frequency is 24 minutes.
Combined frequency is 15 minutes. These routes operate on Prospect Ave., and
only about 20% of the Study Area is within walking distance of the routes.

2.2.4

Newark City Subway

The Newark City Subway (NCS) would be the largest competitor transit mode to
commuter rail service at Ampere. Two NCS stations are within walking distance
of the Study Area – Bloomfield Ave. and Park Ave. Additionally, local bus
Route 41 provides a feeder service to the Park Ave. Station, which is within
walking distance for most of the Study Area. NCS peak period frequencies are
3.5 minutes. Travel time is faster than local bus: an average 33 minute door‐to‐
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door trip time to Newark Penn Station, versus 49 minutes on the Route 34 bus. In
2004, there were 9,125 daily riders.

2.2.5

NJ TRANSIT Commuter Rail

Two commuter rail stations are located near the Study Area: Watsessing
Avenue, on the Montclair‐Boonton Line, and East Orange, on the Morris and
Essex Line. Both stations have one‐seat service to Hoboken, where downtown
Manhattan is accessed via a change to PATH. However, only Watsessing has
Midtown Direct service, which provides a one‐seat ride to Penn Station New
York.
Brick Church Station, one station to the west, has been designated by NJ
TRANSIT as the station in East Orange to have Midtown Direct service.
However, Brick Church is inconvenient for Study Area residents working in
Midtown Manhattan, as they would need to travel west to take an eastbound
train. Similarly, Study Area residents would need to travel north to Watsessing
to take a southbound train to Midtown Manhattan. If Ampere Station were
reopened, many East Orange residents commuting to Midtown Manhattan
would find Ampere more convenient than Brick Church, due to its location on
the eastern side of the City (see Figure A5‐2 in Appendix 5.)
Table 2‐4 illustrates the rail service, ridership and parking facilities at East
Orange and Watsessing Avenue stations.
Table 2-4: Characteristics of Nearby Rail Stations

Station
East Orange
Watsessing
Ave.

Frequency of Peak Period Service
to:
Newark
Hoboken
New York
(PSNY)
30 min.
30 min.
No service
30 min.

40 min.

30 min.

Parking Facilities

Daily
Riders

Capacity

313

52

Used
(2004)
351

165

59

50

1 – Construction work at East Orange Station is occupying a portion of the parking facilities.
Usable parking facilities appear to be used to capacity.
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Figure 2-2: Transit Services Operating In and Near the Study Area
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Figure 2-3: Local Bus Service Coverage in Study Area
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2.3.

Commuting Patterns

In addition to data about families and housing, the Year 2000 U.S. Census also
collected information about commuting. This important “journey‐to‐work” data,
which is town‐to‐town work trip volumes, has just been made available by the
U.S. Census Bureau. Journey‐to‐work data for the City of East Orange, for
workplace destinations of 200 or more workers, can be found in Appendix 5.
The Census data indicates that more than 26,000 East Orange residents are
commuting to jobs. The most important employment destination for East Orange
residents is Newark, which generates more than 6,000 jobs for East Orange
residents. Almost 4,000 residents work in East Orange itself. Manhattan is also a
major employment draw, attracting almost 1,500 East Orange residents.
In descending order, additional communities generating jobs for more than 500
East Orange residents are Livingston, West Orange, Parsippany‐Troy Hills,
Irvington, and Orange.
Figure 2‐4 illustrates the number East Orange
commuters traveling to the eight most popular employment destinations.
Figure 2-4: Top Eight Employment Destinations for East Orange Residents

Orange
East Orange
Irvington
560 560 542
3825
6025

Livingston
Manhattan

560
1489745

Newark
Parsippany-Troy
Hills
West Orange

The seven next most important employment destinations for East Orange
residents are Elizabeth, Jersey City, Montclair, Bloomfield, Union, South Orange,
and Morristown, with Elizabeth and Jersey City being particularly important. In
Montclair, the City of East Orange has reported that significant employment for
East Orange residents is located at Montclair State University and Mountainside
Hospital, both of which are located near Montclair‐Boonton Line stations. These
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communities attracted between 250 and 500 workers from East Orange. Figure 2‐
5 illustrates the number of East Orange commuters traveling to these
communities.
Figure 2-5: Additional Employment Destinations (over 250 workers)

401

Bloomfield
Elizabeth
Jersey City
Montclair
Morristown
South Orange
Union

257

456

358
492

360

394

Many of the destinations listed in Figures 2‐4 and 2‐5 are served by NJ TRANSIT
commuter rail. Some destinations are directly served (with a one‐seat ride).
Other destinations require a change of trains, or changing to a different transit
mode. These are considered secondary destinations.
Figure 2‐6 illustrates the percentage of workplaces that would be directly served
or are secondary destinations served by NJ TRANSIT commuter rail, if Ampere
Station was operating. Approximately 69% of all work trips from East Orange
are to towns that are served by NJ TRANSIT’s commuter rail system. The actual
use of commuter rail depends on many factors, including the quality of other
travel modes to these destinations. Further analysis can be found in Section 5.

31%
Not Served

Secondarily
Served

Directly Served

34%
35%

Figure 2-6: East Orange Workplace Destinations Served by NJ TRANSIT Rail
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2.4.

Land Uses

Existing land uses near the station consist of one‐family, two‐family and
multifamily residential and neighborhood commercial; and some industrial uses
that have significant employment. Other former industrial sites are now vacant
and represent redevelopment opportunities.
Within the residential uses, high quality single family homes are located on the
“presidential streets”, which are north of Rutledge Avenue in the northwest
quadrant of the study area. The City of East Orange has reported that currently
employment in this neighborhood is oriented to Manhattan and Newark.
This mixture of land uses is
transit‐oriented.
High density
residential,
supported
by
neighborhood
commercial,
would
generate
walk‐on
ridership. Further, as pedestrian
activity increases near the
Ampere Station site, commercial
uses will become more viable. See
Figures 2‐7 and 2‐8 for typical
examples of development types
near the station site.

Figure 2-7: Typical multi-family neighborhood: Grove Street, looking south from Rutledge
Avenue

The City of East Orange is
actively
engaged
in
the
redevelopment of industrial sites
and residential neighborhoods
and commercial centers that have
high vacancy rates or are
otherwise blighted.

Figure 2-8: Ampere Parkway, looking north from Springdale Ave. underpass. Road has
wide sidewalks and center median.
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Redevelopment sites in and near the Study Area are shown in Figure 2‐9.
Further detail on redevelopment activities can be found in Section 3.
The roadway network within the Study Area is oriented to the former station
site. Roadways are low speed, and have sidewalks, and in some instances, center
medians. Pedestrian routes to the station site are direct, attractive, and in most
cases, safe (see Section 4 for recommended pedestrian improvements. Latest
available land uses (as of 1997) in and near the study are shown in Figure 2‐10.
The percentage of each land use within the Study Area is shown in Figure 2‐11.

for the City of East Orange

16

Feasibility Study for the Restoration of NJ TRANSIT Service for the Former Ampere Train Station
Final Report

Figure 2-9: Redevelopment Sites in and Near the Study Area
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Figure 2-10: Existing Land Uses In and Near the Study Area (Source: NJDEP, 1997)
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Figure 2-11: Percentage of Land Uses Within Study Area

Industrial

Commercial/Services
Recreational

0.5%

12.1%

4.1%

4.1%

79.1%

2.5.

Vacant and
Cem etary

Residential

Environmental Features

2.5.1

Sites Contaminated by Hazardous Materials:

A list of known properties where contamination by hazardous materials has
been obtained from NJDEP, and is shown in Figure 2‐11. None of the sites
directly impacts the potential construction of the Ampere Rail Station. However,
one site that is slated for redevelopment has contamination that would constrain
the generation of ridership. This is the Worthington Pump site, which has been
cleaned up to commercial, but not residential, standards. More ridership would
be generated if the site were developed with a residential use.
A detailed list of the properties with contamination from hazardous materials
can be found in Appendix 2.

2.5.2

Historic Status of the Railroad Right‐of‐Way

The Montclair‐Boonton Line right of way could be classified as an historic
corridor. No action has been taken yet by NJ TRANSIT to pursue such a
designation. (The Morris and Essex Line, from Hoboken to Phillipsburg, has
been designated as the Old Main Delaware, Lackawanna and Western Historic
District.) Further, the original bridge structures at 4th Ave. and Springdale Ave.
could be classified as contributing resources, if the historic corridor designation
is pursued. Any planned modifications to them would require review and
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approval by the State of New Jersey Historic Preservation Office (SHPO). The
historic corridor designation has not yet been pursued, as there has been an
informal agreement in place between NJ TRANSIT and SHPO to withhold such
classifications until the Montclair Connection was completed. Now that the
Montclair Connection is in fact completed, the historic corridor classification
should be viewed as probable, and the design of the station should avoid
modifications to the bridge structures.

2.5.3

Historic Status of Ampere Station

Ampere Station was on both the National and the State of New Jersey Registers
of Historic Places. Ampere was one of 53 NJ TRASNIT‐owned stations to be
listed on bother registers. SHPO gave approval to demolish the station on
January 14, 1994. Further, on March 25, 1998, SHPO concurred with NJ
TRANSIT that the station site does not contribute to the Old Main Delaware,
Lackawanna and Western Historic District.
However, though demolished, Ampere Station is maintained on the State and
National Registers until a formal petition for removal is filed. It is recommended
that the petition be filed prior to advancing design work on the new station
facility. In this case, the design of the new station would be subject to U.S.
Secretary of the Interior’s standards for historic preservation.
Copies of the letter approving demolition, and the opinion of non‐contribution
are found in Appendix 2.
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Figure 2-12: Known Sites with Hazardous Materials Contamination within the Study Area
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SECTION 3

3.1.

FUTURE PLANS

Potential for Future Rail Freight Service

Freight service to the Ampere Station area is possible. Norfolk Southern
currently has the right to use the Montclair‐Boonton Line for revenue freight
service, and the Morristown and Erie Railroad is also able to operate on the
Montclair‐Boonton Line.
However, there are some factors that will dampen the prospects of locating a
new freight customer in the Ampere area. These include:
• Currently, NJ TRANSIT’s general timetable rules prohibit the operation
of revenue freight trains from the Pine Street grade crossing in Montclair
(near Bay Street Station) and the Roseville Interlocking in Newark, where
the Montclair‐Boonton Line joins the Morris and Essex Line. In the Final
Environmental Impact Statement for the Montclair Connection, NJ
TRANSIT responded to local concerns about the routing of freight trains
over the new rail alignment by agreeing to not permit revenue freight
trains over the connection. It is believed that the extension of the ban to
Roseville Avenue is merely due to no freight customers and no freight
operations in that territory. Freight service operating to and from the
Morris and Essex Line into the Ampere area is possible.
• Freight service must operate at night, when the Montclair‐Boonton Line is
not operating, or on weekends. This contradicts the freight railroad
industry’s movement towards more schedule flexibility to meet customer
“just‐in‐time” requirements.
• The presence of overhead catenary wires, as well as high‐level platforms
currently at Bay Street Station, and planned at Newark Broad Street
Station, will prohibit certain freight that is classified as “high/wide”
movements.
• The potential freight customer, Norfolk Southern, and NJ TRANSIT
would need to agree to the installation of a new switch and siding track.
The customer would likely be billed for the costs of the required track
infrastructure. Partial reimbursement may be possible through the NJ
Department of Commerce’s Business Retention program.
In summary, freight service via the Morris and Essex Line is possible, but
locating a freight customer in the Ampere area would contradict industry trends.
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3.2.

Projected Land Use

The Study Area is generally built up, and not subject to change except for
redevelopment plans being pursued by the City of East Orange. Land use
changes in the Study Area principally involve the changeover from industrial to
another use. At the Worthington Pump site, which is currently vacant; the
former industrial use is expected to become commercial. The Ward Bakery site
was converted from industrial to residential since the US Census was taken in
2000. The 90 new residential
Table 3-1: Redevelopment Areas in or Near Study
Area
units are considered new
residences for the purposes of
Redevelopment
Description
Area
ridership estimation in Section
1. Lower Main Street Not in or near Study Area
5.
2. Muir's Berkeley

Not in or near Study Area

3. Upsala

Market rate single family housing

4. Greeenwood

In-fill housing; 65 vacant parcels and 66
unoccupied units

5. Walnut St.

Multifamily housing

6. Evergreen /
Halsted

Not in or near Study Area

7. Rutledge

1 and/or 2-family units

8. Arcadian

Residential lofts above ground floor retail,
single family market rate, and affordable
housing

9. Multiplex Concrete Industrial and commercial uses

10. Worthing. Pump

150,000 sf commercial/retail. Use 2 workers
per 1,000 sf.

Ward's Bakery
(completed)

Multifamily housing

3.3.

Other
redevelopment
sites
involve infill development of
the same land uses. See Table 3‐
1
for
details
on
the
redevelopment sites in and near
the Study Area.
The New York Metropolitan
Transportation Council projects
increases of 4.0% in population
and 9.4% in employment for
Essex
County.
These
projections were used for future
ridership forecasting in Section
5.

Roadway Changes

All roads within the Study Area are under local jurisdiction. According to the
City of East Orange Engineer’s Office, no roadway improvements are scheduled
within the Study Area in the next five years.
The North Jersey Transportation Planning Authorityʹs Transportation
Improvement Program (TIP) was reviewed for any projects that may impact the
Study Area. No projects were identified.
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SECTION 4

POTENTIAL IMPROVEMENTS

Reopening Ampere Station will result in an additional station stop on the
Montclair‐Boonton Line and will impact rail service schedules. Also, Ampere
Station will require the complete construction of new station facilities. The
facilities include platforms, canopies, ramps and stairs, as well as parking
facilities. To the extent that an alternative means of station access can be utilized,
such as bus feeder or shuttle services, the need for parking facilities can be
reduced.

4.1.

Railroad Operations Impacts
4.1.1

Overview

The operations analysis focused on two key performance measures ‐ running
time and line capacity. The addition of a station at Ampere, which would
become the easternmost station on the Montclair‐Boonton Line, will add running
time but will not affect overall line capacity. Passengers who now bypass the
Ampere station location on their trips will experience minor increases in total
trip time as compared to the present. Since the location of the proposed station
is some distance from the most capacity‐constrained segments of the line in
either direction, its addition will not adversely affect the lineʹs throughput.

4.1.2

Methodology

Simulation runs were performed with single trains in both directions using two
consists: first, an ALP‐46 electric locomotive pulling 6 Comet coaches, and
second, an ALP‐46 electric locomotive pulling 9 Comet coaches. Currently, the
longest train used on this line has an 8 car consist.
The trains were stopped at every station on the Montclair Line, and were
programmed to dwell for 30 seconds. A 30 second dwell is fairly typical for a
lower volume station. Dwell times can be as short as 15 seconds for very low
volume stations or as long as 120 seconds for higher volume stations.
To derive the running time difference between the current and proposed
station configurations, running times were measured from departure from
Watsessing Avenue to departure from Secaucus Junction in the eastbound
direction, and departure from Secaucus Junction to departure from Watsessing
Avenue in the westbound direction.
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Capacity was measured by examining signal clearing times before and after the
addition of the proposed station, and determining the most capacity‐constrained
location in each direction.

4.1.3

Results

The effect of placing the new East Orange Station was an increase in overall
running time of between 1 minute 20 seconds, and 1 minute 27 seconds,
depending on the direction and number of coaches in the consist, meaning that
passengers who currently ride trains through the area of the proposed station
would experience a minor increase in total trip time. To mitigate the
slight increase in running time, eastbound trains would be scheduled to leave
slightly earlier from their western terminals and westbound trains to
arrive slightly later at their western terminals, ensuring that passing times as
Roseville Junction Interlocking would remain the same, so as not to disrupt the
existing slotting pattern to and from the Morris and Essex Line at Roseville
Junction and the Northeast Corridor at Swift Interlocking.
There was no loss of line capacity between Montclair State University and
Roseville Junction Interlocking as a result of placing the new station, since
the most constraining signal locations (signal B146‐2 in the eastbound direction
and signal B127‐1 in the westbound direction) are not in the area of
the proposed station. While placing the station does decrease capacity locally in
the area of the proposed station, that local capacity still does not drop below the
level of the ʺsystemʺ capacity constraints at the above‐mentioned constraining
signals (which are in the 6 to 7 trains per hour range). Therefore, placing the
station will have no effect upon line capacity, and the ability of the line to deliver
6 to 7 trains per hour.

4.2.

Recommended Station Improvements

The scope of capital improvements for Ampere Station is based on the NJ
TRANSIT Commuter Rail Station Guidelines and Standards Manual (1997) (G&S
Manual) and current Americans with Disabilities Act (ADA) regulations. These
guidelines will require additional or modified station elements relative to the
original station, to satisfy current State of New Jersey Building Code and ADA
regulations. A sketch of the recommended station layout is shown in Figure 4‐8.
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NJT classifies its stations by peak hour ridership. Long term ridership
projections would call for a category C classification (between 250 and 500 peak
hour riders), assuming that 40% of daily boardings occurs in the peak hour. The
program and amenities for Ampere Station will therefore be based on a
classification C. The following elements make up the Ampere Station program:

4.2.1

Platforms

The ADA requires new stations to have full wheelchair accessibility to any door
in the trainset that is used by the public. To achieve this, platforms must be the
“high‐level” type, where the platform floor is the same elevation as the floor of
the rail car, about 51 inches above the top of rail. New stations on the Montclair
Boonton line, such as Bay Street in Montclair and Montclair State University in
Little Falls have high‐level platforms, whereas existing stations such as
Watsessing and Bloomfield (as well as the original Ampere Station) have low‐
level platforms, which are about 8 inches above the top of rail.

Figure 4-1: Bay Street Station in Montclair showing high-level platforms, intertrack fence,
access walkways, and lightings and railing fixtures. A pedestrian overpass is seen in the
background. An overpass is not needed at Ampere.

The length of trains run by NJ TRANSIT dictates the length of the platforms.
Currently, and for the foreseeable future, the maximum trainset is 8 cars in
length. Platforms at “C” stations must be long enough to reach the center doors
of the first and last cars as well as all doors of the middle six cars. Also, a 30 foot
stopping margin of error is included. The platforms therefore must be 630 feet in
length. Platform width generally must be 10 feet, minimum.
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In the typical platform section, there will be a back edge guardrail and a track
edge tactile warning strip, required by ADA for people with vision impairments.
The Montclair‐Boonton Line is two‐track through the Ampere area, and
passenger trains utilize both tracks. Therefore platforms are needed on both
sides of the tracks. This was the platform configuration of the original station,
except that freight siding tracks were located behind (east of) the westbound
platform. These tracks are no longer in use.

4.2.2

Canopies

Category C stations require 200 feet of canopy on the inbound side, and 100 feet
on the outbound side.

Figure 4-2: Canopy and windscreen at the recently opened at the Montclair State
University Station in Little Falls.

4.2.3

Stairs

Stairways will be needed between street level and platform level, at Springdale
and 4th Avenues, in order to provide convenient access to all areas surrounding
the station. Also, in order to link the 4th Avenue commercial district to the
station, a stairway is recommended opposite the tee intersection of Ampere Plaza
and Whitney Place. A vertical rise of 21 feet is at the Springdale Avenue
overpass, 14 feet opposite Whitney Place, and 16 feet at the 4th Avenue overpass.
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All original stairs have been removed. On the inbound side, stairs are proposed
at the original locations. On the outbound side, the original stairs at Springdale
Avenue and 4th Avenue were located between the Montclair Branch main line
and the siding tracks entering the former Crocker Wheeler industrial site. For
safety and security, as well as cost and the avoidance of construction within the
footprints of the potentially historic bridges, proposed stairs and associated
walkways are located on the easterly side of the siding tracks, which are now
inactive. This places the passenger route at the 4th Avenue overpass on the
Worthington Pump property.

Figure 4-3: Stairway at northwest corner of Springdale Avenue and North 18th Street has
been removed, and a catenary structure has been placed in its footprint. At-grade
pedestrian route improvements are proposed, instead of reactivating this stair.

Stair access to the southbound platform at Whitney Plaza is not recommended.
The existing pedestrian tunnel has been filled and sealed, and would have to be
re‐opened (The method of sealing the tunnel is shown on the demolition plans
located in Appendix 1). Reopening the pedestrian tunnel is not recommended as
it would be a significant cost, as well as bring safety and sense of personal
security concerns.

The original station layout included a second inbound side stair on the north side
of Springdale Avenue. A catenary pole has been placed within the footprint of
the original stair, precluding the construction of a new stair in that location. As
mitigation, at‐grade crosswalk and traffic calming improvements are
recommended at the Springdale Ave. /North 18th Street intersection.
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Figure 4-4: View of Whitney Place and the 4th Avenue business district, looking west from
where the eastbound platform would be located.

Canopies will be needed on all stairways to prevent the accumulation of snow
and ice. State of New Jersey Building Code requires this.

4.2.4

ADA Access

One wheelchair access route to each platform must be provided from the street,
where drop‐off pick‐up areas are located. Also, cross‐track access must be
wheelchair accessible. Of the two cross‐track crossings and Springdale Ave and
4th Avenue, the 4th Avenue location is recommended. The 16‐foot vertical
difference is achieved by the existing sidewalk located atop a curb wall, rather
than being at‐grade with the roadway.
NJ TRANSIT normally requires elevators when the vertical difference is more
than 10 feet. However, because of the site‐specific layout of the platforms,
walkways of slightly less than 5% slope are proposed on each side of the tracks.
At this slope, the walkways are regarded as not posing difficulty for people
using wheelchairs. The walkways will reach platform height at a location
approximately 80 feet from the easterly platform.

People using wheelchairs boarding at Hoboken likely would board at the
easternmost door, closest to the concourse and entrance to ferries, PATH, buses
and the Hudson‐Bergen light rail. This is also the location of the portable
platform lifts. At the other major origins/destinations, Newark Broad Street
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(with the completion of improvements), Secaucus and Penn Station New York,
people with wheelchairs could board or alight any railcar. With this variety of
potential wheelchair boarding and deboarding locations, only a small percentage
of people in wheelchairs would need to backtrack to or from the east ends of the
platforms. The potential backtracking should be considered an insignificant
inconvenience.

Figure 4-5: The 4th Avenue underpass would be the primary route for cross-track access for
station users. The sidewalk is raised relative to the roadway. The capital cost estimate
includes installing railings and cosmetic improvements to make the underpass more
attractive.

4.2.5

Lighting

Platforms, shelters, and all pedestrian routes within the station site must be
lighted. Under canopy areas on platforms and stairs must have 15 foot‐candles
of illuminance; open platform areas must have 5 foot‐candles; and pedestrian
ways must have 3 foot‐candles. Parking lots must have 2 foot‐candles, and drop‐
off/pick‐up areas and bus stops must have 5 foot‐candles. Typically, these
illuminance levels can be accomplished with the following fixtures, using high
pressure sodium lighting:
•
•
•
•
•

Open platform: pole mounted, 11 feet high, 100W, every 24 feet.
Under platform canopy: pendant mounted, 150W, every 20 feet
Under stair canopy: pendant mounted, 100W, every 20 feet.
Open ramps and walkways: pole mounted, 150W, every 30 feet.
Curbside (drop‐off/pick‐up and bus stops): Depends on ambient light;
should be similar to open ramps and walkways.
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4.2.6

Waiting Area

For a Category C station, 450 square feet of waiting are is needed. This station
will be unattended, therefore, a building with doors is not recommended. NJ
TRANSIT has recently used standard three‐sided shelters (e.g. at Towaco and
Montclair Heights), that are open to the track side. This type of shelter is
recommended. Alternatively, waiting room space could be provided by a
commercial establishment that provides the waiting room space along with a
street‐side oriented business. The commercial use could be identified as a future
option.
Space for future retail (minimum 250 square feet) should be
accommodated, on the inbound side near the Whitney Plaza stairway.

4.2.7

Ticket Vending Machines

New stations without agents will require ticket vending machines (TVMs),
located along the routes to the platform. Usually, TVMs are installed in pairs at
any location (in case of malfunctions), are well lighted, and have shelter for the
person making the transaction, and adequate space for queuing. A category C
station require up to four TVMs (the number of TVMs can be adjusted after
reopening, based on actual peak hour use). Routes to platforms without TVMs
will have signage directing passengers to the TVM locations.

4.2.8

Public Toilet Rooms

Projected ridership volumes at Ampere do not warrant public toilets at the
station. Toilets are provided on board trains, and at major stations.

4.2.9

Passenger Information

Public Address – A public address system (PA) covering the entire length of both
platforms will be required.
Variable Message Signage – NJ TRANSIT is currently installing information
displays that are actually computer monitors. This system provides real time
information about on‐time performance, a visual display of PA announcements
for people with hearing impairments (as required by ADA), and train schedules.
Train service serves multiple destinations, including Hoboken and PSNY, and to
additional destinations by transferring at Newark Broad Street Station. The need
to display accurate information for all these destinations is driving the need for
the sophisticated displays.
Static Station Signage – The proposed station would be outfitted with a signage
package as per the NJ TRANSIT Sign Standards Manual. Information Includes
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schedule and fare information displays, ticketing and TVM locations, track
numbering and direction, the station name for riders on the train, directions off
the platform to streets, bus stops and any significant destinations (determined in
consultation with the City of East Orange), and accessible routes for people with
disabilities.

4.2.10 Advertising Displays
NJ TRANSIT has a system wide contract with an advertising agency to install
advertising billboards on all station platforms, as the agency sees fit, but in
accordance with NJ TRANSIT regulations as to location and size. Ampere
Station would become part of this contract, as the advertising agreement covers
all passenger facilities on NJ TRANSIT property.

4.2.11 Amenities
Passenger amenities that normally are included are bike racks and/or lockers,
benches, and trash receptacles.

4.2.12 Landscaping
Embankments and other passive areas of the station site should be landscaped.
Existing trees that are not affected by construction can remain, but the
understories should be removed to enhance sight lines and general visibility.
4.2.13 Arts in Transit
A percentage of the construction budget may be set aside for the Arts in Transit
program, depending on the source of funding, and City and NJ TRANSIT
objectives in this area.
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Note on historic review: The Montclair Branch (between the junction
with the Morris and Essex Line at Roseville Ave. and Bay Street Station) is
likely to become a listed historic corridor. While the station itself would
be has been de-listed from historic registers upon the filing of a petition
for removal (See Section 2), the historic corridor designation would give
SHPO review and approval rights to any construction within the railroad
right of way.
From experience, SHPO will require that the architectural style of the
Delaware Lackawanna and Western Railroad be integrated into the
proposed station. Generally, this adds about 10% to the cost of
architecturally significant items. These items include canopies, railings,
shelters/windscreens and lighting.
In addition, proposed construction has been designed to avoid
alteration of existing bridge structures, which are original construction by
the Delaware, Lackawanna and Western Railroad, and are assumed to
have historic significance.
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4.3.

Recommended Station Access Improvements

Existing roadway intersections at 4th Avenue and Springdale Avenue are
complicated and have limited sight distance because of the railroad structures.
Some potential station users may be dissuaded from utilizing the station unless
at grade pedestrian improvements are made. Figures 4‐9 and 4‐10 display
existing and recommended traffic control and pedestrian crossing improvements
adjacent to the station site. Three sets of improvements are recommended:

Figure 4-6: East side of Springdale Avenue, looking south. Stair access to the outbound
platform is proposed in the wooded area in the background. Extensions of the curbed
island are proposed, to make pedestrian access safer.

•

Reinforce stop control and pedestrian crosswalks at Springdale Avenue.
Extend the island sidewalk to better link the north and south sides of the
intersection. See Figure 4‐6.

•

Add traffic calming and patterned pavement at the Whitney
Place/Ampere Plaza intersection, to enhance pedestrian flow to the 4th
Avenue business district. This intersection should become the nexus of
the station site. Bus stops are nearby, and the canopy over the proposed
stair will be a prominent feature along Ampere Plaza. See Figure 4‐4
above.

•

Install a mid‐block crossing on 4th Avenue east of the station for Ward
Bakery residents, depending on further study of sightlines and safety.
Without this crosswalk, Ward Bakery residents would need to either walk
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west to North 17th Street, or east to North 13th Street, to cross 4th Avenue.
The City of East Orange should coordinate future access for development
at the Worthington Pump site with the proposed location of the
crosswalk. See Figure 4‐7.

Figure 4-7: Ward Bakery frontage on 4th Avenue, looking west to the railroad overpass.

As an alternative, a stair could be constructed on the south side of 4th
Avenue for access onto the 4th Avenue overpass. A pedestrian route
would be located on the overpass in the area of the former freight sidings.
This is not included in the cost estimate.

4.4.

Parking Alternatives

As shown in Section 5 “Ridership”, the provision of parking is important to the
realization of all forecast ridership. For residents within the Study Area, the
pedestrian access mode would be strong, because of the traditional street
network and close proximity of residential neighborhoods.
Further away,
however, walking time will increase to a point where other transit options will be
more convenient.
It should be noted that at all nearby stations, parking is used to capacity. Table
4‐1 shows parking capacity and utilization at nearby stations, for the year 2004.
East Orange’s use is reduced due to construction activity occupying a portion of
the parking facilities.
Alternatives for providing station parking include:
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•

If possible, designate a portion of existing on street parking for
commuters.

•

Cut into the railroad embankment on the east side of Ampere Plaza to
create angled parking.

•

Designate spaces in the East Orange Parking Authority‐owned parking
lot behind the businesses on 4th Avenue for commuters. This lot is in
poor condition, and would require improvements to make it attractive for
use by commuters.

•

Negotiate with the developers of the Worthington Pump site to set aside
some parking spaces. The number of spaces is dependent on the type of
use to be developed. Consideration should be made to developing uses
that make for good shared parking arrangements, such as movie theaters.
Otherwise, the amount of development would be reduced in order to
meet parking ratio requirements.

From Table 4‐1, the ratio of riders per parking stall ranges from 3.3 at Watsessing
and Bloomfield to 12.9 at Brick Church, and averages 5.6 riders per stall. It is
likely that at Brick Church there is a significant amount of unsanctioned parking
and the actual ratio of riders per parking stall is closer to the average.
A recommended ratio of 4 riders to parking stall is recommended for the
reopening of the station. The use of parking should then be monitored, and
additional parking should be provided if necessary. Using the estimated 395 to
592 boardings per day (for the development of ridership forecasts, see Section 5),
100 to 150 stalls is needed.
The method of providing parking (either by designating existing or having it
provided by others) is not yet determined. Therefore the cost of parking is not
included in the capital cost estimate. The cost of new parking currently averages
approximately $4,000 per stall for surface parking, and $15,000 per stall for
structured parking.

4.5.

Capital Cost Estimate

The capital cost estimate, in 2005 dollars, is $7.95 million; using public bid unit
prices, as adjusted to reflect the additional costs associated with historic facilities.
A detailed cost estimate is shown in Table A4‐1 of Appendix 4. This estimate
does not include the cost of parking facilities.
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Table 4-1: Parking Capacity and Utilization at Nearby Commuter Rail Stations

East Orange
Daily
2004 Capacity
52
2004 Usage
35
2002 Usage
35
2004 riders per used parking space

Permit

Free

Total
52
35
35
8.9

Brick Church
Daily
2004 Capacity
93
2004 Usage
92
2002 Usage
93
2004 riders per used parking space

Permit
22
16
15

Free

Total
115
108
108
12.9

Orange
Daily
2004 Capacity
80
2004 Usage
93
2002 Usage
80
2004 riders per used parking space

Permit
95
97
95

Free

Total
175
190
175
4.1

Bloomfield
Daily
2004 Capacity
212
2004 Usage
215
2002 Usage
132
2004 riders per used parking space

Permit

Free

Total
212
215
132
3.3

Watsessing Ave
Daily
2004 Capacity
14
2004 Usage
13
2002 Usage
13
2004 riders per used parking space

Permit
45
37
6

Free

Total
59
50
19
3.3

Total - local stations
Daily
2004 Capacity
451
2004 Usage
448
2002 Usage
353
2004 riders per used parking space

Permit
162
150
116

Free
0
0
0

Total
613
598
469
5.6
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Figure 4-8: Recommended Station Improvements
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Figure 4-9: Existing Station Access Conditions
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Figure 4-10: Station Access Improvements
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4.6.

Potential for Shuttle Services

4.6.1

Overview

Shuttle service to Ampere Station could potentially attract ridership and reduce
commuter parking needs. Public shuttles to New Jersey rail stations are typically
set up using one of the following models:
•

Employer Shuttle: A shuttle might be provided by a group of area
employers. This is the model used to fund and operate Princeton
Junction’s “Train Link”.

•

Bus Route Realignment: Regular NJ TRANSIT bus routes might be
modified to serve a rail station, if projected ridership were sufficient. For
example, the #62 Newark‐Perth Amboy was rerouted a few blocks to
directly serve Iselin’s Metropark Station.

•

Community Shuttle: A shuttle might be funded and operated using a
combination of NJ TRANSIT and township resources. NJ TRANSIT’s
Community Shuttle program represents this .

As there are a limited number of large employers near the Ampere station site
that could sponsor an “Employer Shuttle”, the “Bus Route Realignment” and the
“Community Shuttle” model hold the best potential for Ampere Station.

4.6.2

Bus Route Realignment

A range of changes is possible, from route restructuring and timed transfers to
simply making use of the bus service operating at the station site today. At the
most aggressive end of the range, East Orange could work with NJ TRANSIT to
realign bus routes and create a bus transit center at Ampere Station. A
realignment of bus routes would provide shuttle service to Ampere Station,
provide timed‐transfer feeder service, meaning that bus schedules would be
coordinated with train schedules. The transit center would be comprised of
improved waiting facilities for NJ TRANSIT transferring passengers, and add
pedestrian activity to the Ampere Station area. A significant disadvantage of this
concept is that NJ TRANSIT bus routes would be diverted from their primary
streets of travel for the convenience of what would be a small number of bus‐rail
transfers, to the detriment of most riders. At large stations, such as MetroPark in
Woodbridge (6,788 boardings per weekday) timed transfer routes are operating.
These routes are dedicated to serving rail transfers, and so the issue of
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inconveniencing non rail transfers is avoided. With a smaller station such as
Ampere, timed transfer routes would not be warranted.
A mid‐range realignment is possible, such as making minor route adjustments,
but not any schedule changes. As the Ampere Station project advances, it is
recommended that The City of East Orange work with NJ TRANSIT to identify if
any of the routes in the Study Area could be diverted. For example, the 96
Crosstown could terminate at Ampere, rather than at Bloomfield Avenue, and
the 41 Park Avenue could go onto 4th Avenue, rather than stay on Park Avenue
(See Figure 2‐2 in Section 2).
The low end of the range, the 34 Route to Montclair would be identified as a
feeder, without any changes. This would be done in conjunction with any other
realignment scenario. Typically, train schedules call out the bus routes that serve
the station’s neighborhood, and this would be the case for the 34 Montclair
Route.
4.6.3

Community Shuttle

Along with Chatham, Berkeley Heights, West Orange, Springfield and
Maplewood, East Orange was selected for NJ TRANSIT’s 1998‐1999 Community
Shuttle Challenge Grants, which provided a shuttle bus and some funding for
shuttle operations. East Orange proposed eight morning and five afternoon trips
that would have served Brick Church Station via Dodd Street, Springdale Ave,
and Elmwood Avenue. However, The East Orange shuttle never materialized.
Berkeley Heights and Chatham have since terminated their programs. The
communities of West Orange, Springfield and Maplewood continue to operate
their Shuttles.
Following the success of the 1998‐1999 Challenge Grants, NJ TRANSIT
sponsored three additional rounds of the “Community Shuttle Program”,
selecting communities on the basis of a competitive application process.
Bloomfield, Glen Ridge an Orange were chosen, among others. The application
deadline for the most recent Community Shuttle program was December 2004,
with applications recently evaluated by NJ TRANSIT. NJ TRANSIT will work
with the recipient communities to refine shuttle routes and schedules during
2005, and the new shuttles buses are expected to be available in 2007.
More details on the NJ TRANSIT Community Shuttle Program can be found in
Appendix 4.
At the time of printing of this report, funding for current Community Shuttle
Program grants is fully subscribed and future funding for additional shuttle
programs has not been identified.
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4.6.4

Conditions for Successful Shuttle Services

Conditions for successful shuttle service include planning the shuttle routes,
determining shuttle bus frequency and shuttle schedule, the density of
residential development along the Shuttle route, and demographic
characteristics. Also, there must be local commitment to a successful operation ,
including strong management, public outreach, and responsiveness to evolving
circumstances.

4.6.5

Planning the Shuttle Route

Successful Shuttles usually begin with a community survey to assess local
interest in using a station shuttle. The survey would address alternatives for
traveling to Ampere Station (i.e. auto, walking, biking, shuttle bus/van), potential
shuttle schedules and various shuttle fare prices (i.e. free, $.50, $1.00), commuter
demographics, and would generally gauge the level of community interest in a
shuttle. Route planning would include locating potential riders on a map,
identifying priority neighborhoods that should be served by the shuttle, and
developing an efficient routing.
•

East Orange could consider an Ampere Station shuttle that focused on travel to
the single station. Alternatively, East Orange could consider a shuttle that
serves multiple stations in East Orange. This would increase efficiency, as the
route would be set up to avoid returning empty to a start point.

4.6.6

Shuttle Frequency and Shuttle Schedule

The time needed for the shuttle bus to operate back and forth along the East
Orange route must be determined. In addition, time for making stops, turning
around at the end of the route, and getting in and out of the station itself must be
determined. All of these components add up to the time needed for a shuttle
trip. Individual shuttle trips are then combined into an overall shuttle schedule.
•

The Shuttle should operate frequently during the peak commuter periods, the
route length (and therefore, the size of the area served) needs to be balanced with
the ability to meet all or some trains. For example, the Glen Ridge South End
shuttle schedule is designed to coordinate with 5 of 9 AM inbound train
departures as follows:
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Figure 4-11: Glen Ridge “South End” Shuttle Schedule
Inbound Train Departures
Washington & Ridgewood
Ave
Cross and Ridgewood Ave
Midland and Maolis
Appleton and Hillside
Ridgewood Station

4.6.7

6:18 &
6:29
5:53
5:54
5:56
5:57
6:00

6:50
6:38

7:12 &
7:20
6:57

7:48 &
7:57
7:33

8:27 &
8:44
8:12

6:39
6:42
6:44
6:46

6:58
7:00
7:04
7:07

7:34
7:36
7:39
7:43

6:13
8:15
8:18
8:22

Density of Residential Development along the Shuttle
Route

East Orange has compact residential neighborhoods that could be well‐served by
a Shuttle route. Streets with apartment building buildings and other clustered
development should provide be strongly considered for inclusion on the Shuttle
route. In addition, the Shuttle should operate on the more main streets, where
the Shuttle vehicle can be more easily accommodated.
•

Major East Orange apartment buildings Routes should serve higher‐density
residences, and should be operated on the Shuttle arterial roads.

4.6.8

Demographic and Employment Characteristics

Persons living in households with a low number of autos available for
commuting are more likely to use a shuttle bus. In addition, communities with
higher than average student populations would typically generate higher
ridership levels. Communities with a significant Newark‐bound or Manhattan‐
bound work force also generate shuttle ridership.

4.6.9

Individual Station Characteristics

Rail stations that have constrained parking often produce higher ridership on
station shuttles. Stations with frequent rail service are more likely to support
successful rail shuttles. In addition, stations with direct rail access to Manhattan
generally produce higher shuttle ridership as compared to stations that would
necessitate a change of trains.

4.6.10 Comparison with Successful Shuttles
Characteristics of an Ampere or East Orange Station Shuttle compare favorably
with peer communities. The neighboring towns of Bloomfield and Orange, with
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characteristics very similar to those of East Orange, operate successful
community shuttle programs.
Table 4-2: Peer Characteristics: Successful Community Shuttles
Station

Bloomfield
Orange
Ampere
(estimated)

Workers/
per
Household
1.22
1.14

Household
Income

Zero Auto
Households

Use of
Transit

$59,000
$38,000

205
352

13%
18%

1.13

$35,000

343

23%

Public

In terms of ridership on the peer community shuttles, the Bloomfield shuttle
generates approximately 100 riders per day on 6 AM and 6 PM shuttle trips
while the Orange shuttle generates 40 riders per day.
More information on community shuttles is available in Appendix 4.
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SECTION 5
5.1.

RIDERSHIP

Overview

Potential Ampere Station ridership has been estimated for the year 2000, using
US Census data, and for the planning year 2020, using regional growth forecasts
and the City of East Orange’s redevelopment activities in the Ampere area. The
methodology used is based on the delineation of an Ampere Station market area
(or commutershed), comparing the quality of travel by commuter rail from
Ampere Station with other travel modes, along with making comparisons of the
Ampere commutershed with the those of other stations. These comparable
stations are nearby, and have similar service to the same destinations that
Ampere would serve. These stations are Bloomfield, Watsessing, East Orange,
Brick Church1 and Orange. Two other stations with similar demographics were
also used, to check that the ridership per capita or per worker is consistent, as
well as to isolate the effect of providing sufficient parking has on ridership.
These stations are North Elizabeth and Garfield, which has no parking facilities.

5.2.

Methodology

US Census Journey‐to‐Work data are used to identify the largest employment
destinations for workers residing in East Orange (Principal Destinations). The
data is disaggregated by municipality. Further study was then undertaken for
the most significant destinations.
Each available mode of travel to key destinations was then compared to
commuter rail service from Ampere Station (Travel Characteristics). It is
important to note that the completion of certain improvements is assumed, for
both the year 2000 and year 2020 estimates. These improvements include the
extension of the Newark City Subway (NCS) to Broad Street Station (NBS), and
the reconfiguration of Newark Broad Street Station so that all three tracks have
high level platforms. The NCS extension makes travel from NBS, which is
located at the north end of downtown Newark, to many downtown Newark
destinations faster and more reliable. The NBS modifications will allow all trains
to stop at NBS, thus increasing frequencies from Ampere. Some trains do not
stop in the current schedule, as they utilize the middle track, which currently has
no platform access.

1

Brick Church has a regional draw area, due to its convenience from I-280. A local commutershed
is used in this analysis, similar to the area size that Ampere would draw from.

for the City of East Orange

46

Feasibility Study for the Restoration of NJ TRANSIT Service for the Former Ampere Train Station
Final Report

Work trips are quantified by utilizing a combination of US Census data and the
delineation of the market area for Ampere Station (Quantification). The market
area, or commutershed, is the area in which residents will choose Ampere over
another commuter rail station or the Newark City Subway. Census tract data for
the commutershed was adjusted for known under‐reporting (similar to how NJ
TRANSIT makes its adjustments), and then used as the basis for work trip
volumes.
Finally, Ampere Station ridership is estimated by applying the assignment
percentages from each destination, by mode, to Ampere (Estimation). New
transit riders, which are from the “drive” mode, are also estimated. It should be
noted that diversions of existing riders from the Newark City Subway, buses and
other commuter rail stations cannot be accurately estimated, as the analysis
includes the above‐mentioned future improvements.
Newark City Subway, buses and other commuter rail station can be theoretically
estimated, these losses would be inaccurate because of the included future
improvements.

5.2.1

Principal Destinations

Journey to work data from the US Census reveals that Newark is the most
popular work destination, followed by East Orange, Manhattan, and suburbs to
the west. Table A5‐1 in Appendix 5 lists work destinations, along with the
ability for NJ TARNSIT rail service from Ampere Station to serve these
destinations. Commuter rail service is oriented to the largest destinations.
Approximately 34% of the City’s workforce works in towns directly served by
rail service from Ampere Station, including most significantly Manhattan and
Newark, and also Montclair and Bloomfield. Another 35% of the City’s
workforce works in towns with secondary service (requiring a transfer).),
including Orange, Elizabeth, Jersey City, and points west on the Morris and
Essex Line. See Figures 2‐4 through 2‐6 in Section 2 for additional information.
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5.2.2

Travel Characteristics

Actual use of rail service is determined by many factors, including:
•
•
•

Proximity of residence to Ampere Station,
Proximity of employment location to destination rail station, and
Overall travel quality, in‐vehicle and out‐of‐vehicle time and cost of each
of the modes serving the work destination.

Travel Quality considers if the transfer route is level or involves stairs are
present,; and if there is canopy or heated waiting space. The requirement to
transfer is a substantial ridership dampener. Transfers even of a high quality
negatively impact potential ridership.
In Vehicle Time is the time actually spent on board the transit vehicle.
Out of Vehicle Time is the time taken to access the station, initial waiting time and
the time waiting for another mode at transfers. Initial and transferring waiting
times are equal to 1/2 of the service frequency. Out of vehicle time is a stronger
deterrent to ridership than in vehicle time.
Cost is the out of pocket expenses for fares, tolls and parking.
depreciation and fuel for the drive mode are not included.

Vehicle

Travel by transit and driving to key destinations have been compared, and an
assignment of travel to commuter rail from Ampere station has been made, using
travel time, price, and overall travel quality (largely determined by the number
of transfers). The comparison and assignment is shown in Table A5‐2 in the
Appendix 5.

5.2.3

Quantification

Peak Direction Trips
The basis of the quantification analysis is US Census data, which includes mode
of travel to work on a census tract level. To identify which census tracts are
impacted by Ampere Station, a delineation of existing commutershed was made,
along with a delineation of commutersheds, with Ampere Station.
Commutersheds were also developed for comparison stations. These were
delineated and those census tracts in the commutersheds were identified. Then,
these commutersheds were adjusted as the commutershed for the Ampere
Station was delineated, which in effect took away areas of the other
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commutersheds. Commutersheds were also delineated for comparison stations.
All commutersheds, with and without Ampere Station, are shown in Figures A5‐
1 through A5‐4 in Appendix 5.
US Census data includes the mode of travel for work trips, by census tract. The
modes of travel are drive, bus, rail (including commuter rail and light rail),
bike/ped, and other. Volumes of trips, for each mode of travel, have been
estimated for the comparison commutersheds, both without Ampere Station, and
with Ampere Station. The rail mode volumes include both commuter and light
rail (NCS). The data are shown in Table A5‐3 through A5‐5 in Appendix 5. In
addition to travel information, basic residential information such as population,
workers and household is included, so that ridership estimates on a per capita,
per worker or per household basis could be made consistent with comparison
stations.
Demographic data such as income and housing vacancy rates were analyzed.
The Ampere market is assumed to have similar demographic parameters as the
nearby stations by 2020, as a result of the redevelopment initiatives now being
executed. (It is reasonable to assume that the presence of a commuter rail station
will improve the demographic parameters to a level similar to existing
commutersheds with similar commuter rail service.) Also, the reopening of the
station will have positive impact on the economic health of the Study Area.
Reverse Peak Trips
Because service to Ampere would be bi‐directional in peak periods, Ampere has
the opportunity to attract arriving trips in the morning. Two significant
employers, Americanwear and Hospi‐Tel Manufacturing, are located adjacent to
the Ampere Station site. Using zip codes (Hospi‐Tel) and towns (Americanwear)
of employees’ residences, a candidate set of workers has been identified. The
workforces of both companies are in the lower earnings range, indicating a
strong mode split by transit currently.
To the extent that commuter rail service is better than compares favorably to
existing transit service from the residential locations, employees are assigned to
rail.
Additionally, future employees at the Worthington Pump redevelopment site
will also generate reverse peak trips. A retail land use (strip shopping mall) was
assumed for estimation purposes. These trips were added to the 2020 forecast.
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5.2.4

Estimation

Year 2000 Peak Direction Ridership Estimates
Percentage assignments shown in Table A5‐2 in Appendix 5 were applied to the
trip volumes shown in Table A5‐4 in Appendix 5 to estimate year 2000 ridership
for Ampere Station. The percentage assignments are in two sets, to generate
high end and low end estimates. Tables A5‐7 through A5‐9 in Appendix 5 detail
these estimates by destination.
Year 2020 Peak Direction Ridership Estimates
Adjustments made for year 2020 projections include:


Increasing population in accordance with the New York Metropolitan
Transportation Council. NYMTC estimates a population increase in Essex
County of 6.1% between the years 2000 and 2020.



Decreasing housing vacancy rates to levels now experienced by peer
commutersheds. A primary objective of the residential redevelopment
that the City of East Orange is advancing is to remove vacant housing
units, both within the redevelopment areas and throughout the City. It is
reasonable those in 15 years, after the redevelopment plans listed in
Section 3 have been implemented, and residential neighborhoods have
stabilized, that the vacancy rates in the Ampere commutershed are
equivalent to commutersheds with similar per capita incomes.

Ridership due to the turnover of vacant properties into occupied housing is
added. Each of the redevelopment areas within the City have been assigned to a
commuter rail station or the Newark City Subway commutershed, based on
proximity to the stations. This assignment is shown in Table A5‐6 in Appendix 5.
In addition, one redevelopment, the Ward Bakery site, was completed and
opened after 2000. Those residents are not part of the Census numbers. The site
is located on 4th Avenue, at the east end of the station site. Because of the close
proximity, a higher than average mode split by rail (10 percent instead of 5.5
percent) is assigned to this site.
Tables A5‐10 and A5‐11 in Appendix 5 detail the year 2020 ridership estimates by
destination.
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5.3.

Results

5.3.1

Peak Direction Ridership

Table 5‐1 is the summary of peak direction ridership estimates, including new
transit riders (measured by diversions from the drive mode, as well as riders
generated by local redevelopment). It should be noted that parking is
unconstrained, and that the parking facilities needed to support the ridership
will be available. While the amount of new transit riders is a fraction of the total
estimated ridership, parking facilities at nearby stations will be freed up to
accept other riders not now using transit because of a lack of parking. Table 5‐12
shows the capacity and utilization of sanctioned rail station parking facilities at
nearby stations. Nearly all facilities are currently used to capacity.
Table 5-1: Estimated Peak Direction Ridership

Low End
High End

Year 2000

Year 2020

New Riders
(Year 2000)

New Riders
(Year 2020)

380
598

439
640

53
121

86
156

It should be noted that parking is assumed to be available as needed. Also, it
should be noted that as current commuter rail riders who park at other stations
are moved to Ampere, parking facilities at nearby stations will be freed up to
accept other riders not now using transit because of a lack of parking. Table 5‐12
shows the capacity and utilization of sanctioned rail station parking facilities at
nearby stations. Nearly all facilities are currently used to capacity.
5.3.2

Reverse‐Peak Ridership

Table 5‐2 shows the assignment of employees in the Ampere Area for current
employment. An aggressive 50% diversion rate has been applied to the
candidate employees, assuming that programs to entice workers to use NJ
TRANNSIT rail service will be in place.. Additional workplaces are in located in
the area, including retail and East Orange Board of Education offices. To cover
these potential trip generators, a 10% increase has been applied.
Table 5-2: Estimated Year 2005 Reverse Peak Direction Ridership
Employer

Total Employees

Americanwear
80
Hospi-Tel
85
Add 10% for other employment
Total Riders

Zip Codes/Towns in
Ampere Service Area

Ampere
Riders @ 50%

6
4

3
2
1
6
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Future growth in employment is assumed to occur at the same rate as residential
growth, and will increase reverse peak ridership over time. This would increase
the number of trips insignificantly.
The development of the Worthington Pump site will generate additional reverse
peak trips. Table A5‐6 in Appendix 5 shows that the Worthington Pump site will
generate 15 reverse peak work trips.

5.4.

Total Ridership and Comparisons with Other Stations

Table 5‐3 shows the total ridership estimate for Ampere Station in the years 2000
and 2020. Comparisons to ridership at other stations are displayed in Table 5‐4.
Detailed ridership statistics are located in Table A5‐12 in Appendix 5.
Total year 2000 ridership is estimated to be between 399 and 604 daily boardings.
Considering general population growth and City of East Orange redevelopment
initiatives that would be in place by 2020, ridership is estimated to range from
490 to 696 daily boardings, an increase of 9% to15% over the 20 year timeframe.
Table 5-3: Total Estimated Ridership

Peak Direction
End)
Peak Direction
End)
Reverse Peak
Total (Low End)
Total (High End)

(Low
(High

Year 2000

Year 2020

New Riders
(Year 2000)

New Riders
(Year 2020)

393

439

53

86

598

640

121

156

6
399
604

36
490
696

0
53
121

15
101
171

Table 5-4: Comparison of Estimated Ridership with other stations

2004 Daily
Boardings

Commutershed
Population/
Boardings per
Capita (%)

Commutershed
Workers/
Boardings per
Worker (%)

Prop. Ampere Year 2000 Estimates
Low End Estimate
399
29,054 / 1.4%
High End Estimate
604
29,054 / 2.1%

11,168 / 3.6%
11,168 / 5.4%

Existing Nearby Stations (without Ampere):
East Orange
313
19,840 / 1.6%
Orange
779
32,158 / 2.4%
Bloomfield
712
16,078 / 4.4%
Watsessing
165
11,413 / 1.4%

4,857 / 6.4%
13,408 / 5.8%
8,524 / 8.4%
5,200 / 3.2%

Notes
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Other Stations with Similar Demographics:
North Elizabeth
547
33,360 / 1.6%
Garfield
172
39,032 / 0.4%

13,160 / 4.1%
15,406 / 1.1%

No parking
Note: Brick Church is not included, as too many riders originate outside the delineated
commutershed.

Table 5‐4 shows that the estimated ridership is reasonable relative to the
comparison stations. Ampere stands to have one of the largest commutersheds
population‐wise, which is reflective of the relatively dense and mostly residential
development in the Study Area. Considering that the Ampere estimates assume
future NJ TRANSIT service improvements, the estimates could be considered
conservative.
Garfield Station has weak ridership, because of the lack of any parking facilities.
This comparison shows that to be successful, Ampere must have sufficient
parking facilities.
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SECTION 6
6.1.

FUNDING

Introduction

The construction of Ampere Station will require an investment of $8 million in capital funds
($2005). One potential scenario for capital funding is to solicit a development project in East
Orange that will underwrite the construction of Ampere Station, or major components of
station construction. The prospect of a public transit facility that is partially funded by the
private sector would also have better appeal to some funding sources.
A second funding scenario is to “get in line” for federal and state funding that would
potentially be available through the regional transit planning and development process.
Transit projects for the North Jersey Transportation Planning Authority (NJTPA) region that
includes East Orange are typically conceptualized and planned by NJ TRANSIT years in
advance, programmed years ahead of time by NJ TRANSIT and the NJTPA through the
Transportation Improvement Program, and constructed by contractors managed and paid
by NJ TRANSIT. Several of these sources are finite, and Ampere Station would be
evaluated against other transit projects for the use of these funds. Other sources are more
flexible, depending on particular projects that are envisioned.
NJ TRANSIT has a 10 year capital investment program with three key goals:
Achieve maintain state of good repair;
Expand capacity and increase frequency
Expand the reach of the existing system.
The construction of Ampere Station could be envisioned as an expansion of systems
capacity under Goal #2.

6.2.

Federal Sources

Funding available through the federal transportation program is planned and programmed
by the NJTPA and NJ TRANSIT, and provides a significant portion of the NJ TRANSIT
budget. The federal transportation program provides a multi‐year authorization of dollars
via several different funding programs. All federal sources require a local funding match
Federal transportation funding sources that might hold potential for Ampere Station are
described below. Potential use of any of these sources would require close coordination
with NJTPA and NJ TRANSIT and competition for use of the funds would be keen.
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6.2.1

Federal Transportation Programs

Transit Capital Investment Grants
The transit capital investment program (49 U.S.C. 5309) provides capital assistance for three
primary activities: new and replacement buses and facilities, modernization of existing rail
systems, and new fixed guideway systems.
This funding is budgeted through NJ TRANSIT. This source holds potential for Ampere
Station, if the project were constructed by NJ TRANSIT. However, competition for this
funding is keen, as the need far outstrips available funding. Current station projects funded
through this source include Lyndhurst, Garfield, Morristown and Watsessing.

Special Programs
Job Access and Reverse Commute grants are provided to develop transportation services
designed to transport welfare recipients and low‐income individuals to and from jobs, and
to develop transportation services for residents of urban centers and rural and suburban
areas to suburban employment opportunities.


This source holds potential for Ampere Station shuttle services. Job Access and
Reverse Commute projects are usually budgeted through NJ TRANSIT. A current
annual budget of $5 million is provided in the current North Jersey Transportation
Planning Authority Transportation Improvement Program.

Congestion Mitigation and Air Quality (CMAQ) program provides a flexible funding
source to State and local governments to help meet the requirements of the Clean Air Act.
Eligible activities include transit improvements, travel demand management strategies,
traffic flow improvements, and public fleet conversions to cleaner fuels, among others.


This funding is programmed and budgeted by NJ TRANSIT. NJ TRANSIT
programmed $2.6 million in FY2005 and $.79 million in FY2006 for the
“Small/Special Services Program”. FY2005 funding is derived from CMAQ and
Section 5309 sources and FY2006 funding from State sources. This program includes
capital and operating expense for NJ TRANSIT’s Community Shuttle Program and
local CMAQ activities. Working though NJ TRANSIT, Ampere Station might be a
potential candidate for this program

Transportation Enhancements activities continued to be funded through a 10 percent set
aside from STP funds. All projects must relate to surface transportation.
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This source may hold potential for Ampere Station. NJ TRANSIT programs funds for
these projects. Approximately $1.5 million in annual 5307 funding is currently
allocated for the North Jersey TPA planning area.

Transportation and Community and System Preservation Pilot Grants ‐ States, local
governments, and metropolitan planning organizations are eligible for discretionary grants
to plan and implement strategies that improve the efficiency of the transportation system;
reduce environmental impacts of transportation; reduce the need for costly future public
infrastructure investments; ensure efficient access to jobs, services, and centers of trade; and
examine private sector development patterns and investments that support these goals.


This source holds good potential for Ampere Station.

6.2.2

Department of Housing and Urban Development (HUD)

Competitive HUD Grants
Competitive HUD grant programs allow eligible applicants to request funding directly from
HUD by submitting an application. Competitive programs available to State and local
governments; public housing agencies; nonprofit organizations including colleges and
universities; students; public housing resident organizations; owners of federally assisted
low‐income housing; and for‐profit professional and technical services companies.

Formula HUD Grants
The CDBG program is the Federal Government’s primary program for promoting
community revitalization. CDBG provides annual grants on a formula basis to
approximately 1,000 metropolitan cities and urban counties and are used for a wide range of
community development activities directed toward neighborhood revitalization, economic
development, and improved community facilities and services such as acquisition of real
property and acquisition and construction of public works and facilities.


Although a HUD grant could hold good potential for Ampere Station, East Orange
CDBG Grant requests are currently committed to other programs.

Economic Development Loan Guarantee (Section 108)
Section 108, the loan guarantee provision of the CDBG program, allows local governments
participating in the CDBG program to obtain Federal loan guarantees to borrow money at
more favorable terms. Local governments use the borrowed funds to help finance and
leverage private investment in large economic development and other revitalization
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projects. CDBG communities borrowing federally guaranteed funds must pledge their
current and future CDBG allocations as security.


This source holds potential for use in conjunction with private investment in
Ampere Station.

6.2.3

U.S. Department
Administration

of

Commerce

Economic

Development

Public Works Program
The Public Works Program empowers distressed communities to revitalize, expand, and
upgrade their physical infrastructure to attract new industry, encourage business expansion,
diversify local economies, and generate or retain long‐term, private sector jobs and
investment. Average funding level in FY 2003 was $1.3 million. EDA encourages only those
investment proposals that will significantly benefit areas experiencing or threatened with
substantial economic distress.


This source holds potential for Ampere Station.

6.2.4

Office of the Comptroller of the Currency

National Bank Community Development Investments

The Office of the Comptroller of the Currency (OCC) charters, regulates, and supervises all
national banks Under the OCCʹs Community Development Investment Authority (12 CFR 24 or
ʺpart 24ʺ) authority, national banks make debt and equity investments designed to promote
the public welfare. These investments support such activities as affordable housing
development, community services for low‐ and moderate‐income people, equity for start‐up
and small business expansion, and activities that revitalize or stabilize a government‐
designated area.

6.3.

State of New Jersey
6.3.1

Transit Village Program

Jersey City and New Brunswick are the newest “Transit Villages”. Each city was awarded
$100,000 in State funding. The Transit Village program was designed to help revitalize
communities around stations. Additional Transit Villages include Pleasantville, Morristown,
Rutherford, South Amboy, South Orange, Riverside, Rahway, Metuchen, Belmar,
Collingswood, Bloomfield, Bound Brook, Cranford and Matawan.
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Transit Village criteria include a facility such as a rail station or bus hub, vacant land and/or
underutilized or deteriorated buildings within walking distance where redevelopment can
take place; an adopted land‐use strategy for achieving compact, transit‐supportive, mixed‐
use development within walking distance of transit; and a strong residential component.
Transit Village benefits include a State commitment to the municipalityʹs redevelopment,
coordination among the State agencies, priority funding from some State agencies, technical
assistance from some State agencies, and eligibility for grants from NJDOTʹs dedicated
Transit Village funding.

6.3.2

Centers of Place

The Centers of Place program assists municipalities participating in implementation of the
New Jersey State Development and Redevelopment Plan. Centers of Place grants often fund
improvements in downtown business districts. FY 2005 NJDOT Centers of Place Grants
ranged from $50,000 (Egg Harbor Downtown streetscape; Guttenberg Broadway
streetscape) to $325,000 (Freehold Borough South St, Rt. 79 Pedestrian)


NJDOT is currently programming $2 million per year for centers of place local aid.
East Orange would need to comply with State Development and Redevelopment
Plan criteria and become a “center of place” to be eligible.

6.3.3

Brownfields and Greyfields Programs

Several New Jersey programs can assist with the financing and remediation of Brownfields
properties, including the NJ Department of Environmental Protection, NJ Economic
Development Authority, NJ Department of Community Affairs, and Urban Enterprise
Zones.
The Office of Smart Growth is seeking to encourage the redevelopment of “greyfields”,
economically underutilized sites that have the potential to transform the site and adjacent
area into a more economically viable, mixed‐use, walkable, aesthetically pleasing place.
Grant funds are available up to $50,000 for each proposal. Funds can be used for planning,
feasibility analysis, concept designs and related activities. Funds cannot be used for
preliminary engineering or final engineering, site preparation, land acquisition, construction
or related activities

6.3.4

Economic Development Authority

The New Jersey Economic Development Authority (EDA) mission is to make it easier and
cheaper for businesses and not‐for‐profit agencies to get the capital they need to invest and
expand in New Jersey. The EDA has several different programs as follows:
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Predevelopment Funding for Developers: Smart Growth Predevelopment Funding Program
provides loans and guarantees of up to $1 million to developers for non contamination‐
related site preparation costs.
Brownfield Redevelopment Loan Program provides loans of up to $750,000 to developers
and business owners who have signed brownfield reimbursement agreements with the state
Commerce Commission and need funding for remediation work.
The Fund for Community Economic Development provides up to $50,000 to finance
feasibility studies and other predevelopment costs in urban centers to determine if a project
is viable.
Long Term Redevelopment Financing & Real Estate Support for Municipalities:
Redevelopment Bond Financing provides funding to municipalities for infrastructure
improvements and environmental remediation to support development projects in
municipally designated Redevelopment Areas. A municipality may designate EDA as the
ʺRedeveloperʺ of the project and take advantage of its unique powers of condemnation in
assembling sites.
Funding for Environmental Improvements: The Hazardous Discharge Site Remediation
Loan and Grant Program is offered in cooperation with the Department of Environmental
Protection and enables municipalities and private parties to investigate and clean up
contaminated properties.
Underground Storage Tank Remediation, Upgrade and Closure Fund provides loans and
hardship grants for tank removal and remediation purposes.
Development Financing: Real Estate loans and guarantees of up to $750,000 can be provided
through the Fund for Community Economic Development to developers and community
groups to fill financing gaps in the development of community facilities and other real‐
estate based economic development projects in urban areas.
Revenue Allocation Financing enables municipalities to set aside an area for development
projects with a portion of the new revenues generated from the completed project used to
pay for the development costs. The EDA can use its extensive real estate experience to act as
redeveloper or district agent for the municipality.
The Local Development Financing Fund provides low‐cost financing ranging from $50,000
to $2 million for fixed assets such as buildings and equipment associated with commercial
and industrial projects in state‐designated Urban Aid communities.
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The Downtown Beautification Program enables existing retail and commercial businesses
located in the commercial district of a targeted municipality to obtain loans from $5,000 ‐
$100,000 for renovations and facade improvements.

6.4.

Corporate Programs

6.4.1

PSEG

PSEGʹs “Contributions” Program supports nonprofit organization proposals that address
children & families, community & economic development, and the environment Examples
of typical grants include pre‐collegiate education, environmental education, job readiness
and urban revitalization. Within funding priorities, additional criteria apply:
Consideration is given to the organizationʹs scope, i.e., geographic area served and the
number of people to benefit.
Effectiveness/results of the program are also considered, as well as availability of funding
sources and program budgets.
Priority consideration is given to organizations/programs in PSEGʹs service area

6.4.2

Verizon

“Regions of Choice” is a national economic development initiative designed to attract
business growth to Verizon markets by showcasing the regionʹs assets to promote economic
development and create jobs. This program is being used by regions and states across the
country. While Verizon acts as the sole investor in the Region of Choice program, each
region should be willing to commit the necessary time and energy to fulfill its role in this
special corporate/community partnership.

6.5.

Local Funding

East Orange could create a local source to fund the construction of Ampere Station. Options
for the creation of local funding source include a business improvement district/special
improvement district (BID/SID) or creation of a transportation development district (TDD).
For example, a Fair Lawn SID was created locally “for the exclusive purpose of fostering a
private/public partnership to organize, plan and implement the economic and physical
improvement of River Road and the community of Fair Lawn, and for such other charitable,
education, scientific and civic purposes”. To create a TDD, the municipality or county must
submit certification that there is a current county master plan and that the creation of the
district conforms with the county master plan and with the policies set forth in the State
Development and Redevelopment Plan. Joint development of Ampere Station with the
adjacent property is also a possibility.
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Joint development holds potential for the Ampere Station site. As an example, Chicago’s
Metra system has developed a station in conjunction with the Home Depot real estate
subsidiary. Closer to home, parking and or station facilities for the new Lyndhurst Station (a
consolidation of the former Lyndhurst and Kingsland stations) will be funded by the
developer of the adjacent commercial center.
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