


 



75

•	 The LVPC will work with municipalities to 
develop implementable access management 
ordinances.

•	 Develop and expand park and ride lots where 
there is demand for such facilities.

•	 The federal, state and local governments 
should provide adequate funds to pay for 
needed construction and maintenance.

•	 Developers should finance roadway improve-
ments proportionate to the traffic impact of the 
development.

•	 PENNDOT and other agencies of the state 
and federal government should develop and 
adopt procedures to reduce the time and cost 
involved in preparing and reviewing environ-
mental impact studies.

PUBLIC TRANSPORTATION

The Lehigh and Northampton Transportation 
Authority (LANTA), was formed by Lehigh and 
Northampton counties in 1972 to provide public 
transportation services for the inhabitants of the 
Lehigh Valley. LANTA’s operations are comprised 
of two operating divisions — Metro and Metro Plus. 
The Metro division provides fixed-route services 
along 26 routes and carries about 5.2 million trips 
annually. It serves the Lehigh Valley metropolitan 
area including the cities of Allentown, Bethlehem, 
and Easton and their surrounding environs (see 
Map 18). The Metro Plus division provides door-
to-door service for the region’s elderly and those 
with disabilities. This coordinated transportation 
system is operated through a contract with a pri-
vate transportation provider and provides nearly 
500,000 trips annually.

Transit service is essential for providing mobility 
for the disabled, elderly, low-income individuals, 
and those not owning automobiles. Other potential 
benefits of mass transit include improved air qual-
ity, reduced congestion, and more efficient use of 
existing road capacity.

Current land use development patterns have not 
favored the use of public transportation. Develop-
ment densities in the Lehigh Valley are low and 
development is spread out rather than concentrated 
in high density core areas.  Populations and jobs are 
moving out from the cities to suburban locations. 
This has resulted in an increase of suburb-to-suburb 
commutes, increasing travel times and generating 
significant obstacles for public transportation to 

overcome. While transit usage in the urban core 
remains high, most new system demand comes 
from these less financially productive outlying 
areas. The LVPC and LANTA have jointly entered 
into a Memorandum of Understanding (MOU) to 
collaborate in promoting land use and development 
techniques that will make Lehigh Valley municipali-
ties more favorable to public transit.

LANTA’s Moving LANTA Forward Plan and its Land 
Use Toolkit will guide the authority’s operating and 
land use advocacy for the next decade. The docu-
ments focus on addressing unmet public transit 
needs in the region, expanding mobility and ac-
cess to employment opportunities, increasing the 
visibility and convenience of services, and estab-
lishing development guidelines and standards that 
municipalities can follow in creating development 
opportunities favorable to transit operations.

In the 1980’s an intermodal center was developed 
in the City of Bethlehem to serve as a transporta-
tion hub. In the summer of 2007 a transportation 
hub was developed in Center City Allentown. The 
center provides a protected terminal and transfer 
center for transit passengers and includes items 
of convenience such as ticket vending, electronic 
bus information, beverages, and newspapers. A 
similar facility is being planned in Easton. Map 21 
shows the locations of the facilities.

A sufficient supply of convenient, affordable, and 
reliable inter-city bus service exists to popular des-
tinations such as New York City and Philadelphia. 
This service is provided by private, unsubsidized 
bus operators Carl R. Beiber and TransBridge 
Lines, Inc. 

Goal

To promote economy and efficiency in public trans-
portation planning, design, and function.

Policies 

•	 Fixed route transit service should be provided 
only in those areas where service is financially 
feasible through operating revenues and nec-
essary subsidies.

•	 Privatization of mass transit service should 
be considered when such service is provided 
at equivalent service levels with lesser public 
subsidies.
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•	 Public transportation equipment and facilities 
should be replaced and upgraded as needed 
to provide safe, reliable and cost-effective 
service.

•	 Fixed route service scheduling and routing 
should be evaluated and adjusted as needed 
to produce efficient and market-responsive 
service.

•	 When feasible, mass transportation should be 
used to mitigate short term, high volume traf-
fic destinations such as special events rather 
then building permanent highway capacity 
improvements.

•	 Site plans should include features that make 
the use of mass transit easy, safe and conve-
nient.

Implementation

•	 The LVPC will promote higher density residen-
tial, employment, shopping and activity centers 
where transit service exists or is feasible, 
provided the area meets the other policies of 
this plan.

•	 The LVPC review of site plans and subdivisions 
should advocate easy, safe and convenient 
facilities for potential transit users.

•	 Replace buses on a regular basis based upon 
life-cycle costing and LANTA’s financial capac-
ity.

•	 LANTA should continue to install bicycle racks 
on buses where demand warrants.

Goal

To provide adequate mobility for the elderly, the 
handicapped, the poor, and those who do not own 
an automobile.

Policies

•	 Provide convenient and reliable fixed-route 
service between higher density residential 
areas, major employment concentrations, 
important shopping areas, key government 
facilities, medical facilities, and other activity 
areas.

•	 Provide coordinated specialized public trans-
portation for people who cannot use conven-
tional bus services.

•	 Shopping, workplace, government, and hous-
ing facilities with transit dependent clients or 
workers should be sited at locations where 

transit service exists or is feasible.

Implementation

•	 LANTA should continue to provide mass tran-
sit service in the Lehigh Valley. It should be 
supplemented with private service as feasible. 
The LVPC should assist LANTA in implement-
ing these policies.

Goal 

To support expansion of the public transit system 
and to advocate transit use as an alternative to 
single occupant driving.

Policies 

•	 LANTA should continue to offer and improve a 
wide range of service options to meet a variety 
of mobility needs in the Lehigh Valley.

•	 Plan, program, and build intermodal transpor-
tation improvements to accommodate current 
and future travel demand.

Implementation

•	 LANTA and LVPC should continue to explore 
ways to improve and expand transit service.

Goal 

To have a sufficient supply of convenient intercity 
public ground transportation available to popular 
destinations such as New York City and Philadel-
phia.

Policies

•	 This service should be met through unsubsi-
dized privately owned bus operators.

•	 New publicly subsidized service should not be 
established unless established unsubsidized 
bus operators are unwilling or unable to supply 
a sufficient convenient service.

•	 Adequate and convenient terminals should be 
available for intercity buses.

•	 Service needs and opportunities to improve 
transportation to destinations outside of the 
Lehigh Valley should be reviewed on a regular 
basis or as significant changes dictate.
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Implementation

•	 The LVPC will monitor intercity transportation. 
Further study will occur if the monitoring reveals 
any problems.

•	 The LVPC will advocate and support the up-
grading of intercity bus terminals.

•	 The LVPC will review and comment on site 
plans and subdivisions advocating the conver-
sion of rail rights-of-way to non-transportation/
recreation uses.

•	 The LVPC will support proposals for subsidized 
passenger rail service only if a need for the 
service is established and if rail service is as 
cost effective as other modes.

RAILROADS

Railroads remain a significant part of the trans-
portation system. Good rail service is essential 
for the siting of numerous types of businesses. For 
instance, distribution centers utilize rail service. In 
an era when rail service is declining or threatened 
in some communities, the Lehigh Valley remains in 
a relatively strong position. The dominant class 1 
rail freight carrier in the Lehigh Valley is the Norfolk 
Southern Railroad, which operates lines that were 
formerly operated by Conrail. The railroad’s New-
ark, New Jersey to Harrisburg main line passes 
through the two counties. The 2009 Pennsylvania 
Intercity Passenger and Freight Rail Plan identi-
fies this line as part of the Central Corridor, the 
largest of the six priority freight corridors in the 
state. A secondary main line extends north from 
Allentown to the Scranton area. Numerous branch 
lines provide Norfolk Southern service to area 
shippers. The Cement Secondary which serves 
the Forks Industrial area and the C&F Secondary 
which serves the Fogelsville area are the most 
prominent of the branch lines. A second class 1 
carrier also serves the Lehigh Valley via trackage 
rights. CP Rail has assumed the operations once 
provided by the Delaware and Hudson Railway. 
The area is also served by six short line railroads: 
RJ Corman-Allentown, the East Penn Railroad, 
the Northampton Development Corp. Railroad, the 
Belvidere & Delaware River Railroad, the Delaware 
Lackawana Railroad and the Lehigh Valley Rail 
Management (LVRM) railroad. 

These railroads operate several significant rail 
facilities within the Lehigh Valley. The Allentown 
Classification Yard is one of the major yards in the 

Norfolk Southern System. The LVRM operates an 
intermodal terminal and container terminal, both 
located in Bethlehem.

Numerous rail carriers and shippers have been 
able to use funding available from the Common-
wealth of Pennsylvania to upgrade existing track 
and to construct new track. This funding, available 
either under the Rail Freight Assistance Program 
or through the PA Capital Budget process, has al-
lowed new customers to use rail service and has 
upgraded service for existing shippers. The use of 
these programs has supported economic develop-
ment efforts in the Lehigh Valley. The LVPC has as-
sisted economic development efforts by compiling 
an inventory of available rail-served sites.

Rail abandonments create unique opportunities for 
the reuse of the right-of-way when the land does 
not revert to the adjoining landowners. Lehigh 
County, Northampton County and several munici-
palities have acquired abandoned rights-of-way for 
recreation and other uses. Rights-of-way are well 
suited for hiking trails and bicycle paths.

No commuter or intercity passenger service is 
available in the two counties. The most recent 
passenger train to actually enter the two counties 
was the Southeastern Pennsylvania Transportation 
Authority service to Philadelphia which ended in 
1981. Passenger service from nearby Phillipsburg, 
New Jersey to Newark was ended in 1983 by New 
Jersey Transit. 

Two rail passenger initiatives could involve the 
Lehigh Valley at some future time. The first is an 
attempt to restore service between Upper Bucks 
County and Philadelphia. The service would 
terminate in Shelly (between Coopersburg and 
Quakertown). A feasibility study was completed in 
2000 for the Bucks County Planning Commission. 
The study identified one main alternate and two 
subalternative proposals. These alternatives had 
total capital costs ranging from $180 million to $215 
million. Because of high capital costs, a revised 
service was developed in a study commissioned 
by the Bucks County Transportation Management 
Association entitled Quakertown Stony Creek Pas-
senger Rail Restoration Business Plan (January 
2006) Ridership for the service was estimated to 
be between 1,200 and 2,000 weekday passenger 
trips. A park and ride lot would be built in Shelly 
and would in part serve Lehigh Valley riders. Capital 
costs, including rolling stock and development of 
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seven (7) stations, were estimated to be $95 million, 
with annual operating cost estimates of $4.3 million. 
Bethlehem and Hellertown are developing parts of 
the rail property north of Shelly as a a linear park 
with a walking trail. The rail proposals have failed to 
attract much support by planners and other officials 
in the Lehigh Valley because they are expensive, 
ridership estimates are low.

In April, 2010 the Pennsylvania Component of the 
Central New Jersey/Raritan Valley Transit Study 
was released by the Lehigh Valley Economic De-
velopment Corporation, Lehigh and Northampton 
counties. The consultant for this project was SYS-
TRA Consulting Inc., an international consulting 
firm.

The study evaluated two bus alternatives and one 
rail alternative for providing transit service to central 
New Jersey and New York City. The commuter rail 
service would connect with the current terminus of 
rail at High Bridge, New Jersey and then proceed 
to New York City. In Pennsylvania the service would 
follow the Norfolk Southern alignment south of 
the Lehigh River with station stops in Allentown, 
Bethlehem, and Easton.

Rail ridership from Allentown, Bethlehem, and Eas-
ton in 2030 is projected to be 800 riders plus 395 
riders from Phillipsburg, Bloomsbury and Hampton, 
New Jersey. The 2010 operating and maintenance 
costs for the service are estimated to be $14.90 
million dollars. Of this total $3.3 million is estimated 
to come from the fare box: $11.6 million in public 
subsidies will be required to operate the service. 
Capital costs for the Pennsylvania portion of the 
railroad are estimated at $658.9 milliion.

The SYSTRA study provides valuable data for 
planners, public officials, and the public at large to 
consider. The data reveals a number of problems 
with the rail alternative that will need to be resolved 
if rail is to be expanded in the future.

•	 To date New Jersey has made no commit-
ment to expand rail west of High Bridge, New 
Jersey.

•	 There are no public funds committed to pay 
capital or operating costs.

•	 No work has been done to identify who would 
operate a rail service or who would subsidize 
operating costs.

•	 There is no commitment or agreement with 
Norfolk Southern for use of their facilities.

•	 Ridership forecasts for 2030 are low and rail 
travel times are longer than present bus ser-
vice.

Clearly much needs to be resolved if the rail alter-
native is to be implemented in the future.

Goal

To have available and dependable rail freight ser-
vice to support existing businesses and to attract 
new businesses.

Policies

•	 The private sector should meet this goal to the 
greatest extent possible.

•	 Public financial assistance for upgrading rail-
road facilities should be undertaken in support 
of economic development opportunities when 
those opportunities are consistent with the 
criteria of this plan.

•	 Public financial assistance for upgrading 
railroad facilities should be undertaken when 
such improvements represent a cost-effective 
means of reducing highway travel.

•	 Public acquisition, upgrading and operation of 
rail lines proposed for abandonment should 
be limited to instances where the investment 
is cost-effective relative to employment op-
portunities and tax revenues.

•	 Land near rail lines which meets the com-
prehensive plan’s criteria for industrial siting 
should be designated for industrial uses.

•	 Support access to facilities and freight termi-
nals that are otherwise compatible with this 
plan.

•	 Provide safe at-grade crossings by upgrading 
to current safety standards.

Implementation

•	 The LVPC will support public assistance for rail 
system improvements according to the policies 
in this section.

•	 The LVPC will update the inventory of rail-
served industrial sites in coordination with area 
economic development efforts.

•	 LVPC reviews of municipal comprehensive 
plans and zoning ordinances will advocate 
industrial uses for rail-served sites, when those 
sites meet the criteria of this plan for industrial 
uses. 




