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FFrroomm  tthhee  FFrreeiigghhtt  IInniittiiaattiivveess  CCoommmmiitttteeee  
CChhaaiirr  

On behalf of the Freight Initiatives Committee I present this North Jersey 
Truck Rest Stop Study which is the culmination of a nearly two year effort 
of the Committee, Study Technical Advisory and Stakeholder 
Committees, and our consultants.  The study analyzes the region’s truck 
parking demand and addresses related issues with recommendations to 
address this important regional issue. 

This study was carried out as part of a larger regional effort.  NYMTC and 
ConnDOT are preparing similar studies on the subject which will be 
further coordinated with ours to help forge a truly regional truck parking 
assessment. 

It goes without saying that trucks are vital to freight movement and the 
regional economy.  However, there is a shrinking window of opportunity to 
address the shortfall in available truck parking in the region. The 
recommendations of this study, while a step in the right direction, do not 
solve the Region’s truck parking deficit.  We need to continue to work with 
the Port Authority and the Cities of Newark and Elizabeth to locate 
facilities that help address the Regional demand in these corridors, as 
well as the staging demands of the Port and evolving warehousing and 
commercial activities.  We also need to work closely with our neighbors in 
New York and Pennsylvania to assure that they shoulder their share of 
this demand.  

This report provides the foundation for the implementation of a regional 
truck parking strategy. It is by no means too late to act.  If you have an 
interest and/or stake in freight movement in the region, I hope you find 
this study useful, intuitive, and ready to be advanced to implementation. It 
is clear that any resolution of this issue will require action by state and/or 
local government or authority. Thank you for your interest in this very 
important study and we look forward to your continuing support. 

 

 

Peter Palmer, Chair 
Freight Initiatives Committee 
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EExxeeccuuttiivvee  SSuummmmaarryy  
The NJTPA conducted this study as part of its comprehensive freight 
planning program.  This report outlines the requirements, inventory, 
issues, and solutions to address the significant lack of truck parking 
spaces in the region. 

GGeen
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the requirements, 
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significant lack of 
truck parking 
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region. 

neerraall  FFiinnddiinnggss  

• Truck parking facilities are an essential element of the region’s 
transportation infrastructure, accommodating fatigued drivers and 
enhancing safe travel.  A 2000 National Highway Traffic Safety 
Administration (NHTSA) report indicated that driver fatigue may be 
a factor in as many as 30 to 40 percent of all heavy truck accidents 
in the U.S.  
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• Federal Highway Administration (FHWA) and NJTPA surveys 
indicate that an overwhelming number of commercial truck drivers 
encounter a shortage of truck parking facilities, especially for long-
term overnight parking. Most of the public rest areas and private 
truck stops in the NJTPA and surrounding regions are filled 
beyond capacity during these overnight periods.  Truck traffic 
continues to grow, further straining capacity. 
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• Truck drivers often park on highway shoulders when there is 
insufficient space in parking facilities.  Nearly 300 trucks were 
observed on the shoulders of major limited-access highways in the 
NJTPA region or on local roads in the port area, near rail yards, or 
adjacent to warehouse and distribution centers during one 
weekday night August 2006.  These parked trucks represent a 
serious potential safety hazard to passing motorists. 
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• There are nearly 1,400 parking spaces in the NJTPA region at 
NJDOT Rest Areas, NJ Turnpike Service Areas, and private truck 
stops.  On any given night there is a need for an additional 1,300 
in those corridors with excess parking demand.  Of the 34 regional 
truck parking facilities 82 percent were observed over capacity.   
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• Because most truck parking facilities in the region are currently 
operating over their design capacity during periods of peak 
activity, most of the future growth in truck parking demand will 
likely be accommodated through illegal parking on highway 
shoulders and on local streets.  A 10 percent increase in peak 
parking demand could potentially result in a doubling of illegal 
truck parking activity on highway shoulders. 
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• Eighty-two percent of the region’s truck parking facilities were 
observed over capacity in the summer of 2006.  Those that were 
underutilized are small private stops with a limited number of 

• Eighty-two percent of the region’s truck parking facilities were 
observed over capacity in the summer of 2006.  Those that were 
underutilized are small private stops with a limited number of 

3 



 
The North Jersey Transportation  

Planning Authority 
The North Jersey Transportation  

Planning Authority 
 

 

spaces, well off the regional highway system, in lower demand 
areas, or designated for tandem trailer drop-off/staging. 

• The activity at facilities varies by locations but there are unique 
characteristics between short and long haul trucks and the impacts 
they have on the utilization of regional parking facilities.  Drivers 
parked for the short tem constitute the majority of truck traffic into 
and out of facilities, however the long-term drivers utilize most of 
the parking capacity. 
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RReeccoommmmeennddaattiioonnss  

The primary focus of this study is potential sites that can be developed or 
expanded to accommodate the growing demand for regional truck parking 
needs. Truck parking, as a matter broader than site selection, faces 
numerous policy issues and the need for some paradigm shifts including 
greater public-private partnership in addressing solutions, innovation and 
incentives related to land use and related municipal issues, and how 
projects are financed. 

ow 
projects are financed. 

Policy/Institutional 
1. Secure sites as a 

necessary land 
use 

2. Advance 
favorable federal 
legislation that 
promotes 
innovation and 
public-private 
partnerships 

3. Pursue alternative 
fuels, energy and 
environmental 
opportunities 

4. Advance 
complementary 
land use 
approaches 

Policy/Institutional Policy/Institutional 

Policy/Institutional recommendations are aimed at addressing truck 
parking issues in relation to pertinent state and regional policies.  Simply 
put, these are actions that can be taken to make the provision of new or 
expanded truck parking facilities more manageable.  It may take several 
organizations working together to accomplish each of the goals.   
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expanded truck parking facilities more manageable.  It may take several 
organizations working together to accomplish each of the goals.   

1. Secure Sites as a Necessary Land Use 1. Secure Sites as a Necessary Land Use 

Truck parking should be seen not as an undesirable use but as a 
requirement of regional logistics and its efficiency.  The understanding 
and recognition that public and private organizations must provide truck 
parking as a necessary service is critical.  Just as the provision of a 
municipal water treatment facility is necessary for the benefit of residents, 
so too is truck parking necessary for the benefit of the freight community. 
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2. Advance favorable federal legislation that promotes innovation 
and Public-Private Partnerships  
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Truck parking is a larger regional and even national issue. Currently 
federal policy addressing capacity is neither comprehensive nor sufficient. 
Issues requiring federal attention include providing a framework for 
multistate initiatives, loosening decades old restrictions on public vs. 
private facilities, encouraging private investment in truck parking capacity, 
ITS/technology, and new funding.  Partnership and collaboration will 
provide an equitable approach to providing public benefit while 
maintaining private interests. 

Truck parking is a larger regional and even national issue. Currently 
federal policy addressing capacity is neither comprehensive nor sufficient. 
Issues requiring federal attention include providing a framework for 
multistate initiatives, loosening decades old restrictions on public vs. 
private facilities, encouraging private investment in truck parking capacity, 
ITS/technology, and new funding.  Partnership and collaboration will 
provide an equitable approach to providing public benefit while 
maintaining private interests. 

3. Pursue Alternative Fuels, Energy, and Environmental 
Opportunities 

3. Pursue Alternative Fuels, Energy, and Environmental 
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With rising fuel prices the accommodation of alternative fuels has become 
increasingly important.  Available technology, though not perfect, does 
afford the opportunity to design, construct or retrofit facilities to 
incorporate systems that are an alternative to conventional fuels and/or 
engine idling. Any efforts to make truck parking facilities as green as 
possible will be a key element of making these sites more amenable to 
their host communities and to future energy policy. 
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Planning and Finance 
1. Provide incentives 

for private sector 
development of 
truck parking 

2. Incorporate truck 
parking as a 
future design 
parameter for 
facility 
improvement 
planning and 
design 

3. Integrate truck 
parking as an 
element of port 
and intermodal 
facility 

4. Advance complementary land use approaches 

Truck parking is generally viewed as a less than desirable land use. This 
is so, at least where such sites are near residential and higher end 
commercial land uses. The challenge comes down to locating truck 
parking in areas where land use is as compatible and complementary as 
possible.  Operations of nearby facilities should be considered in that a 
truck parking facility may enhance the value of nearby industrial 
operations by reducing the need for truck parking at each site and pooling 
it at one location.  In addition, such a site may be used for preprocessing, 
inspection, and/or security clearance of truck freight. 

Planning and Finance 

It is critical to view truck parking within the context of regional goals and 
constraints.  The planning for adequate truck parking must be a 
continuous focus for regional planning agencies. In addition, facility 
funding must be viewed within the context of these regional priorities and 
limitations. 

1. Provide incentives for private sector development of truck parking 

It is a fairly safe assumption that the private sector is the preferred 
developer, operator and maintainer of truck parking facilities if the 
economics are achievable. Yet the public sector has a vested interest in 
this issue including the safety and capacity issues associated with truck 
parking. It is important to recognize that truck parking is a public good with 
public benefit but in the main a private enterprise.  

2. Incorporate truck parking as a future design parameter for facility 
improvement planning and design 

At any given point there are a number of highway improvements planned, 
designed, or being constructed throughout the region.  Incorporating truck 
parking at the time other improvements are being completed is a cost 
effective way of addressing the issue. 

3. Integrate truck parking as an element of port and intermodal 
facility development and growth planning 

The growth of freight movement in the region is often considered in terms 
of container cargos and port facilities. This growth also translates into 
increased truck traffic as well. The essence of this issue area is to take 
steps to ensure that truck parking capacity keeps in pace with the overall 
growth of truck traffic in the region in the long-term. Failure to do so will 
impact regional congestion and safety. 
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Partnering 
1. Promote public-

private 
partnerships 

2. Collaborate on a 
broader scale 
with neighboring 
DOTs, MPO 
regions, and local 
planning officials 

Partnering 

This study is part of a larger regional effort with ConnDOT and NYMTC, 
which is the first step to a true regional partnership to address truck 
parking issues.  This coordination should go beyond studying/defining the 
problem and beyond these organizations.  The nature of the issue and the 
balance between public and private interests require partnerships and 
collaboration if efforts are to be successful. 

1. Promote Public-Private-Partnerships tnerships 

There are unique opportunities for public private partnerships in the area 
of truck parking.  The synergy between the private for-profit interests and 
the public safety benefits create a partnership at the core of truck parking 
provision. 
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regions, and local planning officials 
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regions, and local planning officials 

Freight movement and its related truck parking needs transcend state and 
municipal boundaries.  To view this as an opportunity will benefit the 
region and its economic base.  The accommodation of the needs of trucks 
and their drivers present prospective economic opportunities that should 
be viewed as potential benefits and not a nuisance. 
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and their drivers present prospective economic opportunities that should 
be viewed as potential benefits and not a nuisance. 

New/Expanded Sites for Additional Parking Capacity New/Expanded Sites for Additional Parking Capacity 

The goal of this study is not only to provide a rational and accurate 
estimate of the truck parking demand in the region, but to recommend 
specific sites for potential development or expansion to ease the regional 
truck parking shortfall.  An exhaustive assessment of over 20 sites was 
completed to identify those sites with the greatest potential to satisfy a 
comprehensive set of criteria, which include: 
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specific sites for potential development or expansion to ease the regional 
truck parking shortfall.  An exhaustive assessment of over 20 sites was 
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comprehensive set of criteria, which include: 

• Parcel Size • Parcel Size 

• Ownership • Ownership 

• Proximity to Interstate System • Proximity to Interstate System 

• Bi-Directional Accessibility • Bi-Directional Accessibility 

• Compatible Land Use • Compatible Land Use 

• Nearest Alternate Parking Site • Nearest Alternate Parking Site 

• Utilization of Nearest Alternate Site • Utilization of Nearest Alternate Site 

• Anticipated Level of Demand Satisfaction • Anticipated Level of Demand Satisfaction 
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The resulting sites have the potential to accommodate not only long-haul 
trucks but also terminal truck staging and port specific trucks as well, all of 
which are within the calculated demand for the region.  Neither of these 
sites will satisfy the regional parking demand themselves.  They will 
however assist in making the regional roadways safer and provide the 
region with necessary infrastructure to assist in the facilitation of efficient 
goods movement. 

• NJ Turnpike Vince Lombardi Service Area, Ridgefield Borough, 
Bergen County 

• NJ Turnpike Molly Pitcher Service Area, Cranbury Township, 
Middlesex County 

 

Recommended Sites for Truck Parking 
Expansion/Establishment 

Molly Pitcher

Vince 
Lombardi
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1. NJ Turnpike Vince Lombardi Service Area 

The Vince Lombardi Service Area on the New Jersey Turnpike is 
considered strategically important because of its location at the junction of 
I-80 and I-95 and its proximity to the George Washington Bridge (GWB).  
At the junction of I-95/I-80, the service area also serves the I-287/Rt. 17 
corridor by accommodating trucks before crossing the GWB or moving 
south to the New Jersey port and warehousing districts.   

The existing service area is a well utilized facility in a very good location 
for regional truck movements.  The site serves both the eastern and 
western spurs of the New Jersey Turnpike directly but also serves the I-80 
corridor well because it can be accessed from the north by vehicles that 
can return without paying a toll.  The site is constrained by the Turnpike 
right-of-way itself as well as other natural barriers (the Hackensack River 
and its adjoining wetlands).  There has been an expansion of the adjacent 
automobile park-n-ride to the north of the facility which currently has 
marginal utilization.  Some form of shared parking access for autos and 
trucks may be an operational alternative to physical expansion.  Other 
options such as a vertical parking facility for autos could also be 
considered to provide additional acreage for truck parking.  The NJ 
Turnpike would be the recommended lead agency for truck parking 
improvements. 

VINCE LOMBARDI 
SERVICE AREA
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2. NJ Turnpike Molly Pitcher Service Area 

The NJ Turnpike Molly Pitcher Service Area in Cranbury Township is a 
current service area for southbound traffic on the New Jersey Turnpike 
between exits 8A and 8 at mile post 71.7.  An adjacent property west of 
the current facility is the recommended site for increased truck parking.  
The area is currently being used for agriculture and has been recently 
approved for warehouse development.  The close proximity of the site to 
the local warehousing and distribution centers in South Brunswick and 
Cranbury Townships, as well as direct access to the Turnpike, make this 
a recommended location.   

The site presents a great opportunity for a public private partnership.  The 
site can be utilized by a private warehouse and accommodate additional 
parking for both directions on the NJ Turnpike.  Improvements to allow 
northbound Turnpike access would be required.  The NJ Turnpike is 
currently planning to widen the roadway and capacity additions could be 
undertaken as part of these improvements. 

The NJ Turnpike would be the obvious lead agency for this site.  
Coordination with local officials on local signing and land use regulations 
will need to be undertaken to make the lot accessible to local truck 
parking needs. 

MOLLY PITCHER 
SERVICE AREA
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Recommended Area for Further Investigation & Analysis—
I-78/I-95 Port Area 

While some of the demand identified in the I-78 corridor east of I-287 and 
I-95 between I-287 and the GWB would be accommodated by the three 
recommended sites, the area still requires the identification of a site(s) in 
the vicinity of the Port to help satisfy the unmet demand.  The eastern 
terminus of I-78 between NJ Turnpike Exits 13A and 15E is in the most 
densely developed area in northern New Jersey making identification of 
suitable sites difficult.  During the course of the study several sites were 
identified as possibilities, but proved infeasible or unavailable prior to the 
end of the study process. Therefore, further investigation of potential sites 
is deemed necessary.   

tes were 
identified as possibilities, but proved infeasible or unavailable prior to the 
end of the study process. Therefore, further investigation of potential sites 
is deemed necessary.   

 

This area includes the port district and requires varied uses for freight 
handling and storage.  The area in the immediate port district is ideally 
suited for port related use, but not regional truck traffic.  It can serve 
staging operations for the port, but capacity constraints on North Avenue 
preclude encouraging regional, long-haul trucks from entering the area.  .  
Even with improvements to the roadway to be completed by 2011, North 
Avenue will still only provide marginal service based on existing and 
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planned uses.  A five percent annual increase in port movements and a 
corresponding increase in truck traffic are expected. 

Development and redevelopment plans for the area surrounding the Port 
are geared toward developing warehousing and distribution centers in 
support of Port activity.  It is important that the communities and agencies 
involved in developing these properties take into account the need for 
truck oriented services in support of this type of development in order for a 
site to be identified that would satisfy the parking demand associated with 
this activity.  

Therefore it is recommended that NJTPA continue to collaborate with 
interested agencies in order to identify a suitable site in the Port area. 
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IImmpplleemmeennttaattiioonn  SSttrraatteeggyy  

The NJTPA recognizes that there is typically a sensitive period between 
study completion and implementation during which maintaining 
momentum is particularly critical.  The value of the study diminishes over 
time in relationship to any diminution of momentum by stakeholder 
organizations—public and private.  To that end an implementation strategy 
has been devised to ensure that the issue continues to be addressed 
through a constructive and timely course.  These are items for immediate 
action. 

1. Coordination with Lead Agencies 

Coordination is central to moving forward with the recommendations.  
Each of the recommendations requires the cooperation of several 
organizations to make them work.  The nature of truck parking and the 
region dictates that no public or private organization is able to go it alone.  
Each site has been assigned a recommended lead agency each of which 
should receive a copy of this report and a briefing by the NJTPA. 

2. Support the On-going Development of Truck Parking Facilities  

In producing this report, the NJTPA has laid the groundwork by identifying 
and quantifying the need for additional truck parking in the region.  The 
NJTPA, as a planning agency, does not have land use powers, the power 
of eminent domain, financial resources or the authority to advance a site’s 
use for parking.  Therefore, the recommended lead agencies would be 
responsible for advancing these projects. 
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GGooiinngg  FFoorrwwaarrdd::  WWhhaatt’’ss  aatt  SSttaakkee??  

This study includes both planning and policy dimensions in order to provide a 
complete foundation for moving a truck parking effort forward. This wide study 
breadth poses a fair question as to what is really at stake. This section briefly 
lists what is at stake in terms of ten broad areas of impact. 

• Public Safety—truck parking on shoulders is by law a safety hazard as are 
drivers that have to rely on less than adequate facilities or no facilities at 
all.  .  

What’s at Stake? 
• Public Safety 
• Mobility and 

Access 
• Congestion 
• The Environment 
• Economic 

Performance 
• Performance of 

Key Facilities 
Such as Ports 

• Regional 
Autonomy in 
Problem Solving 

• Quality of Life 
• Planned Land Use 
• Energy 

Conservation 

• Mobility and Access—auto parking locations provide key points for drivers 
to access business, schools and other centers of activity—including other 
modes of transportation. Truck parking should likewise be planned and 
sited in ways that support freight access and mobility within a regional 
network.  

• Mobility and Access—auto parking locations provide key points for drivers 
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modes of transportation. Truck parking should likewise be planned and 
sited in ways that support freight access and mobility within a regional 
network.  

• Congestion—increasing congestion adds to the time it takes to move 
goods. As such, congestion directly consumes the limited hours a driver 
operates and places greater demand on the required supply of truck 
parking.  

• Congestion—increasing congestion adds to the time it takes to move 
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• Planned Land Use—Brownfield re-use and other intentional means to add 
truck parking capacity within the 13 county area (and outside the region in 
partnership with other jurisdictions) provides an opportunity to properly 
match sites with truck parking as an appropriate, low impact use.  

• Energy Conservation—without argument energy savings will be a greater 
focus for all policies, programs and projects. The installation of energy 
conserving technology and the reduction of driver time spent looking for 
parking will have a cumulative positive impact.  

 
The truck parking problem is growing substantially while parking capacity is 
relatively fixed or static.  There is a window to address this issue, but that 
window will only narrow over time and then the region could be reacting to a 
crisis rather than attempting to be proactive as the NJTPA and its study 
partners are attempting to do.  

Tough, thorny problems are sometimes more prone to avoidance or delay. 
Doing so will only make attaining solutions more difficult. There is reason for 
optimism going forward: 

• Freight transportation should be a focal point for the next surface 
transportation legislation. New Jersey, New York, Connecticut and 
Pennsylvania among others can shape a national direction for truck 
parking.   

• There is a growing recognition that the only way to provide more truck 
parking is through greater partnership and collaboration among public and 
private sectors. There is no substitute for the value of collaboration.  

• Attention to energy conservation and the environment brings with it 
greater opportunity to develop truck parking that is environmentally 
friendly and less energy dependant. 

• All participants recognized that local land use challenges are formidable 
to developing new truck parking locations. Yet, the site identification 
process has yielded numerous potential sites.  

 
This study demonstrates the need for more truck parking – an important 
responsibility for regional planning – but also established the foundation for 
moving forward with projects that can be considered for the TIP.  
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1.1.  Introduction  Introduction
The North Jersey Transportation Planning Authority (NJTPA) has 
conducted this Truck Rest Stop Study to analyze truck movements and to 
quantify the need for rest/service locations.  It will be incorporated into a 
larger regional effort in conjunction with truck parking studies being 
conducted by the New York Metropolitan Transportation Council and the 
Connecticut Department of Transportation. A final tri-state regional report 
will result from the three studies. 

The NJTPA, under guidance from its Freight Initiatives Committee, has 
assessed the availability and adequacy of truck parking facilities 
throughout its thirteen-county area.  This study outlines: 

• National and regional truck parking issues 

• Current regional truck parking practices in the NJTPA region 

• The regional demand for truck parking in the NJTPA region 

• Recommendation of either new candidate sites or existing sites to 
help in accommodating some of the growing truck parking demand 

• Strategies for regional communication, funding, and partnerships 
to implement a program to increase truck parking capacity in the 
region. 

1.11.1  Study  Purpose  Study Purpose

The NJTPA truck parking study stems from the lack of adequate truck rest 
and service areas. Truck drivers are subject to federal drive time 
limitations and required rest periods, and often park on secondary streets 
or highway shoulders to rest. Few, if any of these locations, offer truck 
drivers legal parking space or amenities such as food, showers, and 
repair services. This raises safety and environmental concerns throughout 
the region and also creates a potentially dangerous situation for the 
drivers too. 

Deficiencies in truck parking capacity at existing facilities have become 
apparent in recent years throughout the NJTPA region.  The most visible 
evidence of this problem is seen at existing rest areas on I-78 and I-80, 
and at service areas on the New Jersey Turnpike (I-95).  Truck parking 
demand often exceeds the available capacity of these facilities 
(particularly during overnight hours) and trucks can be found parked along 
entrance and exit ramps.   

The NJTPA truck 
parking study 
stems from the lack 
of adequate truck 
rest and service 
areas currently 
available to truck 
drivers who are 
subject to federal 
drive time 
limitations and 
required rest 
periods. 

http://www.njtpa.org/
http://www.njtpa.org/planning/freight/freight.html
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The purpose of this study is to determine the extent of the truck problem 
in the NJTPA region and identify solutions and potential sites for new or 
expanded truck parking facilities to meet the region’s demand. 

1.21.2  Background  Background
Role of Trucks 

Freight movement and its related industries play a major role in the robust 
economy of northern New Jersey.  The region is one of the largest 
consumer markets in the world, and also serves as a national gateway for 
global freight movements.  Truck, railroad, and maritime shipping have 
increased dramatically in recent years and is expected to continue.  
Rising real estate prices and the establishment of warehousing/ 
distribution facilities outside the region also contributes to a substantial 
growth in regional truck activity.  Studies undertaken by various agencies 
project continued and substantial increases in truck volumes.  

Trucks will continue to play a primary role in the movement of goods 
throughout the region.  Rail and maritime modes have limited ability to 
provide the flexibility necessary for many of the freight shipments 
throughout, into, and out of the region.  The growth that will occur will 
likely result in additional truck traffic particularly in intermodal shipments. 

Impact of Congestion 

Increasing auto and truck demand on New Jersey roadways has 
extended the periods of highway congestion, particularly during commuter 
peak periods.  Truck operations on these roadways become less 
productive over time as congestion increases.  Congested conditions 
reduce travel speeds and increase travel times throughout the highway 
network, yet physical limitations of drivers (i.e., their need for rest facilities 
and supporting amenities) and hours-of-operation regulations are time-
based, not distance-based.  Increasing congestion contributes to a 
corresponding increase in parking demand at parking facilities. 

Real Estate Costs 

Many roadside rest facilities were originally sited in exurban and rural 
areas along interstate highways, specifically to accommodate intercity 
travelers and long-haul truck drivers who had few opportunities for rest 
and retail services on long trips.  As the metro area has expanded, the 
areas that accommodate truck parking facilities have become increasingly 
urbanized, creating environmental and safety concerns for the 
surrounding residents and businesses. 

Real estate prices in northern New Jersey have increased substantially 
over the years, making it more difficult for truck-oriented retail uses to 

Increasing 
congestion tends to 
have a 
corresponding 
increase in parking 
demand at parking 
facilities. 
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compete with other more profitable land uses near highway interchanges.  
These interchanges have typically been ideal locations for traditional truck 
stops and multi-purpose travel centers, but land values (as well as 
potentially cumbersome land use review processes) have made it 
impractical to build large-scale, privately-owned travel centers in the 
region.  Parking facilities tend to be long-established sites located either 
at the outer fringes of the area (along I-78 and I-80 in western New 
Jersey) or in older industrial areas. 

The hours truck 
drivers can be 
behind the wheel 
dictate, in large 
part, the demand 
for parking. 

Federal Regulations 

The hours truck drivers can be behind the wheel dictate, in large part, the 
demand for parking.  The Federal Motor Carrier Safety Administration 
(FMCSA) instituted revised hours-of-service regulations (49 CFR, Part 
395) in August of 2005.  Under these rules, long-haul truck operators are:  

• Permitted to drive up to 11 hours in an on-duty window of 14 hours 
after they’ve been off-duty for a minimum of 10 consecutive hours. 

• Limited to 60 on-duty hours in seven consecutive days, or 70 
hours in eight consecutive days.   

• Permitted to restart the seven and eight day windows once a 
driver is off duty for 34 consecutive hours. 

The regulations also contain special short-haul provisions for truck drivers 
who operate within a 150-miles radius of their normal work location.  
These drivers:  

• May operate their vehicles for a maximum of 11 hours after being 
off duty for at least 10 consecutive hours. 

• Are limited to a total of 14 hours after five on-duty days in a week 
and a total of 16 hours after two on-duty days in a week. 

• Are not required to keep detailed records of off-duty status 
(RODS). 

• Must maintain accurate time records for a period of six months 
that show all on-duty start and end times and total on-duty hours 
each day. 

 

Industry Truck Parking Requirements 

Modern trucking operations (and the demand for truck parking and 
staging areas throughout the nation’s highway network) are heavily 
influenced by a convergence of two related factors:  
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• the need for reliable and time sensitive delivery to minimize 
inventory costs by coordinating closely with the production 
process; and  

• developing increasingly efficient processes within the supply chain 
as the most cost-effective means of addressing highway capacity 
constraints 

The trucking industry has a range of users, from the major carriers 
operating national fleets to independent owner-operators with a single 
truck.  What differentiates truck operators from other players in a supply 
chain is that their operations take place largely on public roadways, and 
rest areas and service plazas effectively become short-term storage 
facilities during driver downtime. 

Police officers 
presented with 
clear violations of 
the Federal hours-
of-service often 
find themselves in 
the uncomfortable 
position of weighing 
the competing 
hazards of an 
illegally parked 
truck and a 
fatigued driver. 

Public vs. Private Facilities 

The trucking industry uses rest facilities and supporting amenities 
provided by government agencies and quasi-public toll authorities along 
highway rights-of-way, and by privately-run retail sites near highway 
interchanges.  Striking a balance between the needs of the trucking 
industry at public rest areas and the interests of private retailers in 
maintaining viable travel centers has long been a challenge to both public 
agencies and private industry groups.  Public rest areas are prohibited 
from offering commercial services such as food and fuel at rest areas built 
on the interstate highway system after 1959 under Title 23, Section 111 of 
the U.S. Code, and the retail industry have resisted numerous attempts to 
allow commercialization of these facilities over the years.  This may have 
to change as a matter of national policy to effectively address demand 
through private investment. 

The Law-Enforcement Dilemma 

Trucks parked along limited-access highways present a difficult problem 
for law enforcement officials.  Parking along the shoulder of a limited-
access highway is prohibited in New Jersey under Title 39, Section 4-136 
of the state statute.  Vehicles parked on the shoulders of these roadways 
are a serious potential hazard to other motorists because they are 
unprotected fixed objects within the roadway cross-section. 

However, law enforcement officials are often reluctant to enforce the 
statutes because of the inherent dilemma presented by a truck driver who 
is unable to find a safe parking location but must observe Federal hours-
of-service regulations.  A driver sleeping in a truck parked on the side of a 
highway may be more of a danger to other motorists if awakened and 
ordered to move than if the truck remains on the side of the road.  Police 
officers presented with this scenario often find themselves in the 
uncomfortable position of weighing the competing hazards of illegally 
parked trucks and fatigued drivers. 
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1.31.3  Study  Method  Study Method

The study has been conducted through six discrete but integrated tasks 
which include: 

• Task 1:  Regional Coordination 

• Task 2:  Truck Parking Facility Inventory 

• Task 3:  Technical Advisory Committee and Industry 
Outreach/Public Involvement 

• Task 4:  Data Collection and Analysis / Survey of Trucking 
Industry and Business Community 

• Task 5:  Issue Identification and Recommendations for Additional 
Truck Parking Areas 

• Task 6:  Draft Final Report 

 

1.3.1 Task 1: Regional Coordination 

This study is part of a larger coordinated effort in the region being 
completed by the New York Metropolitan Transportation Council 
(NYMTC) and the MPOs of southern Connecticut.  Coordination among 
the various organizations is critical given the interregional nature of truck 
movements. 

Although this is a stand alone document, the findings are to be 
incorporated into the larger regional effort being compiled by NYMTC to 
provide a regional summary of findings, regional efforts, and implications 
of truck parking issues. 

1.3.2 Task 2: Truck Parking Facility Inventory 

A database of the regional truck parking industry was compiled and 
includes rest stops, service areas, weigh stations, and tandem trailer 
areas in the New York City metropolitan area (roughly defined as New 
York City, northern New Jersey, Westchester, Putnam, Rockland and 
Orange Counties in New York, and Fairfield County in Connecticut).  The 
database includes information for each facility including route and 
milepost, parking capacity, on-site services/facilities, posted regulations 
regarding vehicle size limits, parking restrictions, and facility hours of 
operation.   

 

Study Method: 
1. Regional 

Coordination 
2. Truck Parking 

Facility 
Inventory 

3. Industry 
Involvement 

4. Data Collection 
and Analysis 

5. Issue 
Identification 

6. Draft Final 
Report 
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1.3.3 Task 3: Technical Advisory Committee and Industry 
Outreach/Public Involvement 

Stakeholders are most interested in solutions rather than the process. To 
that end, a clear understanding by all parties of the study objectives was 
established early in the process.  The efforts focused on achieving a 
general consensus from both private users and public agencies with an 
understanding of the goals and objectives of the study and contribute 
important insight into the outcomes for decision making.   

Stakeholders are 
most interested in 
solutions rather 
than the process. 
To that end, a clear 
understanding by 
all parties of the 
study objectives 
was established 
early in the 
process.   

The Technical Advisory Committee (TAC) provided guidance and regional 
expertise in addition to feedback on the data collected, concept/program 
development and recommendations for new or expanded facilities in the 
region.  In addition to NJTPA staff, the TAC included members of the 
following organizations: 

• New Jersey Turnpike Authority 

• New Jersey Department of Transportation 

• North Jersey Transportation Planning Authority 

• New York Metropolitan Transportation Council 

• New Jersey Department of Environmental Protection 

• New Jersey State Police 

• Port Authority of New York/New Jersey 

• New Jersey Economic Development Authority 

 

In addition to the TAC, a small group of stakeholders served as an 
industry sounding board for the approach, findings, and recommendations 
within this study.  Participation by the freight transportation industry 
served as a critical element of this study, since it will be directly impacted 
by the recommendations for new or expanded truck rest/service stops 
developed in the study.   

1.3.4 Task 4: Data Collection and Analysis / Survey of 
Trucking Industry  

This study has been conducted with the broad perspective that truck 
parking issues should be considered from the driver’s point of view and in 
the context of existing long range plan directions, site specific initiatives, 
and other regional goals and priorities.  It does little good to advance a 
truck parking agenda without considering the impacts to the region and 
the consistency with other goals. 
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Data Collection and Analysis 

The data collection process was conducted to provide a comprehensive 
view of the various elements of the trucking industry and their 
relationships to other industries that are critical components of the 
regional economy.  Regional Plans and studies were reviewed and 
applied for continuity.  In addition, these sources provided much of the 
data for the development of truck parking demand estimates and 
background information for site selection criteria. 

The data collection 
process was 
conducted to 
provide a 
comprehensive 
view of the various 
elements of the 
trucking industry 
and their 
relationships to 
other industries 
that are critical 
components of the 
regional economy. 

Primary data collection was also conducted to determine the current 
driver parking practices and parking facility utilization.  The collection and 
analysis of the primary data consisted of three specific phases: 

Phase 1: Peak Period (Overnight) and Daytime Truck Parking 

This effort provides a “snapshot” of overnight (midnight to 4:00 AM) and 
daytime (4:00 PM to 8:00 PM) parking conditions at the existing rest areas 
and other facilities throughout the region as well as along the shoulders of 
the major highways and at NJ Turnpike interchanges.  The process 
includes: 1) a truck count at each facility during the periods, and 2) a GIS-
based identification of trucks parked on the shoulders of the major 
highways and at off-highway locations adjacent to major interchanges.  
The data provide a timestamp and location for each truck parked along 
the highways as well as unique descriptive information for each truck.  
The data collected was used to validate and calibrate the truck parking 
demand estimates. 

Phase 2: Terminal/Warehouse Truck Parking Data Collection 

Similar in terms of process to the previous phase, this effort focuses on 
the Port Newark/Elizabeth area, the rail terminals in Hudson and Essex 
Counties, and the warehouse clusters identified in the NJTPA’s Freight 
Assessment.  Data was collected at four different general locations in the 
NJTPA region, including the: 

• Local roadways around Port Newark/Elizabeth and Ironbound 
Newark,  

• Rail terminals in Secaucus and South Kearny,  

• The areas of East Rutherford, Carlstadt and Moonachie in the 
region north and west of the Meadowlands Sports Complex, 
and 

• Two warehousing areas of Cranbury (NJ Turnpike Exit 8A)  
and Raritan Center  
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The data collected in this phase was used to identify parking and staging 
needs for the region not directly related to long-haul trucks operating 
under Federal hours-of-service regulations. 

Phase 3:  24-hour Entry/Exit Counts and Parking Occupancy at 
Representative Facilities 

Data was also collected to document the parking activity (trucks in and 
out) throughout a representative day (as opposed to the peak-period data 
that will serve as the basis for identifying the regional truck parking 
demand).  This data serves as supporting documentation for the overall 
regional truck parking demand and helps to identify variations in truck 
parking demand at different facility types at different times of day.  This 
phase includes a 24-hour profile of parking activity at several facilities 
(wayside parking, rest areas, service plazas, truck stops, etc.) across the 
NJTPA region.   

A survey of drivers 
and trucking 
industry 
representatives 
was conducted to 
develop a 
comprehensive 
profile of trucking 
in the region, its 
role in the 
economy, and 
factors that 
influence its 
relationship to 
other industries it 
supports.   

Data collected in this phase was used to develop comprehensive profiles 
(including entry and exit volumes and parking duration) by time of day for 
each location.  In addition, the data from some locations was used to help 
identify the ratio of demand for public rest areas and commercial truck 
stops for the parking demand estimation. 

Survey of Drivers and Trucking Industry 

A survey of drivers and trucking industry representatives was conducted 
to develop a comprehensive profile of trucking in the region, its role in the 
economy, and factors that influence its relationship to other industries it 
supports.   

Industry surveys were conducted during November/December 2006 with 
general trucking industry representatives and port area trucking 
operations.  The purpose of the industry interviews was to assess industry 
opinions and attitudes on truck parking facilities in northern New Jersey.  
Specifically, the questions focused on conditions at existing facilities, 
gaps in service, preferred areas for new locations, and services and 
amenities desired at parking facilities.  A copy of the general list of 
interview questions is attached as an appendix. 

In addition to targeted surveys, the NJTPA conducted a web survey for 
additional input.  This survey was aimed at drivers (rather than industry 
representatives) to gauge their preferences for parking locations, 
amenities, and needs. 

Estimation of Truck Parking Demand 

Information was collected to develop estimates of current and future 
parking demand along major highway segments in the region.  These 
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estimates were calculated using the general methodology in the Study of 
Adequacy of Commercial Truck Parking Facilities (FHWA, 2002), with the 
method and input data tailored to reflect the current conditions on North 
Jersey roadways, newly enacted Federal hours of service (HOS) 
regulations, and the region’s unique characteristics.  These include the 
mix of short-haul and long-haul commercial truck traffic, the wide variety 
of users on the roadway system, the influence of port and rail terminals, 
and the number of different operating authorities in the region (DOTs, toll 
authorities, bridge and tunnel authorities, etc.). 

Because truck trips 
are typically much 
longer than 
commuter-based 
auto trips and the 
distance between 
truck parking areas 
tends to be long, 
the parking 
demand estimates 
are calculated by a 
corridor-based 
approach that more 
accurately reflects 
the regional and 
inter-regional 
nature of truck 
travel. 

The FHWA methodology is based on a number of different factors, 
including: 

• Average annual daily traffic (AADT). 

• Average ratio of parking time to truck operation time. 

• Average operating speed by roadway segment. 

• Seasonal peaking characteristics. 

• Ratio of short-haul to long-haul trucks in the vehicle mix (varies 
widely by region, with short-haul trucks representing a much 
higher portion of the vehicle mix in major metropolitan areas 
than in rural areas). 

• Truck operating limitations under Federal hours-of-service 
regulations. 

• Average duration of time required for loading/unloading, 
staging, security clearance, and other activities that involve 
“active” truck operation off the roadway network. 

Because truck trips are typically much longer than commuter-based auto 
trips and the distance between truck parking areas tends to be long, the 
parking demand estimates are calculated by a corridor-based approach 
that more accurately reflects the regional and inter-regional nature of truck 
travel. 

Estimation of Truck Parking and Staging Capacity 

Based on the inventory of truck parking facilities and the demand for such 
facilities, a series of general estimates of parking (by major roadway 
segment, or “travel corridor”) and staging (by geographic area, for 
terminal locations and warehouse clusters) were developed.  This 
information serves as the basis for identifying potential new or expanded 
truck parking locations. 
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Environmental and Alternative Energy Considerations 

In addition to demand estimation and potential parking location addition or 
expansion, environmental considerations are also included.  These 
considerations focus on two specific areas to minimize or mitigate the 
environmental impacts of new or expanded truck parking facilities: 

1. Emission reduction and noise elimination technology at existing or 
new truck parking facilities: different options for introducing idle 
reduction technology at key facilities in the NJTPA region. 

There are a number 
of issues related to 
truck parking sites 
that need to be 
understood to 
make 
recommendations 
on how to improve 
the regional 
parking system.  
They range from 
how sites currently 
function to funding 
mechanisms for 
expansion and 
development. 

2. On-site infrastructure requirements and equipment needs for 
alternative fuels:  Recent developments in alternative fuels are 
considered in recommendations for new or expanded facilities 
insofar as to not preclude long-term future use of fuels such as 
biodiesel, natural gas, and hydrogen fuels.  All these features 
reduce the negative current and future impacts of placement or 
enlargement of truck stops.  

1.3.5 Task 5: Issue Identification and Recommendations 
for Additional Truck Parking Areas 

There are a number of issues related to truck parking sites that need to be 
understood to make recommendations on how to improve the regional 
parking system.  They range from how sites currently function to funding 
mechanisms for expansion and development. 

Functionality 

How a site functions, its physical size, and its amenities are major 
determinants of how a site is used by drivers.  For example, parking/rest 
facilities with statutory limits on parking duration are not conducive to the 
long-term truck parking activity that is required under the FMCSA 
regulations.   

Enhancements to the functionality should be considered such as potential 
utilization of variable message signing to alert drivers of unused parking 
spaces or 24-hour security to make facilities safer for drivers. 

Regulations 

The regulations governing trucking activity range from how many 
consecutive hours they drive to where and when they can park.  Changes 
to any of these regulations can dramatically impact trucking operations 
region-wide.  The changes in the Federal hours of service regulations in 
2002, for example, allowed drivers to put in longer days but limited their 
flexibility on the rest time.  The unintended consequence is that most 
drivers had to rest during the same time during the night rather than 
spreading rest times throughout the day.  The parking facilities that once 
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accommodated drivers all day now are underutilized during the day and 
spilling over at night. 

Partnerships/Coordination 

In New Jersey, state and local governments, the Turnpike Authority, the 
MPO, drivers and facility operators mustn’t go it alone.  Opportunities may 
exist for public-private partnerships to provide the most effective means of 
addressing deficiencies in truck parking/staging capacity in the NJTPA 
region.  The fact that this study is part of a larger regional effort with New 
York and Connecticut shows the interregional nature of the issue and the 
commitment among regional partners. 

The comprehensive 
analyses were used 
to develop specific 
recommendations 
to address the need 
for additional truck 
parking capacity in 
the NJTPA region.   

Financing 

There are several funding mechanisms available to pay for public truck 
facilities or assist private operators in expanding their own operations.  
Funding for enhancements such as idle reduction technology may also be 
available.  Innovative ways of financing such facilities may be required to 
make the provision of truck parking equitable for private operators while 
meeting the public goal of increased safety for both passenger and freight 
movement. 

Future Plans 

Determining the future expansion plans for existing sites within those 
areas with high parking demand is critical in determining the need for 
additional capacity.  In addition, the ongoing and future developments in 
the area of alternative fuels may influence the size and layout of truck 
parking areas in the future, along with the required supporting 
infrastructure. 

1.3.6 Draft Recommendations 

The comprehensive analyses were used to develop specific 
recommendations to address the need for additional truck parking 
capacity in the NJTPA region.  These draft recommendations consider all 
aspects of the trucking industry, from the proliferation of alternative fuels 
to specific sites to increase parking capacity.  The draft recommendations 
were approved by the study Technical Advisory Committee and presented 
to the stakeholders for comment before incorporation in the final report. 

1.3.7 Task 6: Final Report 

This final report contains recommendations and supporting 
documentation for a regional truck parking approach to address the 
capacity and other needs of drivers in the region.  All of the information 
has been provided to NYMTC for incorporation into the tri-state regional 
report.   
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2.2.  Issues  and  Trends  Issues and Trends
There are many issues facing the trucking industry that have a direct 
correlation to the need for and the provision of parking facilities.  The 
issues range from the price of fuel to the value/highest and best use of 
land in the NJTPA region.  These issues have been addressed within the 
context of this study. 

Deregulation of the Trucking Industry 

The Motor Carrier Act of 1980, a watershed moment for U.S. freight 
transportation, is generally considered the point at which Federal 
deregulation of the trucking industry began.  One outgrowth of this 
deregulation was the sharp increase in new competitors in the industry, 
and the corresponding growth of truck traffic on the highway system.  
According to the Vehicle Inventory and Use Survey (VIUS) published by 
the U.S. Census Bureau, the number of heavy trucks registered in the 
United States increased from 2.2 million to 3.5 million between 1977 and 
2002.   

Implications for truck parking:  The growth in the number of registered 
trucks coupled with comparable increases in passenger vehicles in the 
same time period resulted in the increased utilization of an interstate 
highway system since the 1950s.  This growth has been exacerbated by 
ongoing changes in logistics practices, as shippers have increasingly 
moved to a “just-in-time” delivery concept in an ongoing attempt to reduce 
inventory costs and streamline supply chains.  Drivers are on the road 
more and require parking when off duty. 

Changes in the Logistics Industry 

The movement of freight has become more and more efficient over the 
past 20 years.  The interface between modes is becoming evermore 
seamless taking advantage of the benefits of each mode.  However, there 
are trends in the NJTPA region that limit the ability of the industry to reach 
maximum efficiency.  Real estate prices in the region require businesses 
to hold little or no inventory, employing the “just in time” concept to limit 
their space needs.  As a result, warehousing and distribution operations 
are locating further from the port area which require goods to be shipped 
to be processed and then back to the region for sale to consumers. 

Implications for truck parking: Truck related uses require large parcels in 
areas where competition for real estate is fierce.  Often truck related uses 
are not deemed the “highest and best” use of that land and are forced to 
locate in less efficient locations.  The industry has adapted, employing a 
network of hubs, terminals, and partnerships that have made for an 
efficient system given the external limitations. 

Truck related uses 
require large 
parcels in areas 
where competition 
for real estate is 
fierce.  Often truck 
related uses are 
not deemed the 
“highest and best” 
use of that land 
and are forced to 
locate in less 
efficient locations.   
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Trends in Regional Truck Traffic 

The NJTPA region has 2,000 miles of freeways/expressways, 6,000 miles 
of arterial highways and 15,000 miles of county and local roads.  The 
extensive trucking activity in the region handles nearly 300 million tons of 
freight annually which is approximately 90 percent of all surface freight in 
the NJTPA region.  Aside from major access roads in the port and 
warehousing areas, trucks tend to stay on higher order roadways 
throughout the region.  Over the next 20 years truck vehicle miles traveled 
(VMT) is forecast to grow three percent annually.1 

Implications for truck parking: An increase in truck traffic has a direct 
impact on the amount of truck parking necessary to accommodate the 
expected regional truck traffic safely and efficiently.  

Trends in Regional Congestion 

Container truck VMT is expected to grow around two and one-half times 
and non-container trucks are predicted to double by 20302.  The overall 
number of trucks is expected to increase 80 percent during the same time 
period.  Along with the expected growth in auto traffic, the regional 
highway system is expected to be increasingly constrained. 

The NJTPA’s Long Range Transportation, Access & Mobility Plan 
proposes a number of strategies to offset the negative impacts of these 
trends without having a negative impact on the region’s economic 
competitiveness.  These primarily revolve around more efficient 
operations and placement of freight related facilities (such as warehouse 
and distribution centers) close to their origins/destinations to limit the 
distance of interim movements. 

Implications for truck parking: Truck driver rest requirements are based on 
time not distance.  An increase in congestion requires a driver to travel 
shorter distances during a given time period, thus requiring additional 
truck parking to accommodate the increased number of rest periods 
necessary for a particular goods movement. 

Hours of Service 

The Federal hours of service regulations have a large impact on the 
movement of trucks, particularly those that travel long distances. An 
impact of these new regulations is that truck drivers must park and rest for 
longer continuous periods of time even though they can drive more hours 
in a day.  Truck parking demand associated with the hours-of-service 
rules is now heavily skewed toward overnight periods when most drivers 

                                                 
1 NJTPA Freight System Performance Assessment, April 2005. 
2 NJTPA Freight System Performance Assessment, April 2005. 

Truck driver rest 
requirements are 
based on time not 
distance.  An 
increase in 
congestion requires 
a driver to travel 
shorter distances 
during a given time 
period, thus 
requiring additional 
truck parking. 
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prefer to rest, and facilities that are filled beyond their capacity late at 
night have excess capacity in the middle of the day. 

Implications for truck parking: Changes to the hours of service regulations 
have a direct impact on when and where a driver must rest.  These rules 
dictate the amount of time a driver must remain stationary and the 
flexibility they have within their drive time window. 

Fuel Prices 
An impact of 
revised FMCSA 
regulations is that 
truck drivers must 
park and rest for 
longer continuous 
periods of time 
even though they 
may drive more 
hours in a day.   

The economy of the NJTPA region 
and the nation are driven by the 
efficient movement of goods and 
the price and availability of 
petroleum fuel.  Trucks are a vital 
link in distributing these goods.  
The world currently uses 
approximately 85 million barrels of 
petroleum each day, twenty-five 
percent of which is in the US.  The 
current truck fleet almost 
exclusively uses diesel fuel which 
has jumped in price from $2.51 per 
gallon in November 2006 to $3.29 
in the same month of 2007. 

US Diesel Fuel Prices (11/06 to 11/07)
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Source: Energy Information Administration

The US trucking industry is currently using 700 million gallons of diesel 
and nearly 300 million gallons of gasoline per week.  As of this writing a 
barrel of crude oil is reaching $100 (up from $60 just a year ago and $30 
five years ago). 

Implications for truck parking: Truck stops and service areas are vital links 
in the road network, providing necessary services to the truck fleet, of 
which a primary feature is fuel availability.  In addition, the industry will 
need to be evermore efficient (increasing the tons moved per gallon of 
fuel) to provide the goods movement services without a significant 
increase in prices to consumers. 

Regional Economy 

A robust economy such as that in Northern New Jersey has a direct 
impact on the attractiveness of the region and the cost of real estate.  
Rising real estate prices in most heavily-developed urban areas like 
northern New Jersey are making it increasingly difficult for truck-oriented 
retail uses to compete with other more lucrative land uses in the vicinity of 
highway interchanges.  A private or public facility providing retail services 
to motorists typically requires the dedication of an inordinate amount of 

 
 

28 Revised: January 2008 



 
TThhee  NNoorrtthh  JJeerrsseeyy  TTrraannssppoorrttaattiioonn    

PPllaannnniinngg  AAuutthhoorriittyy  
 

 

space for parking compared to a typical retail development thereby 
reducing returns for the site developer.  Facilities like this have 
traditionally been ideally situated in rural areas along major interstate 
corridors where motorists tend to be long-distance travelers and the 
primary competing land uses are agricultural in nature.  These factors 
have driven most of the retailers serving the trucking industry to the outer 
fringes of the New York City area – with major locations still in operation 
along I-78 in western New Jersey, on I-80 and US-46 near the Delaware 
River, and on the northern fringe of the New York metro area in Orange 
County, NY.  Some older facilities also remain along the Route US-1&9 
truck corridor in Hudson County and near the New York State line on 
Route NJ-17. 

Truck parking and 
support facilities 
could be a 
potentially 
attractive land use 
on former industrial 
sites where 
environmental 
degradation has 
inhibited the 
redevelopment 
potential of the 
land for other uses. 

Implications for truck parking: Truck parking and support facilities could 
be a potentially attractive land use on former industrial sites within or near 
port and rail terminals where environmental degradation has inhibited the 
redevelopment potential of the land for other high-value uses.  A large 
truck stop offering an array of retail services and amenities may employ 
hundreds of people on-site, and will have additional economic benefits 
through the ancillary activity related to suppliers and vendors. 

Idle Restrictions 

The New Jersey Department of Environmental Protection (NJDEP) limits 
the time a vehicle can idle to no more than 3 minutes when not in motion.  
There are few exceptions to this including: 

• A motor vehicle may idle for 15 consecutive minutes when the 
vehicle engine has been stopped for three or more hours and the 
ambient temperature is below 25 degrees Fahrenheit, 

• Diesel buses may idle for 15 consecutive minutes in a 60-minute 
period while actively discharging or picking up passengers to allow 
for passenger comfort. 

• A motor vehicle stopped in a line of traffic; 

• A motor vehicle whose primary power source is utilized in whole or 
in part for necessary and definitively prescribed mechanical 
operation other than propulsion, passenger compartment heating 
or passenger compartment air conditioning; 

• A motor vehicle being or waiting to be examined by a State or 
Federal motor vehicle inspector; 

• An emergency motor vehicle in an emergency situation; 

• A motor vehicle while it is being repaired; 
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• A motor vehicle while it is engaged in the process of connection or 
detachment of a trailer or of exchange of trailers; 

• A motor vehicle, manufactured with a sleeper berth, while it is 
being used, in a non-residentially zoned area, by the vehicle's 
operator for sleeping or resting, unless the vehicle is equipped 
with a functional auxiliary power system designed in whole or in 
part to maintain cabin or sleeper berth comfort or to mitigate cold 
weather start-up difficulties. 

• Overnight idling of diesel trucks with sleeper berths will not be 
allowed past May 1, 2010, as several alternatives to idling are now 
available in New Jersey. 

 

Implications for truck parking: Truck parking locations that provide 
services may need to provide idle reduction services that will be 
necessary if the drivers can not provide the power necessary to run their 
heaters, air conditioners, block heaters, or accessories. 

Technological Changes 

The changes in truck technology that have had the most significant impact 
on truck parking over the past 15 years are internal improvements to the 
engine.  Diesel engines have been equipped with electronic fuel control 
which reduced emissions and boosted efficiency, and Ultra Low Sulfur 
Diesel enables the use of after treatment devices that help reduce 
emissions caused by diesel fuel use.   

New Federal restrictions that went into effect in 2007 required 
manufacturers of heavy-duty trucks to increase their emissions standard 
for new trucks.  Because an average heavy duty truck in the national truck 
fleet has a useful engine life of 435,000 miles/10 years/22,000 hours3, the 
impact will be felt gradually as older vehicles are taken out of service.  
The changes to the vehicles required raising the price of a vehicle $1,200 
to $1,900.  To reduce the impact, larger operators “pre-bought” trucks to 
avoid the increased prices.  More stringent requirements are expected in 
2010 when another round of pre-buying is expected. 

Other technological changes such as GPS units for load tracking and 
navigation, anti-lock brakes and collision avoidance technology have 
increased safety and efficiency throughout the industry, but have had less 
of an impact regarding truck parking. 

Implications for truck parking:  Changes in truck technology require 
additional or modified infrastructure, highly skilled service technicians, 

                                                 
3 US EPA Federal Standards for heavy-duty trucks model year 2004 and later. 
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and other services at parking locations.  These changes will be primarily 
(if not exclusively) at private truck stops because of limitations on 
commercial services at publicly owned facilities. 

3.3.  Stakeholder  Input  and  Industry  Outreach  Stakeholder Input and Industry Outreach
The NJTPA conducted a comprehensive program of data collection from 
existing sources, stakeholder and industry input, driver’s survey, and 
primary data collection.  This information provides the basis for the issues 
and trends analysis as well as the truck parking demand estimates.  This 
section highlights some of the findings from industry representatives and 
stakeholders. 

3.13.1  Stakeholders  Group  Stakeholders Group

The Stakeholders met at key milestones throughout the project.  They 
were presented with regional truck trends and issues, results of the data 
collection process, regional parking demand estimates and priority 
corridors, and final recommendations for their input.  Comments were 
recorded and incorporated into the study as appropriate. 

3.23.2  Driver  Web  Survey  Driver Web Survey

A survey of drivers was conducted via the project web site where drivers 
were asked parking needs, preferences, habits, and issues.  This was an 
unscientific survey; however, it provides a general understanding of the 
important characteristics of drivers and their parking requirements.  The 
results of the survey were used to assist in identifying candidate locations 
for new or expanded parking facilities based on driver preferences.  

Drivers were asked to provide information about their most recent trip.  Of 
the over 70 drivers who took the survey, most were long-haul drivers 
originating from either northern New Jersey, or points west of New Jersey 
and their primary routes were I-287, I-78, and the New Jersey Turnpike.  
The most common complaint regarding existing truck parking facilities in 
northern New Jersey is the lack of sufficient parking.  Other common 
complaints reported include: unclean and unsafe facilities, short parking 
time limits, and inconvenient locations.  The figures below summarize the 
most important results of this survey. 

 

 

 

Surveys were 
conducted to find 
out about drivers’ 
parking needs, 
preferences, habits, 
and issues.  They 
provide a general 
understanding of 
the importance of 
parking to drivers. 
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Figure 1: Driver Stop Purpose 
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Drivers require the basics and there is 
little need to provide for anything other 
than that.  They require some services 
such as restrooms, trash containers, 
and food.  Other services such as fuel 
and sleeping facilities are required but 
less often. 

 

Figure 2: Reasons for Parking Difficulties 
 

The primary reasons drivers have 
difficulties in finding designated parking 
is because of capacity constraints at 
existing facilities. 
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Figure 3: New Parking Location 
Preferences 
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Drivers were asked their preference for 
truck parking locations (all things being 
equal).  I-287, the NJ Turnpike, and I-
78 were the most preferred locations.  
This survey was taken immediately 
after the NJDOT eliminated services at 
the I-287 North Rest Area in Harding 
Township. 

Figure 4: Maximum Distance Willing to 
Travel for Parking 

 

0 to 1 Miles
33%

1 to 3 Mile s
33%

3 to 5 Miles
23%

More  than 5 
Miles

9%

Not willing to 
leave  route

2%

 

Drivers prefer that parking locations be 
within 3 miles of the highway system.  
Patronage will significantly drop if the 
facility is more than 5 miles from their 
path. 

Survey results not only provide an understanding of what is important to 
drivers, but also provide the list of needs and amenities that have been 
used as criteria in the evaluation of new or expanded site alternatives. 
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3.33.3  Trucking  Industry  Interviews  Trucking Industry Interviews

To complement the driver survey, trucking industry interviews were 
conducted to gain insight from industry representatives about information 
they gather from drivers, parking preferences from an industry standpoint, 
and perspectives from individual companies.  Those interviewed 
represented both long haul carriers as well as those that specifically cater 
to port related movements and the size of the companies varied.  A total 
of 35 interviews were conducted the results of which were used as 
considerations when developing criteria for new or expanded facilities.   

A majority (76 percent) of the companies interviewed serve both short and 
long haul trips and 67 percent of their drivers require rest stops in New 
Jersey.  These companies state that drivers have difficulty finding parking 
primarily along the NJ Turnpike. 

According to those surveyed, congestion has a significant impact on truck 
movements within the region.  Seventy-six percent of respondents stated 
that drivers modify travel habits during peak auto periods to avoid peak 
traffic volumes.  These changes can vary depending on conditions and 
recurring and non-recurring congestion. 

When asked of preferred locations for potential new parking facilities in 
northern New Jersey, the responses were as follows (in descending 
order): 

• On all routes near the New York state line. 

• In the port area.  

• All areas of the New Jersey Turnpike.  

• I-78 between the New Jersey Turnpike and the Pennsylvania state 
line.  

• I-80 between the New Jersey Turnpike and the Pennsylvania state 
line. 

The most prevalent complaints about existing truck parking locations were 
(in descending order): 

• Parking capacity at existing facilities. 

• The issue of safety /crime. 

• The truck parking spaces are too small at many facilities. 

 

 

Seventy-six percent 
of interviewees 
stated that drivers 
modify travel habits 
during peak auto 
periods to avoid 
peak traffic 
volumes.   
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3.43.4  Common  Themes  Common Themes

Discussions with trucking companies and feedback from drivers through 
the web survey provided insight and revealed common themes regarding 
the conditions, needs, and opinions of the drivers and their employers.   

Summary of Common Themes 
Truck stop locations should be simple, safe, and clean.  There is little 
need for excessive amenities, but safety and the basics (shower, 
restroom, and food) are needed in a clean and pleasant atmosphere. 

Additional parking facilities near the New York border in northern New 
Jersey are needed.  

Additional parking facilities on other highways in northern New Jersey 
are also needed. 

More and larger parking spaces are needed at existing stops. 

Because many carriers are regional or national, many respondents 
noted that the truck parking problem is not limited to New Jersey. 

Parking on highway shoulders is not safe for drivers or the traveling 
public, but are utilized out of necessity. 

Additional stops are needed near the port area, New Jersey Turnpike 
between I-287 and the George Washington Bridge, and I-80 between 
the New Jersey Turnpike and I-287. 

 

4.4.  Truck  Parking  Activity  Truck Parking Activity
One important characteristic of the NJTPA region is that the demand for 
truck parking is heavily influenced by the amount of time trucks spend, 
(and the roadway distance they cover) in adjoining regions (particularly 
east of the Hudson River) where truck parking capacity is limited.  Trucks 
parked in northern New Jersey aren’t necessarily those that originate or 
are destined for the region.  Drivers may be short on hours while passing 
through or have made a conscious effort to stop in the NJTPA region 
because they are aware that there is limited capacity at the point at which 
they must stop.   

4.14.1  Designated  Facility  Utilization  Designated Facility Utilization

Some of these drivers may not find a designated space at all and park on 
highway shoulders and ramps.  The figure below shows the existing 
parking facility utilization and trucks parked on highway shoulders, ramps, 

Drivers may be 
short on hours 
while passing 
through or have 
made a conscious 
effort to stop in the 
NJTPA region 
because they are 
aware that there is 
limited capacity at 
the point at which 
they must stop.   
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and in the terminal areas during a representative overnight time period in 
the summer of 2006. 

Figure 5: Peak Utilization of Truck Parking Facilities 
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Of the 34 regional truck parking facilities, 82 percent were observed over 
capacity.  In addition, there were a total of 280 trucks counted on highway 
shoulders, ramps, and in the terminal areas on local streets.  The parking 
facilities that are underutilized are those that are inconvenient for drivers 
either because they are a distance away from the interstate system or 
they serve a different purpose such as the tandem trailer drop off lot along 
the NY/NJ border in Orange County. 

There are a number of reasons drivers will choose to park in 
undesignated locations such as shoulders, ramps, and local streets: There are a number 

of reasons drivers 
will choose to park 
in undesignated 
locations 
• Personal Safety 
• Access 
• Perceived 

Capacity 
• Local 

Knowledge 
• Actual Capacity 

Personal Safety 

Trucks on shoulders are less likely to be solicited by illegal activity than in 
truck stops or other designated parking locations.  In addition it is less 
likely that there will be damage to the vehicle or trailer when parked on a 
ramp than in “close quarters” parking facilities. 

Access 

Parking along the roadway and in terminal areas is more convenient for a 
driver than driving a mile or more off the highway to the nearest truck stop 
or to their pick-up/drop-off location. 

Perceived Capacity 

If a driver observes a truck parked on a shoulder adjacent to a parking 
facility, they may assume that a parking facility is full.  Rather than try to 
negotiate a facility perceived to be at capacity, they will park on ramps or 
shoulders.  In addition, drivers may park a substantial distance from a 
location because their experience is that it is usually at or near capacity at 
a particular time. 

Local Knowledge 

A driver may opt to park on the highway to avoid any confusion or delays 
if unfamiliar with availability of parking closer to their destination or access 
to/from a facility. 

Actual Capacity 

The factors described above point to a driver’s preference.  Even if drivers 
prefer to park in a designated area, many still must park along highway 
shoulders and ramps because of a lack of capacity at existing facilities. 
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4.24.2  Parking  Facility  Traffic  Parking Facility Traffic

To better understand the parking activity at designated locations, profiles 
were developed through a sampling of facilities.  At the sample locations, 
24-hour data was collected on vehicles into and out of the facilities.  This 
data provides a 24-hour profile of the truck traffic generated by parking 
facilities.  The chart below shows combined traffic at six facilities in the 
region which include: 

1. NJ Turnpike Grover Cleveland Service Area 

2. NJ Turnpike Thomas Edison Service Area 

3. Travel Centers of America (TA) Bloomsbury 

4. I-80 Eastbound Rest Area in Warren County 

5. I-80 Westbound Rest Area in Warren County 

6. I-287 Rest Area in Morris County 

 

Figure 6: Trucks Entering by Hour 
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Trucks parked for a short time have distinctive characteristics over their 
long-term counterparts.  First, there are significantly more short-term 
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trucks entering facilities than long-term trucks over the course of the day.  
In addition, short-term activity peaks during the day (between 9am and 
2pm) at which there is a significant drop-off in activity.  Trucks parked 
long-term are fewer in numbers but require a significant proportion of the 
parking capacity. 

Because short-term trucks are parked for less time, more trucks enter and 
exit while utilizing a relatively small number of spaces.  The net result of 
the parking activity and duration is a peak parking demand during the 
overnight hours with the peak hour from midnight to 1am.  The 24-hour 
parking accumulation profile for the six facilities observed is shown in 
Figure 7, and shows the demand for truck parking capacity by both long-
term and short-term trucks. 

Figure 7: 24-Hour Parking Accumulation Profile 
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Hourly parking act ivity indicates the net  truck 
parking accumulat ion during each hour at six 

sample facilit ies in the NJTPA region, plus 
shoulder parking act ivity along segments of  I-78 

and I -287.  Parking accumulat ion at these six 
facilit ies is based on a total daily entering volume 

of  5,025 trucks.

Peak parking 
accumulat ion occurs 

during the Midnight  to 
1:00 AM hour

 

This information is used to determine the unique truck parking 
characteristics of the region for determination of the truck parking demand 
by corridor.  This method provides a more accurate representation of the 
truck parking demand in the region. 
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4.34.3  Corridor  Demand  Corridor Demand

The truck parking demand analysis has identified ten (10) regional 
trucking corridors which have been analyzed by direction for a total of 20 
corridor segments.  The analysis used the 2002 FHWA methodology for 
computing truck parking demand.  Total parking demand, in turn, has 
been compared to the available (existing) capacity for each 
corridor/direction.  Specific sites have been identified in areas where the 
shortfall in parking capacity is the greatest. 

The result of the analytical process shows the overall parking demand for 
the region and for each corridor. The corridors were then ranked 
according to their parking shortfalls as measured by the difference 
between the corridor’s estimated peak demand and the peak parking 
activity at existing facilities in the region.  The ten regional corridors are: 

1. I-95 South of I-287 6. I-80 East of I-287 

2. I-95 between I-287 
and I-80 

7. I-80 West of I-287 

8. I-287 South of I-80 
3. I-95 North of I-80 9. I-287 North of I-80 
4. I-78 East of I-287 10. NJ 18/US 9 East of I-95 
5. I-78 West of I-287 

 

Figure 8: NJTPA Truck Parking Analysis Corridors 
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These corridors serve both long-haul and short haul movements and the 
majority of truck traffic in the region.  The roadways included in each 
corridor are shown in the appendix.  The corridors are the basis for 
estimating the parking capacity and demand for the NJTPA region.  
Demand estimates are more refined at this level and provide a good 
foundation for site recommendations. 

The corridor with the highest parking demand is the I-78 corridor east of I-
287.  This corridor alone accounts for 40 percent of the total regional 
shortfall in truck parking.  The parking deficits for each of the corridors are 
shown in the table below.  The bold numbers in the parking deficit column 
(positive) show the shortage in the number of spaces along each corridor. 

Corridor Summary (2007) 

Corridor Parking 
Est. 

Parking Parking   
# Direction Roadway Limits Capacity Demand Deficit Rank 
1 N NJ Turnpike South of I-287 49 154 105 6 

1 S NJ Turnpike South of I-287 89 156 67 8 

2 N NJ Turnpike Between I-287 and I-80 51 161 110 4 

2 S NJ Turnpike Between I-287 and I-80 52 165 113 3 

3 N NJ Turnpike North of I-80 105 66 -39 15 

3 S NJ Turnpike North of I-80 131 66 -65 16 

4 W I-78 East of I-287 0 260 260 2 

4 E I-78 East of I-287 0 260 260 1 

5 W I-78 West of I-287 163 70 -92 19 

5 E I-78 West of I-287 149 70 -78 17 

6 W I-80 East of I-287 61 108 47 11 

6 E I-80 East of I-287 61 109 48 10 

7 W I-80 West of I-287 139 51 -87 18 

7 E I-80 West of I-287 151 52 -99 20 

8 N I-287 Between I-78 and I-80 23 49 26 12 

8 S I-287 Between I-78 and I-80 0 49 49 9 

9 N I-287 North of I-80 95 167 72 7 

9 S I-287 North of I-80 58 166 108 5 

10 N NJ 18/US 9 East of I-95 0 8 8 14 

10 S NJ 18/US 9 East of I-95 0 9 9 13 

 

Some may be tempted to identify the total parking need as the sum of the 
“Parking Deficit” column.  This would not be a good summary of the data.  
The corridor-level demand estimates show the demand specifically for 
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each corridor.  If capacity is not available, trucks will have to park 
elsewhere (in facilities on other corridors, on highway shoulders, etc.).  
For example, if a passenger car needs to fill with gas along the NJ 
Turnpike, and no service area is available, they will need to use a station 
along another roadway. 

4.44.4  Regional  Identification  Regional Identification

Although corridors provide a good geographic unit of analysis, it is difficult 
to evaluate specific sites along a corridor that spans multiple 
municipalities, counties, and even states.  The identification of these sites 
is one of the primary goals of this study.  As a result, regions were defined 
that would satisfy the bulk of the truck parking demand along and at the 
intersection of the corridors.  The intersections of these corridors 
represent the locations with the highest level of truck parking demand for 
the region and serve as the primary criteria for the location 
recommendations. 

Figure 9: NJTPA Truck Parking High Priority Corridors and 
Regions 

                      Key Nodes where Corridors
                      with Truck Parking Short
                      Falls Intersect

                      Corridors with Highest
                      Computed Parking
                      Shortfall

                      Corridors with Computed
                      Shortfalls >10 Trucks

 

The intersections of 
these corridors 
represent the 
locations with the 
highest level of 
truck parking 
demand for the 
region and serve as 
the primary criteria 
for the location 
recommendations. 
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5.5.  Recommendations  Recommendations
The primary study focus is the identification of potential sites for 
development or expansion to accommodate the region’s growing demand 
for truck parking. Those criteria based recommendations appear in 
Section 5.4 below. Truck parking also entails some policy issues and the 
need for some paradigm shifts. The greatest among these are the need 
for expansive and innovative public-private partnerships, new 
approaches, and incentives related to land use and related municipal 
issues, and project financing.  

By taking a holistic approach to truck parking, the NJTPA is on the leading 
edge. With this comes a unique opportunity to help shape policy at the 
state and federal levels supportive of new approaches to meeting the 
growing demand for truck parking. Discussions with senior US DOT and 
FHWA officials affirmed the need for new policy approaches and 
innovative thinking. This was further articulated in an article on the 
growing truck parking challenge that appeared in the Wall Street Journal 
in April 2007.  Policy, financing, and partnering are necessary 
components of a comprehensive truck parking development strategy. 

This section summarizes the primary areas requiring policy initiative and 
partnership as foundation for successful implementation of truck parking 
solutions. Related recommended actions for implementation appear in 
Section 6. The NJTPA and its stakeholder partner agencies should 
consider each Section in shaping a planning and policy agenda that 
complements efforts at site development.  

5.15.1  Policy/Institutional  Policy/Institutional

Policy/Institutional recommendations are aimed at addressing truck 
parking issues in relation to pertinent state and regional policies.  Simply 
put, these are actions that can be taken to make the provision of new or 
expanded truck parking facilities more manageable.  It will require several 
organizations working together to accomplish each of the goals.   

5.1.1 Secure Sites as a Necessary Land Use 

Truck parking brings with it the “rateables issue”– i.e., how to address the 
relatively low property tax revenue from truck stops because they involve 
small building structures on large land parcels.  Truck parking should not 
be viewed as an undesirable use, but rather a requirement for efficient 
regional logistics.  The understanding and recognition that public and 
private organizations must provide truck parking as necessary 
infrastructure will be a necessary breakthrough in thinking.  Just as the 
provision of a municipal water treatment facility is necessary for the 
benefit of residents, so too is a truck parking necessary for efficient and 
effective goods movement. 

Truck parking faces 
numerous policy 
issues and the need 
for some paradigm 
shifts including:  
1. Greater public-

private 
partnership in 
addressing 
solutions 

2. Innovation and 
incentives 
related to land 
use and related 
municipal 
issues, and  

3. How projects 
are financed. 
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Recommendations and Rationale 

• Recognize that truck parking is part of the public infrastructure, 
fulfilling an important public safety function.  

• If expanded public sites are deemed neither feasible nor desirable, 
accelerate public-private partnership approaches in which the 
public sector joins with private truck operators to expand or even 
establish new private facilities. This may require supporting 
legislation and program funding to remove historic statutory 
obstacles that have effectively balkanized public-private 
collaboration since the 1950s.  

Partnership and 
collaboration will 
provide an 
equitable approach 
to providing public 
benefit while 
maintaining private 
interests. 

• Provide financial incentives, including but not limited to, grants, 
low or no interest loans or other tax abatements to help balance 
the playing field or offset the rateables barrier.  

• Focus on sites for which truck parking may conceivably be the 
highest and best use particularly if such sites can be developed 
with some entrepreneurial aspects that generate revenue and 
contribute to the associated tax base.  

• Recognize that some sites may be most appropriate for specific 
truck parking needs such as port or terminal staging but regional 
need should be kept in view. 

• Evaluate the potential for tax revenue sharing with municipalities 
using a model or approach similar to the state’s Urban Enterprise 
Zone program. 

• Identify potential land-swap candidates in collaboration with 
municipalities and property owners. Unique opportunities may 
exist to secure truck parking through land swaps that represent 
win-win opportunities.  

5.1.2 Advance favorable federal legislation that promotes 
innovation and Public-Private Partnerships 

As noted, truck parking is a larger regional (i.e., multi-state) and even 
national issue. Currently federal policy is neither comprehensive nor 
sufficient. Issues requiring federal attention include providing a framework 
for multistate initiatives, loosening decades old restrictions on public vs. 
private facilities, encouraging private investment in truck parking capacity, 
applying ITS/technology, and establishing new and expanded public 
funding or incentives for private financing.  Partnership and collaboration 
will provide an equitable approach to providing public benefit while 
maintaining private interests. 
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Recommendations and Rationale 

• New Jersey should collaborate with Pennsylvania and other 
northeastern states to advance a policy position on federal 
legislation. Freight is expected to gain significant attention in the 
next federal surface transportation reauthorization. Truck Parking 
should also be a major component of an anticipated national 
freight policy.  

• Regionally specific organizations such as the Northeastern 
Association of Transportation Officials and the I-95 corridor 
coalition should act upon the several regional truck parking studies 
completed or being completed in the Northeast (NJ, NY, CT, PA, 
and MD). 

Any efforts to make 
truck parking 
facilities as green 
as possible will be a 
key element of 
making these sites 
more amenable to 
their host 
communities and to 
future energy 
policy. 

• Neighboring Pennsylvania’s Governor Rendell and Transportation 
Secretary Biehler will respectively lead the National Governor’s 
Association and the Association of American State Highway and 
Transportation Officials (AASHTO) in the coming year. This will be 
an extraordinary opportunity to collaborate and lead the 
development of innovative and well designed approaches to truck 
parking.  

• There is an opportunity for significant innovation in developing 
federal policy. It is recommended that the US DOT or FHWA 
convene a facilitated workshop that would include the private truck 
operators industry and federal and state public DOT 
representatives.  This workshop could be done under the NGA or 
AASHTO auspices. The purpose would be to find common ground 
that would be the basis for policy development that focus on 
public-private partnership. Senior officials expressed interest in 
this concept at the meeting with NJTPA staff and consultants in 
April 2006.  

5.1.3 Pursue Alternative Fuels, Energy, and Environmental 
Opportunities 

With rising fuel prices the accommodation of alternative fuels has become 
increasingly important.  Section 5.6.5 covers development requirements 
for alternative fuels, energy, and the environment. Available technology, 
though not perfect, does afford the opportunity to design, construct or 
retrofit facilities to incorporate systems that are an alternative to 
conventional fuels and/or engine idling. Any efforts to make truck parking 
facilities as green as possible will be a key element in making these sites 
more amenable to their host communities and to future energy policy.  
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Recommendations and Rationale 

• Include a “green trucks” element as a pilot or demonstration 
program in the first site to be developed or expanded for truck 
parking.  

• Secure federal and state grants for this demonstration program. 
Use these grants to leverage private sector money as well. The 
“green trucks” demonstration should include specific objectives 
including but not limited to: air quality and emission minimization, 
site buffering if necessary, energy savings, and the testing of 
alternative technologies.  

Operations of 
nearby facilities 
should be 
considered in that a 
truck parking 
facility may 
enhance the value 
of nearby industrial 
operations by 
reducing the need 
for truck parking at 
each site and 
pooling it at one 
location.   

5.1.4 Advance complementary land use approaches 

Notwithstanding methods for mitigating emissions, noise, light, etc. truck 
parking is viewed by many as a less than desirable land use. This is 
particularly so where sites are near residential and higher end commercial 
land uses. The challenge comes down to locating truck parking in areas 
where land use is as compatible and complementary as possible.  
Operations of nearby facilities should be considered in that a truck parking 
facility may enhance the value of nearby industrial operations by reducing 
the need for truck parking at each site and pooling it at one location.  In 
addition, such a site may be used for preprocessing, inspection, and/or 
security clearance of truck freight. 

Recommendations and Rationale 

• Consider development of a model ordinance for truck parking. This 
would be an opportunity to proactively identify and address key 
mitigation issues and land use concerns. It should be done in a 
way however, that does not effectively make new or expanded 
truck parking capacity unachievable through excessive regulatory 
burden.  

• Focus truck parking expansion at existing sites that minimize 
conflicting land uses.  

• Target truck parking facilities not just for regional truck parking 
needs but also in areas to cater to specific major truck generators 
(port/rail terminals, warehouse districts, etc.). 

• Work with private shippers/receivers to identify potential 
opportunities for providing inspection and logistics services at a 
central truck parking location. 

 

 

 

 
 

46 Revised: January 2008 



 
TThhee  NNoorrtthh  JJeerrsseeyy  TTrraannssppoorrttaattiioonn    

PPllaannnniinngg  AAuutthhoorriittyy  
 

 

 
 

47 Revised: January 2008 

5.25.2  Planning  and  Finance  Planning and Finance

It is critical to view truck parking within the context of regional goals and 
resource constraints.  The planning for adequate truck parking must be a 
continuous focus for regional planning agencies. In addition, facility 
funding must be viewed within the context of these regional priorities and 
limitations. 

5.2.1 Provide incentives for private sector development of 
truck parking 

The private sector is the preferred developer, operator and maintainer of 
truck parking facilities if the economics are achievable. Yet the public 
sector has a vested interest in relation to the safety and capacity issues 
associated with truck parking. This is a broad policy objective that 
recognizes truck parking is to some extent a public good with public 
benefit, but will be best advanced through private enterprise wherever 
possible.  

Recommendations and Rationale 

• Identify the full range of existing incentives that could be used 
including grants, tax incentives, industrial development bonds, etc.  

• Assess the utility and feasibility of each potential incentive. Apply 
those incentives that will work best.  

• Seek incentives at a national level as part of the federal policy and 
surface transportation reauthorization recommendations.  

5.2.2 Incorporate truck parking as a future design 
parameter for facility improvement planning and 
design 

Routinely considering and if feasible, incorporating truck parking at the 
time other improvements are being planned, designed, and constructed is 
a cost effective way of addressing the issue. 

Recommendations & Rationale 

• Highway design, construction and reconstruction typically add 
capacity for traffic. Routinely these capacity adding activities 
should consider whether there are related opportunities for 
providing truck capacity as well.  

• Right-of-way acquisition and disposition actions of transportation 
agencies are also an opportunity to consider any opportunities for 
increasing truck parking spaces.  

Incorporating truck 
parking at the time 
other 
improvements are 
being completed is 
a cost effective way 
of addressing the 
issue. 
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• Guidance and supporting checklists for potential truck parking 
opportunities should be developed for the routine use by NJDOT 
and NJ Turnpike, and their consultants.  

5.2.3 Integrate truck parking as an element of port and 
intermodal facility development and growth 
planning 

The growth of freight movement in the region is often considered in terms 
of container cargos and port facilities. Obviously this growth also 
translates into increased truck traffic as well. The essence of this 
recommendation is to take steps to ensure that truck parking capacity 
keeps in pace with the overall growth of truck traffic in the region for the 
long-term. Failure to do so will impact regional congestion and safety.  

Recommendations and Rationale 

• Consider updating the regional forecast of truck traffic, and 
determine the regional truck parking need for benchmark years.  
This entails establishing a reasonable estimate of the demand gap 
in five year increments.  

• Consider establishing goals and processes for addressing these 
parking needs.  

• Incorporate truck stop needs into the regional planning process.  

• Incorporate truck parking in port master plans for Newark and 
Elizabeth along with all other supporting uses for port 
sustainability and growth. 

5.35.3  Partnering  Partnering

This study is part of a larger regional effort with ConnDOT and NYMTC, 
which is the first step to a true regional partnership to address truck 
parking issues.  This coordination should go beyond studying/defining the 
problem and beyond these organizations.  The nature of the issue and the 
balance between public and private interests require partnerships and 
collaboration if efforts are to be successful. 

5.3.1 Promote Public-Private-Partnerships 

There are unique opportunities for public private partnerships in the area 
of truck parking.  The synergy between the private for-profit interests and 
the public safety benefits create a partnership at the core of truck parking 
provision. 

 

The nature of the 
issue and the 
balance between 
public and private 
interests require 
partnerships and 
collaboration if 
efforts are to be 
successful. 
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Recommendations and Rationale 

• Establish a dialogue between representatives of New Jersey and 
surrounding states and the truck parking industry.  

• Explore opportunities for innovative “one time” public financing to 
eliminate the economic barriers of private industry to establish 
truck parking locations.  This can be in the form of land purchase, 
access improvements, etc. Any feasible bonding capacity should 
also be considered particularly if there is an identified revenue 
stream for debt service.  

5.3.2 Collaborate on a broader scale with neighboring 
DOTs, MPO regions, and local planning officials 

Freight movement and its related truck parking needs transcend state, 
county and municipal boundaries.  To view this as an opportunity will 
benefit the region and its economic base.  The accommodation of the 
needs of trucks and their drivers present prospective economic 
opportunities that should be viewed as potential benefits and not a 
nuisance.  

Recommendations and Rationale 

• Continue the current partnership efforts with NYMTC and 
ConnDOT and future coordination with Pennsylvania, Maryland, 
and the I-95 Corridor Coalition. 

• Work with NJTPA member agencies to identify locations, 
incorporate truck parking opportunities with regional, subregional 
and local planning efforts, and promote the provision of truck 
parking as a necessity for efficient goods movement and resulting 
economic benefits. 

5.45.4  Recommended  New/Expanded  Sites  for  
Additional  Parking  Capacity  
Recommended New/Expanded Sites for
Additional Parking Capacity

The goal of this study is not only to provide a rational and accurate 
estimate of the truck parking demand in the region, but to recommend 
specific sites for potential development or expansion to ease the regional 
truck parking shortfall.  The resulting sites have the potential to 
accommodate not only long-haul trucks but also terminal truck staging 
and port specific trucks as well, all of which are within the calculated 
demand for the region. 

5.4.1 Site Evaluation Criteria and Rationale 

Evaluation factors have been established to identify three (3) preferred or 
recommended sites.  Each criterion is described below. 

The goal of this 
study is not only to 
provide a rational 
and accurate 
estimate of the 
truck parking 
demand in the 
region, but to 
recommend specific 
sites for potential 
development or 
expansion to ease 
the regional truck 
parking shortfall. 
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Parcel Size 

In light of the high regional demand for truck parking, larger sites that are 
able to accommodate more trucks are generally more attractive as 
candidate sites.  Other related factors such as on-site impediments and 
site configuration are also considered. 

Ownership 

It is important to establish whether a site is privately or publicly owned to 
determine site-related options and incentives.  A publicly-owned parcel is 
preferable for locations where a wayside rest area is more appropriate 
than a full service truck stop, and vice versa.  Ownership will also affect 
funding options and other decisions that will assist in ultimately 
determining site viability. 

Site Evaluation 
Criteria: 
• Parcel Size 
• Ownership 
• Proximity to 

Interstate 
System 

• Bi-Directional 
Accessibility 

• Compatible 
Land Use 

• Nearest 
Alternate 
Parking Site 

• Utilization of 
Nearest 
Alternate Site 

• Anticipated 
Level of 
Demand 
Satisfaction 

Proximity to the Interstate system (< 1 mile) 

Accessibility and proximity are critical factors in relation to site utility.  
Drivers prefer sites that are close to delivery/pick-up points or along their 
route.  All things being equal, a site that accommodates drivers’ needs 
and is located within a relatively short distance of a major limited-access 
roadway is more desirable than one situated on a secondary road further 
from a major highway.  

Bi-Directional Accessibility 

Some locations such as wayside rest areas are accessible directly from 
the interstate in one direction only.  A site that is accessible from both 
travel directions effectively serves twice as many travelers, and would 
increase the usefulness of the site in serving the corridor and the 
associated parking demand. 

Compatible Land Use 

Compatible land uses include those current uses and zoned uses 
currently on, or adjacent to, the candidate site.  One of the underlying 
operational and policy considerations is a preference for siting truck 
parking in areas that currently have major truck traffic generators– 
including manufacturing facilities, warehouses and port or rail terminals.  
Other sites that would be compatible with a truck parking facility would 
include heavy industrial sites, an existing rest area or truck stop, or vacant 
sites with compatible adjacent uses. 

Nearest Alternate Parking Site 

The proximity of the nearest alternate (existing) parking location is an 
important consideration in evaluating candidate sites. The further the 
alternative site, the more desirable the site location.   
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Utilization of Nearest Alternate Site 

The utilization is the peak parking activity relative to the truck parking 
capacity at nearby alternate sites.  A figure below 100 percent indicates 
that the adjacent site does not fill to capacity during peak periods, while a 
figure in excess of 100 percent indicates a truck parking facility is 
operating over capacity.  Spillover parking from one facility to the next is 
common in the NJTPA region.  

Anticipated Level of Demand Satisfaction 
The NJTPA does not 
have land use 
powers, the power 
of eminent domain, 
or the financial 
resources to 
impose a site’s use 
for parking.  It 
does, however, 
have an obligation 
to plan for the 
region and 
recommends 
specific sites to 
meet a regional 
and local need.   

Satisfying the corridor-wide truck parking demand is a primary 
consideration and is paramount to advancing the study goals.  With the 
need for access roads, drainage, buildings, auto parking, aisles between 
rows of parking stalls, etc. it is estimated that a maximum of 25 percent of 
the total site envelope is available for actual truck parking stalls.  This 
figure is used as a preliminary capacity assessment.  Each site will differ 
depending on the configuration and layout.  The level of demand 
satisfaction is categorized as “below” (total demand not satisfied), “near”, 
or “above” (excess capacity) the computed demand.   

5.4.2 Recommended Sites 

Candidate sites were assessed using the criteria to gauge how well each 
site would addressing the overall regional need for truck parking.  The 
most important criterion is how well each site met the truck parking 
demands with those sites in high demand corridors given preference.  The 
sites are not mutually exclusive.  Each serves a regional need and it is 
recommended that all be developed for this use. 

The regional industrial real estate landscape is incredibly dynamic.  A site 
that is ideal or even adequate for truck parking may have multiple uses 
that regional organizations, local officials, and site owners may prefer 
over a parking-related use.  The NJTPA does not have land use powers, 
the power of eminent domain, or the financial resources to impose a site’s 
use for parking.  It does, however, have an obligation to plan for the 
region and recommends specific sites to meet a regional and local need.   

The criteria can be universally accepted and considered by local officials 
to make appropriate land use determinations.  This should be done in a 
methodical way, keeping in mind the importance of providing trucks a 
place to stop when they are not serving area businesses and facilitating 
regional and local economic growth. 

The sites that are recommended meet the described criteria.  There may 
be additional sites within these corridors that satisfy these same 
evaluation criteria.  Because none of these sites will in and of themselves 
satisfy the complete parking demand, there should be ongoing activities to 
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identify other potential sites should those that are recommended not be 
developed.  The two sites that meet the criteria and are recommended for 
development/expansion as truck parking facilities include: 

• NJ Turnpike Vince Lombardi Service Area, Ridgefield Borough, 
Bergen County  

• NJ Turnpike Molly Pitcher Service Area, Cranbury Township, 
Middlesex County 

 

Figure 10: Recommended Sites for Truck Parking 
Expansion/Establishment 

Molly Pitcher

Vince 
Lombardi

 

Both sites described below include a planning-level rendering that 
includes the conceptual elements of the sites.  Both will have to be vetted 
further through the project design and development process. 
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5.4.3 NJ Turnpike Vince Lombardi Service Area, Ridgefield 
Borough, Bergen County 

The Vince Lombardi Service Area on the New Jersey Turnpike is 
considered strategically important because of its location at the junction of 
I-80 and I-95 and its proximity to the George Washington Bridge (GWB).  
At the junction of I-95/I-80, the service area also serves the I-287/Rt. 17 
corridor by accommodating trucks before crossing the GWB or moving 
south to the New Jersey port and warehousing districts.   

The existing service area is a well utilized facility in a very good location 
for regional truck movements.  The site serves both the eastern and 
western spurs of the New Jersey Turnpike directly but also serves the I-80 
corridor well because it can be accessed from the north by vehicles that 
can return without paying a toll.  The site is constrained by the Turnpike 
right-of-way itself as well as other natural barriers (the Hackensack River 
and its adjoining wetlands).  There has been an expansion of the adjacent 
automobile park-n-ride to the north of the facility which currently has 
marginal utilization.  Some form of shared parking access for autos and 
trucks may be an operational alternative to physical expansion.  Other 
options such as a vertical parking facility for autos could also be 
considered to provide additional acreage for truck parking.  The NJ 
Turnpike would be the recommended lead agency for truck parking 
improvements. 

The site accommodates truck traffic on multiple corridors including I-95 
North of I-287, I-95 North of I-80, I-80 East of I-287, I-287 North of I-80, 
and I-287 South of I-80.  Its unique position at the confluence of several 
corridors makes the service area a very good location that is not easily 
replicated.  Sites within other corridors may satisfy some of the Vince 
Lombardi Service Area truck parking demands but this would require 
several locations rather than an expansion of the one facility. 
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Figure 11: NJ Turnpike Vince Lombardi Service Area, 
Ridgefield Borough 

VINCE LOMBARDI 
SERVICE AREA

 

CCrriitteerriiaa  VVaalluuee//RReessuulltt  
Parcel Size 9 Acres 

Ownership Public (NJ Turnpike) 

Proximity to the Regional Highway 
System (<1 mile) 

Yes, Direct Access from I-95 

Accessible from both directions Yes 

Compatible land use Yes 

Nearest Alternate Site 5 miles from NJ Turnpike 
Alexander Hamilton Service Area 

Peak Utilization of Nearest Alternate Site 123% 

Number of Spaces Provided 100 to 200 
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Site Schema Note: 
This site rendering 
will be colorized in 

the final report
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5.4.4 NJ Turnpike Molly Pitcher Service Area, Cranbury 
Township, Middlesex County 

The NJ Turnpike Molly Pitcher Service Area in Cranbury Township is a 
current service area for southbound traffic on the New Jersey Turnpike 
between exits 8A and 8 at mile post 71.7.  An adjacent property west of 
the current facility is the recommended site for increased truck parking.  
The area is currently being used for agriculture and has been recently 
approved for warehouse development.  The close proximity of the site to 
the local warehousing and distribution centers in South Brunswick and 
Cranbury Townships as well as access direct access to the Turnpike 
make this a recommended location.   

Figure 12: NJ Turnpike Molly Pitcher Service Area, 
Cranbury Township 

MOLLY PITCHER 
SERVICE AREA
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CCrriitteerriiaa  VVaalluuee//RReessuulltt  
Parcel Size 22 Acres 

Ownership Public (NJ Turnpike) 

Proximity to the Regional Highway 
System (<1 mile) Yes, Direct Access from I-95 

Accessible from both directions No, Currently SB only; NB to be 
added 

Compatible land use Yes 

Nearest Alternate Site Nothing within 10 miles 

Peak Utilization of Nearest Alternate Site N/A 

Number of Spaces Provided 300 to 450 

The site presents a great opportunity of a public private partnership.  The 
site can be utilized by a private warehouse and accommodate additional 
parking for both directions on the NJ Turnpike.  Improvements to allow 
northbound Turnpike access would be required.  The NJ Turnpike is 
currently planning to widen the roadway and capacity additions can be 
undertaken as part of these improvements. 

The NJ Turnpike would be the obvious lead agency for this site.  
Coordination with local officials on local signing and land use regulations 
will need to be undertaken to make the lot accessible to local truck 
parking needs. 
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Site Schema Note: 
This site rendering 
will be colorized in 

the final report
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5.4.5  Recommended Area for Further Investigation & Analysis 

While some of the demand identified in the I-78 corridor east of I-287 and 
I-95 between I-287 and the GWB would be accommodated by the two 
recommended sites, the area still requires the identification of a site(s) in 
the vicinity of the Port to help satisfy the unmet demand.  The eastern 
terminus of I-78 between NJ Turnpike Exits 13A and 15E is in the most 
densely developed area in northern New Jersey making identification of 
suitable sites difficult.  During the course of the study several sites were 
identified as possibilities, but proved infeasible or unavailable prior to the 
end of the study process. Therefore, further investigation of potential sites 
is deemed necessary.   

This area includes the port district and requires varied uses for freight 
handling and storage.  The area in the immediate port district is ideally 
suited for port related use, but not regional truck traffic.  It can serve 
staging operations for the port, but capacity constraints on North Avenue 
preclude encouraging regional, long-haul trucks from entering the area.  
Even with improvements to the roadway to be completed by 2011, North 
Avenue will still only provide marginal service based on existing and 
planned uses.  A five percent annual increase in port movements and a 
corresponding increase in truck traffic are expected. 
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Development and redevelopment plans for the area surrounding the Port 
are geared toward developing warehousing and distribution centers in 
support of Port activity.  It is important that the communities and agencies 
involved in developing these properties take into account the need for 
truck oriented services in support of this type of development in order for a 
site to be identified that would satisfy the parking demand associated with 
this activity.  

Therefore it is recommended that NJTPA continue to collaborate with 
interested agencies in order to identify a suitable site in the Port area. 

5.4.5 Collaboration with New York 

Because of the close proximity of the northern portion of the I-287/Rt. 17 
Corridor to the New York/New Jersey border and I-87 (the New York 
Thruway), this corridor lends itself to a bi-state cooperative approach to 
truck parking capacity.  There are two rest stops in Rockland County, just 
over the NY/NJ border on I-87—Sloatsburg for southbound traffic and 
Ramapo for northbound.  Because of their location north of the I-87/I-287 
interchange, the Sloatsburg/Ramapo Service Areas might be strong 
candidates—from a regional standpoint—for expansion to provide 
additional truck parking capacity.  However, specific recommendations 
regarding these two facilities are not included in this study because they 
lie outside the NJTPA region.  Cooperation between New Jersey and New 
York agencies will be necessary in moving forward to accommodate the 
regional truck parking demand.  The I-95/I-80 corridors – which provide 
access across New Jersey to New York City – and the I-287/I-87 corridors 
in the northern reaches of the New York metropolitan area – which serve 
regional truck traffic in both states -- represent ideal opportunities for this 
kind of multi-state effort.  

5.55.5  Flexible  Land  Policies  Flexible Land Policies

Land values in northern New Jersey make truck parking a dynamic issue 
in the region.  No less than three times during the course of this study 
were candidate sites sold and proposed developments approved.  This 
makes the concept of agility more important in this region than all others.  
By nature public agencies can not move as quickly on a property as 
private industry.  Therefore they have had to resort to the power of 
eminent domain or coordination to develop properties for the public good. 

“Land swapping” or flexible land use policies may be a concept that can 
work in this arena.  This entails the equitable trading of properties 
between operators to make more efficient use of the parcels and mutually 
benefit their users. 

Flexible land use 
policies may be 
implemented to 
provide for the 
equitable trading of 
properties between 
operators to make 
more efficient use 
of the parcels and 
mutually benefit 
their users. 
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As an example, in meeting with the City of Newark representatives 
identified preferred parcels that were underutilized and could 
accommodate a truck parking use.  Other sites were also identified as 
occupied but underutilized from the City’s perspective.  Some of the 
vacant land had been evaluated and deemed not suitable for truck 
parking.  However, these could be more appropriate for another business 
on a site that would be an appropriate location for truck parking.  A system 
of negotiation among land owners to shape the landscape including 
incentives to move various users to other parcels could benefit the users 
(by providing a more appropriate site for their operations) while helping 
municipalities achieve their future land use vision. 

There are other concepts that should be explored in addition to this 
example, but the idea of providing public and private benefits through 
focused land use policies could provide additional opportunities for 
providing additional truck parking. 

5.65.6  Facility  Development  Considerations  Facility Development Considerations

There are several developmental considerations when looking to 
establish or expand facilities.  These considerations can be broken down 
into no fewer than eight categories which include: 

1. Driver Requirements/Amenities 

2. Facility design efficiency 

3. Access improvements 

4. Safety/Security 

5. ITS integration 

6. Idle Reduction 

7. Alternative fuels infrastructure 

5.6.1 Driver Requirements/Amenities  

Drivers require certain services such as fuel, restrooms, drinking water, 
vending, etc.  There are limitations on the services a public rest area can 
provide.  Turnpike Service Areas have more flexibility but can not provide 
all the services of a private truck stop.  NJ Turnpike Service Areas can 
provide additional services because they were established under Title 23 
of the U.S. Code prohibiting public agencies from providing retail services.  
In locations where there is a need for large numbers of parking spaces for 
long-haul trucks, private truck stops are preferred and turnpike service 
areas are adequate.  Those that accommodate short haul trucks require 
fewer services where public rest stops and service areas are ideal. 



 
TThhee  NNoorrtthh  JJeerrsseeyy  TTrraannssppoorrttaattiioonn    

PPllaannnniinngg  AAuutthhoorriittyy  
 

 

5.6.2 Access improvements 

As motorists require easy access for retail locations, neighborhoods, and 
work locations, truck drivers require good access to warehouses, port 
terminals, and parking locations.  Access improvements to parking 
facilities such as additional roadway access, or improved radii can greatly 
improve the utilization and efficiency of new or expanded parking 
facilities. 

5.6.3 Safety/Security 

The primary concern of any driver is personal and load security.  All truck 
parking areas must have basic security.  In addition, design of new 
facilities should provide spaces and access lanes of adequate size, and 
provide safe pedestrian access from the parking location to services. 

5.6.4 ITS Integration 

Drivers sometimes find it difficult to know if a facility is full.  This is an 
inefficiency that can lead to underutilization of existing capacity.  There 
are several pilot projects being evaluated that tie the truck parking 
capacity in with the real time utilization of the facilities.  This utilization is 
communicated to drivers through variable message signs or via highway 
advisory radio transmission.  These types of initiatives can serve to help 
utilize existing capacity. 

5.6.5 Alternative Fuels/Idle Reduction Options and 
Infrastructure Requirements 

Alternative fuel use and availability is growing quickly.  Since New Jersey 
is heavily dependent on imported fuel (85% of the fuel sold in NJ is 
imported) switching to alternative fuels reduces the export of truck 
industry dollars.  The following is a discussion of the various types of 
alternative fuels and their infrastructure requirements. 

Petroleum Alternatives 

Prompted by the energy crises of 1973 and 1980, and the first Gulf War in 
1991, the federal government passed the Energy Policy Acts of 1992 and 
2005 with the intent of reducing fuel imports by 30% by 2030.  Several 
states such as California and New York also developed programs to 
explore and develop “alternative fuels” during the 1990s.  This effort 
provides a resource of products and practices in demonstration programs.  
The addition of these alternative fuels will slow the consumption of 
petroleum fuel in the US economy.  More money will stay in the United 
States.  What is needed to do this is the: 

• Willingness to move ahead both by truck operators and by truck 
stop operators 
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• Availability of capital for investment (may be minimal) 

• Commitment to install and operate 

• Operation 

As truck VMTs increase, it is likely more fuel will be dispensed at truck 
stops.  Truck stop operators will have to decide when and how they will 
adopt the newer fuels to their operations.  Based on developments within 
the truck and fueling industry, truck stop operators should consider the 
following additional fuels in addition to petroleum in the near term. 

Electricity 

Truck manufacturers have been developing optional electronic equipment 
on-board their trucks.  When a truck is at a truck stop, off-truck electricity 
supplied by the truck stop (aka Truck Stop Electrification) can be provided 
to replace engine idle power.  Different fuels generate electricity in the US 
(coal, gas, nuclear, solar, wind, etc.) and the fact that the infrastructure 
already exists, use of electricity, either generated off-site or at the truck 
stop can be an alternative to using fuel.  The use of electricity to power 
truck equipment when the vehicles are stopped is an excellent petroleum 
conservation method, reducing emissions and engine wear.  Infrastructure 
is required to make the electric connection compatible with truck 
equipment. On-site electric power generation should be considered at 
truck stops where sufficient electric grid power is not available.   

Shurepower Pedestal System 

Biodiesel 

Biodiesel is an alternative to diesel fuel or is blendable with petro-diesel. 
No changes to well-maintained fuel storage tanks and dispensing pumps 
are needed and unlike petro-diesel it is not considered hazardous when 
spilled.  Biodiesel deteriorates slightly faster than petro-diesel, but is 
renewable and does not add to greenhouse gas.  The biodiesel industry is 
growing quickly but is still too small to provide more than a small portion 
of the petro-diesel currently consumed.  Biodiesel is currently sold at 
concentrations of between 2 and 20 percent with petro-diesel.  Trucks can 
run on 100 percent biodiesel but only in warm or hot weather.  Use of 
blends of biodiesel is a relatively easy way of increasing available fuel 
without increasing the use of available petroleum. 

Ethanol 

Ethanol has become the fastest growing alternative fuel.  Because the 
gasoline market for trucks is sizable and privately owned vehicles refuel at 
truck stops, ethanol could be made available at truck stops.  Unlike 
biodiesel, which can be sold to essentially any post-1992 diesel truck, E85 
(85 percent ethanol, 15 percent gasoline) can only be used by vehicles 
that are specially equipped (which are increasing at the rate of about 1 
million vehicles a year).  There are currently about 1,000 stations in the 
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US dispensing ethanol.  It has lower heat content per gallon than gasoline 
meaning it less fuel efficient and is also more reactive meaning that tanks 
and pumps must be confirmed compatible before E85 is delivered and 
dispensed.  E85 does have a higher octane number (~95+) than even 
premium gas, is greenhouse gas neutral, and burns very cleanly. 

Natural Gas 

Natural gas can be dispensed in two forms, either as compressed natural 
gas (CNG) or as liquefied natural gas (LNG).  LNG would be preferred for 
long distance trucks because of its greater energy density (BTUs/Volume) 
than CNG.  That leaves more weight and volume for cargo.  Some fleets 
in the west coast have been operating on LNG for several years.  Natural 
gas is generally used in spark ignition engines.  It can be used in 
compression ignition engines (diesel) only when diesel fuel is used 
simultaneously.  While petro-diesel, bio-diesel and ethanol blends can be 
delivered to a truck stop by tanker truck, natural gas can be delivered by 
gas pipeline or in compressed cylinders or LNG tanker trucks.   

LPG – Propane 

Propane is already available in many rural areas including parts of New 
Jersey.  Like natural gas, propane is a petroleum byproduct and requires 
dedicated refueling system and modified truck engine.  It can be made 
available where there are agreements with fleet operators and burns 
cleanly.  It can be used mainly in spark ignition engines or with another 
version of the dual-fuel system similar to natural gas vehicles.  

Hydrogen 

Hydrogen is the fuel of the future.  It can be burned in internal combustion 
engines but its focus is on fuel cells. (at the end of the planning horizon of 
25 years.)  The table below presents a comparison between the fuels. 

FFuueell  PPrrooss  CCoonnss  CCoommmmeennttss  
Petro diesel 
(ULSD) 

Low Emissions Non-renewable, 85% of NJ 
fuel is imported 

New Jersey imports ~40 
billion gallons per year 
which equates to ~ one 
Billion barrels 

Electricity For use only when vehicle is 
at a truck stop.  Cleaner and 
more efficient. 

May create some greenhouse 
gas emissions where power 
is generated. 

Available at all truck stops. 
Competes against on-
board APUs (aka “Pony 
Packs”) 
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FFuueell  PPrrooss  CCoonnss  CCoommmmeennttss  
Biodiesel Renewable, Low Emissions, 

No dispensing system 
changes.  Higher cetane 
number, same energy 
density.  Easy to blend with 
petro-diesel.  Useable on 
essentially all diesel engines. 
No change in procedures. 

Degrades slightly faster than 
petro-diesel, slightly higher 
cloud point.  Does not reduce 
NOx emissions. 

Fast growing industry. 

Ethanol Renewable, low emissions, 
easy to blend with gasoline.  
6 million+ spark ignition 
vehicles can use it. 
Little change in procedures.   

Needs some dispensing 
system changes, lower 
energy per gallon 

Fast growing sales. 

CNG Low emissions Not renewable, special 
dispensing equipment 
needed.  New procedures.  
Needs modified engine. 

Used for local fleets such 
as transit buses.  Also 
refuse trucks. 

LNG Low emissions  Non renewable, special 
dispensing equipment 
needed. Needs modified 
engine. 

Fleets in Far West 

LPG Low emissions  Non renewable ~ 400,000 LPG vehicles in 
US 

H2 No contribution to 
greenhouse.   

Requires effort to get free 
Hydrogen.  High pressure. No 
carbon.  No CO2. 

 

 

Physical Infrastructure Requirements 

The provision of idle reduction technology and alternative fuels requires 
specific infrastructure to allow it to be dispensed on-site.  Those 
requirements for each type are described below. 

Electricity 

There are two common needs for electric power on trucks: tractor power 
needs (lighting, HVAC, electronics, engine management system) and 
trailer power normally for cooling (reefers).  For each parked tractor, a 
capacity of 5 kW should be considered.  For each reefer, 40 kW.  For 100 
parking spaces with 15 percent reefers, the total capacity could reach 
1100 kW.  This is a significant amount of power which could be provided 
by the grid, by on-site power or a combination.  The Florida Turnpike has 
just converted all its rest stops to on-site power to prevent down time 
during storms.   Once the power is available, it has to be delivered to each 
truck.  One system – IdleAire® – uses an overhead structure to distribute 
power.  Shurepower® uses buried power lines leading to a pedestal.  In 
addition, IdleAire® provides more than just electricity.  It provides phone, 
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TV, internet and other services if the truck is not equipped with these 
services on-board. 

Biodiesel  

Biodiesel does not require any changes to existing well-maintained diesel 
tanks and dispensing systems.  However, some improvements may be 
preferred.  These might include: mixing dispensing pumps to vary 
biodiesel content to provide lower fuel price.  Above or below ground 
tanks can be used. 

Ethanol (E85)  

Because of its lower energy density (~72 percent of regular gasoline), E85 
vehicles have a somewhat shorter range and each vehicle will require 
more fuel.  This may mean more frequent deliveries of E85 or increasing 
storage capacity at the truck stop.  Equipment must be confirmed as 
ethanol compatible and above or below ground tanks can be used. 

Natural Gas 

CNG – If the gas is delivered by pipeline it must be compressed to at least 
3600 psig to dispense into vehicles.  This will require special gas 
dispensers, a compression system, a storage facility known as a cascade, 
and power to drive the compressor, either from the grid or onsite.  

LNG – Requires delivery of LNG by tanker truck.  LNG is a cryogenic fuel 
and must be held in a cryogenic tank.  It can be dispensed thru a LNG 
dispensing system which can handle the low temperatures. This requires 
special safety equipment and training.  

LPG – Propane 

Propane also requires a unique refueling system, usually above ground.  
Such systems are commonly available if there is demand for LPG trucks 
in the truck stop area. 
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6.6.  Implementation  Strategy  Implementation Strategy
The NJTPA has established an important foundation for developing new 
or expanded facilities.  The identification of potential sites and related 
recommendations is a significant first step.   

The primary objectives of this study were to evaluate demand, identify 
potential sites and to make site recommendations based on relevant 
criteria.  Those objectives have been satisfied. This section is included in 
the study recognizing that there is typically a sensitive period between 
study completion and implementation at which maintaining momentum is 
particularly critical.  The value of the study diminishes over time in 
relationship to any diminution of momentum by stakeholder 
organizations—public and private.  

The purpose of Section 6 is basic but pivotal – to identify the range of 
possible actions associated with the transition from study phase to the 
development of a regional truck parking initiative or simply to begin 
programming projects.  There are actions that the NJTPA and its partners 
can take immediately to keep the momentum going.  There are other 
long-term actions that will help to sustain progress in the years to come. 

Short-Term Implementation Actions 
Coordination with Lead Agencies 

Coordination is central to moving forward with the recommendations.  
Each of the recommendations requires the cooperation of several 
organizations to make them work.  The nature of truck parking and the 
region dictates that no public or private organization is able to go it alone.  
Each site has been assigned a recommended lead agency each of which 
should receive a copy of this report and a briefing by the NJTPA. 

Support the On-going Development of Truck Parking 
Facilities  

In producing this report the NJTPA has laid the groundwork by identifying 
and quantifying the need for additional truck parking in the region.  The 
NJTPA, as a planning agency, does not have land use powers, the power 
of eminent domain, financial resources or the authority to advance a site’s 
use for parking.  Therefore, the recommended lead agencies would be 
responsible for advancing these projects. 

Longer-Term Implementation Actions 

The NJTPA will continue to advance truck parking as a priority issue 
through its Freight Initiatives Committee.  Over time this would be 
expected to transition to a greater monitoring role as presumably site 
development or expansion projects would be the purview of other 
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agencies.  That being said, truck parking, should remain a continuous 
focus for the region’s long range planning and short term program 
development efforts. This could also include the development of some 
basic performance measures as well from a system performance 
standpoint.  

The FIC, in conjunction with NJTPA staff and its member agencies should 
consider the following range of actions for advancement.  

AAccttiioonn  RRaattiioonnaallee  

MMeeeett  wwiitthh  FFHHWWAA  aanndd  UU..SS..  
DDOOTT  OOffffiicciiaallss  

NJTPA staff briefed senior US DOT and FHWA officials on this project during the 
study process. The interest level was high.  

The primary objectives of this meeting will be to brief officials on the study, to 
explore funding opportunities, and to consider any supportive policy or legislative 
actions. FHWA has several existing funding programs for the provision of truck 
parking. 

EExxpplloorree  tthhee  ppootteennttiiaall  ffoorr  
BBrroowwnnffiieelldd  FFuunnddiinngg    

Truck parking may fit particularly well with brownfield reuse in various settings. 
This action is intended to explore such potential funding and site reuse 
opportunities with DEP.  

CCoonnssiiddeerr  ppuubblliicc--pprriivvaattee  
ppaarrttnneerrsshhiipp  aapppprrooaacchheess  ffoorr  
ffuuttuurree  ssiittee  eexxppaannssiioonn  aanndd//oorr  
ddeevveellooppmmeenntt  

As a macro-trend public-private partnerships will likely increase in all areas of 
transportation funding. Public-private partnerships have potential for truck 
parking as well. Their greatest barrier may likely be existing federal law 
particularly as it relates to private sector involvement at public facilities. This 
obstacle is grounded in old statutory provisions that should be reexamined. The 
AMPO, NJTPA and the other agencies should consider addressing this through 
AASHTO and the National Governor’s Association as each will likely soon be 
developing policy for SAFETEA-LU reauthorization. 

CCoollllaabboorraattee  ffoorr  bbrrooaaddeerr  
rreeggiioonnaall,,  mmuullttii--ssttaattee  
ssoolluuttiioonnss..    

This study has been carried out in coordination with similar evaluations by 
NYMTC and Connecticut DOT. Truck parking solutions will require this 
collaboration across jurisdictions.  

Expanded truck parking needs to reflect broader patterns of truck movements 
throughout the northeast. The planning and development of facilities must occur 
in cooperation with other MPOs and states. 

EExxpplloorree  ““TTeecchhnnoollooggyy  
TTrraannssffeerr””  aanndd  IInnffoorrmmaattiioonn  
EExxcchhaannggee  OOppppoorrttuunniittiieess  

As this study is shared with other states and regions it should foster a broader 
dialogue about site selection criteria and the related practical experience in 
planning, programming, and developing such sites. 

RReeffiinnee  PPllaannnniinngg  aanndd  SSiittee  
FFaaccttoorrss  

This action has substantially been accomplished through this study with the 
involvement of the Stakeholder Group, Technical Advisory Committee, Regional 
Transportation Advisory Committee, the consulting team and others. The site 
selection criteria were vetted with key regional agencies including NJDOT and 
the NJ Turnpike. 
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AAccttiioonn  RRaattiioonnaallee  

CCoonnttiinnuuee  ttoo  aaccttiivveellyy  eennggaaggee  
tthhee  ttrruucckkiinngg  iinndduussttrryy  aass  
ppaarrttnneerrss  iinn  aallll  kkeeyy  aassppeeccttss  
ooff  pprroobblleemm  ssoollvviinngg  

Continue industry outreach with the American Trucking Associations, New 
Jersey Motor Truck Association, the Owner-Operator Independent Drivers 
Association and the Association of Bi-State Motor Carriers..  This will be 
particularly important as the role of the private sector in solving this problem 
should expand particularly if federal policy recognizes the need for greater 
private participation and related incentives. 

PPrroovviiddee  ppuubblliicc  iinnffoorrmmaattiioonn  
ttoo  rraaiissee  aawwaarreenneessss  aanndd  
kknnoowwlleeddggee  rreeggaarrddiinngg  tthhee  
vvaarriioouuss  iissssuueess  aassssoocciiaatteedd  
wwiitthh  tthhee  ttrruucckk  ppaarrkkiinngg  
cchhaalllleennggee  

Develop appropriate information resources and forums for raising public 
awareness and engaging public perspectives 

This can be done on a general basis through existing forums and information 
outlets and also be specifically applied in terms of community forums for 
expansion or new truck parking projects as they advance through planning, 
programming and design phases. 

 

7.7.  Conclusion  Conclusion
This study is an important first step. The truck parking problem is growing 
substantially. Truck traffic will continue to grow while capacity for parking 
is relatively fixed or static.  There is a window to address this issue, but 
that window will only narrow over time and then the federal government or 
others will be reacting to a crisis rather than attempting to be proactive as 
the NJTPA and its study partners are attempting to do.  

Tough, thorny problems are sometimes more prone to avoidance or 
delay. Doing so for this issue will only make attaining solutions more 
difficult. There is reason for optimism going forward: 

• Freight transportation should be a focal point for the next surface 
transportation legislation. New Jersey and Pennsylvania among 
others can shape a national direction for truck parking.  If that 
legislation only brought down the barriers to public and private 
partnership in the provision of truck parking it would pave the way 
for new solutions that are market based while satisfying a 
demonstrable public safety and mobility need.  

• There is a growing recognition that the only way to provide more 
truck parking is through greater partnership and collaboration 
among public and private sectors. The structure of this study with 
a multi-member task force and stakeholder group demonstrated 
the value of collaboration.  

• Attention to energy conservation and the environment brings with 
it greater opportunity to develop truck parking that is 
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environmentally friendly including the use of existing idle-reduction 
technologies. 

• All participants recognized that local land use challenges are 
formidable to developing new truck parking locations.  Yet, the site 
identification process has yielded several potential sites.  

 

This study also was especially beneficial from the standpoint that it not 
only demonstrated the need for more truck parking – an important 
responsibility for regional planning – but also established the foundation 
for moving forward with projects that can be considered for the TIP.  
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AAppppeennddiicceess  
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NNJJTTPPAA  TTrruucckk  PPaarrkkiinngg  DDaattaabbaassee  NNJJTTPPAA  TTrruucckk  PPaarrkkiinngg  DDaattaabbaassee  

 

Field Descriptions 

Number – Unique identifier (numeric) 

Facility Name – Descriptive name (text) 

State Code – Corresponds to standard Federal geographic format for U.S. 
Census data (numeric) 

County – Self-explanatory 

Municipality – Self-explanatory 

Facility Type – Single-digit code (1-4, plus 9) defined internally for various 
facility types 

1 = wayside parking area (parking are with minimal amenities, if 
any) 

2 = rest area (parking, plus a building on site with rest rooms and 
other amenities) 

3 = travel center or service plaza (retail services offered, usually 
on a toll road) 

Example Screen 
Capture 
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4 = privately owned retail facility (truck stop) 

9 = other (includes weigh stations, truck inspection sites, etc.) 

Regional Corridor – Identifies the general regional corridor in which the 
facility lies, based on the major interstate highways in the NJTPA and 
adjacent regions – including I-95, I-78, I-80, and I-87/I-287.  The I-84 and 
I-495 corridors are used for facilities north and east of the NJTPA region 
that are not along I-87 or I-95. 

Information for up to Four Direct and Indirect Adjoining Roadways 

Roadway Type – Single-digit code developed by EWT that roughly 
corresponds to jurisdiction and roadway classification (interstate, state, 
county, etc.). 

1 = Undesignated (e.g., New Jersey Turnpike south of the I-95 
diverge) 

2 = Interstate (Toll) 

3 = Interstate (Non-Toll) 

4 = Federal 

5 = State 

6 = County 

7 = Local 

9 = Other 

Route Number – Numerical route designation 

Direction Code – Single-digit code for directional designation (clockwise 
from 1-4, starting with northbound) 

Milepost – Self-explanatory. 

Node Designation – 11-digit code developed by EWT for highway features 
to ensure unique designations for fields in databases corresponding to 
locations on the highway system.  This number is based on a combination 
of other numeric fields, including state code, route designation, direction 
code and milepost.  (Note: Multiple fields in a database can have the 
same node designation if they are located at the same highway 
interchange.) 

Access Type – One-digit code to designate whether a facility is directly 
accessible from the major highways that make up the key corridors used 
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in this study (1) or if a vehicle accessing the facility must exit from the 
major highway system (2). 

Latitude/Longitude – Single point designation for illustrative purposes in a 
regional context (i.e., the latitude and longitude are from anywhere in the 
facility) 

Rest Rooms – Yes/No 

Information Center – Yes/No 

Gasoline Brand – Text field to document brand of gasoline sold on site.  
“N/A” used if not applicable. 

Diesel Brand – Same as gasoline 

Alternative Fuels Available – Will be a text field describing several different 
possible alternative fuels, including biodiesel, ethanol-based fuels, etc. 

Convenience Store (Brand) – Text field similar to gasoline and diesel. 

Fast-Food Restaurant (Brand) – Same as above 

Sit-Down Restaurant (Brand) – Same as above 

On-Site Hotel/Motel (Brand) – Same as above 

Other Retailer (A through C) – Text field for additional on-site retail 
services beyond the standard types used in this database (gift shops, 
specialty stores, etc.) 

Nearby Hotel/Motel (Brand) – Will be filled in as well as possible for hotels 
and motels within a half-mile or so of each site. 

Yes/No Fields for Amenities Corresponding to the National Truck Stop 
Directory 

Public Showers (Men/Women) 

Public Phone 

Vending Machines 

On-Site Laundry 

Certified Scales 

Truck Tire Sales 

On-Site Truck Repairs 
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Truck Wash 

ATM 

Western Union 

Money Orders 

NATSO Check-Link 

Hard-Wire Internet 

Wi-Fi Hotspot – Assume “Unknown” unless designated as “Yes” 

Idle-Reduction Technology (Type) – Field to be filled in (will be “N/A” for 
most locations) to describe truck stop electrification based on several 
broad categories (IdleAire®, Shurepower®, etc.). 

Parking Capacity (Auto/Truck) – Numeric field for the total number of 
marked spaces for autos and trucks. 

Estimated Parking Capacity (Auto/Truck) – For facilities that have no 
marked parking stalls or that allow additional parking outside marked 
spaces, this is a numeric field for the estimated parking capacity above 
and beyond the marked spaces – based on facility size, length of curbs, 
etc. 

Effective Truck Capacity – Total truck parking capacity, including the 
“base” and “estimated” capacities described above. 

Peak Truck Utilization (Base/Overflow) – Peak truck parking (data 
collected sometime during midnight to 4 AM period) in designated spaces 
(or unmarked spaces that fit the description of “estimated parking 
capacity” above) and beyond the effective truck capacity, respectively. 

Utilization Pct. – Peak truck parking demand vs. parking capacity (actual 
or estimated). 

Notes – Text field for any other descriptive information or information 
unique to a facility. 
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DDeettaaiilleedd  MMeetthhooddoollooggyy  ffoorr  CCaallccuullaattiinngg  TTrruucckk  PPaarrkkiinngg  
DDeemmaanndd  

The Federal Highway Administration (FHWA) completed a study in 2002 
to investigate and document the adequacy of commercial truck parking 
facilities that serve the National Highway System.  This effort (Study of 
Adequacy of Commercial Truck Parking Facilities, Report #FHWA-RD-01-
158, March 2002) provided a comprehensive examination of truck parking 
on a national basis, including an inventory of existing parking facilities 
(both publicly- and privately-owned), a model-based approach to 
estimating truck parking demand and identifying parking shortfalls, and a 
series of recommendations for addressing capacity shortfalls. 

The methodology used in this FHWA study for calculating truck parking 
demand is built on a probability-based simplified model, where the 
theoretical truck parking demand (D) for any given roadway segment is a 
function of truck-hours traveled (THT) on that segment and the average 
parking duration (Pavg) per hour of truck travel: 

       (1) Pavg×THT=D

Truck-hours traveled for a roadway segment are computed as follows: 

)S/L(×AADT×%T=THT      (2) 

Where: 

• T% is the percentage of trucks in the vehicle mix; 

• AADT is the annual average daily traffic 

• L is the length of the roadway segment; and 

• S is the average speed on the roadway segment 

If a truck travels at an average speed of 55 miles per hour along a 750-
mile trip, it will take about 13.6 hours of running time to travel from start to 
finish.  If the driver of the truck is prohibited from driving more than 11 
hours in a day, then he must stop at least once on this 750-mile trip for an 
extended period of rest.  The actual location where this truck would stop is 
based on a complex combination of different factors, including parking 
availability, the delivery schedule for the load that is being carried, 
need/availability of ancillary travel services (food, fuel, restrooms, etc.), 
and other factors. 

This truck would spend 0.18 miles, or about 11 minutes, of this 750-mile 
trip on any given ten-mile segment of roadway, and the raw probability 
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(i.e., aside from the location of this ten-mile segment relative to the start 
and end points of this trip as well as the other considerations mentioned 
previously) that this truck would need to stop on this segment would be a 
function of its likelihood of reaching a point in its trip where a stop would 
be required for any number of reasons (food, fuel, mandatory rest under 
Federal regulations, or any combination of these and other reasons).  
Every roadway segment in a defined study area would have a theoretical 
truck parking demand that includes the aggregate truck volume on the 
segment, regardless of the length of roadway or the actual parking 
facilities on or adjacent to it.  Combining the theoretical parking demand 
figures for multiple roadway segments provides a reasonable illustration 
of truck parking activity for longer corridors and over larger geographic 
regions. 

This simplified FHWA model was expanded to include a number of other 
parameters, most of which are associated with the complex derivation of 
the average parking duration (Pavg) described above (the application of 
this parameter to the NJTPA process will be discussed in more detail in 
Section III).  Additional parameters used in the expanded model include 
the following: 

1. Hours-of-service limitations under Federal Motor Carrier Safety 
Administration (FMCSA) regulations 

2. Variation in parking characteristics for short-haul and long-haul 
trucks (with short-haul truck trips identified as those that can be 
made within a single day under hours-of-service regulations in 
place in 2002) 

3. Ratio of long-haul to short-haul trucks in the vehicle mix (this 
varies widely by region, with short-haul trucks typically 
representing a larger portion of the vehicle mix in major 
metropolitan areas than in rural areas) 

4. Duration of time required for loading/unloading, staging, and other 
activities that occur off the roadway network while the driver is 
considered “on-duty” from a regulatory standpoint 

5. Demand for parking at public rest areas vs. commercial truck 
stops 

6. Peak parking factors for long-haul and short-haul trucks (i.e., 
portion of daily parking demand that occurs during peak hour) 

Many highway departments and toll road authorities use some variation of 
a facility-based quantitative approach for studying parking demand at 
roadside rest/parking facilities, including a previous FHWA report4 and the 
rest area planning/design guidelines published by the American 

                                                 
4 Commercial Driver Rest & Parking Requirements: Making Space for Safety, Report #FHWA-MC-
96-0010, May 1996  
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Association of State Highway and Transportation Officials (AASHTO)5.  
Under this approach, truck parking demand is modeled based on 
parameters such as truck volumes on the adjoining roadway, the types of 
amenities at the facility in question, and the proximity of other rest/parking 
facilities.  This methodology is ideal for using current activity at existing 
sites to model future parking demand at these sites, and for identifying 
prospective locations for new rest/parking areas based on capacity 
constraints at nearby existing facilities. 

The 2002 FHWA methodology is ideal for analyzing truck parking issues 
in a regional context, since the theoretical parking demand on a defined 
roadway network is computed regardless of the types of facilities currently 
available to truckers on the existing highway system.  This approach 
overcomes one key shortcoming of the facility-based approach described 
above in that it more accurately models latent parking demand that may 
not be included in a facility-based model where truck parking activity is 
heavily influences by limitations in existing facilities or on long corridors in 
a study area.  One example of this would be a trucker who travels 
westbound across New Jersey on I-78 or I-80 during the late evening or 
overnight period and reaches a point where a mandatory rest is required, 
but cannot stop at any existing facilities because they are all filled to 
capacity.  This driver would likely follow one of two courses of action 
(either park on a highway shoulder in New Jersey or continue west into 
Pennsylvania – in violation of FMCSA regulations – in the hopes of finding 
a legal parking space there), neither of which would be accurately 
observed as actual parking demand at an existing rest/parking area on 
the roadway in question. 

Refinement of FHWA Methodology for NJTPA Study 

The FHWA methodology for modeling truck parking is mathematically 
sound and ideal for a regional study of this kind, but it was determined 
that some elements of it would have to be refined in order to apply it 
accurately to the North Jersey region.  The underlying reasons for revising 
the base methodology include the following: 

• While the calculated results of the FHWA model were very 
close to the observed parking demand on a national level 
(within 2%), there were some major discrepancies between 
calculated and observed parking demand on a state-by-state 
basis.  For New Jersey, the FHWA report indicated a surplus 
of parking capacity6 even though most of the truck parking/rest 
areas operate at or above capacity during peak overnight 
periods. 

                                                 
5 Guide for Development of Rest Areas on Major Arterials and Freeways (Third Edition), AASHTO, 
2001 
6 Table 17 of 2002 FHWA report, p.33  
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• Much of the truck parking activity in northern New Jersey is 
associated with a dearth of truck parking/rest facilities in 
adjoining areas, particularly in the New York City region east of 
the Hudson River. 

• The 2002 FHWA study was done before the current FMCSA 
regulations were adopted, which means the various factors 
that influence the parking duration parameter (Pavg) in the 
FHWA model are likely out of date. 

• A wealth of data related to the various parameters in the 
FHWA model is available for the NJTPA region and adjoining 
regions, so the accuracy of some of the FHWA’s national 
parameters could likely be improved. 

• As a major consumer market where manufacturing has 
declined considerably over the years and where the service 
sector is the dominant sector of the economy, freight 
transportation in northern New Jersey and the adjacent New 
York City region is marked by a heavy inbound flow of finished 
products and a comparatively low volume of outbound loads.  
This factor, in combination with the number of major port/rail 
terminals and burgeoning warehouse districts in the region, 
means some of the truck parking demand on the highway 
system is related to “end-of-trip” factors associated with hours 
of operation at destinations (retail stores, warehouses, port/rail 
terminals). 

• Because of the urban/suburban nature of the NJTPA region 
and the background congestion on many of the region’s major 
highways, much of the long-haul truck traffic that might 
traverse the region in an unconstrained environment instead 
bypasses the region to avoid congested roadways and/or toll 
costs on the NJ Turnpike and Hudson River crossings into 
New York City (a 1996 report issued by the Port Authority of 
New York & New Jersey estimated that trips through the New 
York City region accounted for only 13% of all eastbound truck 
trips7).  As a result of this underlying consideration, the long-
haul/short-haul parameters used in the FHWA model would 
likely not reflect the actual characteristics of truck activity in the 
NJTPA region8. 

Due to these factors, the FHWA model was refined for this study to more 
accurately reflect the current regulatory environment for the trucking 
industry and the unique characteristics of trucking activity in the NJTPA 

                                                 
7 Regional Truck Freight Network Strategic Plan, Port Authority of NY & NJ (prepared by 
Cambridge Systematics, Inc.), April 1996 
8 The FHWA model uses default long-haul/short-haul ratios of 0.93/0.07 and 0.64/0.36 for rural and 
urban areas, respectively. 
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region.  Specific enhancements to the base FHWA methodology include 
the following: 

1. The FHWA model differentiates between the parking/rest needs of 
long-haul and short-haul truck trips, where long-haul trips are 
typically defined as those that cannot be made within a single day 
under FMCSA regulations (10 hours in 2002, 11 hours today).  
Because of the “destination market” nature of the NJTPA region, it 
was determined that a differentiation between long-haul and short-
haul trips would not accurately portray the nature of parking 
activity in the study area.  A truck driver making a long-haul truck 
trip with a start or end point inside the study area is likely to 
operate differently than a driver making a long-haul trip through 
the region (specifically with regard to FMCSA regulations) and is 
likely to have rest/parking characteristics within the region that are 
more similar to short-haul truck moves than long-haul through 
moves. 

For example, a truck trip from Port Newark to Harrisburg, 
Pennsylvania would be considered a short-haul trip under the 
FHWA methodology because this distance could be covered in no 
more than three hours under normal conditions, while a trip from 
Port Newark to Kansas City, Missouri would be considered a long-
haul trip because the duration of the trip would exceed the period 
of time that a driver could operate a truck in a single day under 
FMCSA regulations.  However, these two trucks are likely to 
operate in a very similar manner while they are traveling within 
New Jersey, since it is highly unlikely for a driver who starts his 
day in Port Newark and carries a load to Missouri to make a stop 
in the first hour of the trip to comply with mandatory rest periods 
under FMCSA regulations.  Both trucks, however, may stop within 
New Jersey for reasons other than regulatory requirements (food, 
fuel, etc.). 

A similar phenomenon would apply to trips into New Jersey, but 
this would be somewhat more difficult to quantify through industry 
sources because they might include an inherent 
acknowledgement of violations of Federal hours-of-service 
regulations.  For example, a truck driver making a trip from Kansas 
City to Port Newark who reaches the end of his daily driving limit 
under the FMCSA regulations somewhere within 30-50 miles of 
his destination is likely to continue on to his destination rather than 
stop for a period of ten hours within such a short distance of the 
destination.  A driver making this trip who is diligent about obeying 
the Federal regulations is more likely (particularly when truck 
parking limitations in New Jersey are taken into account) to stop in 
Pennsylvania some distance away from the New Jersey border. 

Due to these factors related to the unique characteristics of the 
New Jersey region, the truck parking demand was broken down 
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into two different groups based on parking duration rather than by 
length of trip.  The period of time over which a truck is parked in a 
facility (or on a highway shoulder) offers a reasonable indication of 
why the truck is stopped, and would help differentiate between 
trucks that are parked for extended rest periods (i.e., to adhere to 
hours-of-service regulations) and those that are parked or stopped 
for other reasons (meals, refueling, bathroom breaks, staging 
while waiting for a terminal or warehouse to open, etc.).  This will 
be discussed in more detail in Section III. 

2. The North Jersey Transportation Planning Authority has access to 
a wide array of data, both internally and through its sister agencies 
(NJDOT, NJ Turnpike Authority, Port Authority of NY & NJ, etc.).  
In addition, the agency’s North Jersey Regional Transportation 
Model (NJRTM) contains base year and future (2030) horizon year 
data that is ideal for this effort (traffic volumes, travel speeds, etc.) 
and represents an improvement over some of the default values 
used in the FHWA model. 

3. Some elements of the FHWA model related to driver preferences 
and other qualitative aspects of the methodology were not used in 
this study.  In particular, it was determined that information such 
as driver preferences for public vs. private or on-highway vs. off-
highway facilities would not be useful for this study because of the 
highly constrained parking availability in the NJTPA region.  With 
most existing facilities in the region filled to excess and large 
numbers of trucks parked along highway shoulders during peak 
overnight periods, it is unlikely that preferences for one type of 
facility or another would have any bearing on the analytical 
component of this study (though industry outreach of this kind 
could help inform other recommendations and policy-related 
issues in this study). 

4. The study area for this effort includes highways (interstate, 
Federal, and state) in the North Jersey region that serve as truck 
corridors as well as some segments of major highways (primarily 
interstates) adjacent to the NJTPA region in Rockland County, NY 
and along the Delaware River in eastern Pennsylvania.  In 
addition, the study area includes interstate highways in New York 
City and Westchester County where truck parking demand is likely 
to be accommodated west of the Hudson River.  This includes all 
of Brooklyn and Queens, the Bronx highway system west of the 
Throgs Neck Bridge (I-295), and the I-87/I-287 corridor through the 
Bronx, Westchester, and across the Tappan Zee Bridge to 
Rockland County. 

5. Daily traffic volumes (AADT) were obtained from existing 
resources at NJDOT and NYSDOT, supplemented by detailed toll 
transaction data from the various toll authorities in the region.  
Truck percentages used in this study are based on the corridor-
level truck percentages documented in the Comprehensive Port 

 
 

81 Revised: January 2008 



 
TThhee  NNoorrtthh  JJeerrsseeyy  TTrraannssppoorrttaattiioonn    

PPllaannnniinngg  AAuutthhoorriittyy  
 

 

 
 

82 Revised: January 2008 

Improvement Plan (CPIP) study9; a default value of 5% is used for 
Federal and state roadways (US-202 and NJ-23, for example) that 
do not directly serve major truck generators in the port area or 
along the corridors used in the CPIP study. 

6. A comprehensive data collection program was undertaken in the 
late summer of 2006 and early 2007 to develop a number of 
different parameters in the FHWA-based model specific to the 
North Jersey region.  This effort included the following: 

a. A detailed inventory of all the facilities in the NJTPA region 
and adjoining regions (the key pieces of information from 
this item as it pertains to this analytical process are the 
truck parking capacity and peak overnight utilization of 
each facility). 

b. Peak period observations of truck parking activity on the 
shoulders of all the major highways in the NJTPA region 
and on local streets in the vicinity of key port/rail terminals 
and warehouse centers. 

c. 24-hour profiles of truck parking activity at six existing 
facilities in the NJTPA that provide truck parking and 
various levels of amenities to the traveling public.  These 
locations were selected so as to include all four of the 
major interstate corridors in the NJTPA region (I-78, I-80, I-
95 and I-287) and four different types of facilities (wayside 
parking area with no amenities, rest area with rest rooms 
and vending machines, toll road service plaza, and 
privately-owned off-highway travel center).  The sites 
where detailed profiles were developed include: a) wayside 
parking areas on eastbound and westbound sides of I-80 
near milepost 21 in Allamuchy; b) rest stop on northbound 
I-287 in Harding Township; c) Grover Cleveland 
(northbound) and Thomas Edison (southbound) Service 
Areas on the New Jersey Turnpike between Interchanges 
11 and 12; and d) an off-highway truck stop along the I-78 
corridor in western New Jersey. 

d. Full overnight (7:00 PM to 7:00 AM) observations of 
shoulder parking activity along segments of I-78 and I-287 
where substantial numbers of trucks park regularly during 
overnight periods. 

Over a 24-hour period a total of 5,025 trucks were observed 
entering the six sample facilities and pulling onto the highway 
shoulder in the area where shoulder parking duration was 
documented.  Of this total, actual entry and exit times were 
documented for 1,005 of them.  These were weighted on a facility-

                                                 
9 CPIP Task F Technical Memorandum: Port Improvement Options; Volume 2: Highway Options 
(June 2005) 
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by-facility basis to reflect the total truck “entries,” and the parking 
duration characteristics determined for the aggregated total of 
trucks counted in this effort. 

The information obtained in Items (i) and (ii) was used to 
document a “snapshot” of peak truck parking activity in the region, 
while Items (iii) and (iv) were used to establish parking durations 
by time of day, by corridor, and by facility type, and to determine 
the relationship between truck parking demand and overall truck 
traffic by time of day. 

7. The 2002 FHWA study listed an industry-wide average park/drive 
ratio of 5 minutes per hour of travel, which serves as one of the 
key parameters in this study for all of the parking duration 
calculations not associated with mandatory rest periods under 
Federal hours-of-service regulations.  This figure does not mean 
that an average truck driver typically stops once every hour for five 
minutes at a time, but is a general factor that indicates the portion 
of a driver’s work shift that is typically spent actually operating 
truck.  The use of this factor in the truck parking demand model 
will be discussed in detail in Section III. 

 

Application of Refined Methodology to NJTPA Study 

The data collection program described in the previous section provided 
the study team with a detailed understanding of truck parking 
characteristics for a number of different facility types (as well as highway 
shoulders) across the entire NJTPA region.  While the data collected for 
these facilities has some independent value on their own, the aggregation 
of parking characteristics for all of these locations provides a 
comprehensive profile of parking activity that is invaluable to the modeling 
process.  Particular applications of these data include the following: 

• The parking duration figures obtained in the 24-hour profiles 
provided a reasonable estimate of the relationship between 
short-term and long-term parking activity in the region, which is 
used in lieu of the short-haul/long-haul relationship described 
in the 2002 FHWA report.  Since current FMCSA regulations 
limit a driver to 11 hours of driving within a 14-hour duty 
window in a 24-hour day, a threshold of three hours was used 
to delineate short-term vs. long-term parking.  This is based on 
the assumption that the FMCSA rules allow a maximum of 11 
consecutive hours on the road, which means a trucker who 
parks for fewer than three hours may be stopping to rest for a 
short period of time under the Federal rules (or for any number 
of other reasons), while one who parks for more than three 
hours is very likely stopping for an extended rest period 
associated with these regulations. 
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• The parking duration data indicated that 88% of the observed 
trucks were stopped for less than three hours, and these trucks 
had a median stop/parking duration of about 20 minutes.  The 
remaining 12% were stopped for three hours or more, and 
these trucks had a median parking duration of 6 hours, 37 
minutes.  For this refined application of the FHWA 
methodology, the 88%-12% short-term vs. long-term split is 
used as a representative estimate of the overall short-haul vs. 
long-haul breakdown of truck trips in the study area (as 
described previously). 

• For modeling purposes in this study, peaking characteristics 
were identified through a combined truck parking accumulation 
analysis based on trucks entering and exiting all of the 
locations (including the highway shoulders) and the duration 
for which they were parked.  The peak hour for short-term 
parking occupancy occurred between 8:00 and 9:00 AM, when 
3.9% of the total trucks entering these facilities were parked at 
the end of the hour (this low number reflects the high turnover 
rate for short-term truck parking, with a median parking 
duration of 20 minutes translating to an average of three 
moves per hour).  The peak hour for long-term parking 
occupancy occurred between 7:00 and 8:00 PM, when 38.4% 
of the trucks were parked at the end of the hour (this high 
number reflects the inordinate amount of time spent in these 
facilities by even a relatively small number of trucks that park 
for more than three hours).  The short-term and long-term 
parking accumulation is shown in the “24-Hour Parking 
Accumulation Profile” figure on page 3 of the base technical 
memorandum (note that the 24-hour profile is shown from 
11:00 AM to 11:00 AM, to ensure that peak overnight parking 
accumulation was documented continuously). 

• These numbers tell an interesting story about truck parking 
characteristics by time of day in the region, but they are not the 
most important elements of the modeling process.  The FHWA 
model is based on the peak parking demand by time of day, 
which occurs when the combined short-term and long-term 
parking demand is highest.  The parking accumulation analysis 
indicates that in the NJTPA region, the peak parking activity 
occurs in neither of the hours mentioned above, but from 12:00 
midnight to 1:00 AM when about 1% of the trucks parked for 
less than three hours and 37.7% of the trucks parked for three 
hours or longer had accumulated at the study locations. 

• The 12% long-term parking figure described above is very 
similar to the 13% “through-trip” truck market segment 
described in the 1996 Port Authority report referenced 
previously in Section II.  This would tend to reinforce the 
underlying assumption that long-term truck parking in the 
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NJTPA region is primarily associated with “true” long-haul trips 
as described above (i.e., a trip through the NY/NJ region with 
one end point north and/or east of the region and another end 
point to the south and/or west). 

• Rather than apply the 88%-12% short-haul vs. long-haul 
parking split to the entire roadway network, a more realistic 
approach is to use this base split and apply reasonable 
estimates of variations to it across the roadway network based 
on the functionality of each roadway segment.  Under this 
approach, a short-haul vs. long-haul split for each roadway 
segment was estimated as follows: a) 84%-16% for interstates 
and major limited-access state highways; b) 100%-0% for 
divided highways or other arterial roadways where parallel 
interstate routes are more conducive to long-haul travel, and 
for outlying parts of the study area where access to interstate 
highways is limited and for arterial roadways with heavy retail 
concentrations where truck trips primarily serve local 
businesses; and c) a hybrid 92%-8% split for Routes US-202 
and NJ-31 in Somerset County, due to the apparent use of this 
route by some long-haul truckers as an alternative to the New 
Jersey Turnpike. 

The applications of these figures to the truck parking demand model are 
described in Sections IV and V. 

The roadway networks used in typical travel demand models in the North 
Jersey and New York City region (NJRTM, NYMTC Best Practices Model) 
are generally too fine for this FHWA methodology.  Because truck trips 
are typically much longer than the commuter-based auto trips that 
represent the key component of these models, and linear roadway 
distances between existing truck parking areas tend to be large, the vast 
majority of the links in these regional models will show some small level of 
theoretical truck parking demand and no available capacity.  Therefore, 
the parking demand estimates will be calculated based on a modified 
network of longer links that accurately reflects the regional and inter-
regional nature of truck travel.  The regional roadway network was broken 
down into 480 separate one-way roadway links (240 links, separated by 
direction), with links typically delineated by points where the roadways 
cross other interstate, Federal, or state highways. 

Description of Short-Term Parking Calculations 

The following is a detailed explanation of the calculations used to 
determine total truck peak parking demand.  Segment #28 (I-287 
southbound between I-80 and Route NJ-10) is used for this sample 
calculation. 
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The average speed calculations for 2007 and 2030 use a temporal 
distribution of AM, PM, and off-peak speeds that correspond to the 
morning (6:30 to 8:30 AM), evening (3:30 to 6:00 PM), and off-peak 
periods used in the NJRTM.  The temporal distribution of truck volumes 
across these three time periods was computed for each of the six 
rest/parking facilities where 24-hour data were collected, and a temporal 
distribution was assigned to each of the 480 roadway segments based in 
its proximity to one of these six facilities or its location along the same 
corridor as one of them. 

The temporal distribution of truck traffic at Segment 28 is based on the 24-
hour data collected at the rest area in Harding Township on northbound I-
287.  The AM and PM peak volumes were 663 trucks and 678 trucks, 
respectively, while the off-peak volume was 4,957 trucks.  The temporal 
distribution calculations are as follows: 

 

AM Peak Calculation:  10.53%=4957+678+663
663

 (3) 

 

PM Peak Calculation:  
10.77%=4957+678+663

678
 (4) 

 

Off-Peak Calculation:   (5) 78.70%=%77.10%53.10%100 --

 

This temporal breakdown of travel speeds is then used to compute a 
weighted average of the travel speed for each segment across a typical 
weekday, using the speed outputs from the NJRTM for a representative 
link within each segment10.  For the purpose of this effort the off-peak 
speed is generally assumed to be the posted speed limit on the roadway 
segment, but if either the AM or PM peak travel speed from the NJRTM 
was higher than the posted speed limit, the higher value was used.  The 
average calculations for the 2007 and 2030 horizon years for Segment 
#28 are as follows: 

Weighted Average Speed (2007): 

                                                 
10 Travel speeds for roadway segments outside the NJTPA region were estimated using the 
NJRTM speeds on adjacent roadway links in New Jersey, with some adjustments made based on 
professional judgment. 
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mph 54.8   =)mph56×%70.78(+)mph45×%77.10(+)mph56×%53.10(  (6) 

Weighted Average Speed (2030):

 

 

 (7) 

 

ly 
truck calculation for Segment #28 with an AADT is as follows: 

Daily Truck Volume:   (8) 

7A to the northern 
terminus).  The adjusted truck calculation is as follows: 

Adjusted Daily Truck Volume:  (9) 

 

 of short-haul and long-haul truck traffic on this segment is 
shown below: 

Short-Haul Trucks:  (10) 

 

mph 51.6   =)mph55×%70.78(+)mph32×%77.10(+)mph46×%53.10(

The daily truck volume was computed using the AADT data from the 
appropriate highway authority (NJDOT or NYSDOT) or from transaction 
data published by one of the various toll authorities in the region, along 
with corridor-level truck percentages from the CPIP report.  The dai

Trucks 9,120   =%12×vehicles000,76
 

Because this calculation provides an annual average of daily truck volume 
for this segment, the volume was then adjusted seasonally to reflect the 
peaking characteristics of vehicular traffic on each segment.  Monthly toll 
transaction data was obtained from several different sources, including 
the New York Metropolitan Transportation Council (NYMTC) and the 
Delaware River Joint Toll Bridge Commission (DRJTBC).  As with the 
temporal speed distribution computation described previously (Equations 
3 through 5), each segment was assigned a seasonal adjustment factor 
that corresponded to a nearby toll facility.  Segment #28 was assigned a 
seasonal adjustment factor of 1.09, which is based on the toll data from 
the north end of the New Jersey Turnpike (Interchange 

Trucks 9,941 =09.1×trucks120,9

The adjusted daily trucks were then divided into short-haul trucks and 
long-haul trucks using the surrogate short-term vs. long-term splits 
described earlier in this section.  Segment #28 is an interstate highway, 
so the 84%-16% short-haul vs. long-haul split was used.  Using this split, 
the breakdown

Trucks  Haul-Short  8,350  =%84×941,9
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Long-Haul Trucks:  (11) 

 

aveled (TMT) for Segment #28 are calculated using 
the TMT using the segment length (2.47 miles for segment) and the total 
daily truck volume11: 

TMT:  (12) 

k-hours-traveled (TMT) for Segment #28 can then be computed 
using this TMT and the weighted average speed for the segment, as 
follows: 

THT: 

Trucks  Haul-Long  1,591=350,8941,9   -

Once the daily short-haul and long-haul truck volumes have been 
computed in this manner, a theoretical daily and peak truck parking 
demand can be calculated for the trucks traveling on each roadway 
segment.  This is a multi-step process involving a series of calculation to 
determine the truck-miles traveled (TMT) for each segment, the duration 
of time each truck spends on the segment in question (measured as truck-
hours traveled, or THT), and a translation of this second measure into 
parking demand based on parking duration estimates and peaking 
characteristics developed through the 2002 FHWA study or as part of the 
extensive data collection process described previously (see #6 in Section 
II).  The truck-miles tr

 Traveled  Miles-Truck  24,554    =trucks941,9miles ×47.2
 

The truc

Traveled  Hours-Truck  448.1 
 

=mph8.54
miles554,24

 (13) 

ur discussed in Section II, an estimated short-term 
parking demand as measured in truck-hours parked per day can be 
determined as follows: 

Truck-Hours Parked: 

 

Using the truck parking/operating relationship of 5 minutes parked to 55 
minutes of travel per ho

Hours 37.3 
  

=min60
min5×hr1.448

 (14) 

                                                

 

 
11 The total daily truck volume is used to compute short-term parking demand instead of the short-
haul truck volume (which has been derived based on short-term vs. long-term parking durations) 
because both short-haul and long-haul trucks can make stops associated with short-term parking 
activity – including stops for food, fuel, access to rest rooms, etc. 
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Equation (14) provides an estimate of the theoretical short-term parking 
demand (measured in terms of time only) for the aggregate of all the 
trucks operating on Segment #28.  The median short-term parking 
duration measured as a result of the data collection program for the 
NJTPA study was 20 minutes, or 0.333 hours (see Section III), which 
means the typical truck operating in the North Jersey region that stops for 
purposes associated with short-term parking stops once every four hours 
for a period of about 20 minutes.  Using this median stop duration and 
relationship, the time-based parking duration computed in Equation (14) 
can be converted to an actual number of estimated theoretical stops for 
trucks traveling along Segment #28 using the following calculation: 

 Daily Truck Stops: StopsTruck  Daily 112.0   
 

=stopperhr333.0
hr3.37

 (15) 

peak 
overall parking activity (midnight to 1:00 AM).  Therefore, the peak short-

mand for Segment #28 can be calculate

Peak Demand (Short-Term):  (16) 

ons (10) and (11) are included in these 
computations.  The aggregate TMT for long-haul trucks on Segment #28 
is computed as follows: 

TMT:  (17) 

THT is then calculated as follows: 

THT: 

 

The final step is to compute an estimated short-term parking accumulation 
for the peak hour, using the peak accumulation factors described in 
Section III.  The 24-hour profile of parking activity at the sample facilities 
and on the highway shoulders in the study area indicated that 0.98% of 
the trucks that are parked for less than three hours over the course of a 
day in the study area are in these parking facilities during the hour of 

term parking de d as follows: 

Stops 1.10     =%98.0×stops0.112
 
 
Description of Long-Term Parking Calculations 

The procedure for calculating theoretical long-term truck parking demand 
is similar to the calculations for short-term demand, but only long-haul 
trucks as computed in Equati

 Traveled  Miles-Truck  3,930    =trucks591,1miles ×47.2
 

Traveled  Hours-Truck  71.7 =mph8.54  (1
 miles930,3

8) 
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To accurately estimate how long-term parking activity can be derived from 
computed truck-hours traveled for any given roadway segment, a lengthy 
calculation was made using information provided by a variety of sources, 
including current Federal hours-of-service restrictions and information 
documented in the 2002 FHWA study from trucking industry surveys.  The 
computation of this ratio is described in the table below: 

Va le riab Description Derivation/Source 

FD Driving hours permitted in a daily on-duty window 11 out of 14, o
(FMCSA Reg

r 0.786  
ulations) 

OD  Maxi8 mum on-duty hours permitted over 8 consecutive days 70 (FMCSA) 

DR8 Maxi tted over 8 consecutive days 8 D) mum driving hours permi 55 (OD  × F

HT Total hours in 8-day period 192 (24 × 8) 

HH Avg. hours at home (off-duty and away from truck) for long-
haul truckers in 8-day period 

42 (2002 FHWA Study)

HR Average hours with truck (on-duty or off-duty) for long-haul
truckers in 8-day period 

 150 (HT  − HH) 

D% Fraction of time on the road (on-duty and driving) for long-
haul truckers in 8-day period 

0.367 (DR8 ÷ HR) 

P% or Fraction of time long-haul truckers must be off-duty and/
parked in 8-day period under FMCSA regulations 0.633 (1 − D%) 

P Parking Ratio (hours parked for FMCSA regulations for 
every hour driving) 

1.725 (P% ÷ D%) 

 

This parking ratio is then used to calculate the aggregate truck-hours 
er day, based on the THT computed in Equ

Truck-Hours Parked:  

parked p ation (18), as follows: 

Hours 123.7 =725.1×hr7.71  (19) 

ions.  Applying 
this value to the result of Equation (19) yields the following number of 
theoretical daily long-term parking stops for Segment #28: 

Daily Truck Stops:  

 

The median long-term parking duration measured as a result of the data 
collection program for this study was 397 minutes, or 6.617 hours (see 
Section III), which corresponds to the estimated typical parking duration 
for trucks in the NJTPA region that stop for extended periods of time to 
meet minimum rest periods under hours-of-service regulat

StopsTruck  Daily 18.7 
 

=hr617.6
hr7.123

 (20) 
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As with the short-haul truck parking procedure, the final step in calculating 
long-term parking demand is to compute an estimated long-term parking 
accumulation for the peak hour, using the peak accumulation factors 
described under the fourth bullet early in this section.  The 24-hour profile 
of parking activity at the sample facilities and on the highway shoulders in 
the study area indicated that 37.71% of the trucks that are parked for 
three hours or more during a typical day in the study area are in these 
parking facilities during the hour of peak overall parking activity (midnight 
to 1:00 AM).  The peak long-term parking demand for Segment #28 can 
therefore be computed as follows: 

Peak Parking Demand:  (21) Stops 7.05     =%71.37×stops7.18
 
 
Aggregation of Computed Parking Demand 

The combined short-term and long-term peak parking demand is 
computed by simply adding the results of Equations (16) and (21).  For 
Segment #28, the combined peak theoretical parking demand is 8.15 
trucks, which includes 1.10 parking for short-term periods and 7.05 
parking for long-term periods. 

This calculation was completed for each of the 480 segments to 
determine a modeled peak parking demand within the NJTPA region.  
Each segment was then assigned to one of twenty regional corridors (ten 
corridors, with roadway segments grouped by direction) as shown in the 
“Major Regional Truck Corridors” on page 2 of the base technical 
memorandum.  The total truck parking demand was aggregated for all of 
the individual segments within each of these corridors, and compared to 
the truck parking capacity available in existing facilities within these 
corridors12.  A corridor-level summary of the peak truck parking capacity, 
computed demand, and computed parking shortfall is shown in the table 
below and illustrated graphically in the “Corridors with Highest Truck 
parking Shortfalls” figure in the full report. 

 

                                                 
12 For facilities accessible from both directions of a roadway, 50% of the parking capacity was 
assigned to each of the directional corridors they serve.  For the Vince Lombardi Service Area on 
the New Jersey Turnpike, 75% of the parking capacity was assigned to the two adjoining I-95 
corridors (3-N and 3-S) and 25% was assigned to the two adjoining I-80 corridors (6-E and 6-W). 
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North Jersey Truck Parking – Corridor Summary 

Corridor Parking 
Capacity 

Parking 
Demand 

Parking 
Deficit 

Rank 

1-N 49 154.27 105.27 6 
1-S 89 156.01 67.01 8 
2-N 51 161.22 110.22 4 
2-S 52 164.6 112.6 3 
3-N 104.75 65.88 -38.87 15 
3-S 130.75 65.83 -64.92 16 
4-W 0 259.61 259.61 2 
4-E 0 259.91 259.91 1 
5-W 162.5 70.36 -92.14 19 
5-E 148.5 70.08 -78.42 17 
6-W 61.25 108.27 47.02 11 
6-E 61.25 108.93 47.68 10 
7-W 138.5 51.36 -87.14 18 
7-E 150.5 51.96 -98.54 20 
8-N 23 49.23 26.23 12 
8-S 0 49.1 49.1 9 
9-N 95 167.48 72.48 7 
9-S 58 165.58 107.58 5 

10-N 0 8.48 8.48 14 
10-S 0 8.61 8.61 13 

 

The figure on the last page of this document shows a comprehensive 
profile of actual peak overnight truck parking activity in the NJTPA region 
(as measured during the 2006 data collection program), overlaid on a 
one-way daily truck volumes as computed using the AADT figures and 
truck percentages described in this methodology.  Existing truck parking 
facilities are shown as colored squares, color-coded to reflect peak 
parking demand that is less than (green), at or near (yellow), or over (red) 
the parking capacities of these facilities.  Trucks parked on highway 
shoulders are shown as small blue circles (there is some overlap of these 
circles due to the scale of this map; approximately 200 trucks were 
observed parked on highway shoulders during the peak overnight period). 

The heavy utilization of parking facilities and extensive shoulder parking 
activity along the I-95 corridor would accurately reflect the heavy overall 
truck activity in this corridor, as evidenced by the high daily truck volumes 
shown along this corridor on the regional map.  This condition is 
exacerbated by the combination of high truck volumes and lack of any 
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truck parking capacity on the roadway network east of the Hudson River 
in New York City. 

West of the I-95 corridor, the heaviest truck parking activity occurs along 
I-287 (particularly on highway shoulders) and along the segments of I-78 
and I-80 west of I-287.  This reflects the confluence of two factors that 
results in a “displacement of parking activity” away from the core of the 
North Jersey region and toward its outer fringed.  The first factor is the 
severe limitation of existing truck parking capacity along the I-287 corridor 
and on the easternmost segments of I-78 and I-80 (there are no facilities 
at all along the eastern section of I-78, and Vince Lombardi Service area 
on I-95 is the only facility readily accessible from I-80 in that area).  The 
second factor is the suburban/exurban nature of the outlying areas and 
the relatively modern design of the limited-access highways in those 
areas.  For the sake of safety, truck drivers who park on highway shoulder 
because they cannot find parking spaces in existing facilities tend to 
prefer parking on the wider shoulders of these highways away from urban 
areas such as Newark, Irvington and Paterson.  As a result, there is 
minimal truck parking activity along the I-78 and I-80 corridors where the 
underlying parking demand as computed in this methodology is the 
highest. 
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TTrruucckkiinngg  IInndduussttrryy  TTeelleepphhoonnee  IInntteerrvviieeww  
QQuueessttiioonnnnaaiirree    

 
 

INTERVIEWEE INFORMATION: 
 
Name: _____________________________  Date of 
Interview:__________________ 
 
Company/Organization Name: 
___________________________________________________________ 
  
 
Interviewee Title/Role: 
___________________________________________________________
______ 
 
 
TRAVEL PATTERNS AND VOLUMES 
 
1.  Does your company deal in long haul/regional trips or short haul/local 
trips? 

� Long Haul (>150 miles)  � Short Haul (<150 miles) 
 � Both 
 
 
2.  Do your drivers typically stop at a rest area/truck stop in northern 
New Jersey? 

Yes_____  No _____ 
 

If yes, for what duration? 
� Quick stop  � Long rest stops (up to 3 hours) 

 � Overnight 
 
For what purpose do your drivers stop? 

 � Restroom    � Sleep 
 � Short rest/ “stretch legs”  � Parts/repairs 
 � Food     � Wait for 
Terminal/Warehouse gate 
 � Fuel     � Other 
 
Do your drivers modify travel habits/schedule stops to avoid traveling 
during peak auto periods? 

Yes_____  No _____ 
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3.  What are the primary origins and destinations of your drivers who 
travel through northern New Jersey?  
  

Origins      Destinations 
 � Northern NJ     � Northern NJ  
 � Southern NJ     � Southern NJ 
 � New York City/Long Island   � New York City/Long 
Island 
 � New England    � New England 
 � Upstate NY or Canada   � Upstate NY or 
Canada 
 � Points South     � Points South 
 � Points East     � Points East 
 � Points West     � Points West 
 � Other__________________  � 
Other____________________ 
 
4.  What are the 5 primary routes (i.e., highways) used by your drivers 
when traveling through northern New Jersey? (Check up to a maximum 
of 5) 

� I-80   � US 1&9  � NJ Turnpike (I-95) 
� I-287  � I-295  � US 1 
� I-78   � I-195  � US 206 
� I-280  � US 22  � US 202 
� US 9   � NJ 24  � NJ 17 
� Other ___________ 

 
 
5.  How many trucks does your organization represent?  ______   How 
many drivers?________ 
 
 
EXISTING PARKING ISSUES IN NORTHERN NEW JERSEY 
 
6.  Is finding truck parking or a place to stop in northern New Jersey an 
issue for your drivers?  

Yes_____  No _____ 
 

If yes, why is it a problem? 
� Not enough truck parking available at existing facilities 
� Gaps in service areas 
� Available truck parking is not convenient to the highway 
� Parking time limits do not allow drivers enough time to park 
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� Other issues 
_____________________________________________________
______ 

 
 
7.  What northern New Jersey truck stop or rest stop facilities are 
particularly popular/well-liked or disliked by your drivers? 
 
Popular/Well-liked     
� International Motor Plaza or Mahwah Travel Center (Route NJ-17 SB in 
Mahwah) 
� Mahwah Fuel Stop (Route NJ-17 NB) 
� I-78 (EB) Parking Area in Bethlehem Twp. (near Exit 7) 
� I-78 (WB) Parking Area in Bethlehem Twp. (near Exit 7) 
� Pilot Travel Center in Bloomsbury (I-78 Exit 7) 
� TravelCenter of America in Bloomsbury (I-78 Exit 7) 
� Johnny's Truck Stop in Clinton (I-78 Exit 12) 
� Clinton Truck Stop (I-78 Exit 12) 
� I-80 (WB) Roxbury Truck Parking Area (milepost 32) 
� I-80 (WB) Allamuchy Parking Area (milepost 21) 
� I-80 (EB) Allamuchy Parking Area (milepost 21) 
� I-80 Hardwick Parking Area (milepost 1) 
� I-80 (EB) Knowlton Rest Area & Welcome Center (milepost 7) 
� TravelCenter of America in Columbia (I-80 Exit 4) 
� ACI Truck Stop or GMH Truck Stop (Route US-46, off I-80 Exit 4 in 
Delaware Twp.) 
� NJ Turnpike Vince Lombardi Service Area (near northern end of 
Turnpike) 
� NJ Turnpike Alexander Hamilton Service Area (eastern spur near 
Interchange 16) 
� NJ Turnpike Grover Cleveland Service Area (northbound, between 
Interchanges 11 and 12) 
� NJ Turnpike Joyce Kilmer Service Area (northbound, between 
Interchanges 8A and 9) 
� NJ Turnpike Thomas Edison Service Area (southbound, between 
Interchanges 12 and 11) 
� NJ Turnpike Molly Pitcher Service Area (southbound, between 
Interchanges 8A and 8) 
� I-287 (NB) Harding Township Rest Area (milepost 33) 
� Tullo Truck Stop (US 1&9 Truck Route, off NJ Turnpike Interchange 
15E) 
� New Jersey Truck Stop (US 1&9 Truck Route, off NJ Turnpike 
Interchange 15E) 
� I-78 (WB) Pennsylvania Welcome Center (adjacent to toll plaza across 
state line) 
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� I-80 Pennsylvania Welcome Center (off highway just across state line) 
� NY Thruway Sloatsburg Service Area (northbound I-87 at milepost 33) 
� NY Thruway Ramapo Service Area (southbound I-87 at milepost 33) 
� Other(s) 
 
Disliked 
� International Motor Plaza or Mahwah Travel Center (Route NJ-17 SB in 
Mahwah) 
� Mahwah Fuel Stop (Route NJ-17 NB) 
� I-78 (EB) Parking Area in Bethlehem Twp. (near Exit 7) 
� I-78 (WB) Parking Area in Bethlehem Twp. (near Exit 7) 
� Pilot Travel Center in Bloomsbury (I-78 Exit 7) 
� TravelCenter of America in Bloomsbury (I-78 Exit 7) 
� Johnny's Truck Stop in Clinton (I-78 Exit 12) 
� Clinton Truck Stop (I-78 Exit 12) 
� I-80 (WB) Roxbury Truck Parking Area (milepost 32) 
� I-80 (WB) Allamuchy Parking Area (milepost 21) 
� I-80 (EB) Allamuchy Parking Area (milepost 21) 
� I-80 Hardwick Parking Area (milepost 1) 
� I-80 (EB) Knowlton Rest Area & Welcome Center (milepost 7) 
� TravelCenter of America in Columbia (I-80 Exit 4) 
� ACI Truck Stop or GMH Truck Stop (Route US-46, off I-80 Exit 4 in 
Delaware Twp.) 
� NJ Turnpike Vince Lombardi Service Area (near northern end of 
Turnpike) 
� NJ Turnpike Alexander Hamilton Service Area (eastern spur near 
Interchange 16) 
� NJ Turnpike Grover Cleveland Service Area (northbound, between 
Interchanges 11 and 12) 
� NJ Turnpike Joyce Kilmer Service Area (northbound, between 
Interchanges 8A and 9) 
� NJ Turnpike Thomas Edison Service Area (southbound, between 
Interchanges 12 and 11) 
� NJ Turnpike Molly Pitcher Service Area (southbound, between 
Interchanges 8A and 8) 
� I-287 (NB) Harding Township Rest Area (milepost 33) 
� Tullo Truck Stop (US 1&9 Truck Route, off NJ Turnpike Interchange 
15E) 
� New Jersey Truck Stop (US 1&9 Truck Route, off NJ Turnpike 
Interchange 15E) 
� I-78 (WB) Pennsylvania Welcome Center (adjacent to toll plaza across 
state line) 
� I-80 Pennsylvania Welcome Center (off highway just across state line) 
� NY Thruway Sloatsburg Service Area (northbound I-87 at milepost 33) 
� NY Thruway Ramapo Service Area (southbound I-87 at milepost 33) 
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� Other(s) 
 
 
8.  What do you estimate is the maximum distance drivers would travel 
off their route for a truck stop in northern New Jersey? 
 

� 0-1 miles   � 3-5 miles 
� 1-3 miles   � More than 5 miles 
� Not willing to leave route 

 
9.  If you could have new truck parking locations available anywhere in 
northern New Jersey, where would you locate them and why? List up to 
5. 

 
� New Jersey port area 
 
� I-78 between the NJ Turnpike and I-287 

Eastbound  Westbound 
 

� I-78 between I-287 and Pennsylvania state line 
 Eastbound  Westbound 
 
� I-78 in Pennsylvania 
 
� I-80 between the NJ Turnpike and I-287 

Eastbound  Westbound 
 

� I-80 between I-287 and Pennsylvania state line 
 Eastbound  Westbound 
 
� I-80 in Pennsylvania 
 
� NJ Turnpike/I-95 south of I-287 (Interchange 10) 
 Northbound  Southbound 
 
� NJ Turnpike/I-95 between I-287 and George Washington Bridge 
 Northbound  Southbound 
 
� I-287 between NJ Turnpike and I-78 

Northbound  Southbound 
 

� I-287 between I-78 and I-80 
 Northbound  Southbound 
 
� I-287 between I-80 and New York state line 
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 Northbound  Southbound 
 
� I-280 between NJ Turnpike and I-287 
 Eastbound  Westbound 
 
� NJ-17 between NJ 3 and New York state line (I-87/287) 
 Northbound  Southbound 
 
� Other ______________________________ 
  
TRUCK STOP/PARKING PREFERENCES AND EVALUATION 
 
10.  What do your drivers consider the most necessary 
features/services of truck stops? (Check up to 5) 
 
� Convenience to highway    � Parking availability 
� Restrooms      � Vending machines 
� Restaurant       � Travel information 
(e.g., maps or kiosks) 
� Well-lighted parking lot    � Fuel 
� Pre-paid fuel card acceptance   � Security presence 
� Public phones     � Showers 
� Entertainment facilities (e.g., arcade, movies) � Internet 
connections 
� Repair facilities     � Idle reduction 
technology 
� Biodiesel fuel availability    � Medical services 
� Room for staging     � Other (please 
specify) ___________________________ 
 
 
11.  What are the most common complaints you hear from drivers 
about the existing truck stop facilities in northern New Jersey? 

� Lack of/insufficient parking    � Not highway 
accessible 
� Unclean facilities (i.e., restrooms, showers) � Gaps in 
service 
� Lack of a variety of food choices   � Lack of 
travel information 
� Short parking time limits    � Safety 
� Other 
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ALTERNATIVE FUELS 
 
12.  Do any of your vehicles or the vehicles your organization represents 
use biodiesel? (B1, B2, B5, B20) 

  Yes_____  No _____  Sometimes _____ 
 
13.  Does your organization actively promote the use of biodiesel? 
 

  Yes_____  No _____ 
 

14. Are your trucks equipped to use truck stop electrification?   
 

  Yes_____  No _____ 
 

15. If yes, do you use: 
   Pony Packs? Yes_____  No _____ 
   IdleAire ®? Yes_____  No _____ 

    Shurepower®? Yes_____  No _____ 
 

 

Summary of Interviews 
Short Haul vs. Long Haul Trips 

Drivers serve both short and long haul trips—76 percent 

Drivers complete long haul trips only—24 percent 

No respondents stated their drivers complete short haul trips only. 
 

Use of Northern New Jersey Parking Facilities 
Drivers require rest stops in northern New Jersey—67 percent 

Drivers do not use rest stops in northern New Jersey—33 percent 
 

Stop Duration 
Many respondents stated that their drivers make stops of various durations in northern New Jersey.  

• Short stops—43 percent 

• Stops between one and three hours—38 percent 

• Overnight stops—38 percent 
 

Stop Purpose 
Respondents listed a variety of reasons that their drivers stop in northern New Jersey.  The common 
responses, in descending order include: 

• Restrooms 

• Eat / buy food 

• Sleep 
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Peak Travel Periods 

76 percent of respondents stated that drivers modify travel habits during peak auto periods to avoid peak 
traffic volumes. 
 

Origins and Destinations 

Most interviewees conduct regional or national operations that travel through New Jersey.  There were no 
common trends noted in the interviews for specific origins or destinations of trucks or cargoes. 
 

Primary Routes Traveled in Northern New Jersey 
Many routes were mentioned by respondents.  The most prevalent responses, in order of frequency, 
include: 

• New Jersey Turnpike. 

• I-80. 

• All interstates 
 

Fleet Size 
Interviewees represent organizations that range in size, operating with 25 to 10,000 trucks. 

• Fleet size is less than 2,000 trucks—76 percent 
• In all but one response, operators employ one driver per truck. 

 

Parking Difficulties 
Drivers have difficulty finding parking in northern New Jersey—67 percent 

Drivers do not have difficulty finding parking—20 percent 
Drivers have difficulty finding parking do so because:  

• There are long stretches of key roadways without convenient stopping/parking places 
• There is not enough parking at existing facilities. 

 

Preferred Truck Parking Facilities 

When asked about which truck stopping/parking areas their drivers particularly liked or particularly 
disliked, the respondents noted the following (in descending order): 

• Weren’t aware of which specific facilities were preferred by their drivers—67 percent 
• The Vince Lombardi NJ Turnpike Service area was noted by some as a popular location 

(because of location and amenities) and by others as an unpopular stop (because of crime and 
overcrowding). 

• Other popular locations noted include:  
o Travel Center of America on I-78 
o Johnny’s Truck Stop in Clinton on I-78 
o Pilot Travel Center in Bloomsbury on I-78 

• New Jersey Truck Stop on US 1 & 9 was noted as an unpopular stop. 
 

Distance from the Regional Highway System 
Most respondents noted that their drivers are unwilling, or not allowed, to travel off route to find parking. 
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Drivers will sometimes travel off route to find parking—19 percent 
 

New Parking Location Preferences 

When asked of preferred locations for potential new parking facilities in northern New Jersey, the 
responses were as follows (in descending order): 

• On all routes near the New York state line. 

• In the port area.  

• All areas of the New Jersey Turnpike.  

• I-78 between the New Jersey Turnpike and the Pennsylvania state line.  

• I-80 between the New Jersey Turnpike and the Pennsylvania state line. 
 

Required Amenities 

When asked about preferred features or amenities most important to drivers at parking facilities, the 
respondents noted the following (in descending order): 

• Showers and restrooms. 

• Food.   

• A well-lit parking lot (safety). 
 

Common Complaints 
The most prevalent complaints about existing truck parking locations were (in descending order): 

• Parking capacity at existing facilities. 

• The issue of safety /crime. 

• The truck parking spaces are too small at many facilities. 
 

Alternative Fuels 

Several questions regarding use of alternative fuels were asked, specifically including use of biodiesel 
while on the road and use of electrification when parked. 

• Fleet vehicles that use biodiesel—5 percent 

• Fleet vehicles that are equipped to use truck stop electrification—33 percent 
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