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Section |- Introduction

Northern New Jersey is positioned to reap significant
economic, environmental and social benefits from
changes in global trade patterns and business practices
that already are increasing the flow of goods through
the region’s port, airport and rail terminals. The
region can best take advantage of these changes by
undertaking well-placed infrastructure investments in
conjunction with efforts to redevelop abandoned and
under-used industrial sites in the port area to serve as
warehousing and distribution centers (W/DCs).

This final report on the Brownfield Economic
Redevelopment (BER) project focuses on how these
sites, known as brownfields, can be used as strategic
assets to meet the evolving needs of the freight indus-
try. The report presents the findings of several case
studies of brownfield sites, which yielded insights into
the complex issues that confront the region in
achieving the redevelopment of the thousands of
acres of brownfields in the port area.

The report makes clear that this is an ideal time for
the state and region to adopt policies and programs
to aid redevelopment of these brownfields for freight
related purposes. The anticipated use of giant contain-
er ships carrying goods from Asian markets via the
Suez Canal to the East Coast, combined with the
deepening of channels at the port of New York &
New Jersey, means that there will be significantly
greater volume of high-end consumer goods moving
through the port in the near future. At the same time,
changes 1n logistics practices by businesses are favor-
ing distribution operations closer to ports and other
freight terminals and are creating new types of ware-
house facilities that employ larger numbers of work-
ers to process and manipulate goods before they are
shipped to markets.

If the region can capitalize on these trends through
large-scale freight related brownfield redevelopment,
this report shows, it can create a strong new base of

employment to help make up for the continuing
decline in the state’s manufacturing base. It can also
offer a more effective alternative to siting warechouses
and distribution centers on the fringes of the region,
which has led to a massive loss of open space, an
increase in truck traffic over already congested roads
and added regional air pollution.

Moving freight activity closer to the region’s core to
efficiently use available land and existing transporta-
tion infrastructure, makes this an ideal Smart Growth
initiative for the state and region. It also is an effective
economic growth strategy: as other sectors of the
economy have been bufteted by recession, traftic
through the port has continued to grow and even
more dramatic growth is projected for coming years.

However, as discussed in this report, there are signifi-
cant obstacles to realizing these benefits. High reme-
diation costs, lack of coordination of government
programs, inflexible and time-consuming environ-
mental regulations and a piecemeal approach to plan-
ning are among the barriers. The report presents a set
of targeted recommendations that will move the
state’s brownfield redevelopment process forward and
highlights critical policy questions that must be
addressed by state, local and regional officials in coop-
eration with the private sector.

The BER project was funded under the federal
Transportation and Community and System
Preservation Pilot program. This report draws upon
and incorporates findings of Phase I of the project,
which was completed in 2001.The report is divided
into sections on background, methodology, case study
summaries, case study findings, analysis of findings
and conclusions-recommendations. The “Port
District” referred to in this document is defined as
the area within a roughly 25 mile radius from Port
Newark/Elizabeth.
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Section 2 - Background & Context )

2.1 Global Trends
Affecting Brownfield
Reuse

2.1.1 Importance of Freight

The goods handled by the port, airport and rail ter-
minals in northern New Jersey underpin much of
the tri-state metropolitan region’s economy. Nearly
every commodity used, consumed or sold in the
region passes through the northern New Jersey
freight distribution system. A study in 2000, pointed
to the value of freight to the State of New Jersey: !

* New Jersey is ninth among states in the volume of
exports generated, sending goods made in the
state to over 200 worldwide destinations.

* These exports include pharmaceuticals, chemicals,
electric and electronic machinery and computer-
related equipment.

* New Jersey is fifth among states for foreign invest-
ment with over 1,200 foreign owned firms.

* More than 375 million tons of freight move
through the state each year, with more than 80
percent moving at least part of the journey by
truck.

* The NJ freight distribution industry employs over
484,000 workers, more than the entire manufac-
turing economy of the state. The Port of New
York and New Jersey generates more than
166,000 bi-state regional jobs ranging from
white-collar insurance and banking to blue-collar
stevedores and truckers.

* New Jersey already has more than 440 million
square feet of warehousing and distribution space.

This importance of freight to New Jersey has deep
historical roots. The region was settled and grew
around its port facilities and river systems (Hudson
River, Erie Canal, Delaware River, etc.) that allowed
for the movement of commerce to inland communi-
ties. Ship, barge, and rail facilities and later interstate

highways concentrated around the largest metropoli-
tan population in North America. Because of its
central location on the East Coast, the region became
a distribution platform for a wide area extending
north to New England, south to the Delaware
River/Philadelphia metro area and west nearly to

Chicago.

The huge consumer market in and near the metro-
NY, NJ, CT, PA regions helped to stimulate innova-
tions in freight distribution practices. The birth of
modern “intermodal containerization” occurred in
1956 at the growing port facilities in Port
Newark/Elizabeth when a trucking entrepreneur
named Malcolm McClean lashed truck vans to the
deck of a ship to facilitate more rapid handling of
cargo at their destination port. Following this logisti-
cal breakthrough, cargo operations accelerated at
marine terminals. Previously concentrated on finger
piers along the New York Harbor waterfront, these
terminals migrated to New Jersey because of the
need for upland to handle container storage and mar-
shalling and to take advantage of extensive national
rail and highway connections. The Port of New York
Authority (later the Port Authority of New York and
New Jersey) invested in new facilities for handling
containerized freight, making the port the largest
ocean container facility on the Atlantic and Gulf
coasts.

As a result, container traffic through the Port of New
York and New Jersey grew from approximately 2.5
million twenty-foot equivalent container units
(TEUs) in 1995 to some 3.3 million in 2001. The
Port of NY/NJ is increasingly seen as a hub port for
Atlantic trade. This role was strengthened in June
1998 when the giant marine freight corporation,
Sealand-Maersk, which had been considering moving
its operations to the rival ports of Norfolk, Baltimore
or Halifax, agreed to renew its lease of port facilities
in Newark-Elizabeth for another 30 years. This devel-
opment was widely hailed by regional officials as the
foundation for continuing strong growth for com-
merce in the region.

While the marine port is the focal point for the
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largest volume of commerce in the region — and
therefore is devoted most attention in this report —
the role of the airport and rail terminals cannot be
overlooked. The region’s extensive rail freight network
is being upgraded and expanded as a result of the
acquisition of Conrail by Norfolk-Southern and CSX
railroads which in 2000 handled more than 28 million
tons of cargo either originating or terminating in
New Jersey. Newark Liberty International Airport has
become the eighth largest air cargo hub in North
America, handling some 1.2 million tons of air cargo
worth more than $52 billion in 2000. The availability
of these freight modes in proximity to the port (and in
the midst of the region’s extensive highway network)
allows the region to serve as an efficient multimodal
goods distribution center for companies handling
many types of products and serving many destinations
nationally and internationally.

These many significant advantages underlie the con-
tinuing growth of commerce despite the current
recession and even after the 9/11 tragedy and are the
basis for projections for dramatic growth in commerce
in coming decades. Container movements of ““‘general
cargo,” which defines most manufactured goods, are
projected to grow at an annual rate of between 3.8

Figure 2-1 Growth of Container Volumes

and 4.4 percent. By the year 2040, according to Port
Authority projections, port container traffic could
increase more than fivefold to as many as 17 million
TEUs (Figure 2-1). This level of growth could create
hundreds of thousands of new port related jobs
(Figure 2-2) as well as have positive ripple effects
throughout many sectors of the economy. According
to the Port Authority of New York and New Jersey, it
represents “a rare opportunity for the New York-New
Jersey region—to create new jobs and generate higher
incomes, to reduce the cost of doing business and to
raise the standard of living enjoyed by the region’s
people.’2

However, realizing this level of growth is far from
assured. The region still faces many difficult challenges
to sustaining its leading role in commerce on the East
Coast — not the least of which is the continuing and
relentless competition from other ports in realizing
new efficiencies in handling freight. This report
shows that brownfield redevelopment for freight pur-
poses will be a key strategy in meeting many of these
challenges and safeguarding the region’s future.
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2.1.2 The International
Supply Chain

The reason dramatic growth in commerce through
the port, airport and rail terminals holds out such
important promise for northern New Jersey stems
from the expanding role of international trade in vir-
tually all sectors of the economy:

The U.S. economy is the most open economy in the
world. Increasingly, many of our manufacturing
inputs and most of our consumer products are
sourced whole or in part from overseas markets. This
has been a long-term process as U.S. manufacturers
have downsized and moved many production and
assembly operations to cheaper overseas production
facilities. It has been abetted by U.S. and international
trade agreements such as the General Agreement on
Trade and Tarifts-GATT and the North American
Free Trade Agreement (NAFTA) which have opened
markets and permitted U.S. capital to move to oft-
shore locations for production.

A declining portion of the U.S. economy is devoted
to manufacturing. As production has moved to far
flung locations around the globe, the efficiency of

Figure 2-2 Employment Projections

transportation has become a critical concern.
Corporations, often employing specialized logistics
firms, make millions of dollars in profit by shaving
pennies off the cost of the production and movement
of goods. They use elaborate production chains that
take advantage of cheap labor in one country, raw
materials in another, subsidized manufacturing or
favorable tariffs in a third.

A case in point is the production and order fulfill-
ment of Dell computer which uses a “horizontal”
supply chain in which parts and sub-assemblies of
electronic components are produced around the
globe and provided to a central U.S. plant for assem-
bly into a final computer based on orders already
received from customers. This process avoids the
overhead of maintaining large inventories of parts or
of producing potentially stale products in advance
that may sit unwanted on store shelves for long peri-
ods. In effect, for Dell, the truck, train and ocean ves-
sels carrying computer parts have become “inventory
in motion.” This inventory is managed through
advanced logistics practices to insure that the goods
arrive at “time definite” intervals for inclusion in the
production process or to be sold directly to con-
sumers or delivered to retail outlets. Many other cor-
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porations supply their needs in a similar manner.
None of this would be possible without open markets
and sophisticated logistics-driven transportation sys-
tems and supportive communication infrastructure.?

The extent to which these practices integrating the
global economy have taken hold was underlined in
the October 2002 by the strike halting freight traffic
through West Coast Ports. Parts were not available for
cars, washing machines, computers, and an wide vari-
ety of other goods that are “manufactured” or finished
in the US. Losses quickly mounted to more than $1
billion a day, nationally, and threatened to move into

the realm of $3 billion per day.

The competition between economic regions for this
international commerce is intense and will become
more so as barriers drop under relentless global inte-
gration and the opening of markets. The winners will
be those regions that develop the facilities, infrastruc-
ture and capabilities to most efficiently meet the time
definite demands of the international supply chain.

Regions must also be prepared to accommodate new
trade patterns and technologies. New, giant container
vessels, requiring 50-foot drafts and carrying thousands
of marine containers, are increasingly altering interna-
tional trade routes. The larger ships are active in the
Asia/Pacific trade (China, Japan, Korea, Taiwan, South

and S.E. Asia, etc.). This region is the manufacturing
heartland of the global economy. The larger ships will
also move west through the Suez Canal which has a
58-toot draft to serve the European and North
American markets (see Figure 2-3). This trans-Suez
route will decrease the importance of trans-continen-
tal rail shipments from West Coast ports — via the so-
called “land bridge” — which is how most Asian
goods currently reach the New York-New Jersey
region. These Asian goods include electronics and
much of higher value manufactured and assembled
goods consumed in the region.

The port of New York and New Jersey as a hub desti-
nation on the Atlantic stands to become a major ben-
eficiary of this new global trade system. Yet, as dis-
cussed below, the extent of benefits to be realized will
depend on the region’s success in accomplishing major
investments to address obstacles to greater port effi-
ciency.

2.1.3 Port Efficiency Challenges

The port is challenged on a number of fronts to man-
age its growth in traffic and to adapt its practices to
meet the demands of international shippers. On the
waterside, the port must deepen its channels and
berths to over 50 feet to handle the “megaships” that

Figure 3 Shifting Trade Patterns: Estimated Diversion of West Coast Trade to East Coast
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carry thousands of marine containers. The federal
government is currently matching Port Authority
investment in channel deepening on a 60-40 basis.
Overall, the 10-year project being undertaken by the
U.S. Army Corps of Engineers to deepen the main
channel to 50+ feet is expected to cost $2.3 billion
dollars over the next decade. Once deepened, the
port also must maintain channel depths and find ways
to dispose of sometimes-contaminated sediments,
which now require expensive upland disposal
options.

But even greater challenges face the port in its termi-
nal operations and in its landside transportation
capacity. In terms of its terminal operations, the port
must increase its efficiency and utilization of precious
land resources. The Port of New York and New
Jersey has a very low terminal efficiency rating, which
is usually measured in containers-per-acre-per-year
(that is, how many marine container equivalents,
TEUs, move through the terminal per acre per year).
Currently, the Port moves approximately 1,900 con-
tainers per year, whereas West Coast Ports such as Los
Angeles/Long Beach move anywhere from 4,000 to
7,000 TEUs per year, depending on the terminal.
Opverseas, Hong Kong and Singapore move upwards
of 18,000 TEUs per year and Rotterdam in the
Netherlands, which has a distribution function similar
to NY/NJ, moves over 10,000 TEUs per year. This
suggests that the Port must use its available space
more efficiently, creating more upland for container
handling and storage and moving to a 24hour /7day
or a 24/5 operational schedule to handle more and
larger ships, enabling traffic to move in and out of its
terminals on off-peak roadway hours.

On the landside, New Jersey is the most developed
state in the U.S. and is also one of the most congest-
ed. The road and rail infrastructure is heavily con-
gested, especially during peak hours. The main road-
ways in proximity to the Port and Newark Liberty
International Airport, such as The New Jersey
Turnpike, [-78, 1-280, U.S. 1&9 handle heavy vol-
umes of vehicular traffic. Truck traffic, often resem-
bling miles-long convoys, slows to a crawl during
peak hours, but is strong during all hours of the day.

To address these issues, the Port Authority is slated to
invest hundreds of millions of dollars over the next
decade in its port operations. Much of this invest-

ment is devoted to terminal improvements such as
extending piers, new intermodal facilities, clearing old
warehouses for increased container activity and
improving Intelligent Transportation Systems (ITS)
information architecture; and improved access to ter-
minals. Key projects include the revamping of
ExpressRail, the port’s on-dock rail facility in
Elizabeth; upgrading Arlington yard and expansion of
capacity at Howland Hook, Staten Island; and
improved security at terminals and other enhance-
ments. The Port Authority is also involved in the
relocation or creation of facilities such as its
Automarine terminal, which handles vehicle imports
and exports. This facility is expected to move from
its present location on the Port Jersey Channel to
either Woodbridge, NJ or to Staten Island.

The private sector is matching Port Authority invest-
ments. The ports major terminal operators, such as
Global Terminals, Inc, Maher Terminals, Inc. and
Sealand-Maersk have undertaken capital investment
programs such as purchasing new large ship cranes,
straddle-carriers, and installing new information sys-
tems and architecture to process the more than
twelve thousand daily truck/container movements
into port terminals. Additional port capacity will
come on line when the Port Jersey complex of
Global Terminal, Inc. is expanded to replace the
Automarine terminal and the adjacent Military
Ocean Terminal of Bayonne is developed into a
deep-water container port complex over the next

decade.

While the port is focusing on dredging and upgrade
of its terminals, there is increasing pressure on the
Port Authority to deal with the landside impacts of its
port activities. A consortium of federal, state, and
regional agencies, along with numerous public inter-
est groups under the acronym of “CPIP”
(Comprehensive Port Improvement Program) is
studying the landside needs and feasibility of continu-
ing port growth. Their studies will be accompanied
by a separate environmental impact statement (EIS)
on overall transportation and economic impacts as
well as infrastructure needs to address port traffic
throughout the region. The port is also exploring the
possibility of setting up peripheral terminals outside
the region to handle its growing cargo manifest.
These terminals, known as the Port Inland
Distribution Network (PIDN), are envisioned to be
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at least 75 miles distant from the Port Elizabeth.
Containers offloaded at Port Elizabeth would be
reloaded on barges or rail cars and moved directly to
these locations for processing and final delivery.

A separate effort in the state of New Jersey is an effort
to strengthen and coordinate transportation plans to
support port growth in the area under the aegis of the
“International Intermodal Transportation Corridor,”
an advanced industrial and distribution corridor rang-
ing from the George Washington Bridge (I-80/195) in
the north of the state to central New Jersey, along the
[-95 corridor.  Federal legislation has offered support
for planning agencies to study ways to take advantage
of the economic and distribution synergies that are
possible. It has established a transportation informa-
tion center at the New Jersey Institute of Technology
to gather information and to study industrial and dis-
tribution strengths of the corridor.

Additional efforts to support port growth include the
following:

* The state of New Jersey has committed to a series
of infrastructure improvements collectively desig-
nated the “Portway” project. It is a 17-mile semi-
dedicated trucking corridor that is intended to
provide fast and efficient movement of goods
between key port, airport and intermodal rail ter-
minals

¢ Other state and federally funded infrastructure pro-
jects are being undertaken in the area including
improvements in the Route 1/9 corridor.

* Union county is pursuing major roadway
improvement in conjunction with hotel and retail
developments south of the Port Area. These
improvements would separate auto traffic from
truck traffic and eliminate a number of freight bot-
tlenecks in the area.

* CSX and NS railroads have invested $120 million
in the regional freight rail network since acquiring
the assets of Conrail in 1996. They are planning for
another $150 million in joint public/private invest-
ments to expand rail system capacity. The state and
Port Authority plan to match the freight rail invest-
ment 50/50.

The major investments being made by the Port
Authority, private shippers and the state of New Jersey

are doing much to realize the “throughput” and efhi-
ciency needed to capture a significant share of grow-
ing international trade and safeguard the region’s status
as a hub for the east coast. However, as noted later in
this report (Section 6.2.5), additional needed infra-
structure investments — potentially totaling in the bil-
lions of dollars — warrant the consideration of new
financing mechanisms, such as modest fees on certain
port activities, in coming years.

2.1.4 Logistics and Value Added
Facilities

Achieving the efficient logistics practice required by
the international trading system will require more
than simply improving the speed with which shipping
containers move between production and consump-
tion markets and megaships docked in the port. The
area around the port must also develop the kinds of
support facilities and services that stage, sort and pre-
pare goods for delivery to businesses and consumers.
As explained below, these services include high-
throughput warehousing and value-added processing
which can potentially be performed at new facilities
on the region’s brownfield sites.

As noted previously in this report, the global supply
chain has become lean and fast: the increasing pace of
production, assembly and order fulfillment dictate
where distribution and logistics services are located.
One aspect of this push for efficiency is a shift away
from storing goods for long periods in warehouses in
tavor of delivering goods under a “time definite” con-
tract to meet the needs of users. A report produced by
consultant Ann Strauss-Wieder under BER Phase 1
examined the evolution of warehouses and distribu-
tion centers. She noted that “[tJhe overarching philos-
ophy is to keep the inventory in motion; use informa-
tion tracking capabilities to manage the inventory
while it is in transit and maintain a flexibility in trans-
portation that allows for shifts in delivery instructions.
Within the warehouse, velocity translates into moving
products through the facility as efficiently and quickly
as possible.*

Warehouses located near ports, airports and rail termi-
nals — such as those developed on brownfields in the
port area of northern New Jersey — have advantages
in maintaining and managing this velocity of goods
movement. The shorter distances involved mean
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truckers can make multiple “turns” between the
warehouse, the port and other transportation facilities
rather than having to spend hours fighting traffic over
regional roadways. A recent forum on issues related
to freight transportation in New Jersey indicated that
trucking and warehouse companies operating in the
NY/NJ metro area face a minimum of a 15 percent
congestion cost penalty in their distribution opera-
tions. Serving the region from the periphery only
adds to these costs. A location close to the port dis-
trict’s hub of transportation connections, therefore,
can mean savings in both cost and time for businesses
seeking to optimize goods distribution. These savings
can greatly outweigh higher land and development
costs near the port district — though they may be
less tangible to many businesses compared to the
“hard dollar”” outlays for property, development and
other business costs.

An additional factor favoring “close in” locations is
the need for companies to be near final consumer
markets where customization and product differentia-
tion can take place. Many companies are finding that
tailoring products to customer needs for each order is
crucial to sales. So manufacturers want the final
assembly or finishing of a product to take place at the
latest possible intervention point before order fulfill-
ment--often at a warehouse or distribution center.

Shippers can also take advantage of reduced tariffs
when they import “unfinished” products. These
goods arrive at the port-of-entry needing final assem-
bly, finishing, labeling, “’kitting,” and other “value
added” processing. These services are performed to
meet the requirements of individual orders or to pre-
pare a product for its retail exposure. The goods are
finished and then moved rapidly to customers.

Facilities that perform such value added services and
address the need for advanced logistics (including
high volume sorting and turnover of goods) tend not
only to be located close to major transportation facil-
ities; they also have characteristics very different from
traditional warehouses devoted to storage. According
to the Market Analysis prepared for BER Phase I by
John Ricklefs of Moffat-Nichol Engineers, these
operations can be located in modern facilities of
100,000 square feet or less, compared to traditional
warehouses often many times that size. The new
“value added” facilities also incorporate high tech

sorting and inventory systems and employ many
more workers with a range of skill levels. Often the
facilities are designed with “cross-dock” layouts which
have truck loading docks on both sides of the build-
ing to facilitate transfers between vehicles including
“transloading” from heavier marine containers to
“street legal” container weights.

The BER Phase I Market Analysis pointed to prolif-
eration of such facilities near the port complex of
Long Beach and Los Angeles in California. There,
Asian trade has spawned a large number of high
velocity, value added warehouses within 15 miles of
the port. Based on interviews with local warehouse
managers, Dr. Ricklefs found that “static physical stor-
age of goods from containers is dead” in the Long
Beach/Los Angeles port region. Instead, goods are
processed through clean, modern facilities ranging
from less than 100,000 square feet to big box distrib-
ution centers of one million square feet or more.
These facilities are often clustered together in mod-
ern industrial park settings, known as Planned Unit
Developments (PUDs), and employ many non-
unionized unskilled and semi-skilled workers for
value added operations. With modern logistics prac-
tices, one warehouse manager noted, “over the previ-
ous two years, the volume [his warehouse| handled
had quadrupled in the same amount of space.”

The adoption of this model of high velocity distribu-
tion centers in the northern New Jersey region, is
happening gradually now, but is expected to acceler-
ate with the arrival of increasing volumes of electron-
ics, clothing and other consumer goods on direct
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ocean shipment from Asia, as harbor channels are
deepened for megaships over the next decade.
Currently, the region’s distribution industry is domi-
nated by large warehouses of 250,000 to over 1 mil-
lion square feet that occupy huge tracks of recently
developed farmland and open space on the fringes of
the region, such at Exit 8A of the NJ Turnpike and in
Eastern Pennsylvania. Most of the distribution centers
in the northern New Jersey region employ a moder-
ate level of high technology goods handling, tracking
and other systems. Some engage in more complex
types of value added processing, but for most, their
main function remains storage, often for long-term
nventory.

A recent real estate industry analysis looking at emerg-
ing industrial investment opportunities,® indicated
that such mega-warehouses will continue to play an
important economic role as “bulk fulfillment distribu-
tion centers” for companies feeding products to retail
and wholesale outlets over multi-state regions.
However, the report also pointed to “increasing
demand for speed-oriented facilities in hub/gateway
metropolitan areas near major transportation infra-
structure” (New York/New Jersey was specifically
cited as one of the top-five hub/gateway metropolitan
areas.) Operators of speed oriented facilities, accord-
ing to the report, are less attracted to the cheap rents
available on the fringes of metro regions and instead
“place a high premium on quick access to a large cus-
tomer base and proximity to ports and airports.”

2.1.5 Brownfields: the Solution

Northern New Jersey has a portfolio of hidden eco-
nomic assets that are the necessary ingredients in the
logistics pipeline: thousands of acres of available land
near the port, airport and rail intermodal terminals
where new, speed oriented distribution facilities can
be built to give companies opportunities perform
advanced distribution and value added activities. This
study has identified numerous sites available to accom-
modate this lucrative, job-producing work, ranging
from relatively small sites of perhaps a dozen acres, to
large sites of one hundred acres or more. There are
also opportunities to assemble neighboring sites into
larger parcels (one case study looked at the former
Koppers Coke site that encompasses over 160 acres
with two adjoining sites).

The five case study sites investigated as part of the
BER project totaled 500 acres and the project team
identified an estimated 2,500 acres of brownfield sites
within ten miles of the port and airport that are
potentially suitable for freight related reuse.
Throughout the entire port district (a 25 mile radius
from the port), the project team estimates that there
are thousands of additional acres of brownfield sites.

While redevelopment of these sites often presents dif-
ficult environmental and other challenges, the sites
nevertheless offer features of prime importance to
shippers and importers: they are near to the largest
port-of-entry on the U.S. Atlantic Coast; they are in
the midst of one of the richest consumer markets on
earth; and, with appropriate infrastructure upgrades,
they can be linked to the excellent landside inter-
modal connections for movement to inland markets.
The latter includes the largest intermodal rail termi-
nals and FedEx and UPS hubs in the U.S. northeast,
allowing goods to be moved rapidly to market with-
out lengthy stays in warehouses.

The regional can capitalize on these advantages to
achieve large scale brownfield redevelopment, which
promises to provide important benefits to the region’s
economy, environment, transportation system and
quality of life. At the same time, failure to act could
be disastrous for the future of the region. A
September 2001 editorial in the Journal of
Commerce raised the prospect of “stunted growth” if
the challenges facing goods movement in the
NY/NJ/CT region are not met. It pointed out that
over the last decade the New York-New Jersey port
has been losing out to Savannah, Norfolk and
Charleston in attracting the growing volume of Asian
trade being shipped directly to the East Coast via the
Suez or Panama Canals. It notes that “part of the rea-
son is the success those ports have had in convincing
major retailers to locate distribution centers (DCs) on
ample plots of land near their ports. New York cannot
make a similar pitch. So the land crunch that’s hurt-
ing the port today may turn into a long-term disabil-

ity.”

This underlines the importance for the region to
focus attention on the land resources that are available
to serve the needs of the logistics industry and to posi-
tion itself to handle the huge expected growth in
cargo volume. The remainder of this report presents
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findings, analysis, conclusions and recommendations
intended to help the region see that this is accom-

plished..

2.2 Regional Trends
Affecting Brownfield
Reuse

2.2.1 Market Demand for
Woarehouse/Distribution
Centers (W/DC)

Real estate trends in northern New Jersey appear
increasingly favorable to brownfield reuse in the port
district. As a result of northern New Jersey’s exten-
sive freight facilities and its location in the midst of
major population centers, the region has been less
aftected than other areas of the country by the
nationwide downturn in the W/DC industry. While
the vacancy rate for industrial space® was over 11
percent nationwide during the third quarter of 2002,
in northern New Jersey the rate was substantially less,
in the 6 percent range.”

However, there are differences among the submarkets
within the northern New Jersey region and these dif-
ferences are helping drive the prospects for brown-
field development in the region. Insignia ESG, a
major real estate firm serving the region, identifies
five submarkets in the region, four of which are
located in the “core” area within 15 miles of the Port
Newark and Elizabeth — Hudson River Waterfront,
Meadowlands, Newark/Airport and South I-
287/Edison. The remaining submarket identified by
Insignia ESG, Brunswicks/8A, is on the fringe of the
region stretching down to Exit 8A of the Turnpike.

Over the last two decades, the Exit 8A fringe sub-
market has been the big winner in attracting W/DC
facilities. This submarket underwent rapid develop-
ment based on the availability of thousands of acres of
available greenfield properties along the Turnpike and
other major highways. These properties allowed
developers to build the largest of W/DC facilities —
some 1 million square feet or more — cheaply and
rapidly and customize them to the needs of major
companies. The ability to access the port, airport and
rail terminals in the core area within an hour’s drive

was an important selling point. But more important Page
were the good highway connections that allowed "
companies to use the facilities as distribution hubs

serving major consumer markets in New Jersey,

Pennsylvania, New York and surrounding states.

By 2000, approximately 45 million square feet of
W/DC’ had been built near Exit 8A.8 As prime
locations near this exit have been occupied, substan-
tial development has shifted further south to green-
fields near Exit 7A.? Other substantial concentrations
have located even further south (such as near exit 10
of Interstate 295 in Gloucester County with approxi-
mately 17 million square feet of space) and just
beyond New Jersey’s borders in the
Bethlehem/Lehigh Valley in Eastern Pennsylvania
(with approximately 24 million square feet). The
rapidly developing warehouse sector in Pennsylvania
is generating significant truck traffic between the
port, its warehouses and the tri-state NY-NJ-CT
metro market.

As these massive developments on the fringe have
proceeded, the core submarkets have also continued
to grow, though at a more deliberate pace. Many
companies have been willing to pay the generally
higher development costs and rents in the core sub-
markets to take advantage of better transportation
access to the port, airport and rail terminals as well as
to the large consumer markets in immediate sur-
rounding areas and New York City. (Two-thirds of
the NY-NJ-CT consumer market lies east of the
Hudson River). The Meadowlands district in north-
ern New Jersey, for instance, has become home to
many W/DC’s serving New York City retail outlets.
Rents are in the $6.50 per square foot range com-
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pared to the $5 per square foot range near Exit 8A.
Other large concentrations of W/DC facilities in the
core submarket are located in Raritan Center in
Edison, the Greenville area of Jersey City and south-
ern Bergen County.

Figure 2.4 shows average costs for trucking goods
from the port to locations within northern New
Jersey, a key element of the cost of doing business in
various sub markets in the region.

Recent trends suggest the beginning of a partial
reversal in the fortunes of the fringe and core sub-
markets. According to Insignia, while rents in the core
area submarkets have remained fairly stable, there has
been fall-off of asking rents in the fringe submarkets,
particularly in the 8A submarket. In addition,
Insignia calculates that the availability rate has been
below 10 percent for the core submarkets while it has
steadily increased from 12 percent to close to 18 per-
cent for the 8A submarket.!0 Similarly, CB Richard
Ellis finds that its vacancy index was 9.1 percent for
the northern area of the state compared to 10 percent

for the mid-state area in the second quarter of
2002.11

This weakening in the 8A market reflects overbuild-
ing, especially in relation to the reduced space needs
of many companies in the current recession. At the
same time, the stability, and even strength, of the core
submarkets reflects new market forces that are making
these close-in areas more desirable. In particular, with
the pool of prime greenfield sites on the fringe
diminishing, the real estate industry is now giving
serious attention to opportunities in core areas
including brownfield redevelopment.

Other factors building the strength of the core sub-
market include: recognition of opportunities being
created by the dramatic growth projected for freight
handled by the port and airport; the desire of some
companies to optimize their supply chains through
smaller, close-in facilities as discussed previously; and
difficulties in hiring and retaining low wage workers
in suburban or rural areas which has become a grow-
ing problem for some companies near Exit 8A.12

The new strength of the core sub markets is reflected
in public comments by executives of the major devel-
opment companies who previously targeted invest-

ments almost exclusively near Exit 8A.13 According Page
to one executive, “There are properties in play in 13
places like Elizabeth, Linden, Carteret and Newark

that nobody would have even thought about five

years ago.”14* Members of the NJIT-NJTPA study

team saw this interest first-hand through numerous

inquiries about the case study properties.

As the economy improves, the 8A market will no
doubt rebound and large-scale development of facili-
ties on greenfields will recommence, particularly for
multi-state distribution, e-commerce and catalog ful-
fillment operations of major companies. However, if
the emerging market trends can be encouraged and
sustained through appropriate government policies, it
appears realistic to expect that a significant share of
the development activity can be channeled to brown-
field sites in the core area.

Importantly, core areas could also be positioned to
accommodate the substantial demands for W/DC
space that will accompany the growth of port trade.
The Market Analysis conducted for Phase I of this
study, estimated that over the next forty years, the
projected five-fold increase in the port traffic will cre-
ate a need for 200 or more new W/DC facilities
occupying 1,400 or more acres.!5

The accelerated schedule of port dredging approved
since these estimates were made suggests that these
demands could materialize much sooner. In addition,
larger assemblies of brownfield acreage will be
required if current large-scale W/DC facilities con-
tinue to dominate the market rather that transitioning
to smaller, “high velocity” facilities seen on the West
Coast. Potentially hundreds of additional acres will
be needed to accommodate the growth of air cargo
in the next two decades. Thus, current market trends,
together with market demands accompanying grow-
ing trade, are creating unprecedented opportunities
for reclaiming northern New Jersey brownfields for
W/DCs facilities.
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2.2.2 Market Recognition and
Activity

The strong and improving prospects for brownfield
redevelopment in northern New Jersey have prompt-
ed a number of successful reclamation projects, with
more on the drawing boards. Yet these projects
account for only a small portion of the thousands of
acres of brownfields in and around the port district.

Currently, the largest brownfield redevelopment pro-
jects in this area have been mixes of office, retail,
entertainment and other uses, rather than freight
facilities. The Jersey Gardens Mall, located adjacent to
the port and airport, was built on a former munici-
pal landfill and has become the anchor for additional
hotel and retail development nearby. This develop-
ment has been made possible by reconfigured road-
way links to the area and financing drawing upon
sales taxes generated at the sites. The City of Elizabeth
has plans to make the area a major conference desti-
nation and is pursuing additional roadway improve-
ments, a light rail line and ferry services to facilitate
access to the site. Development on a similar scale is
slated for a two square mile area containing former
municipal landfills in the Meadowlands. It will be
transformed into golf courses, hotels, housing and
offices by the end of the decade.

Freight related redevelopment projects also are at var-
ious stages. Potentially the largest freight related pro-
ject is the plan for creating an integrated freight dis-
trict on 150-200 acres at Tremley Point, approximate-
ly nine miles south of the port and airport. A consul-
tant report completed in June 2001, called for county
and local governments to work with private develop-
ers to realize a well-planned “Global Freight Village”
at Tremley Point drawing upon the model of such
villages operating successfully in Europe.1©

Environmental work is near completion on the first
130-acre parcel at the site. Full build-out will depend
on road and rail improvements to the area, including
completion of an access road to an upgraded Exit 12
of the New Jersey Turnpike. As discussed later in this
report, the plan for Tremley Point — though it still
faces challenges in being fully realized — promises to
provide a vision for how large-scale freight develop-
ment could be organized and developed throughout
the port district.

As this project takes shape, scattered other freight
related brownfield projects are being accomplished in
and around the port district. Most involve individual
landowners or developers reclaiming one property at
a time, with minimal public involvement. A particu-
larly active developer is the Morris Company.
Among other projects, it has developed three modern
warehouses in Carlstadt on a brownfield at the junc-
tion of Routes 3 and 21. The 50-acre site had been
home to a manufacturer of pesticides, fragrances and
other chemicals. The property underwent extensive
clean-up to make way for three W/DC facilities
totaling 850,000 square feet.

Other examples of brownfield redevelopment include
800,000 square feet of W/DC space being built on
50 acres at the former Greenville rail yards in Jersey
City (two warehouses, totaling 520,000 square feet
and providing 400 jobs, are now under construction);
one million square feet or more planned at a former
Tennoco chemical plant near Raritan Center in
Edison; and the establishment of a Paterson Plank
Road redevelopment district within the
Meadowlands.

A recently announced freight development, adjacent
to Exit 12 of the Turnpike, is slated for one of the
case study sites that was part of the BER study. The
city of Carteret announced in August 2002 that a
developer will develop a “container-shipping ware-
house and distribution center” in two phases. The
first phase will involve 1.1 million square feet of
warehouse space on a former garbage dump.
Completion of this project will require extensive
environmental cleanup and site preparation activities
as well as construction of access roads.

The growing number of freight related brownfield
projects moving forward recently suggest that a turn-
ing point may have been reached in opening up the
market for these types of projects. However, the study
project team also found that the pace of brownfield
redevelopment activity is being held back not only by
the costs and difficulties of redeveloping contaminat-
ed properties but also by continuing real estate specu-
lation. Some property owners, hearing projections of
dramatic increases in freight activity in future years,
are holding off on sale or development in the hope of
reaping greater profits when dredging is substantially
completed. An August 2001 article in the New York
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Times observed “some brokers are advising clients
with property near the port to lie low while the mar-
ket develops.”1”

Breaking the log jam preventing the full realization of
the market potential for freight related brownfield
redevelopment, as detailed later in this report, will
require government intervention in the form of new
policies, financing and public-private partnerships tar-
geted to the W/DC industry.
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Section 3 - Study Methodology "

3.1 Introduction

This section describes the methodology used in this
study to investigate the opportunities for freight-relat-
ed redevelopment of brownfield sites. This method-
ology was intended to identify brownfield sites
appropriate for freight-related redevelopment in
northern New Jersey, select representative case studies
from among these sites and carry out technical analy-
sis to assist public and private owners of the selected
sites to pursue redevelopment opportunities. The
methodology described here has relevance to similar
brownfield redevelopment efforts throughout north-
ern New Jersey and other industrialized areas of the
country. More detailed descriptions of aspects of this
methodology are provided in the Appendix.

3.2 Summary of Phase |

Phase I was carried out under the direction of a pro-
ject team from NJTPA and NJIT. A number of con-
sultants and an advisory committee of public and pri-
vate officials assisted in major project tasks. In addi-
tion, NJIT graduate and undergraduate students were
employed on specific tasks.

The following is a summary of the tasks that com-
prised Phase I:

Market Analysis: This task was undertaken with the
assistance of the consulting firm Moffat & Nichols
Engineers. It involved surveying analogous U.S.
regions with strong goods movement sectors — par-
ticularly Long Beach, California — to identify rede-
velopment patterns and types of industry locating in
such areas, labor force needs and brownfield reclama-
tion activities. Based on this survey, this task assessed
the future of the freight industry in northern New
Jersey and the prospects for freight-related brownfield
redevelopment. It provided general criteria —(e.g.,
required lot size, needed transportation access, work-
force accessibility etc.) for identifying brownfield sites
suitable for accommodating freight industry develop-
ment. A separate survey and analysis of the warehous-
ing and distribution industry in northern New Jersey

conducted by consultant Ann Strauss-Wieder supple-
mented this activity. This locally focused market
analysis provided key inputs for the Environmental
Scan task.

Environmental Scan: This task was undertaken
with the assistance of the consulting firm BEM, Inc.
It involved compiling a database of brownfield sites in
the NJTPA region using information from state
agencies, local governments and on-site inspections.
Geographic Information System (GIS) technology
was used to map the sites. The resulting database was
then screened using criteria developed in the market
analysis to create an inventory of brownfield sites
with varying degrees of potential for freight-related
redevelopment. Among the key criteria used to
screen the sites were that they are:

¢ within 25 miles of the port and ideally within 15
miles (“the port district”)

* within 2 miles of a highway exit or on a freight
rail line

e larger than 3.3 acres; and

e removed from residential areas .

Further screening based on local input and field
inspections by teams of graduate students were used
to identify several dozen promising sites that would
be candidates for case studies during Phase I1.

Community Outreach: This task was undertaken
with the assistance of the consulting firm McClaren
Hart, Inc. It included a multilevel outreach approach
that involved periodic meetings of an Advisory
Committee, distribution of a quarterly project
newsletter, informational meetings in local communi-
ties, workshops and the NJTPA web site. Many activ-
ities were undertaken in conjunction with gathering
information as part of the Environmental Scan,
including meetings with communities receiving EPA
brownfield grants. A half-day conference was held for
the presentation of consultant’s final reports.
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3.3 Case Study Selection

The final stages of Phase I and the early stages of
Phase 1T involved finalizing the selection of sites that
could undergo detailed investigation as case studies.
The Phase I activities described above provided a pool
of 60 or more potential case study sites, many more
than resources would allow to be studied. As a result,
the project team further narrowed the pool based on
the following considerations:

Suitability for freight related re-use — Using the GIS
database, the Project Team was able to identify large
sites (greater that 10 acres) located in designated
industrial zoned areas. Additionally, rail and highway
transportation infrastructure was overlaid. Sites near
schools or churches, or surrounded by highly devel-
oped residential areas, were not considered.

Variety —The Project Team looked at sites ranging in
size from approximately 10 acres to more than 100
acres with varying degrees of site characterization and
transportation access. By looking at a wide range of
conditions, the Project Team sought to gain a compre-
hensive look at the full array of issues facing brown-

field sites.

Status of Property - Properties with redevelopment
plans that have some level of local approval and prop-

erties zoned for residential, recreational or other non-

industrial use also were not considered.

These further screens narrowed the list of potential
case study sites. Efforts were then made to obtain
owner consent, including giving the project team and
consultants access to the site to conduct environmen-
tal, transportation and real estate market assessments (as
described below). To accomplish this, letters were sent
out to property owners identified in existing public
documents. It was found in many cases, however, that
lawyers or other parties were the actual decision mak-
ers controlling the sites. As a result, gaining consent for
using particular sites as case studies proved very time
consuming, requiring extensive field investigations, dis-
cussions with knowledgeable local officials, numerous
contacts and meetings with owners/controlling par-
ties, development of legal documents and often
lengthy reviews by attorneys and governing bodies.

The final step in this consent process was the signing

of an access agreement. The Project Team, with the
help of NJIT in-house attorneys, developed both a
“Sampling Agreement” and a “No Sampling” agree-
ment: the former allows access to sites for the purpose
of carrying out soil sampling, while the latter permits
the Project Team to obtain and review existing avail-
able environmental information from the property
owner. After several months of effort, the project team
gained needed permissions for four case study sites. A
more limited analysis was conducted an additional site.
These case study sites are as follows:

e Arsynco - The Arsynco site is located in the
Borough of Carlstadt and consists of approximate-
ly 15 acres. The site is located immediately east of
Route 17 between Paterson Plank Road (NJ
Route 120) and Moonachie Avenue.

Carteret Redevelopment Properties -
Carteret Redevelopment Properties is located in
the Borough of Carteret and consists of a collec-
tion of contiguous properties totaling approxi-
mately 300 acres. The focus of our case study is
on a 160-acre parcel owned by the City of
Carteret. The group of sites is located north of
Roosevelt Boulevard, near New Jersey Turnpike
Interchange 12.

Albert Steel Drum - The Albert Steel Drum
site is located at the southeast corner of Wilson
Avenue and Avenue “L” in the City of Newark.
The site is currently vacant and consists of
approximately 12 acres.

¢ Reichhold Chemical - The Reichhold

Chemical site includes approximately 17 acres of




currently underutilized property straddling the
municipal line between the cities of Elizabeth
and Linden. A single large structure is used pri-
marily for storage. The site also has a large paved
area, which serves as both a parking and vehicle
maneuvering area, and an impervious surface
constructed as part of a prior environmental mit-
igation effort.

Koppers Coke/Diamond Shamrock
/Standard Chlorine (limited investigation) —
This study location actually consists of three con-
tiguous brownfield properties, all located in the
Town of Kearny: Koppers Coke, Diamond
Shamrock and Standard Chlorine. Collectively,
the group makes up approximately 120 acres.
These properties were studied and evaluated
together principally due to transportation access
limitations. For the purposes of these discus-
sions, the site will be referred to simply as
Koppers Coke, the largest of the three sites.

3.4 Summary of Phase Il
Case Studies Tasks

The following summarizes the tasks undertaken by
the Project Team with consultant support for each
case study. The principal Phase IT consultant was
Schoor DePalma, Inc. More information about these
investigations is available in the lengthy case study
reports provided to the owners of each site:

Transportation Assessment — Transportation access
was a key element in the evaluation of sites. The
Project Team conducted a field investigation to iden-
tify specific transportation access features and issues
that needed to be addressed. The Project Team
examined highway, rail and marine access modes and
received input from state, county and local transporta-
tion officials. The Project Team also met and had reg-
ular dialogue with freight and passenger rail service
providers. Trip generation tables (estimating the
number of trips entering and exiting the site) and trip
distribution patterns (estimating where, how and
when trips take place) were developed based on
existing travel patterns, proximity to major transporta-
tion facilities, and the expected use and square
footage of the building. The special characteristics of
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value-added warehouse operations, which were
assumed to be the most likely redevelopment
prospects rather than traditional W/DC operations,
had to be taken into account when estimating trip
generation. . These special characteristics include:

* A larger number of workers

* Longer hours of operation, often 24 hours a day,
seven days a week

* More staffing levels, including entry level pickers
and packers, delivery personnel, human resources
personnel, shift supervisors, engineering and pro-
duction personnel, marketing professionals and
senior level management.

Based on this investigation, the team prepared con-
ceptual layouts of transportation access for each of the
sites. This included needed infrastructure improve-
ments. Additionally, bus routes and rail upgrades were
identified where necessary.

Environmental Assessment —The principal con-
sultant reviewed existing environmental information
from past site investigations and in one instance con-
ducted environmental characterization to determine
the degree of environmental contamination and pos-
sible methods for remediation. In the instance where
additional site characterizations were performed, sub-
tasks included:

Preliminary Assessment - to identify potential contami-
nants and areas of concern based on prior environ-
mental characterization and use of field analytical
methods.

Preparation Of Conceptual Site Models - to provide a
systematic planning methodology for identifying
remediation goals/action levels for all identified cont-
aminants.

Dynamic Workplan Preparation - to provide a decision
making framework and logic to be utilized for field
decision making.

Field Implementation - conducting appropriate dynam-
ic work site investigations include performing all nec-
essary environmental testing and/or sampling, includ-
ing soil/sediment samples, groundwater analysis, mag-
netometer surveys, aerial photographs, etc.
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Remedial Selection And Costing - providing an evalua-
tion of all environmental site characterization data to
develop remedial options and costs for each case study
site. This included using USEPA and/or NJDEP data;
identifying of all remedial strategies and/or options;
providing cost estimates to implement and operate
each selected remedial option and developing a draft
Remedial Action Selection Report.

In instances where only existing environmental infor-
mation was reviewed, the purpose was to evaluate the
adequacy of the current understanding of environ-
mental contamination at the site and what additional
characterization was needed to complete the delin-
eation of impacts to a level sufficient to identify the
appropriate remediation. Then the consultant was
asked to speculate on the type of remedial activities
that would be needed to clean the site to a level com-
patible with industrial redevelopment. Finally, the con-
sultant was asked to determine how this remedial
approach could be design so that it would integrate
with site redevelopment by a W/DC.

Real Estate Market Analysis — Subconsultant eval-
uated each case study property in relation to the cur-
rent real estate market to gain insight into redevelop-
ment prospects and strategies. A key step involved
assessing each site’s highest and best use, including its
suitability for warehousing and freight-related uses
based on highway/road access, property size, construc-
tion cost, workforce availability, site approval time
impacts and access to ports, as well as local land use
regulations and community interests. Other real estate
analysis included a valuation appraisal to determine
the anticipated value of each site once it had been
redeveloped with warehousing. Trends in warehouse
rental rates and associated returns on investment analy-
ses were provided both for the site areas and region

wide. The latter analysis took the form of a separate
report prepared by subconsultant Anne-Strauss

‘Wieder. Finally, a real estate marketing package was
developed for each site containing conceptual views of
warehouse redevelopment consistent with the com-
munities’ aesthetic values; identification of companies
known to have an interest in redevelopment of similar
properties; identification of financing options (both
public and private); and identification of risk manage-
ment insurance options.

Community Outreach - Throughout phase II, the
project team and consultants participated in a variety
of meetings both related to the case study investiga-
tions and to larger efforts around the state and region
to promote brownfield redevelopment. Presentations
and information about the project were provided to
NJTPA committee meetings, a county brownfield task
force, a statewide transportation conference and other
meetings. The project Steering Committee, composed
of key state agency representatives, met periodically. In
addition, the project team issued periodic newsletters
and maintained a project website.

3.5 Evaluation

Both phases of the project were subject to an inde-
pendent evaluation designed to provide feedback dur-
ing the course of the project and an overall assessment
of the effectiveness of the project. During Phase I,
consultant Richard Roberts, presented the project
team with a paper evaluating many of the key con-
cepts and approaches underlying the project, particu-
larly as presented in the Market Analysis. Insights
from this evaluation were incorporated into Phase 11
and are reflected in this report. Consultant Bruce
Mackie, Geotrans, Inc., prepared a final evaluation of
the project. This evaluation is attached (Appendix G).
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Section 4 - Case Study Summaries

4.1 Introduction

The full findings of the case studies are contained in
lengthy separate reports that have been provided to
property owners and federal funding agencies and are

This section provides summary descriptions of the
five case studies conducted as part of the BER pro-
ject. The purpose of conducting case studies was to

in Appendix 1.

evaluate in detail the factors that influence the rede-

available for review on request. More detailed execu-
tive summaries of the case study reports are provided

velopment of industrial brownfield properties for

warehouse and distribution and identify the site-spe-
cific characteristics that impact the redevelopment
potential of the properties. Each case study consisted
of a transportation access analysis, property assess-

The case studies were conducted for informational
purposes only and reflect a snapshot of conditions at
one period of time. As a result, the reports, sum-
maries or analysis of case studies provide only general
guidance as to the issues affecting possible develop-

ment, a real estate market study and in some instances ment of the sites and cannot substitute for due dili-

an appraisal.

gence on the part of those advancing development
proposals. A map showing the regional distribution
of the case study sites is shown in Figure 4.1.
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4.2 Brief Descriptions of
the Case Study Sites

4.2.1 Arsynco Site

4.2.1.1 General Site Description:
Arsynco Site

The Arsynco site is 12.2 acres in size and is located in
the New Jersey Meadowlands Commission District in
the Borough of Carlstadt. The street address is 511
13th Street. The property is identified as Block 91-Lot
1 on the Borough of Carlstadt tax records. The
Zoning Ordinance of the Borough of Carlstadt and
the NJ Meadowlands Commission indicate that the
site is located within the Light Industrial and
Distribution B Zone, which allows for warehouse and

Figure 4.2 Aerial Imagery of Arsynco Site

distribution activities. The property has been owned
and operated by a number of chemical companies
since the early 1900%s. Arsynco has owned and operat-
ed the site since 1969. Operations on the site ceased
in 1993. Arsynco was involved in the manutfacture of
specialty organic chemicals and pharmaceutical inter-
mediates. A map showing the location of the site and
its immediate surroundings is shown in Figure 4.2.

4.2.1.2. Transportation Access: Arsynco Site

Arsynco is served through a network of local streets,
NJ Route 17 and Paterson Plank Road. Additionally,
there is an existing rail freight siding that runs adjacent
to the property. Several bus lines operate near the site,
providing access for a potential transit user workforce.
In addition, the Pascack Valley commuter rail line
would serve as an additional means for workers to
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access the site. Although the site is accessible via NJ
Route 17, use of the network of local streets is rec-

ommended as a principal means of highway access.

Freight rail access is possible, but is problematic due

to increasing competition with anticipated increased
passenger service on the Pascack Valley line.

4.2.1.3 Environmental Assessment: Arsynco
Site

For the purposes of environmental investigations, the
site has been divided into several areas. These areas
have been investigated extensively. Based upon these
investigations, possible remedial actions have been
identified. These include:

a. Excavation and off-site disposal of soil contain-
ing PCBs over 500 mg/kg

b. Excavation and on site disposal in an engineered
containment cell of soil containing PCBs
between 50 and 500 mg/kg

c. Installation and operation of a air sparging/soil
vapor extraction system (AS/SVE) to remove
VOC:s in soil and shallow groundwater

d. Covering the site with an approved cap
e. Deed restriction institutional controls

f. Monitored natural attenuation for groundwater
with low concentrations of VOCs

Several important components of the clean up pro-
posal are still in discussion and the outcome will
greatly impact the remediation cost, principally the
approval for on site containment of PCB impacted
soil. Additionally, the extent of the AS/SVE system
has not been finalized. Thus, there are still significant
issues that remain to be resolved with regard to the
final remediation program.

4.2.1.4 Market Assessment: Arsynco Site

The site is located within the Meadowlands industrial
sub market in northern NJ.This is one of the
strongest industrial real estate markets in the NY/N]J
Metropolitan region.

Along with this is the fact that much of the growth
in warehouse and distribution space in Bergen
County has been redevelopment of old functionally
obsolete buildings. These conditions fuel the demand
for modern distribution centers in this area and this
site offers the opportunity to build, at a minimum, a
200,000 sq. ft. building that would be an important
step 1n satistying this demand (Figure 4.3) provides a
conceptual design for a warehouse and distribution
center on this site). Not only would redevelopment
of this property have important effects on the market
demand, but it would also provide approximately 200
jobs and up to $150,000 in tax revenue to the local
mun