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DAVID -.J . GOLDBERG 
C OMMI SSION ER 

Honorable Richard J. Hughes 
Governor of New Jersey 
State House 
Trenton, New Jersey 

Dear Governor Hughes: 

STATE OF NEW , J ERSEY 

DEPARTMENT OF TRANSPORTATION 

1035 PARKWAY AVEN U E 

TRENTON,N. J. 08625 

May 1, 1969 

The Department's Master Plan for Transportation, submitted a 
little more than one year ago, recognized that "emerging transportation 
requirements in certain areas particularly those concerning mass transit 
including busses" required further consideration. During the past year, 
the Department has continued its review of the bus transportation in 
New Jersey. 

It is now apparent that a number of bus companies have r eached 
a critical point. Without some public intervention, a number of urban 
centers are threatened with the loss of mos t, if not all, public trans-
portation. For a large part of the population, the threatened loss of 
bus service would be, at the least, a serious handicap. For a significant 
part, it will be a tragedy or a disaster. Invariably, such a loss would 
strike hardest at the poor, the elderl y, the young and the handicapped. 

The completion of this report has been accel erated because of 
the deepening financial difficulties of many bus companies. It is as 
thorough as time would permit and r ecommends a program which we believe 
can successfully handle the most imminent bus problems while pointing 
the way to a mor e effective and efficient long-range solution . 

Because of the urgency of this problem and the importance we 
attach to the recommendations in this report, the full membership of 
the Commuter Operating Agency of the Department of Transportation have 
joined together in submitting this report to you for your consider ation. 

er 

._yJt:J~ TL~e-
Brendan T. Byrne -
President, Public Util iti es 

Commission 

~-,' /4~,t tZ~ 
Ronald Berman 
Assistant Commissioner for Public 
Transportation, Secr etary 



There is in New Jersey, today, a bus crisis which portends far 
more serious consequences then did the threat of abandonment of rail ser-
vices nearly a decade ago. Buses in New Jersey carry approximately 
1,200,000 riders daily -- nearly nine times as many as are carried on the 
entire rail network. Many of these riders do not have alternative means 
of transportation. 

* * * 

I 

I Without this large and extensive bus network, a substantial 
portion of our population would be deprived of the means to move from 
home to work, shopping and places of recreation. More than half of the 
State's citizens -- unable to use an automobile by reasons of age, income 
or personal handicap -- depend on bus transportation for~mobility. The 
mobility for these grou,ps in our society is declining. 

* * * 
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New Jersey's urban centers are particularly dependent on mass 
transportation for their economic viabi lity. 

In Newark, 52% of the trips to the central 
business district are by mass transit . 

In Jersey City, 41 % of these trips are by 
mass transit. 

* * * 
Despite the importance of public transportation, there has 

been a drasti c reduction of bus servi ces in New Jersey since World 
War II . 

Number of passengers down , 934 million to 
339 million. - -

Number of bus miles down , 181 million to 
146 million. --

Number of routes operated down , 467 to 312. 

The decline has been most severe on local, intrastate 
routes. The picture for Public Service is representative of the 
industry . 

All passengers down 67%. 

Intrastate passengers down 73%. 
* * * 

Many specific services are threatened with abandonment 
or curtailments. Servi ce on the Newark City Subway has been threatened 
with terminati on when the Public Service contract expires next 
January 1. The Inter-City bus lines operating throughout Passaic and 
Bergen Counties are in bankruptcy and have requested public support in 
order to continue operations. Financial problems of bus companies in 
Atlanti c City and Trenton have forced consideration of public opera-
tions by county authori ties. The Millstone bus line in Somerset County 
has ended all services without notice or authorization. The Marathon 
Bus Line in Monmouth and Middlesex Counties has reported serious 
financial difficulties. Coast Cities Coaches and Plainfield Transit 
Company have reported similar problems. The Southern Division of 
Public Service, serving large sections of Camden and South Jersey, is 
in serious financial condition and requires prompt restructuring to 
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adapt it to the operations of the new high speed Lindenwold transit 
line. In addition, approximately a dozen other companies scattered 
throughout the State have reported financial problems of varing severity 
and have requested public assistance to continue their services. 

* * * 
Unless there is public involvement in the preservation of 

bus service, private companies will be forced to continue abandoning 
unprofitable routes and increasing fares, thereby foreclosing public 
transportation to many citizens who need it. The areas which will 
be affected first will be the older urban centers . Many middle-sized 
communities will be faced in the very near future with the loss of most 
or all public transportation service unless public support is available. 
This critical point was reached last year for Atlantic City and Trenton. 
An increasing number of communities face the same situation this year. 
There is every reason to believe that the number of bus companies facing 
similar financial crises wi11 ·continue to expand over the next several 
years. 

* * * 
It is apparent that today's bus cr1s1s is statewide in scope 

and will continue to grow. It is unlikely that critical services can 
be preserved if the entire burden, financial and otherwise, is left to 
local efforts that are uncoordinated and sporadic. In most areas, 
appropriate agencies do not exist to assume the complex job of preserving 
bus service, nor are financial resources readily available on the local 
level . In many cases, the cities with the most serious financial problems 
are the areas which will be confronted first with a probable loss of bus 
service. 

* * * 
Aside from the numerous smaller companies which are confronted 

with financial problems, the State's largest bus operator, Public Service 
Coordinated Transport, has been placed on the market for sale . Although 
this company has operated at a profit throughout most of its history, 
its earnings have gradually deteriorated despite six fare increases in 
the last twelve years. Transfer from its parent Public Service Electric 
and Gas Company to a private investment group carries with it the risk 
that the bus company will be dismembered, that the profitable long-haul 
and charter operations will be separated from the less desirable local 
service which will decline until either abandonment or public operation 
becomes inevitable. Public Service carries more than 50% of the total 
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bus passengers in New Jersey, 700,000 riders per day, and is the back-
bone of the public transportation system in New Jersey. 

Inter-City Lines, a bankrupt company which serves some 45,000 
passengers daily, faces a similar threat of liquidation or fragmentation 
of services. 

* * 

Because of the immediate problem confronting a number of pri-
vate bus companies, a short-range subsidy program should be considered 
to insure the preservation of essential service on these lines for the 
next year. Experiences in the rail program -- where we have dealt with 
only three rail companies -- have proven that a long term subsidy arrange-
ment which leaves managerial control in the hands of private companies 
could be highly expensive and inefficient if applied to the bus area. 
Many of the private bus companies operating in New Jersey could, within 
the foreseeable future, be seeking public assistance to preserve es-
sential bus services. Subsidy arrangements with individual companies, 
operating in most instances with deteriorated equipment and capital 
plant, would be a very expensive method of providing service for any 
extended period of time. 

* * 
The Department, therefore, recommends authorization of an in-

terim subsidy program to support bus services which would otherwise be 
terminated between now and July 1, 1970 . It is recommended that 75% of 
the cost of providing such local bus services be provided from State 
sources and 25% from local sources. A $750,000 appropriation should 
cover the State's share. The recommendation for modest local partici-
pation will help insure the reasonableness of local requests for mainte-
nance of service. 

* * * 
Beyond the inmediate subsidy program, consideration should al-

so be given to public acquisition of the Public Service and Inter-City 
bus companies. Public acquisition of these companies would be a positive 
way of preventing a deterioration of these services and avoiding the type 
of management which would not be in the public interest. Because of the 
size of Public Servi ce, extending into more than 400 communities, 20 
counties and portions of three adjacent states, the only public body able 
to undertake this task is the State . 

* * * 



Public ownership of these companies could 

provide a vehicle to absorb the smaller companies 
which cannot continue to operate under private 
ownership; 

provide a practical means of meeting the existing 
demands for State subsidization of the Newark City 
Subway and the bus feeder system for the Linden-
wold Line; 

enable the State to implement a comprehensive 
coordinated transportation system, especially 
feeder systems which are essential to maximize 
the potential from the State's $325 million 
investment in commuter railroads; 

enable the State to make service improvements 
which are impossible under private enterprise 
to expanding housing and empl oyment areas of 
the State. 

* * * 

5 

It is recognized that direct public involvement in bus opera-
tions represents a drastic departure from New Jersey's present govern-
mental policies in this area. Any study of the possible public acquisi-
tion of bus companies, therefore, should consider all means of encourag-
ing continued private operation of buses wherever possible as well as all 
alternatives to actual public operation . 

• 
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The New Jersey Dep.!3,rtl!l,ent of l'raµsport9-tipn, in its M?s~er 
PlaIJ. for Transportation ;-!:!_leased e9-rly last. yea,r, incl4q:ed the :follow":-
ing a11al.ysts of the1 f:itatusi e>f tllaf:ls transi.t in :N.ew Je~sey. 

"The stead,y detePiora,tion of mews transit in the mqjoP u:t1pan 
centers and their surrounding metropolitan regions is ci: very 
cfeaP crmd present; dq,nger. Suck Pecent events. · as the an-
no1.1;nced, abandonment of the Newar>k f:Jub1:uay, the thr>eatened 
abandonment.of trqnFJit s.erviae in J!renton, the hack.Puptcy 
pPoqeeding of a majoP mqtorbus operator in noPthePn Ne1:u 
Jers(}y, and.the ge~e_PaZZy weakened financiq,Z position of 
other motorbus ca.Priers aZZ indicate an impending crisis 
in thi_8, cruqiaZ serJ!f'lent of the State's public tranaporta-
tion sy?tem. 

A,pq1Uio11!'lent or sy;p13tantig,Z cwtaiZment of these systems 
wouZ.d qut off e.ssential errrptoyment and recreational op-
portunities·· for mqny thousaiuis. of New Jerseyans and wc;uZd 
adver.osely affeat th? central business district in most of 
oup major;, cities. It is. clea_r that these systems must be 
prese;rved." 

6 
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In the months since that statem~nt appeared, a series of e-
vents has occurred which provide firm evi~ence that the problems fac...;'. 
ing major segments of the bus industry ar'e intensifying. In addition 

. . ·. . . I to the threatened abandonment of the Newark City Subway and bankruptcy 
of the Inter-City Lines, other bus operatbrs either have discontinued 
all services or are threatening to do so.I Another round of fare in-
creases has been granted, and elsewhere service has continued to de-
cline at alarming rates. The imminent abkndonment of bus service in At-
lantic and Mercer Counties led to the ena¢tment of legislation authoriz-
ing County Improveme11t Authorities to take over the bus systems in these 
counties. Negotiations presently under wky will likely ,result in public 
ownership of the two major carriers in th~se counties. Meanwhile, the 
companies are petitioning the New Jersey Board of Public Utility Co'mmis-

, sioners for substantial cutbacks in servipe, · 
I 
I 

! 
I 
I 

SERVICE ABANDONMfNTS 
i 

In recent days there has been uh.mistakable evidence that New 
Jersey is about to lose a number of criti~al bus operations. The effect 
of such losses can only be described as devastating to the urban areas 
which. these smaller companies serve. I 

I 

Some lines already have terminated operations. In May 19,68 
the Millstone Bus Line, serving about 1,000 persons a day in Somerset 
County, closed 'its doors without advance warning and without applying 
to -the PUC for permission to abandon. Th~ company accomplished t~i.s 
by permitting its insurartc.e to lapse. La$t month the PUC was comp~lled 
to order East Orange Transit Lines, which 1

1
was carrying about 2,500 per-

sons daily, to terminate service because ©f inadequate and unsafe qper-
. ations. ! · 

Marathon Bus Line, with l,200riders daily in Monmouth and 
Middlesex Counties, is abowt to abandon ail operations. A temporary 
court restraining order keeping the comparly in business has been dis-
solved and it is expected that.the companJ will cease operations shortly, 
Coast Cities Coaches serving nearly 5,000 I passengers daily in Mon.mouth 
County along the North Jersey coast and which is vital to As~ury Park, 
and Plainfield Transit Company serving neJrly 2,000 people daily in the 
riot area of Plainfield also are likely c4ndiates to cease operations in 
a matter of days. 

/--' 
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In.addition, a number of other companies (Appendix A) have in-
dicated that. their financial position is deteriorating s~r:i.ously and . 
have requested governmental relief~-usually_ in the form of subsidiei:;. 
The Departm~nt pelieves that a number of these companies are in fact in 
imminent danger. C>f- abandoning. or· $everely curtailing operations •.. Some· 
12 companies_ seat te.red ; throughou i: the State and serving · lOi . municipal-
ities, -and- which have a total. average daily rider.ship of 30,000 people, 
have.indicated that. it 1 is likely that they will terminate services in 
the near future. Their equipment is obsolete, averaging almost 20 years 

. in age and thei,r, financial pictui;-e shows no he>pe. _Whether the· near ;fu-
ture is nieasured in days, weeks or months, most o.f these companies will. 
be forced to terminate opera.dons if nothing is done. 

The instances cited account for those companies which are in 
some immediate danger qf closing down. Equally important, however., are 
red~ctions whicb have alr.ea'dy taken place in existing' services. in urban · 

·areas and these trends are expected to continue at an accelerating rat~. 

OPERATIONS THREATENED 

. In 1967 the City of Newark was notified by Public_ Service that 
it was exercising an option.to cancel its lease of the Newark Subway and 
desires _to abandon that service.. The subway carries 15,000 passengers 

· daily'and the continuation of this system appears to pe essential for 
any public transportation proposals for Newark- and ,Essex Counties·. Its 

, dlscontinuance would add considerable tr~ff:i,G to the already overly con-
gested streets of downtown Newark. The Citf o:e Newark has requested the 
State to provide both subsidies ·and capital improvements to keep the 
subway•· in_ operation. · · 

. The Inter-City Line$ is comprised of six affiliated operating 
companies serving 45.,000 pas~engers daily, mostly connmiters between Ber-' 
gen and Passaic Counties and.New York City. All of these.companies are 
in.bankruptcy and their future· is in jeopardy. Continuation of regula~ 

- service will be threatened if new equipment is not. obtained to replace 
.. the rapidly deteriorating portions of the fleet or if their <!ash ;posi-

tion declines IllllCh further.-. The system needs working capital ·and ade-
quate_ equipment storage and servicing facilities. 

' ' 

FARE.INCREASES 

In August 1968 Public Service petit:J,.oned the PUC for, and sub-
sequently :received, a·fare increase. It was the sixth increase in the 
last twelve years.- This rise.in intra$tate fares followed an interstate 
fare increase which had been allowed in April 1968. Justification for 
the la,test round of increases was clearly stated by the PUC: 

I I 
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"The eaononrios of petit.ioner·•• opemlion are suoh that it is 
caught between rising costs and decreased patronage. Wages, 
salaries and related employee benefits account for approxi~ 
mately 68% of its operating costs. $uch a large payroll 
cost is characteristic of bus operations but not of most 
other public utilities. The leverag4 exerted by the large 
percentage of e:x:penses represented by -wages means that any 
substantial change.in this single it~m of expense cannot 
be absorbed by petitioner in Zight o{ its relatively poor 
earnings position." I 

I 

A pattern of continued escalati.on of costs, declining revenues 
and subsequent fare hikes is all too familliar to the transit industry. 
The trend of rising labor costs for Public Service and the industry as 
a whole is shown i.n Charts 1 and 2. As fares continue to rise, riders 
continue to abandon the service-,thereby pllerpetuating the downward eco-
nomic spiral. 

I 

A PRACTICAL LIMIT 

A k,ey question is when has the bractical limit been reached on 
fare increases as a solution to the deadl~ cycle of rising costsaqd de-
clining patronage in the bus area. This !ii:1sue was raised·by the '.PUC in 
its decision on the most recent fare inc:rfease application when it stated: 

I 
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"With the knowZedge that higher fi ea than those proposed by 
pet;itioner are- now··ahargea, by ti-•a~sportation uti~itie~ ~n . 
other areas of the State and Country, the Board 1.,s st-i.U 
vetay r,ruah aonaerned with the uppeil Zimit whiah it aan reason-. 
·abZy permit the•f~rst aone !czi:~ fdr motorbu~ transpor!tation . 
to Peaah. ReferP1.,ng ~nae aga-z,n, ~o P.S:C._T •. vs. State, 
supPa, . the SupPeme. CoUPt s~ted tflf t ut1., Z,1., ty Pate~ shouZd 
not be so Zow as to be aonf1.,saatoey-noi' evei' more than the 
Peasonab Ze W01't~ ; of th~ ser:vi~e rt' is this . z.atter aonaept 
of worth of,se1>v1.,ae wh1.,ah_1.,s the a~1'Pent aonaerri of the 
Boa1'd. The 25 aent first aone fa:r>~ in the opinion of the, · 
Board is aZose to the uppeP Zimit ~et by t~e CoUPt. Ob-
vio14,s Zy, there is no Pigid upper 1fm'? t . sinae · suah Umi t 
shouZd• depend upon genei'aZ eaonomia aondifions. However, 
when a basia seP'J)iae suah as: bustranspoFtatiqn has inaFeased 
at s~a~ a z:~pid t'a~e and s~ muah·m,p1'e 7'apidZy tr,an the. aost_ 
oJ:. 7,,-z,v-z,ng .1.:ndex we beoome 1,nal'eqsvrigZy -_aona~me~ as t~ ho1µ · 
h1.,gh. on~ zone faz:es acm be -penrnttfq t;o_r;o 1.,n )1.,ght of _the . 
pubZ-ta 1.,nte1'est 1.,n mass t1'ansporta'ifnon 1.,n generaZ and i.n 

,. speaifia fa1'es in partiau.Zar, " 

The burden of. rising :!:ares and reductions or abandonmertts· of 
. service is a double fnjtistice because it falls upon. thQse wh9'. (a) are_ 

most dependent upon 'pubHc transportatio ,services and (b) can least .. 
afford the higher co~ts. Th<=; great~st 'eFfects are felt by ',t:q.e pooi;-, the 
elq.erly and the young ~- those who do nof. have alternative tne_an~ of mo'"'.' 
bility ap.d who are living on limited, antin ttiany instances f:f,::it1ad, in.-· · 
comes. Together.·.,• these groups repr~sent · nearly half the. urba.n popula~ 
tion in this State~ · · • ··· · · . . · . ··. · ··· -

. • The New ;Jersey Journal, a 1 
·. jor voice of the ba; 'of the·· _. 

Siote recently comme~tedc on the social rquities Of fare increa~es: 

"Who ~e the r1.,.ders 'IJ)ho must bear 1he brunt of the $5,096,000. 
PSCT 1.,naPeas! ? .• , F.or .. the most pa:rt . ~~eY. ·.ar~ t_he ye1'y pez;sons .· 
whom. the· na.t1;,on, the state, the TTrU'Y'11.,a1.,paht1:,es, the pt>1.,vate • . 

. seator .of qomJYierae cznd ind~sti'y anq t_he ba1' _are. n~· ma.king · 
ext1'aord1,11,ary effo1'ts to heZp e~ona 1.,aaZ,Zy and·,soawUy. 
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It is notewor-thy that.without the jfai>e increase the annual, 
Zoss the bus company wo.uZd sustain'

1 
from the wage increases 

wouZd be substaritiaUy Zess than the Zosses aUeged by the 
raiZroads operating suburban passeri,ger service in New Jer-
sey and it is safe . to · say · that the '

1 

nwnber of i:...arid 2-zone 
bus riders outnumbered by far the +train riders.· However, 
the Zegiefoture was abZe to find alway to provide sub~ 
sidies. for the rai1,roads carrying North Jersey interests 
ae weU as intrastate passengers th and from Newark,' 
Hoboken and New York (e.g., see L. I Z967,,, c. 32). But 
for the forger c1Zass of comrrruters who must use buses for 
home to work travel, withir New Jerkey no such ingenuity 
has been shown for providing simii'ar reZief from the 
periodic bus fare increases that u$uaUy fo7,,1,ow wage in-

' 
I 

This incongruity requires e~ecutivk and Zegisfotive atten-
tion. 11 

We must ask ourselves whether! these fare increases, which.may 
b.e unavoidable under private operations!, do not work, contr_ary to objec:... 
tives of social welfare programs designel d 1 to aid the· urban areas •arid to 
the general welfare of the community. 

,,_____1 

\____j 

i I 
I I 
\____j 

r - -
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Riders transfer between Newark City Subway and bus lines, 

Newark City Subway serves 15,000 passengers daily. 
___ _j 
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All, of tll,e specific cri t:i,.cal problems which have been men-
. tioned a:i;:e only ;;iympt::OlllS of the general d~:terioratiori' of public 
tran1:1portation in N~ Jersey. PµbJ,.ic transp9rtation,· espec::i.ally local 
bus pperatiot1s, throughout the 'state is suffering from declining reve-· 
nues and rising costs •.. Equipment is being held. beyond it's useful life . 
and c~p.:~:q.ies are cutting back on existing 1:1ervices and not providing 
~ew, ess,e~tial services. 

STATEWIDE DOWNTREND 

Public tranE1it i11 New Jersey has declined throughout the 
post-World War II period by whatever measure one may se],ect. 
Charts, 3 th,rou,gh 5 clearly reflect· these trends. · 1n summary, from 
1947 to +967: · 

1. Number of passe11g~rs, down 934 million to 339 million. 
2. ~umber of bus trip1:1, down 12.1 million to 6.2 million. 
3. Revenue bus miles, down 181 million to 146 million. 
4. Number of operating transit companies, down 447 to 267. 
5. Number of routes operated, down 467 to 312. 
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A closer examination of these jcharts indicates an even 
more omino':1s trend for New Jersey. Since ·1947, the number of pas-
sengers on interstate-routes has remainJd virtually constant,while 
the number of intrastate passengers decllined front 826 million to 
235 million - a, 72% drop. The same is tirue for the number of bus 
miles and bus trip~. The evidence cleat1y indicat~s that the great-
est decline in bus operations has occur}jled on the 'local, intrastate 
bus routes. 

PUBLIC SERVICE DECLINE 

For the largest bus company in the :St:at:e, Public Service, · __ 
which accounts for more than 50% of alll the passengers carried in the 
State, the declilling picture is the sam~. For all Public Service 
routes between 1947 and 1967: 

1. Number of passengers, down 649 million to 214 million. 
2. Number of bus trips, down 7 .1 tni.llion to 3.1 million. 
3. Revenue bus miles. down 112 mi[llion to 81 million. · 
4. Revenue bus miles per mile of toute, cfown 18,750 miles 

to 13,218 miles. 
5. Number of .bus routes, down 230 to 145. 

The decline for Public Servick is even·more severe than for 
the averag.e of the United States :transif industry. _ Table 1 shows a 
comparison of the trend in revenue, revj:!nue passengers and average fare.· 
for both the U.S. transit industry and Public Service Coordinated 

• . I . . . . 

Trc1hsport. It can be seen from this taple that the number _of transit 
passengers is declining throughout thecountry. Between 1958 and 1969, 
the average passenger decline in the unrtedStates was 11.4%. However, 
the decline during the same period for Public Service was 26.4%. 
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Year 

1958 

1959 

1960 

1961 

1962 

1963 

1964 

1965 

1966 

I 

I 

I 
I 

TABLE 1 

COMl'ARISON . OF .'r.~NDS. IN kVENUE, 
REVENUE. Pl\.SSENGERS AND.AVERAGE FARE 

'u. S. TRANSIT INOUS'.l'RY AND PUBLIC"· SERV:t:CE CQORINDATED TRANSPORT 

Passenger Revenue Revenle Passengers 
PSCT U.S. PSCT I U.S •. 

(thousands) (millions) (thousanos) (millions) 
I 

$48,378 $1,282.2 

54,342 1,308.3 

54,145 1,334.9 

55,294 1,320.9 

55,374 1,330.2 

57,129 1,316.3 

55,069 1,326.0 

60,564 1,340.1 

62,303 1,385.4 

288,0l? 

269,764 
I 

264,8717 

262,41~ 

254,33~ 
! 

247,57¥ 
i 224,35? 
I 

224,015 
I 

219,969 
I 

7,778.0 

7,650.0 

7,521.0 

7,242.0 

7,122.0 

6,915.0 

6,854.0 

6,798.0 

6,671.0 

· Avergae 
PSCT. 

16.8¢ 

20.1 

20.4 

21.1 

21.8 

23.1 

24.5 

27.0 

28.3 

17.7 

18.2 

18.7 

19.0 

19.3 

19.7 

20. 8 

Percent 
Change, 

1958-1966 28.8% 8.0% (23.6)~ (14.2)-%' 68.5% 26.1% 

(decrease) 

\ ! 

Source: N. J. Board of Public Utility Commissioners, rocket No. 683-155 

(Rate Counsel Exhibit 11) 
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This table also gives some ::i.ndicatioh of the rE:;?sult qf the 
Public SE:;?rvice Coordinated Tra,nspoi;t pric:i.ng policy in comparison with 
the average firm. Bet:ween 1958 and 1966: 

1. Average fare for the industry, up 26.1%; for Pul>lic 
Service, up 68.5%. 

2. Revenue for the industry, up 8%; for Public Service, 
up 28.8%. 

3. Revenue passengers for the iµdus try, down 14 .• 2%; for 
Puhl:ic Service, down 23.6%. 

Thuf:l, Public Service has gainec.l more revenue, but lost more 
passengers than the average trl;lp.s::i.t company. 

The investment by Pub1ic ~ervice in transportation property as 
shown :tn Tabb;. i has increased :faster than t:he increase fn such invest-
ments thro.uglwut: the co'lln:t:ry even though its tot;:1.l trans::i.t r::i.dersh:i,p hl;ls 
decreased at a greater rate. These diverging trencls i1;1dicate t:hat even 
one of the best Tf[anaged private comp,;:1.nies, aware of its public responsi-
bilitief:l and willing.to make t:he necessary investment required to pro ... 
vide a high stan,darcl of service, h;:1.s not be.en able to st.e111 the tide of 
underlying economic forces th?t a.re at work in the industry. 

J:NTRASTATE DECREASE 

As with the i:ndu1:1try in New Jersey as a whole, the decrease 
1:>y Public Service generally toc:>k place on·intt.9,state operatiop.s. Dµr::i.ng 
the post.w?r periqd, the total n,umbE:;?r of interstate passengers remained 
fairly stable while the µumber Qf intrastate passengers decli11-ed precip,-
itously. Again_ from. 1947 to 19~7: 

1. All passengers, d(;)wn q7%. 
2. Intrastate passengers, dow.n 73%. 
3. Traµs-Hudson passengel:s, ,!!E. 7.6%. 
4. Tran,s-Hudson passengers via the George Washington 

ijridge., down 27%. 
5. Tra.ns-lludson passengers via the Lincoln Tunnel, E,E_ 

21%. . .. 
6. Passengers on the southern division, down 70.1%. 



COMPARISON OF GROSS IN~STMENT' 
AND REVENUE PASSENGERS 

TABLE 2 

U.S. TRANSIT INDUSTRY AND PUBLIQ SERVICCE COORDINATED TRANSPORT 

Year 

1958 

1959 

1960 

1961 

1962 

1963 

1964 

1965 

1966 

1967 

Gross 
Investment 

PSC'J' U.S. 
,--(thousands)--

$66,734 $772,000. 

68,137 791,000 

73,860 817,000 

77,059 837,000 

78,572 854,000 

82,195 879,000 

84,077 897,000 

85,097 933,000 

877151 958,900 

86,569 n.a. 

n. a. = Unavailable · 

I 
I 

I 

Revenue i 
Passenger!;i 

PSCT U. 1 S. 
, -- (millions)--

1 

288.0 5,135.0 
i 269.8 5,108.0 
i-
i 

264.9 5,0~9.0 

262.4 

254.3 

247.6 

224.4 

224.0 

220.0 

212.3 

! 

4,8314.0 
l • 

4, 7713. 0 

I 4,752.0 

4, 7219. 0 
I 

4, 7310. 0 

4, 7012. 0 
I 
I 

n. a!. 

Ratio 
PSCT/U.S~ 

-I-nvestment PassengerS, 

.086 

.086 

.090 

.092 

.092 

.094 

.094 

.091 

.091 

n.a. 

.056 

.053 

.052 
I 

.054 

.053 

.052 

.047 

.047 

• 0~ 7 

n.a. 

Source: N. J. Board of Public Utility CommissionersJ Docket No. 683-155 

(Rate Counsel Exhibit 12) 

I 
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In the southern region of the Sta."t:e where the decline haij 

been greater than the system. average, the opening of the Lincletiwold 
Line wiil have a significant impact ob. the operations of Public 
Service. A recent bus feeder study for the Linden:wold transit: cor-
ridor indicated that the southern division of Pubiic Service is sus-
taining anriual losses of approximately $2.5 million. Studies by the 
Department tend to confirm that there. is indeed a substantial loss.by 
this division, The diversion of traffic to the Lindenwold Line will 
have a substantial adverse effect on the operations of Public Service 
in this region. 

l 

DECLINE ON PARTICULAR ROUTES 

An examination of particular routes emphasized the decrease 
in service on loca,1, intrastate bus routes. Table 3 shows the per:.. 
centage chari,ge in the number of scheduled trips per day between 1963 
and 1969 for 7 infra.state arid 2 interstate bus routes. · 

On the No. 3 Bergen Route, for example, which Serves much of 
Newark's Central ward, weekday service was cut by 32% between 1963 and 
1969 arid had ·ii 40% decline in the number of passengers between 1963 arid 
1968. Four other intrastate routes expetiertced service declines 
ranging frotn 8% to 20%. on weekdays. Saturday and Sunday service cur-
tailments were mote severe and in some cases totally eliminated. 

Ort two of these services, patt0na&e actually increased 
slightly despite a ~ecrease iri se:rvice. Whi):e it il:l not possible to 
determine from thesE? data whether passenger increases occurred oti week-
days or 't-teekertds, it does not appear that the service reductions were 
justified. 

Even the interstate :routes have not beeri immune to service 
curtailments. Ort the No~. 7 Mootestown-Philadelphia.Hne, certain week-
day service was cut by 12% whi:1.e passengers declined 20%. On the other 
hand, No. 165 Westwood--New Yotk had an inc:rea.se in service over the same 
period but experienced a passenger decline. 

While these a.re only isolated instances and are riot neces-
sarily representative of' the entire 145-route Public Service system, 
they do give some iridicatiori that mbre attention has been given to 
the preservation of interstate services while substantial cti:ttailrttertts 
have been the :rule on intrastate routes. 
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TABLE 3 

sELEtTED PtJBLit: · s1RvrcE :Bus ROUTES 
Petc'ent Changes, 1963 to· 1968 and. 1969' 

(Decreases I except \,rhere +) 

Name and 
Location 
of·Route 

URBAN · INTRASTA'l''.l;t. 
ROUTES: . 

',' . . ' . : 

· ·3 ]3ERGEN (New~:i::k) . 

< Daily Number 
· of . 

Sche<;luie:d Ro:und · T±-ips 

··-sat. sun. - .. - ··--.-. 

·. . ·. 

;•-3.2%'' -40% 

Annual Nu.mber •· 
'. · of· 

· · Bus· ·Trips· 

-29% 

51 PARK ·. (Newatk).~·· --',-;--~-20-· --~:2-5-__::_ ·-,.-l-0-0-- - - -- -~ ---2-5---

44 LODI . (Passaic-
Lodi-Hackensack). -15 

2 AMPERE (New&rk) -:13 
·< " 

.6 CROSSTOWN +Newark.) ·- 8 ..... ·... . ' . 

,:• 

27 MT. ·PROSPECT· 
(Newark) 

,', 

28 SUMMER AVENUE 
(Newark) - a. 

SUBURBAN INTERSTATE ROUTES: 

7 MOORESTOWN (Phila.-
Moorestown). -12 

165 WESTWOOD ( N. Y.·-
. WeStt,,rood). · +16 

-12 -32 -16 

- 9 -10 .;_ 11 

" -15 -16 -15 

N.A. ..;.13 

-40 -100 ..;..22 

. -10 -17 -17 

0 - 3 3 

Annual Number 
·of 

·. Hus· Miles ope·rated 

-27% 

-12 

-23 

-16 

-21 

-13 

+ 5 

Annual Number 
of 

· · 'Passen·ge·r·s• Carried 

-40% 

-21 

+. 1 

- 8 

+ 2 

-23 

-20· 

5 
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Clearly, it is local transit which is caught in this downward 
spiral. Therefore, New Jersey cities and New Jersey workers are the 
ones affected by the deterioration of public transportation services. 
Statistics alone do not indicate the full extent of public transporta-
tion ·problems within the State. How does one quantify ancient and 
dirty equipment, long waiting times, the lack of new service to rapidly 
expanding areas within the State and the lack of service coordination 

· which inhibits the ability to transfer easily from one system to another 
or even to go from one area of the State to another? Without corrective 
measures, this trend is irreversible. What, then, are the implications 
of this problem for New Jersey? 

j 





The urban poor depend heavily on local bus service. 

More than 275,000 bus riders from New Jersey use midtown terminal daily. 
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The urban. en.sis. is a major concern of government today. A 
cr:i.tica.i element of t::he urbari. pt'bl:>lem is tra:i:J.sport::atiori.~ Rb~ tl1e 
mobility demands 0~ those who ca.hhot <irive by reason of :age, po\rei-ty 
of hahd:i.bips din he sa.ti~fiea; how the centrai (!ities can b'e regenerated an.1 n~w r

1
atables ahci housing bppt>rtUri:i.ties can .be attracted; how those 

b::appeH j;h the ghetto·. cr~n get: t~ t::h; . outlyiri~ areas if here. tob. opp6rtun±-
ties exi~F~ t? medical f&~:l.Ht:i.es and to shopping and recreation c~nt::er~ 
hovi traffic cbngesti.oh ciri he reduced in cortceni:rated urban areas_.,:_ all 
of these are tirgeht: ques't:ibtis demanding solutions. 

Ptiblic tratisport:ation obvichiSly must play a key role in wo:rk-
irig Otit:. S6:iutiohs •... And sitrce . rail transit. is . feasible o~ly in re:f_°at:ive..:. 
ly.if~w a.reM.Of .. extfemeiy liig~ .. population.den:stty, s'uch .. as Manhatbnt, 
Newark ~nd. ~h:tiaaelphi~, ptiblic transpdrta (ton soluti6ns usually lodk to 
bhs~s. .Biises are,· ih fa1t~ the workhorse of New Jersey's ~ublic tqms-
port:atioii system -- ca.frying afr ~stima.ted L 2 million passengers daily --
more tl1a.n nine times as many persons as are carrie•d oh the entire rail 
system~ 
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Nearly a decade ago, the critical importance of public trans-
portation was exposed by the threat oflcurtailment in essential rail 
connnuter servic.e. Faced with this pro~pect, the State acted, first 
using stopgap measures and then, in 19?8, by laying out an improvement 
program that won overwhelming support ?f the voters. It caµ do no less 
for those who depend on buses. 

WIDER IMl>ACT 
I 

The present bus crisis porte*ds far more serious con~equences 
for New Jersey than did the railroad threat. The bus system touches 
virtually every citizen, reaches into virtually every city and town of 
the State. New Jersey is, in fact, th~ most urbanized state in the 
country and the urbanized centers depetiid on this system for their 
economic viability. Nearly all of thelintrastate trips irt New Jersey 
and more than half of the interstate trips by public transportation 
are carried by buses. I 

The worker who lives in the irbanized core finds an even 
I greater dependence on mass transit, as'. indicated by Table 4, showing 

the number of transit trips originating in the central business dis-
tricts of northern New Jersey. i 

Examples for the first and s~cond largest cities in the State 
show the continued importance of mass transit in older urban areas. In 
Newark, 52% of all persons travelling to and from the CBD use mass 
transit. For trips originating within 1the City of Newark and destined 
to the CBD, the percentage using mass transit is 57%. In Jersey City, 

I . 41% of the tdtal daily trips to and frci>m the Journal Square area use 
mass transit. Public transportation s~rvices must be maintained if 
these business districts are to surviv~. 

I 

LOCAL TRANSIT HARDEST HIT 
! 

Yet, as th.e pr~vious section I indicated, the local transpbrta-
tion systems, those serving the cities~ are in the most serious trouble 
and the short-haul rider faces the sevJrest penalties of an inadequate 
or overpriced bus system. All of the Rrograms for urban renewal, tax 

I . • 
relief, increased job opportunities anq the like will count for little 
if workers cannot get to jobs in the cities and the cities themselves 
are choked by traffic and inadequate parking. 

I • 
I 

The economics of long-haul bus operations, however, appear to 
be riiore favorable and the longer haul dommuter is generally in a better 
position to bear the rising cost of tr~nsit services. 
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Even if long-haul commuter bus service were curtailed, passen-

gers using these services generally would be able to turn to 'other al-
ternatives; such as driving to another bus, a :taiiroad stationor direct-
ly to work. These alternatives would, of course, have ari intolerable ad-
verse effect on already congested highways. Half of all peak period rush 
hour transit trips into Manhattan are by bus. It would be extremely 
difficult, if not altogether impossible, to acconunodate ariy sigtiificartt 
portiort of these persons by existing alternative irte:aris. 

SEVERE SOCIAL EFFECTS 

But it is the social effect of declining short-haul or intra-
state services which ate much mbre severe. A curtailment iri 1oci:ii 
service affects mariy who do not have the automobile as ari aiterrtaHve --
the youri.g, the aged, the poor, those who are not pobt but who cannot 
support a second car, and all others who for some reason; ate tiriable to 
drive.· Mobility for these groups in our society is steadily decreasing. 

A survey of recruits by PROJECT ACTION from areas of chronic 
unemployment irt New Brunswick shows that only 50% of the prospective 
workers could drive an automobile and fewer than 30% either .owned an 
atitoniobile or had the use of one. This creates serious problems as 
job opportunities emerge beyond the terminus of the declining local bus 
system. 



Table 4 

i .· 
Number of Trips Originated by Public.Transportation. 

I 

From Central Busines~ Districts 
.1 

.Newark 

Jersey City 

Hoboken 

West New York-
North Bergen 

Paterson 

Elizabeth 

Daily Trips by Transit 
(One I Way) · · 

I 

711,046 
! 

31~373 

I 16r439 

i 
18,769 

! 
I 

15}492 
I 

8i624 

Percent of.· 
Total Trips 

52.3% 

40.7 

27.8 

21. 3 

18 •. 4 

15.8 

Source: Tri-State Transportation Commission, home 
interview survef 
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The McCone report which followed the Watts riots in 1964 
'emphasized the requirements for adequate transportation to link em-
ployment opport:unities in the newer suburb.an industrial parks with 
areas of low income and high unemployment in the South Central Los 
Angeles area. The cost, lacl,<of service, poor frequency and slow 
speeds of bus travel all were cited as obstacles to employment for.the 
unskilled and semi-skilled residents of the urban core. 

In New Jersey today, as was the case in Los Angeles, the 
decline of transit service hits har.d at the low income groups. The 
residents of the older urban areas are dependent on local transit to 
reach existing centers of employment and desperately need service to 
new centers of employment in the urban fringe. 

RELUCTANCE TO EXPERIMENT 

Private operators, however, are unwilling to start new ser-
vices. They are discouraged by the unpredictability of worker response 
and the difficulties of determining adequate fares and supporting 
additional peak hour operations. 

Any reluctance to experiment with new services is aggravated 
by New Jersey statutes which require permanent franchises of regular 
routes. This precludes experimental service on the part of private 
operators who could be burdened by legal requirements to continue un-
profitable operations. 

Thus we have the paradox: 

Where the need is greatest, the decline is most severe. 

Where there is a need for improved equipment, more flexibility 
in scheduling and routing and greater attenti•on to those groups depen-
dent on public transportation, nothing is being done. 

The present transit situation can no longer be tolerated; 
most certainly it cannot be permitted to worsen. Too many people and 
too many cities in New Jersey require adequate public transportation 
services to survive. Every area in the State has a vital interest to 
see that bus services are preserved and improved. 
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Coordination of bus services for local and suburban passengers. 

Bus and rail work together at Newark Penn Station. 
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It: ii:; §.Jea,1:- ffq~ the evi;¢1:e:p;e,e of a.ba,µdOJ,lIDe:nts and threatened 
abando.Ill!len.ts.l t:lu,'l.t t:h,g it:tsls :facirig a nul'!!'b¢1: ot bus corttpan±es must be 
dealt with immed:i,.a,telt H d,:1;;c;1:$J;::tc 91.J;rt:1;1,ilmen ts of service are to be a-
voided,. H we c1re tP pr-es,e:rvse ¢:x:ist:$.:gg e;ervicee; and have the oppotttmity 
to determine which se~iOe$ m;µe;t: be eantint!!ed a$ required :for the pul\iHc 
conven,ience a,nd necessitf ,. c:1,n tnt.eri,111 program must be esta.hlished. 

'l'h,e Depa:rtwen.t' s 1:e~gmme:ndaHon is :!:or a. short-term bus transit 
sllb.sidy p:r,agrc:1:w whtch will tna:tntg;itl; essen.t::i;.a:l s;ervice in urbam: areas 
through 14~Y, _ lI :i,ipQ;, uRJi:il · 1:1,;te. lq,~1ger..,.t~H:m: pragFaJn of pub.lie o:w,T1eFs'b1:ip 
ai;id ?.Cq"!J,;f3Ji: t:i,:0cn can b.e devel!:1,!!iecl: an4. :l!Iil·W.lem.e,n:tr,ed. · 

Svch aa :itnterir11 su]~.sd;gy p,rpgram sllo:u;];d be a ''bare..-boRestl m:rn1-
mll.m prog;r13;11); to. prese:rrve es,$e11tt:i;.a,ll,:y tha,t se.-rvd:.ee whi.ch pre$¢n,tly exist.s • 
The a.m.ol\lnt of t:h:e st1J;is:i,icly lr1, a.ny :l;m;a.t;a:$,ee s:hou.Jid., be suffiC:iE(nt: to permit 
the e9nt:i:11;11;a::1::j:c:tn o,:f q;p;el!'a..t;i;o,n,s, l?,,4,1;. sJ1-01:1;ld nQt provide a ret:,:i;rn on iil<ves,t-
ment for the qp.erc1;.~or•: lit i,\9, n,o:t e~peeted t1'J.a.t thi.$, p,rogxani would pro,-'-
vide for ine1oeases, tn. the q,t1.,a.Jtty 01; q,1;1a,nt.:iity of the services, pro.vi.d',ed. 
111 ma.ny :i:p.s.tp;i.,nees,, t;.;h.e ei}exa.tQ!r mc;1y $t:i;;:U b.e req;tlc:inredi to ope;t;ate at a, · 
los.s. · · Su:Ips.:fc;l:y pa.ynie1,:1it:~ wl'tcq1.1<J;.c,l,; be T(!l;l;!l'e, ava:i.la.bJ,e only to tb.10s,e• C:0m:panies 
whe1oe ana.ly:;;is :i;1;1d'i..~a;te:;; t:ltrere :\l$' a., elea.r a::nd' present dange1r .of the a- · 
bandonmen:t of all O.li' mo:;;,t serv:i;e;es .• 
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It is apparent that the transit operations presently ,in jeo~ 
partly are essentially local in nature. I Because of the localized nature. 
of these small transit operations, the !Department believes there should 
be local financial participation in the interim program. Such partici-
pation would provide firm evidence thati when the State is asked to pro--

. vide a subsidy, the requested service :ils essential. It will also make 
for a more respom{ible decision making ]1process in the determination of 
the basic services which are necessary in any given area. 

I 

It is therefore recommended ~hat the Legislature appropriate. 
the sum of $750,000 to cover the costs of the State's share of an emer-
gency subsidy bus program as herein oudlined for the period to July 1, 
1970. It should, in addition, be a co~dition of eligibility for a. State 
suhsidy, ~hat a county or counties in ,hichthe p:oposed service o?erates 
must provide•one-fourth of the amount of the subsidy. The county is 
recom~ended as the responsible local agency to participate in this pro-
gram because of its broader tax base. jit is also unlikely that the 108 
municipalities potentially affected by present bus problems could be 
worked with on a coordinated basis. I 

I . 

I 

A MORE PERMANENT! SOLUTION 

The proposed interim program kill prov:ide a short period of 
time within which the State tnust develo~ the framework of a more pert11a-
nent solution. ·The Department recommends that a comprehensive study be 
carried out as quickly as possible that 1 will explore fully the ramifica-
tions of public acquisition of the Public Service and Inter-City Lines. 
Our studies to date have indicated that! the best method for resolving 
the bus crisis would be through public ownership and operation of these. 
two bus companies. Because this approahh would require a substantial 
departure from past policies, however, all means of encouraging contin-
uing private operation of bus services klso should be explored. More-
over, consideration should be given to honducting public operations of 
bus services on a regional scale in addition to or in place of direct 
State operations. I 

The Department's views about public ownership and operation of 
Public Service and Inter-City have been1· reached after a careful consid-
eration of these alternatives. While our reviews have not been as com--

1 • 

plete as the study we are now recommending, we have found that in simi-
lar cases throughout the country publiclownership and operation of major 
bus carriers has turned out to be the on.ly favorable solution. • I 

I . 

The trend toward public owner$hip of transit systems in the 
United States is. strong. In the past tv;ro decades 85 cities or regions 
. have taken over their systems. In the past two years s'ome · 23 areas have 
publicly acquired local bus companies. IMost of the major cities in the 

I 
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TJn·ited $ta.tes anc:I tllei la.:trger metp:-c;ipol:f.ta.n. areas have p1fb..:l..iGl}!':-'Q~~4: ~y:s:-, 
tems,, '.Pl:\l.ere :ts, aJ;eq a p~eced.ent for Sta,te oW:ne:r.sJ:;i.;l)p. lho.¢!.e l:,1;1J'a!t}.~,, 
with a. poi;,uJJ~t:i:o'il, den~ity \rery s<f;m'.tl;a;r to New Je+sey' S t:qo'l$ gye,r- ite 
bus s;ystem. ·in. l!!t66. Appendi:)!:; :&·· co'J:).ctia;ins·a.· complete l:flst. of. pµpJ;:i,,.cJ;y 
owned tri:uJ;sit system~;;c. · · 

'Che basic tr.en<:ls a.t wQrk :i.n the l>lls :tnd·l.1,s.try 1:1,a.yg . re,qJ.tiJe¢ 
most of. tJil.e lwea.yily \l"l;:Pcll:'liz¢q, reg:i;qµ;s tQ, t:µ-;i;n. to p.µ:'b:ll:i.c QW1}e:r;sloi.i1W oj: 
b;us $,ys·tettrs-. :Ct i.s 1rrl:l;::id<ae]2y . th:at: '®'ew• J:ersey, as the mqst utb,a.:µ*z,ecil, 
Stat~ in the natiol;l;; . can a.y;o;i;cf ~·. $,ill}i.l.ar C<i)l.ll;Se, J;f we a.c;.t scioij,. t:here 
~re ~~Jor a.<:lva.nta.ges, ... t;Q. b,e g.a.tnecl; i:€ . ~e• deia.y, these a.c:lva.l);ta.g.es. w·±H.· be 

. reduced and' irk s,om,e :instances/ :jlos t. Tt'le. gtat.e coulc;l . q;er:hie . .. µ;l@lper. •. of 
::~~~s.iii::t:::ic;l~Jqm, ~~95~$~,i,.~1;9,ll Qf P~bli c . s,grvi.c;. a.µ.ql ·• i11~~;i,·""·c:i.iy ·•. ,;L~~~ .. 

1. Prevel'1/t t~$ a.a.le of l?t3,J;,,1:i,c S,,el!,'¥::i:.c.e to µe:w: ma.11a.g.e:,,-
m.~n,t,,.--a. .step wh:l;c4 c9g;ld :lea.d tq. fur~l/let 4eteri.o..-
r.itiqq. of s;~rv;i;.ge ap,q: erG,>s$o.n of its assets. 

2. Prese:i;-ve tlJe .. $e1tviee$ pf. l:nter-C:j,.t:y b;:y l)revent;Lllg 
:Lt:s Hqt1;Lg.at:tpg: c:tir flia.gmenta;tipll 

Meet. tne 1>tes~~t: g~i;n:a.114 for Sta.te f:tri,1n1ci,~J. 
invglvemeP!t }o p/r$se:rve t.he l'{ewa.+~ sµb;wa.y a.gd 
t0 l'rc,H.ri4e P,lJiS teeg;e;1; seiJ;'viees to t.be Li1,1den.,,. 
wo:Ld Line. 

l'la.~:i.mit.e ~be . Pe•!,'l;e:fits. tP J;ie 13a.ined from w;;iJp.r 
il'lvestmen.t$ JP- t·be eollll!l'fter ;rail syst~ by·· 
c1cea.t::i;,llg a coq1ql::i:.1:J,a,ted ijJl9 µnH;Led pµblie · tra;p,s.,-
porta.t:ion. $ystew fpr N.ew Jersey. 

remit gffd:e:Le,n.¢i~s ;Ln operat:.i.011s a.111cl fLe~ibititY 
o:f r.01#:;Lqg tn..,t 'Wil:I. Jea.d tq :sµb.st:1:1nt:l.?l ::i:.m,proy;e--
tnents Jµ. g~tf.i~,t;L,1s1,g translt servJc.e. 

•Public Service •;i.'$ fot s,lle. 1Ehe fpµipa.lil,y i.~ aetiv:ely seeking 
a. puttrhaaer an<l ·±$ !!LJ;scµssim.g· t:hi!i! possipfl:J.,t;Y w(t;b & -µ~b~t ~J',g~;ti,;§, 
The s~lE:! .pf th'is comp.am:y, lrpwevwr, would pe detrimen;t;e,l to tte pq~:L}c 



interest. The Department's analysis ofl the underlying industry tr~nds 
and the Public Service operations. compells us to the conc1usiOilthat the 
company faces the prospect of. ever-:i.ncrlea~ing CQSts·. aJ:!.d; an inabilitrto 
pass these costs on through higher fare

1
s without losing mych of th.e mar-

ket for these services. Given the nece1ssity for hlg):J.ly-"capitalized · 
facilities to provide :its services and lthe prospects of a declin:i..tig. . 
mark·e. t for ... the .. s.e services ev .. en .. the. best'l-inte.ntio···ned m .. anagement woul·. de-
ventually be compelled to take actions that would reduce the amount of . 
services offered. I. · · 

Nevertheless, Public Service lis an attractive candidate for 
acquisition by any group which.might utilize the low earnings, high 

. .•· . .• ·. . I . . .·. . . ·.· wr·ite-off possibilities that remain. T[he · effects of the Federal income 
tax laws.· a. re .. such that any pr:em.ature r.e')tirement. o. f non-dep·r· e.c·i .. at··.e .. d .. f.ixE!;d 
assets can be .. used as a tax shelter for. other earnings. These other . ·. 
earnings might arise from sale of the C;ompany' s land and structures or 
other asset.s, or th:rough merger with aJother profitable corp&ration • 

. This leaves Public Service hilghly vulnerable to the typ:e of 
asset management which would defer mainltenance, spin off profitable 
portions of the system and curtail loss operations; actions which would 
be diametrfcally opposed to the interests of the transit riders. 

New York; Minneapolis, Dallas and other citi,es have already 
experienced :he un~appy consequences ~fl the. sale of the major transit 
system to pr1.vate interests whose basic cpncern was asset management 
and not transit operations •. The only ppsitive way of preventing. this 
in New Jersey is through public acquisition of the company~ Because 
of the extent of the Public Service sysfem, the only governmental 
level able to undertake this task without fragmenting the transit sys-
tem is the State itself. I 

I 

WIDESPREAD OPERA.TIONS 
I 

. I . . 
Public Service operations reach into almost every part of ... 

the State, and would therefore, be a mabor asset under State ownership/ 
. . . I . . . . . . . . . . 

The company operates 144 bus lines and fhe subway route in more than . 
400 communities, including the largest fities,.20 counties and portions 
of three adjacent states •. As of Decembbr 31, 1968, the system included. 
2,468 buses and 30.subway cars. The.round trip length of routes aper-,- • 
ated totaled 6,133 miles and the number! Of passengers·. carried on regular 
routes exceeded 207 million in 1968. ·. Tpday, .· the system carries nearly 
700,00q passengers on an average weekday. · 

Public Service 
Other special sefyices. 
an estimated 9.1 million 

. also operates .• ~xtensive. charter,. contract and 
In 1968, these! speclalized operatfons carried · 
passengers. Gross revenues of $68.9 mi.llion · 
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in 196 7 amounted 
pa.hies repott:i.ng 
detailed history 
in Appendix C. 

to almost half of the total revenue of the 274 bus com;.. 
regular passenger operations in New Jersey. A more 
and financial analysis of Public service is cori.taiired 

'I'0 PREVENT SERVICE LOSS 

The same rationale supporting the acquisition of Public Set-'-
vic:e l:ilso supports the acquisition of the tnter .... clty t.1n:e1s. Tne most 
impor-tant reason ifor tifting:i.iig Inte:r..;;;City L:i.ries itrimed:i'ately into a 
State system would be to ptevent loss of services beifrg provided by this 
bankt~pt company. 

The .. Intet-:-taty Lj_ile~'.·.·the. State's four~h. latgest group/ are 
comprised of six affiliated opera.ting bus companies. Three are :tn 
bankri.lpfcy undet 'C'fraptetlO pro'ceedirigs: .·· Inter--"C:i.ty T:rahspbrhf:ibn '60., 
Inc.; Homest~ad 'I'ransirt Go., Inc.; .ii.nd Lake Region Coach Co., Inc. 
Three other opeidtting tompan:i.es are in bankruptcy under Chapter il pro"" 
ceedlri,gs: . N6ttheast Co~St L:i.ttes; Orange and Balck BUS Lines, Inc. ; 
and Warwick--GreenwOod Lake ari:d New York Transit, Inc. 

As a system,, these cbmpanies serve some 45,000 daily pas-
sengers with mote than 300 buses on 13 basic rontes. Gros§ revenues 
in 1968 amounted to '$9. i. mii..11:i.on. A m:ore cletailed financial artalyi!IH!:l 
fat tnter"'"Gi'ty Lines is in Appendix D. 

Continuation. Of reg~lat··· §etviCe will. he .. threatened. if. the ... {!'~fll~ 
parries are unable to finance new equtpment to. replace. rapidly de~e~iarat~ 
ed portions of the fle'et. Tlte pres,ent financial fapability of this sys':'-
tern is unclear due to tire extreme cbitiple'lcities of eqUipment f inandiig 
in the past and other .. at,tangements ·. involving a tot-al of 261ffiitate 
corporations with some 4;000 cred:i..tors. if the operating s!egmertts of 

. this. cotporate rn~rass··· could. be .. sepataj:~d ' .. the cash gerie:ratef from op-
erations might support a.11 of the services of the six 'bankrupt com;.. 
parries. Present managem:e:nt, however, lacks worki.b.g caqitai afrd is fut.:.. 
ther impe,ded by the lack of aclequate information on the changing nature 
of its mark.et. 

In addition;•.·· separation of.· these.•· companies. iritb two grdup~ of 
bariktuptcy means that thoi:re routes which are least 1:i.kely to suppol;"t ex;.;. 
isthtg setvic.e from passenger far'es aibne will not have the 'ben:efit of 
possihle surplus revenu'e from a more profitabl-e route. 

TO ABSORB SMALLER COMPANIES 

The size of Pub:1:Lc Service and Inter-City, makes them excellent 
vehicles into which srnaller, failing companies could be absorbed .. As 
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discussed earlier in this repo:r;t, it see s clear. that tq.e ~:ta·te wfll\h&v~ 
to -•find··-some :mec;:hanistn to prevent:· the loss of essential: seJ;"vice p:rovi.d~q 
by theSe small comp;anies. , The operating I economies toe be ·ga:i;ned by· ab.:.. ·. _-. 
sorb\ng 'the smaller companies .into the· P4blic Service systeJ!l could, nqt .. _ 
be achieved• if the State or any_ other potitical unit of the State w:~re. · , . _ . _· f7 
to at tempt to operate a fragni:ent~d. systel made up of only' those cc,mp~nies-;:·;·_:. _ ;___J 
which have failed. _ The latter aiternatiye. would be ineff;Lcient and· : -. • .-· /i·: . 
cost~y to the citizens of New Jersey, and· it would not permit necessary · >< 
consolid~tions and. service. _improvements· 1 ··. . .. __ • _ · __ •.· _ ... · · . · · : ·. · · · 

Another. important consideratioI reinforcing, the acquisition ._ 
of Public Service ;i.f?•the fact that there are already pressing detjlands 
for considerable public financial involv>rnent in at least<two critical 
areas of P~blic Servi,ce _operations. _ One I :is th,e- reque~t by Newark for 
the subs.idization of the Newark subw,ay ald the other is the request .to_ 
assist the Del.aware River Port Authoriity' ;in establishing a bu~ feeder-
s"ystem to.the new high-speed Lindenwold line. 

. . , I 

SUBWAY ~~!+CIT ,~ERTNIN,, 

I . The threatened abandonment·of the Newark subway and the re-
quest by Newark for both subsid_ies and cJ:Pital investment are described 
earlier in this report. _ Public ~ervice ~la~rn~ that the subway deficit 
amounts to more than $120,000 a'·year. Allthough the i,;ubwaymay be oper...:. 
a ting at a loss, it is extremely· dif ficu:lit. to det~rrnine the exact. arn<;mnt 
because of the interrelationship of the Jubway with the bus system. This 
is particularly true of the Newark subwa~ since it intercepts and serves 
a number of tributary bus routes. The "sJstem" deficit would have to be 
taken into account, rather than just the cost and revenues directly at-
tributed to the subway .. They would have to include the total costs:-~ 
both bus and subway -- of handling trans~t passengers as well as total 
system revenues. Without the subway, co~ts would be incurred in pro-
viding additional bus capacity and revenues would be lost from passengers 
diverted·to other modes because of theldst service. 

. The 1118.ntler in :which' Public Selic~ hassepara_ted 'the Newa:i;-k 
su. bway cost- is_ an example of the dangers1in attempting to isolate oniy 
one part of a system for subsidization •. · Not only. w-ould the cost for 
subsidization be difficult to determine ut once such a program were·. 
under:aken; the S_tate s:t711 ~o~ld not be I _in a position to. improve the . 
coordina_tion of- bus services· with the subway,' thereby,. taking advantage : .. 
of its high capacity capabilitie1:1/. Thes~ problenis·-would not· exist , · · 
under public ownership. _ I 

FEEDER FOR LINDENWOLD 
1--·· ' 

Disruption of Public Service. o erat,ions resulting from the 
opening' of the new hi.gh speed Lindenwold-Line-in Southern New Jersey 
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also was mentioned previously. At the present time, there is virtually 
no feeder bus service to the Lindenwold Line. Public Service's $Outhern 
division operates in direct competition with the rapid transit $ervitre, 
Indeed, the interests of the transit line and Public Service are diamet-
rically o,:pposed. Rationalization of :these ope;r;ations is a -diffietilt 
task under existi.ng institutional arrangements. 

The opening of the Lindenwold Line, however, introduces the 
fitst real opp.OrtUtiity 'for a public agency 1:0 provide -.a meaningful Wew 
Jersey feeder •bus setvlte. This innovative rapid transit fac>il-ity ,si'g'-
nificantiy re'd:1:1ces tr,avel time from suburban cortununities to downtown 
Camden and Ph.iladelphia. The number of people who will en}oy th~t.se ad.;-
vantages, how:ever, will depend upon the quality and quantity of ;feeder 
bus· servI:eei,I 1p'.rov1ded, 

The 'S•ta.ee., Delaware River Po-rt Authority and City of 
:PhHadelphia jointly sponsored., ,in cooperation with the Federal 
Governmettl, a sp:e-cial study for a ·bus feeder system to the Lind.en .... 
wold Line. The c·on•sultaht made a str<:>ng recommendation for public 
ownership to a:chieV:e coo.rdililation of the services . 

The Port Author,ity may not legally undertake bus opera-
tions, and .•. even if this imp.ediment were removed, DRPA would not be 
fen a fit1:g;h([\tl.:al po·si't"ioµ ,t:o Oper.iite the system w;iithou•t substantial 
State 1s•ub<S$dies. $-ta•:te ·ownership seems to be the best solution in 
achi.evin'g the tequ-irea 1co:ordina.fti0n v1ith the Lindenwold Line and ,assµr-
anc·e that the ifouthe\tn ;d\i:Vi:sd,on of P.ublic Service will continue to op-
erate in' the ·p11b).:ic inter-est. · · 

It i$ the ;Depar,ttnent 'cs Juclgment that 'b.oth the Newa:rk Swbway 
and the L:ta"denw:o\ld \Bus r:eed,er ,,sys,t~s 1:1,re es$en,tial elements of the 

. New Je"rsteYls J>Ubl:Lc transportation syst~. Thus, there :mus•t be a 
sign,i:ficant and .irilinediate ;public f.inancial •partici.p,,1.,tion in ·two ,,of 
Publi,c Services' maJo,r ·0:pera:tions and the futur.e can enly Jirfa:i:g ·more 
such •critical problems. 

· A C00R.DINATED PROGRAM 

The Department is in the process of iimplementiQ:g a $3.25 
•million :.p;ro::gr:am .'!for :i:1npr·oving ,6he State's suburban comm:uter rail sys'.t,e'lll. 
Elec1trifi'cati6n and ,eqU?i.'pment. -inod,er.n:Lza:tion as ,well ias di,:r•,ect acces:s t.o 
midtown Manha,ttan from a num:b;er of new areas of the State will enhan:ce 
the attractiv,enes's of the0s,e %acili.ties. While improved parkd.n,g facil-
ities :wi'1l accommoi;late .t:hos,e,;:w:ho 'previoµsly .traveled :by auteino-bicle and 
new, rail tra:v,eliers 'emergi:ljg !through ,general growth of the ,areas ,s,er;v,ed , 
many -of die potential raifr'6,acl .riders wi.ll reqUir,e 'fe~der \buses to •r,each 
the · ,s:tat::Lons . 
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In Bergen County for example, where 64% o:f: all commuters to 
Manhattan begin their trips by-bus, anYi appreciable shifts in travel 
patterns tO Utilize the improved rail ~yst¢m of the Master Planw;i.lLre-" 
quire feeder bus services in the subur~an. communities. Without feecler 
buses, only those commute:r;-s who have an auto or walking access to the 
stations will be able to utilize the r~i1 system, 

It is clear that the State wil11. be able to achieve the ma.:leimum 
potential of its major investment in t~e rail system only by the c:r;-eation 
of a feeder bus system oil each of the major rail corridors. 

. ·. •· / I . 

I 
I 

LABOR PROTECTIVEIAGREEMENTS 
I 

Another aspect of the State rlail improvement program relating 
to the bus problem is the Federal requilrement that the State enter into 
labor protective agreements in order to qualify for· F.ederal funds to im-
prove the suburban rai~rc,ads. In otherj words, the State must enter into 
agreements with bus labbr unions assuri'lng that there will be adequate 
compensation for jobs lost as a result pf the rail improvement program. 

I .. . .• . 

Operation of a major share .ofl the State's bus service by· c:!,n 
overall public agency could assure continued employment for bus drivers, 
mechan.ics. and o.ther .. emp.·. loyees. In a spleci.· fie. case w. here a ra·i• 1 imp. rove-· 
ment project reduced the need for parallel bus service, the otherwise . 
redundant employee could be utilized for coordinated feeder services·or 
be transferred to other experimental an~ expanding services. 

I . 

This issue is particularly :i.11fportant where Public Service ser-
vices to Newark and New York parallel 7he Penn Central and Jersey Central 
shore service, It is even more important with respect to the Inter-City 
Lines and the forthcoming improvements lof the Erie Lackawanna in Bergen 
and Passaic counties. Inter,;..City's routes largely parallel the EL routes 
and gained traffic during the last decJde as a result of rail abandonment 
and rail equipment deterior'ation. Witbl Inter-City Lines bankrupt and 
un~ble to e~pand elsewhere, any shift ol~ traffic from the buses to the 
railroads will serve. to reduce bus se:tv.ice and bus employment. These 
routes could be rearranged to feed imprbved rail ser,,ices without a · · 
severe loss of bus em.ployment. 

OPERATING ECOfOMIES 

Public ownership of Public sekvice and Inter-City would create 
opportunities for economies. There are I, in fact, many areas in which ccm-
solidation between the two companies could achieve both operating econ-
omies and better service. For example, I local. bus patrons along Stat

1

e · 
' . ' 
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could supply essentially local servke~I by pont:ra~t -- perh~p~ with the < 
. State sharing. a portion of the cost$ w1,th tlie cqimty: or mµn1c1palgovern-
ment demanding such services. In any er-7entJt >is cJear that the adv an.:. : c .. 
tages of public ·ownership wo4ld greatly[ qµtweig]:rianypptentialcosts ··. 
which may be incurred by unjustified service. ; ·· . • . · • ' . 

·. · :Under public ownership, .. progr1iams Could be developed t~ provide; < . 
the new,. essential. services and to unde,rtake inrt()v,ative programs, perh.:1ps 
in cooperation with the Fec:leral government, which the private operat9rs : 
have not been able to undertake. The b[enefits of these improved services· 
would touch on every area of the State., . 

I 

FEASIBILITY [SEEN 

The Department has· made a prelliminary analysis of the possillle 
acquisition of Public Service and InterrC.:i-fyLines .. This analysis indi;_ 
cates that State acq.uisition. is feasible[.···.·.· .w··.itho. u. t.·. the detailed study 
recommended by the Department, it would.appear that the cost of acquisi-
tion of these two companies is in the oirder of magnitude.of $30 to $35 
million.· 

Cash flow. of Public Service aµiounted to $4,040,557·in 1968 
($6,355,775 in 1967). Table 5 shows the.trend for195b1968 and, for 
the last seven years, the estimated sav~ngs that could be realiz~d, in · 
taxes under public ownership, under one! of >several assumptions. Total , 
fonds available for debt service and equ

1

· ipmerit replacements under public 
ownership would have been: . · 

I 
With elimination of. State taxFs 

and certain Federal taxes I 

With elimination of above anal 
the gross receipts and othef local 
taxes, except real estate taxes 

With elimination of above· and\ 
local real estate taxes ' 

FINANCING IMPROVEMENTS i . 

$5,234,422 

6,303,043 

7,372,786 

With some $5.2 to $7.4 millio~ available annually in adjusted 
cash flow, equipment replacements, new service experiments and o,ther .. 
improvements financed out of revenues ate quite feasible. Public Service 
invested more than $33 million in new etiuipment and facilities during 
the seven years, 1962-1968. More than 90percent of these expenditures 
were for new buses, apparently financed. 11.en .. ·. tirely from depreciation . 
accruals. 

Cash flow 
loss which resulted 

i 
in 1968 was adversely affected by the operating 
from the lag betweei labor cost increases and the 

. I 

I 
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19511 

19521 

19531 

1954 

1955 

1956 

1957 

1958 

1959 

1960 

1961 

1962 

1963 

1964 

1965 

1966 

1967 

1968 

PUBLIC 
. ESTIMATED 

TABLE 5 

SERVICE COORDINkTED TRANSPORT 
CASH FLOW UNDERI PUBLIC·OWNER.$HIP 

I 

Net Incorne 
Depreciation & 
Arno.rtization 

i 

Cii$h.flow 
I 

· Avoidable · 
Taxes. 

(4,420,514) 

131,662 

135,014 

(1,444,081) 

(1,049,736) 

350,126 

173,170 

789,545) 

1,125,243 

1,211,658 

858,354 

464,524 

819,455 

430,917) 

1,939,076 

1,503,382 

1,791,135 

239,084) 

3,562,935. 

3,775,802 

4,113,440 

4,322,067 

4,036,284 

4,021,499 

3,959,855 

3,503,786 

3,706,831 

3,095,041 

3,615,755 

4,140,262 

3,756,567 

4,035,121 

4,267,193 

4,421,610 

4,564,·640 

( 1857,579) 

31,907,464 
I 

4 ~248, 454 

2l0n ,986 

2~986,548 

4,371,625 
i 

4~133,025 
i 

2i114,241 
i 4;832,074 
! 
I 

4t306,699 
I 

4~474,109 

4;604,786 
! 

4)576,022 

3~604,204 

6,1206,269 

6,1068,022 
I 

6,,355,775 

4,1640,557 

1,784,086 

2,262,528 

2,214,509 

2,355,987 

2,352,470 

2,300,813 

2,262,486 

Note: 1 Includes Public Service Interstate' Trans. Co. 

Adjusted .. 
Cash ·Flow, 

6,388,872 

6,838,550 

5,818,713 

8,562,256 

8,420,492 
' 8,656, s:00 

6,303,043 
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Acquisition of Public.Service and Inter-City Lines anc:l 
immediate essential improvements can be financed.through an application 
fbr a Federal capital grant under the Urban Mass Transportation Act 
of 1964. The State's share of the net project cost of the grant would 
he in the order.of $10 to $12 million. This amount can be financed 
initially from funds available from the Transportation Bond Issue. 
Such funds would, of course, have to be replaced over the succeeding 
four years in'order to provide sufficient funds to complete the imple-
mentation of the rail improvement program. In the Department's Master 
Plan it was recommended that, in addition to the $200 million in funds 
from the Bond issue, $5 million per year for capital programs would 
be required from general appropriations to finance improvements in the 
bus area and in aviation. The amounts required to implement such a 
proposal would be consistent with that initial estimate. 

ALTERNATIVE PROPOSALS 

There are several possible alternative solutions to State 
acquisition of a public transportation system. While a preliminary 
analysis of these approaches reveals th.at each has drawbacks; they 
should be more fully explored before definitive conclusions are drl:iwn. 

The solution most often heard is to provide operating sub-
sidies to the private bus operators similar to the program developed 
for the cotmnuter railroads.. Subsidies for bus systems, however, would 
be considerably more difficult, if not inip·ossible, to determine and 
administer. The costs for similar type bus services vary widely among 
companies and even within the same company depending upon a number 
of factors, including management practices and abilities, types of 
equipment available and scale of operation. 

PROBLEMS OF SUBSIDIES 

Once a subsidy program is undertaken, considerable and in-
creasing amounts of public funds will be committed for the preservation 
of the existing operations, with no perceivable improvement for the 
b~nefit of the taxpayer. Subsidies can easily become a crutch for poor 
management. Once the arrangements are fixed and the threat of sertice 
curtailed, some of the chances for making improvements will become 
diHicult. 

But even if one were willing to overlook the inefficiencies 
of small scale operations and duplications of routes inherent in the 
subsidization approach, there remains the problem of administration. 
With 274 bus companies in the State, most of which are very small 
operations with no fiscal control devices, any subsidy program will 
pose extreme administrative difficulties. 
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, It should be noted that virtuklly every other city that 
has attempted to operate with subsidies[ has.abandoned them in favor 
of _public ownership ... At b:st, the cash I subsidies bou~ht tim~. in 
which to develop more meanrqgful programs. The experience gained from 
the interim emergency subsidies program! should prove valuable ineval...: 
uating the efficacy of the subsidyapprbach for New Jersey. 

I . 
Special subsidies such as those for carrying school children 

could be instituted. The basic probleml, however, is that there is no 
way to insure that the amounts which woµld result from the subsidies . 
would be distributed in such a way as to be related to the bus·problem. 
For example, subsidies of school fares iould yield only $12,000 to . 
Inter-City Lines, hardly enough to guarkntee the preservation of that 
system,· i 

I 

OTHER Arbs 

Leasing of equipme~t and othei capital facilities would be 
very similar to a subsidy program. Thete are many precedents for 
public provision of capital facilities for private operators of transit 
services. Boston, Chicago, New York, Philadelphia ahd other cities 
have employed this method to provide netessary public improvements 
which were beyortd the capital resources I of the private operators •. , 
In·every case, this arrangement was later abandoned in favor of public 

I . . 
ownership and operation. It became clearly evident in each of these 
major cities that the investment of thelpublic very quickly equalled 
or exceeded the magnitude of the investq1ent by the private operator:, 
and the difference of posture eventually necessitated a public 
take-over. I · 

Leasing of equipment war.ks best with those operations which 
need a small amount of public assistanc~·to remain viable. Depreciation· 
and maintenance of equipment are not th~ major expense i terns of · .· 
operations. Rather~ labor costs account for between.60 and 70 percent 

.of the total cost of many b~s operationJ. Thus, for any transit opera~ 
tion which is in major .financial difficJlty, in.eluding all of the on.es 
referred to irt Appendix A, leasing of equipment alone probably would 
not be sufficient. 1 

• 

Another possible.response.wou]d be forgiveness of·franchise 
taxes. Here a.gain, while such an alternative may have basic merit, 
it probably would notafford a significJnt measure. of relief for those 
companies in the greatest danger. Frandhise tax payments are based ort 
a straight 3% tax on gross receipts allolcat.ed according to miles 
operated on each route in each municipality. Thus, the tax has no 
relation to the profit or loss experience of specific routes and.ser-

1 
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vices. The annual franchise tax payments, for example, on the companies 
in Appendix A are relatively small and forgiveness would not appreciably 
change the financial condition of these companies. 

LOCAL OR REGIONAL OPERATION 

Operation of transit systems by local government or regional 
agencies is an alternative which needs further exploration. Both 
Mercer and Atlantic Counties have taken this approach in order to pro-
vide the services which were threatened with abandonment by the private 
operator. In these counties, the bus system provides only an intra-
county service and can be operated by a county organization without 
fragmenting the service. 

The operations of Public Service do not, however, conform to 
county boundaries and therefore could not be operated by local government 
without severely disrupting its service patterns. The possibility exists 
that some type of regional authorities could be created to operate the 
transit systems for major areas. The advantages and disadvantages of 
regional authorities, especially as opposed to State operations, are too 
numerous to be listed in this report. A key question is whether or not 
the boundaries of a regional agency could be determined and the agency 
created in sufficient time to provide an adequate response to the problem. 

State operation, of course, does not preclude the operation by 
local government of any system it felt was in its interest to control. 
The primary advantage of local or regional ownership is the localizing 
of the determination of essential transit services. It does, however, 
place an additional burden on local government for financing the local 
system. The total cost of all the local systems could be higher than 
that for a single system because of the fragmentation of services to fit 
local or regional boundaries. 

Local or regional operation of bus operations still would 
leave open the problem of the long-haul commuter services. These 
services, particularly into Manhattan, may be difficult to provide 
by a local or regional agency. The question of how government is to 
organize to meet the demands for local and regional bus services in 
all areas of the State needs to be carefully evaluated. 
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The Department's recommendations for a response to the 
bus crises are: 

• 

Iii 

The creation of short term emergency subsidy 
programs to preserve essential bus services in 
irmninent danger of abandonment. A $1 million 
subsidy program is recortnnetided to be financed 
by a $750,000 State appropriation which would 
be matched by $250,000 from the counties in 
which such subsidized bus operations are 
located. 

A definitive study of the.feasibility of 
public acquisition, through a negotiated 
purchase, of Public Service and Inter-
City bus companies and of the various 
alterp;ative proposals to meet the bus 
crisis in New Jersey. This study should 
b~ completed by January 1970. 

35 
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I. 
· SCOPE OF ~TUDY 

Th,e evaluation of the feasib:Uity of public acquisition should -
include a detailed financial ·evaluatiori of these companies, rec~nnnenda'-
tions -regard,ing the organization and ftinctions of the :most .!ippropriat:e 
entity - state,' local, regional or a cobbination of these -- fo. acquire· .. · . 
and operate these lines, as-well as re+mmendations .for service consoli-
dations and essential capital improvements -Which could be made under .. 
public ownership. 

The proposed study should consider proposals for strengthening 
the bus industry. There are a number o1f companies providing essential 
public transportation services wh.ich arle in a relatively healthy condi-: ' 
tion. Consideration should be given to] policies designed to enhance the 
viability of these.operations. Possible courses of action would be 

. I . • ·. 
elimination of the gross receipts tax,' leasing of equipment, grants f9r , 
two-way radio and temporary franchises to permit experimentation. 

i 

I 

The study must further determine the effects of a publicly. 
owned transit system on existing privat1e operations. Care mus:t be taken 
so that any public system does not beco~e an unfair competitor to exist-
ing pri\rate carriers. In some areas wh

1
ere competition may exist, lt 

might be possible to effectuate voluntary exchanges of franchises. · 
Where extensive portions of a private crrrier's intrastate Ol)erations· 
become completely unprofit.!ible tho_e;e poftions may be taken over by the .. ·. 
public system -- with the remainder remaining in private hands, These 
are but examples. of the type of policiek that must be carefully con, 
sidered. A definitive analysis must awkit the.fuller study called for 

· by · the report. I 
' 
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Compan,ies 

Assoc•i!a,ted ·B:us·• Company,) 
Asso.ciated Bus Company) 

of Hawthorne· ) 

Baro Buss.es. Company 

Coast Cities Coaches, Inc. 

Community Bus·L.ines, Inc. 

Garfield-'Passaic Bus 
Co .. , Inc. 

Garfield & Passaic 
Transit Company 

Marathon Bus Line, Inc. 

Passaic-Athenia Bus 
Co. , Inc. 

Plainfield Transit, Inc. 

Public Service-
Newark City Subway 

Rancocas Valley Bus 
Service, Inc. 

West Morris Transit, Inc. 

Totals (excluding 
duplications) 

*1967 Data 

,-.\ . ,--] . ) i._. D 

COMPANIES INDICATING DANGER. OF TERM;LNATING 

SERVTGE AND· REQUESTS FOR STATE .,ASSJ;STANCE 

Number of 
Passengers Carried 
On. Regular Routes 

Daily Annual 

4.,.700· 968.,890 

4.,.600 1,388,758 

5,700 1,300,000. 

3,900 1,294,488* 

2,440 652,825* 

3,000 816,619* 

1,200 429,008 

2,150 751,637* 

1,600 500,000 

15,000 4,149,619 

200 9,346 

1,200 328,66,0 

45 ,6'90 12,589,850 

Number .of 
Mtrnictpal:i;tfe;s 

se.rved' 

11 

51 

24 

6 

5 

4 

9 

6 

9 

1 

1 

12 

108 

Average Age · 
o.f Buses. or Cars 

Operated 

L9 

16 

17.3 

19 

20 

20 

20 

20 

18 

21 

21 

16 

Request 
fo.r 

Assistance 

Subsidy 

Subsidy 

Subsidy 

Subsidy 

Subsidy 

Subsidy 

Subsidy 

Subsidy 

Subsidy 

Subsidy 

Subsidy 

Subsidy 

> '1:1 
'1:1 

i 
t<' 
> 

w 
...... 
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ASSOCIAT® BUS COMPAm - One rou<e i• op8rat'ed whilh runs from Haledon to the, 
Erie Lackawanna Railroad Station ·in Paterson. . 

.ASSOCIATED BUS COMPANY OF HAWTlIORNE - O~erat~s three routes from Paterson.to 
(1) Prospect Park, Hawthorne and Wyckoff; (2) Glen Rock, Ridgewood, Midland Park, 
Waldwick and Allendale; (3) a local route inl Paterson. · . 

BORO BUSSES COMPANY "'" Operates eight routes; six of which serve the sho.re connnuni;.. 
ties of ~onmouth County from Asbury Park to Long Bfanch, Red Bank and Atl.antic 
Highlands. One route extends from Long Branch to 'ewa.rk serving communities ad-
jacent to Route 35, The last route extends from Phillipsburg to' Aspury P'ark and 
is operated seasonally. ] 

COAST CITIES COACHES, ,INC. - Operates mainly withib Monmouth· County serving the , 
shore connnunities from Long Branch to Point Pleasaf t Beach with service or\iented 
towards Asbury Park. The Casino Bua Terminal in Asbury serves as the hub from 
which five routes radiate. 1 • I · 

. COMMUNITY BUS l,.I:NF:S, me .. - Operates four routes, tne .of which serve~ as a l:oc~l 
route within the City of Passaic. The other route, serve the areas of Allwood,, 
Bloomfield, Rutherford and.Lyndhurst, as well as Passaic. 

. . I 

GARFIELD-PASSAIC BUS CO., INC. - Operates three ro'jltes within the area of East 
Paterson, Garfield, Plauderville., Passaic and Clifton. , J . . GARFIELD & PASSAIC TRANSIT COMPANY - Operates three franchised routes in Garfield, 
the Borough of Eastfaterson and the Township of.Slddle River. ' 

I . . . 
MARATHON BUS LINES, INC. - Franchised t~ operate o~er one route. This carrier 
performs local service within the area of Perth Amboy-Keyport and Keansburg. 

PASSAIC-AT~ENIA BUS CO., INC. - A short-haul carriJr that operates two routes 
between Passaic and Clifton in Passaic County. I 

PLAINFIELD TRANSIT, INC. :.. .The service area ties tdgether North and South Plainfield ===-=;;.;;.;_---"'=c;c.;.;;;..;;;;...._j<---,;;~.~ • I 
with Plainfield. Some service extends .to surround~ng areas as Fanwood, Piscataway 
and. others. . i 

RANCOCAS VALLEY BUS· SERVICE, .INC. - A small, one-b4s operation which connects 
Willingboro Shopping Plaza on Route 130 with the T9wnship of Willingboro. All 
route operations on local streets within Willingbo,o. 

WEST MORRIS TRANSIT, INC. - One route extends from Morristown to Dover, Netcong 
!"'d Stanhope and 

0

othOr Points in Morris and Sussex lcou~ties., l - --, 

c__.J 
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Co~pany 

Inter-City Lines 

,(Inter-City Trans. Co., Inc.) 

(Homest,ead .Tr,ansi·t •.Co.) . 

(Northeast Coach .. Lines) 

(Lake Region Coach .C.o. ) · 

(Warwick-Greel).wood Lake 
& N. Y. Tra~sit, Inc.) 

· (Orange & Black Bus Lines) 

Trackless .Transit 

) . 

D D ODDO ODD 

COMPANIES J:NDICATING.DANGER:OF 
' 

·• CURTAIL.ING SERVICES ON CERTAIN 

.. FR:AN.CHTS:ED OPER4\TI0NS 

:.Nuniher of 
Passengers ~:carried 
On · Re:g,ula:r · .Routes 
Daily Annual 

45.,000 13,212,947 

3,264;000 

Number.of 
'Munidpalities 

~Served 

92 

5 

· Number ·of . 
Buses 

Operated 

301 

24 

Average 
:A;ge 

'Of ''Buses 

7.4 

14~2 

.Request 
For 

• Assistance 

Su'bs.idy 
and/or 
lease of 
new,equipment 

s.ubsidy 
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PUBLICLY OWNED TRANSIT SYSTEMS IN UNITED STATES CITIES - . . . . l 

City 

· Monroe, La. 
'Seattle, Wash. 

\ 

San Francisco, Calif. 
Pekin, Ill.· 

Alexandria, La. 
. St. ·. PetE!rsburg, Fl a. 

Detroit, Mich. 

Ashtabula, Ohio 

Rad.ford, Va. 

Greenfield, Mass. 

Coral Gables, Fla. 

Culver City, Calif. 

Montebe 11 o, Calif. 
San Angelo, Texas 
New York, New York 
Maple Heights, O. 
Torrance, Calif. 

; San Bueneventura, Ca 1 if. 
Cleveland, Ohio 
Shaker Heights, 0. 

Springfj el d, Mo. 
Boston,'Mass. 

. . Staunton, Va. 
r Chifago, 111 . 

Winchester,· Va. 
_· Long Beach, ;New York 

Santa Monica., Cal if. -

Janesville, Wis. 
Merrill,Wis. 

· Michigan City, Ind. 
Sacramento, 'Ca 1 if: 
Panama City, Fla .. -. 
Ox~ard, Calif. 

Date-Publicly 
· Acguired . 

July 15,· l906 
Apri 1 l, 1910 
May 1, 1912 
May 15, 1915 

, 1916 
July 1, 1919 
May 15, 1922 .. \ 

August l, 1922 

August 1, 1922 

August 1, 1924 

1927 

. March 1, 1928 

July 27, 1931 
August - , 1932 
September 10, 1932 

, 1935 
, 1941 
, 1942 

Apri 1, 29 , 1942 
September 6, 1944. 

March 26, 1945 
August 29, 1947 

September 1, 1947 
September 30,. ,1947 
September 30,· 1950 
September l, 1951 

September 10, 1951 

June - , 1952 
December4, 1954 
August 18, 1955 
September 23, 1955 
Mar¢h 22, 1956 · 
April l, 1956 

I 
I 
I 

I 
fransit•System 

Mujni-Ci pa 1 Bus Departrn·ent · 
Seattle Transit ,System _· ... •· 
Sain Francisco Municipal Railway 
Cijty of Pekin Municipal Bus_ 

System . · - · · 
Muridpal Bus Urn~s 
Municipal Transit System ·. 

· beltroi t Dep&rtment of Street 
~ailways ... ·. · . · · ._ 

Ci1tY of Ashtabula Divisjor:i of· 
jl"ransportation .. 

Ci[ty o.f Radford Department .. of 
Public Utilities - .··· .. 

Gr~enffe 1 d an.d Montague_ 
ffransportation Area · 

Coral Gables Mimicipal Bus 
~ystem 

Culver City Municipal Bus 
. Lines 

Mointebello Municipal Bus Lines 
Ciity of San Angelo Bus Company 
Ne~ York City TransiJ·AuthiJrjty 

. Maple Heights Transit,, . . 
· Torrance Municipal ~us Lines 

Ci iti zens Transit Lines 
Cleveland_Transit'System 
Ci ~Y ·pf Shaker ~eights,: . : 

Department of Transportatfon . 
C i[ty Utilities of Sprlngfi eld . •· ' 
Massachusetts Bay Transportation .. 

Authority · · . · .. _ - · ' 
Staunton Trans it Service . 
Ch 11cago Transit AutMrtty - .·. . 
Wi rchester City TransH ·U nes . 
Ci 1ty of Long Bec1ch Bus · · , 

Department· .· · ·. 
Sarita Monica Municipal Bus 

Lines , , -. -... 
Ci~y of Janesville Bus Department 

. Merri 11 City Bus ttnes 
Municipal Coach Service 
Saprarnenfo Transit Authority 
Ci1ty of Panama City 
Oxrard Muryicipal Tra,nsit 

I 

I 

I 
I 
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Bakersfield, Calif. 
Jackson, Mi ch .. 

-Henderson, Ky. 

Ka 1 ama'zoo, Mi ch . 

Haltom City, Texas 
Pueblo, Colo .. 
Los Angel~s, Calif. 

Santa Rosa, Calif. 
New Castle, Pa. 

- -San Antonio, Texas 
. Ashland. Wis. 

Altoona, Pa. 

Greeley,_Colo. 
Fernand·i na- Beach., Fl a. 
Savannah; Ga. 
Saginaw, Mich. 
Oakland, Calif. 
Memphis, Tenn. 
Tacoma,, Wash. · 
Los Ang,e1 es,- Calif. 
San Bernardino,·Calif. 
Ithaca, New York 
Rome•, Ga·. . . 
Fresno, .Cal if. 
Mi-ami, Fla_. 
9bl umbus, .Ind. 
New York, New York 

Jamestown, New York 
New York, New York 

Commerce, Calif. 
St. Louis, Mo .. • 
~ong•sjatb, Calif; 

Palo Alto, Calif. 

,_ 

B-2 

_ Date Publicly 
Acquired 

August 1 , 1.956 
December 1 , , 1956 

July 26, 1957 

October 1~ 1957 

, 1958 
February 1, 1958 

· March 3, 1958 

August 4, 1958 
Marc~ 1 , 1959 

May· 1, 1959 
September - ; 1959 
November l , 1959 

November 3, 1959 
Marth 15, 1960 
July 7, 1960 
September 1, 1960 
October 1, 1960 

January 8, 1961 
February 1, 1961 
February 15, 1961 
July 5, 1961 

,August 14, 1961 
October l , 1961 
November 1, 1961 
Febru~ry 9, 1962 
March - , 1962 

March 23, 1962 

·July 1, 1962 
September 1 , 1962 

, 1963 
Apri-1 l , 1963 
Septembe.r 1, 1963 

December 1, 1963 

. \ 

Transit·system 

\ . 
Bakersfield Transit Au,thority 
Jackson Public Transportation 

Company 
City of Henderson Transit 

Commission · 
Dep~rtment of Transportation,_ 

City of Kalam~zoo 
Haltom City Transit Service 
Pueblo Transportation Company 
Southern California Rapid 

Transit District 
Santa Rosa Transit System 

41 

New Castle Public Transportation 
Authority 

San Antonio Transit System 
Ashland Bus Line · 
Transportation and Motor Buses 

fOY\ Public Use Authority 
· Greeley Mun•icipal Bus System 
Fernandina Beach BusLines '. 
Savannah Transit Authority 
Saginaw Transit, lnc. -
Alanieda Contra .·costa Transit 

District 
Memphis T'ransit Authority 

· Tacoma Transit Department 
Metropolitan _Transit Authority . 
Municipal Transit System 
Ithaca Community Transit System 
Rome Transit Department' -
Fresno Municipal Lines 
Metropolitan Transit AuthorHy 
Columbus Municipal Trans.it · 

System . 
Manhattan and Bronx Surface 

Transit Operating Authority 
Jamestown Motor Bus Operating -~cct. 
Port Authority Trans-Hudson 

Corporation · 
City of Commerce 
Bi-State Transit -System , 
Long -Beach Public Transportation 
· Company · 

City o'f Palo Alto 

\, 
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Pittsburgh, Pa. 

Da 11 as, Texas' 
Grand Rapids, Mich. 

· :Flint, Mi;ch. · 
. Terre Haute, Ind. 

Abilene, Texas 
Niagara Falls; New York 
A lbu'querque., N. M. 
StocHon~ Calif. 

•Columbia, Mo. 
Pomona, Calif. 

. Lafayette, La. 

. Jatkson, . Tenn. 
Prqyidence, R. I. 

Salem,· Ore. 

.O~lahbma c'ity, Okla. 

Jefferson City, Mo. 
Corpus Christi, Texas · 
Yakima, Wash: 
Wichita, Kan. 
Amarillo, Texas 

. Cedar~Rapids .. 
. ·santa Barbara, Calif. 

LakeCharlei~ ta. 
Utica, New'York 
Sari Diego, Calif. 
COlumbus, Ga .. 
Knox vi 11 e, Tenn. 
Erie,· Pa. · 

~- / , 

Mich. 
· AsheyH1e,. N.·.c. 
· Rome,·New York·· 
South Bend, Ind. 

. B-,3 

. Date Publicly 
Acquired· · 

, 1964 · 

January l, 1964 
February .... , 1964 
May . 1 , l 964 . 
September - , 1964 

October 23,. 1964 
January l, 19.65 
Febraury l, 1965 , 
June .l , 1965 

September l, W65 
January l, 1966 

January 1, 1966 
April 4, T966 

·JulyL 1966 

July l, 1966 

September 1, 1966 

· September l , 1966 
September 26,. 1966 
October l; 1966 
December 6., 1966 
December 27, . 1966 

. April l , 1967 
Apri 1 16 ,· 1967 

· May 1 , 1967 
July 1, 1967 
July 1, J 967 
August l, 1967 
October 17, 1967 
November 1 , ·1967 

.. , 1968 

January 1 , · 1968 
· January l, . 1968 
January 2 , 1968 
January2-, 1968 

I 

· · j. Transit System. 
I . 

Por~ Authority of' All egtieny 
C~n~ . . . 

Dal~as Public Transit Depar-tment. 
Grand.·. Rapids Trans it.Authority, 
Fl int Transit AuthOrity ' •. I ••.. ·.·. . , Terre Haute Municipal Transit 

SysteJl!. ·· . , · .· ·· 
Abi~eneTransit ,System ·.· .• ' 
Ni agar a Falls Trans i t Sys tern 
A1 bµquerque. rr~nslt Lines ·. . . 
Stockton Metropolitan Transit· D~strict .. · ··· · ··. ·. - · 
Columbia Munieipal. Bus lines· 
Pornbna Valley MunicipalTransit. 

I . . . . . • System . · • .. . · .. • · 
Laf~yette Transit Syst~m 
Jac~son Transit Authority 
Rhocle Island Public Transit 

·AOthority · 
Citf oCSalem Department of· 

Ppblic Works TransH Division 
C~n ~ra 1. Oklahoma . Tran~ portati on 
.. ar~ Parki'ng Authority .· .. ' . . ·• .. 
Jefferson· City TransH Authority . 
Corpus Christi Transit System I 

.Yakpma Transit Commission . 
Metrop·olitanTransit Authority 
AmaHno, Transit System .. 
Reg~onal Tra~sit Au~ho~ity 
San~a.Barbarc1Metropol1tan 

Transit Dtstrict 1
• 

Lake Charles·Transit Company 
Utica Transit Commission . \ 
Sanl DiegoTran.si t Corpora'tion 
Columbus Tran,sportation Syst~m · 
City of Knoxvflle / . I 

Eri~ Metropolitan Transit 
Authority · 

City.of Elgtn, Department of 
•, rransportation / . .• 
Battle Creek Coach .Company . 
Ash~vilJ e Transit Authority 
V. Li P .. Transportation• . - . · .. 1. . .· . . . . . . , • City of South ,Bend Transportation 

Cor'poration · 
. I . . . ··•.· 
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Redwood City, Calif. 
Rochester, New York 
Binghamton, New York 
Spo~anl! Wash. . · 
SpringfieJd,. 111. 
Fort Wayne, Ind. 
Philadelphia, Pa. 
Tuscon, Ariioria 
Kansas Ci~y, Mo. 

Date Publicly 
Acquired 

April 10, 1968 ' 
Ma 23 · 1968 . . y ,·, . ····, June·2, 1968 
June 11, 1968 
July 1, 1.9~ 
July 19, 1~68 
Septeml>er 30, 1968 . 

Janu,ary 1 , 1969 
Fel,,ruary 1 , 1969 

43 

Transit System 

City of Redwood City 
Ci;ty of Rochester 
BrQome couiiti Trarisit System 
Spokane Transit System 
Springfield Mass Transit District 
Public Transportation Corporation 
Southeastern Pennsylvania · 

Transportation Authority 
Tuscon Trans,t _ 
Kansas City Area Transportation -

Authority 

Source: American Transit Association 

I 

.r 
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PUBLIC SERVICE CQORDINATED·T~~SPORT· 
CORPORATE HISTORY . .AND ~Il'1ANCIAL s:TATISTics · 

l 
Area Served and Size of PSCT I 

I 
Public Service Coordinated Transpor{ serves practically 

the entire State of New Jersey, operatin~ 144 bus lines and 
I 

' • I ,, - ' 

one su,.bwayroute in more than 400 communtties, including the 

largest cities in th~ State, 20 ·counties 1a11d port1.oi-is of·, 

th,ree adjacent states. As of December 31, 1968 the system I .. · . . ·. 
included 2,468 buses and'30 subway cars. I The.round-trip 

i 
length of routes operated totaled .6, 133 file.s and the total 

! . number of passengers carried on regular routes was over 2.97 
I. 

mtllion in 1968. Today, the system carr~es nearly 7QO,OOO 
I passengers on an average wee~day. I 

The Company also operates extensive 1 charter, contract 
. I . 

' · i ' - . ·c. 0 , and.other special .services. For the yea;r 1968, these specfal--
1 I . , 

ized operations carried an estimated 9.11 million pas,angers.' 
! 

Management a.nd Control 

The company i,s wholJ;Y,-owned by the :Public Service 
I 

Electric and Gas Co. and managed separatJely from its head-
. . ! 

quarters at 180 Boyden Avenue; Maplewood!, N. J. 
I 
\ 

I 
! 
j 

j 

I 
·1 
I 

\. 
' 

/ ', 
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History .of CorP<?ration 

Public Service Coordinated Transport was incorporated in New 
I 

Jersey. on Jan"Qary 31, 1928 as a consolidation of the Public Ser-

vice Transportation Co.· and Public Service Railway Co. Public Service 

Transportation Co. was a consolidation of the Jersey City, Hoboken 

and Paterson Street Railway Co., North Jersey Street Railway Co. and 
- I 

United Street :Railway of Central Jersey on August 20, 1907. 

Public Service coordinated Transport took over'thE! operation 

&f bus lines .of the Morris County Trac.tion co. ori Feb·. 19, 1928. on 

May 31, 1937 the company sold its wholly owned subsidiary, Port 
. I 

R:ichmond and Bergen Point Ferry co. to Electric Ferries; Inc. On 

July 6, 1937, ,two former subsidiaries were merged: the Bergen Turn-

pike Co. and Paterson and State Line Traction Co. On August 1, 1939, 

the company .leased ali of its propert;i.es in and south of Trenton to 

, Public Service Interstate Transport, a company which was merged int<> 

Public Service Interstate TranspOrtation Co. on August 3, 19~9. 

A plan of reorganization was consumatedon June 28, 1940 provid-
' ihg for the merging' into Public Service Coordinated Transport of the 

fo1iowing- :former lessor companies: 

Consoiidated Traction Co. 

Rapid Transit ptr~et Raiiway co.of City of Newark 

Riverside Traction Co. 

Camden and SUbtirbari Railway Co. 

Camden Horse Raiiroad1 Co. 

New Jersey and Hudson River Railway & Ferry Co. 

South Orange and Passaic Valley Railway Co, 



And on November 30, l 940: 

West ,Jer'sey'Tr~ction Co., 
.• I 

Camden and Trenton Traction Cp., ~ 

Highland Improvement Co. , forme~ly whc:hly-'owned subsidiaries of 
. I -

lessor -companies, were merged into Puolic.service Coordinated 
I • :. I-

Transport. _ 

On December 30, :1941, the company merJed the properties- of the· 
.. . .. I i . · .. ·· . . . - · ·· 

Camden, Gloucester and Woodbury Railway Company which·wer~ formerly 
I . . . 

. operated under lease. On Octobei- 31, 1946 J Newark Plank Road Co. , 
I \ • I 

a wholly-owned subsidiary was also merged. Ii On November 15) 1949, 

Ri~erside · and Fort Lee Ferry Co. , · a wholly4owned subsidiary,· was 

dissolved. On March 31, 1953 the coinpany ~erged its wholly-owned 

subsidiary, · Public Service Interstate, Transportation Co. 

Cab, Inc. , which_ discontinued operations, oj Octobe; -114, 
. . I·· . 

. dissolved in ,1956. 

Yellow 

1952 ,, was 
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-Cclpj_ta.J. Structu,re · 

LOng-term debt consists of fit"St and refunding mortgage 

bonds a:s :1:611ows: 

4% 
5% 

5 3/4% 

Tota.ls 

~utJ.to# i zed 

$14';64(),3()0 

210,500 

401,100 

701,1()0 

$15;953,000 

Outstanding·,i:ri ... han.cis ·.· .· 
of th~ ptjblic 12/jl/6 8. · 

$70;./,400 
( 

71 ,:3•()() 

188,100 

];72 ,!?()() 

$1,139,30{) 

All Bonds a.re d'a.ted Jan. 1, 1940 and mature on: Jan. I, 1990. 

Capvial sfook consists 6f nO-pa:r corfiltibri stdck: with a 

sta:teci value of $'60 a share. of the two million. shares 

. &uthorized·; 487,479 were issued a.nd a.re· o-u:tstand.ing,, with a: 

. stated. va.fue of $ 29 ,· 2 48, 74b. 
I 

There is no preferred stock, nor any long..;term debt 

ot equipment obJ:icjat:ioris othi:>r than described above. 

Carrier operating property amounted to $96; 469'1209 as 

of December 31, l~f68. Revenue equipment accounted .for 81 

percent o.f th±,s amount. After deducting accrued depreciation 

and: amortiiatic:m, .net operating property amounted to 

$34, 60],•947. 

Non. ca:tr:i!er operating' property (mostly land listed for. 

sale) amounted to $34,222 after accrued depreciation on: 

struCtureS. Total net tangible property, therefore was 

$34,636,169. 
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I 
I 

The Table on page c...:6 sh,bw; the trend' of investment 
. , I . .. 

il) ope:i;-ating property for the years 19 5lil968. Purin<.f the 
I , ' 

early post-war p~riod, Pub],.ic 1 Service reJired si,zable, invest..:. 

ments in street railways, an ~ntire fleei of all-se1;vice 
I 

vehicles, and· 
1
the' gene.ration of small buses• that were de-

signed to/reflect the low traffic volumelof the 1930's. 

Accordingly, investment was still .being +ri.tten down as. 
/ 

lat~ as the mid-1950's. From 1956 to 19~8, net ope~a~ing 

property increased 28 percent, from $27 fillion to'$34.6 lllillion. 
I 

\, 

j 

J 
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PUBLIC SERVICE COORDINATED TlvlNSPORT . 

10PERAT1:NG PRQPERTY--I:tNESTMENT AND DEPR£CIATIOli 

(Thousands of Dollars) 

I rives tment in Reserve £or Net. 
nepreciation Operating 

pro.J?i?r t:2 
31, 1951 68,1'88 34,339 33,849 

152 61~;134 32,900 28,234 

153 6'0,641 33,146 27,495 

,·54 G'0,237 36,041 24,196 

1ss 62;867 36,947 2~,920 

'56 63·993 
. ' , 

36,967 27,026 

'57 65,493 38,213 27,280 

''58 66,734 38,559 28-,175 

'59 68~1'.37 41,517 26,620 
.. 

''60 73,860 41,954 31,906 

'61 7_7,059 42,491 34,568 
, '62 78;572 45,065 -33,507 

'63 82,195 47,233 34,962 

'64 84,017 48,S56 35,521 

~65 85~097 50,610 34,487 

1'6'6 87,151 51,644 35,507 

167 86;569 53,698 32~871 

'68 90,4G9 55,867 34··602 , . 

.PSCT % 
b~ Total 
)3µ$ Compah;ies 

71.8 

60.0 

58.8 

57.6 

60.4 

'62. 7 

61.4 

67.1 

69.2 

'70.8 

71.5 

70.6 

72.6 

71.8 

70.0 
71.8 



50 

' __ ( 

) 

c-7 

Share of Market 
'·1 

Public Service Coordinated Transport had gross revenues 
. . . . . . I .• . . 

of .$68.9 million in 1967, which were 4~ percent of total re;;. 

venues of the 274 companies reportingriegular pa~senger . .· '.· . I 
2 gperations in the ,State of New Je~sey.j 

Public Service's share· of the ma. 1ket has, declined, over 
. I . 

recent years; considering only New Jers:ey operators, (companies 

repofting to the PUC), Public Service' 1 share. of gr
0
oss revenues 

decl,ined from 56. 9 percent in 1951, to 149. 4 percent in 1967. 3 
I 

Sour.ces of Revenues I 
I 
I 
I 

Table C-9 shows operating :i;:-evem1e
1
s by source for the year 

. . •·. t. I 
1968. Pas~enger revenue (re~ula~ franclhi,sed service~) . accounts 

for 90.6 percent of total operating re"ienues. Of the $65 
i 

million passenger revenue, 62.1 percent! is from New Jersey 
I l 

irit1rastate operations. I 

Sp~cial service revenues, includi~g chartered service~ 
. . I . 

. · school and 1other contract services, acclounted. for 8. 5 ,P~rcent. 

of total operating rrevenues. Of the $6!.1 million revenue 
. I 

from these sources, only 43;, percent is :intrastate, reflecting 

. the importance of· special trtps out-of-lst~te. 
. I 

Operating.Expenses, 
I 

I 

i 

'Operating expenses, including opelration and maintemance, 
•. I· , ' . . 

depreciation expense, operating taxes a~d licenses, and op-
I 

era ting rents, absorbed 101. r percent o1f total operating revenues 
I 

I in 1968. 

· 2ExcLudes charter and other special service companies not 
affiliated with regular-route opera,tors and certain l'ong-
.clistahce c.arri~rs performing i:cid .. bl n,tal ,service in the Stat~. 

3see Page C-8~ I 
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1951 
1952 
1953 
1954 
1955 
1956 
1957 
1958 
19}59 

1960 
1961 
1962 
1963 
1964 
l-965 
1966 
1967 

Cla:Js. 
:A 

74,104 
83,400 
84,900 
81, 30i 
80,899 
84,025 
86,900 
!36, 212 
92,154 
96,703 

lOQ,925 
103,560 
107, 25Ji 
109,965 
118,189 
122,344 
127,326 

Class 
:a 

2,775 
2,737 
2,888 
2,988 
2,978 
2,767 
3,074 
3,045 
3,457 
4,091 
4,554 
4,529 
5,134 
5,371 
5,890 
5,428 
5,877 

C-8 

N. J. BU$ COM~ANIES 

'.I'OTAL OPERATING REVENUES 

(Thousands ot Dollat's) 

Class 1 C 'rotal 

5,065- 81,944QR 

5,487 91,624 QR 

6,018 93,806QR 

5,415 89 704 QR . . I 

5,280 89,157 QR 

5,206 91 998 QR I -

5,058 95 032 QR I . . . 

5,198 94,455R 
6,248 101,859 
6,038 106,832 
5,926 lLI., 405 
5,621 113,710 
5,602 117,992 
6,055 121,392 
6,138 130,217 
5,924 133,696 
6,347 139,550 

Public Service Percent 
Caordicnaited of Total 

'.I'rc;tn!:!Po'rt Cop1,pc;tp,:i,.~s 
I 46,643 56.9 

53,416 1 58.3 
I 52,949 56.4 

50,055 55.8 
48,981 54.9 
51,674 56.2 
52,115 54.p 
51,309 
55,739 
57,761 
59., 092 
59,478 
61.,473 
60,238 
66,434 
68,324 
68,9l0 

54.3 
54.7 
54.1 
53.0 
52.3 
52.l 
49.6 
51.0 
5], .J I 

4~-4 

1 Notes: compal;l:i.~s reporting to. New Jersey PVC; excludes 
Aineri·c:an · BPS Lines, Jnc. , Greyltpµpd Corp. , -and Sfitewc;ty 
mrails _ · 

Q Includes Qua,ker City Bui;! co. 
R Inclucles Rolo Transit Co.rp 
I .. 
·· Includes Public Service Interstate Trans. Co. 
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.PUBLIC SERVICE COORDINATED -TRANSPORT 
·.· . '·,:'· 

1968 OPERATING:REVENUES 

NewJersey intrastate.revenues 
Bus Subway· Totq'.l 

-Pa~seng~JT revenu .. e...:.~~-~~~~:----~~-39---i'&-4--"l,---"1'-1""'4------$7-4-1,----;-875~--:-$~0, 38'9, 589 
Specia'l - ;;eirVic•e:: revem:ie _ . 

Chartered service revenue 
"$pecial cpntract service revenue_ 

$chool revenue 
.. _ Qth"e-t"" re~niie ,., 

·other:: specda/1 ser,vice revenues 
Mai:l. re~enue · · 

-. E:xpr~~:s_ revenue. --
N:ewspaper' revem~e 
Miscellaneous i;:tation revenue 

, ' Oth;er oper~ting · revenue 

768,672 

1,14.2,246 
483, 8'56 
243,547 

2,siw·/ 
6,510/ 

56,084-
319~586 

Total - $42,671,105 $744,911 

768,672 

1,142 ,_2-46 
.4.83,856 

·243;547' 
' .. · 

2,890 
6;510 

59,120 
319 ,-586 

·-$43, 416,016 

Source: Public Service Coordi~at-ed Tran$port, A~nual Report to 
New Jersey Board of ~ubTic Ut:i,lity Commissioners, 196 8., 

Interstate . 
and·_ · 

o~tof,state 
intrastate· 
~evenues-

-$2~ ,6-39, 94.0 

2,378,057 

175,813 
-942;801 
' 5,630 

49,985 
7,869 

l88,2i3 

$28, 38,8, 318 

Tot:a-1 
revenues 

: for' year -_ r-

_ $65,029,529 -

3 ,146 ,729 
' ' 

1,142,246' 
65!:r, 669-

1, 18,6, 348, 
-, 5,630 

52,875 
14,319 
59/12_0 

507,.S09 

- -$71,'804 ,33'4 

' ( 
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Total compensation of employees (including 9-<iil'!tinis-

~rative and superrvisory) amounted to $44:. 8 million-"."'"62.4 

wercent of total operating revenues in 1968. The cost of 

labor (which inclµdes overtime, bqnus~s, !;!ick 0 :l,eave, holidays 

and vacation) increased 33. 5 percent f:i:-o,m 19.60 -to ) .. 967, 
. 4 

cqir\pared with a 19.3 percent growth in g;ross reve;nµes. 

pperatim:r Ta,xes and, Licenses 

1\11 federal, State and local ta~es i:in,d license fees; 

a;rnoµnted to $5.; million in 1968·•-7. 2 percent of total · 

operati;ng revenues. Federal taxes ($.2.3 milliqn) are the 

largest share, followed by local taxes {$2.2 million}. 

Stctte tclxes account for the smallest share. 

4 . . . . ' 
,:Pr1e ~verage 11urnber of ernployeei:; clecreased frorn 6,275 in 

Decernbe:r 1960 to 5,515 in Pecember 1968. Ernployment is 
sornewhat seasonal with an increase o,f about 200 during· 
the summer months each year. 
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· · THE , EXISTING" lNTER~.ClTY · LiNEs· 

AREA SERVE!D AND, SIZE O ·. 

'J ·The Inter".'."City · group 'conl[li_sts_ o,f si (affiliated operati~g · 

. bus companies serving .. 45 '(000 daily passengers in nortli~a:stern iew 

Jers_ey. Four Qf lthese ·companies .have intet,state, franchises to operate . , · 

bet;een New Yo~k Ci~y and :var!ous cit'ies· a~d lowns in New Jersey. ser- -~ 

ving mo~t~y comm~~;rs in Bergen an~ Passa!c Ctunties. About,300 ~uses 

are.operated on twelve basic routes with_more than thirty rush-hour 
,. 

variants. For the year .1968, the I system carried 13·, 2 million passengers 
. . 

over regular routes with a total. round-trip 1 ngth of 670 miles. 

BANKRUPTCY STATUS··. 

In Augustf 1967, six op~rating bwa ,ompan:i.es known as.Inter-
1·· ·. ' '' . ' . 

City Lines were brought under bankruptcy proceedings in accordance with 
' · 1 ' ' . .· ·. ' .' 

Chapter 11 of the Feder'al Barikrupt'~y Act,-together with twenty other · 

financing co:.C~~r~tioris inv<ilVOd in the fa~ll;nll fi.,.nci"1 em.pire of .. 

Theodor~ J, Richmond of ,Paterson, Ne~ Jersey• Stib§lequenl;lythe Securi-

ties,and Exchange,Comm)_ssion: alleging ~~olat}ons of securities.laws :Ln 

loans' and interest payment~ as' h~gh as 15 per cent annually, bro_ugb,t 

su.it in U. s·. District Court to force _the Ric mond compari::Les into bank:-: 

rup·tcy proceeding~ under Chapter- 10. [ · , , 

SuQsequ<intly, three of the op~raunj' _, cbmpanies were placed 

un~er Chapter 10 proce;ed:i-ngs: 

Homest.ead Transit Co., 111.c, 
. I . . 

J;n~:er .. City '.f~~nsportati9n Cq. ,· Inc, 

Lake Region Coach Co~ ·,· ~nc. 
. ; . ·; 

Three under 
. - ', , . 

r ~ ,,., 

. / . < 

; /' 1-> 

(f7 ".u 
. 

·ILJ 
'[J 
·•·ci 
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Chapter 11 proceedings: 

Northeast Coach Lines 

Orange & Black Bus Lines, Inc. 

Warwicle, Gre~nwood Lake & New York Transit, Inc. 

The system is managed by the Trustee for the Chapter 10 

companies, Donald A. Robinson. 

Continuation of regular service will be threatened if the 

trustee is unable t9 finance new equipment to replace rapidly deterior-

ating portions of the fleet. At present, the financial capability of 

this system is unclear due to the extreme complexities of past equip-

ment financing and other arrangements invol~ing a total of 26 affili-

ated corporations with some 4,000 creditors. 

If the operating segments of this corporate morass could be 

separated, the cash generated from operations could probably support 

the service in total. Present management, however, lacks working 

capital and has been impeded by lack of information on cost of oper-

ations. Further, the separation of these companies into two groups of 

bankrupts, h~s raised the possibility that those routes which are least 

likely to support present service from' passenger fares alone would not 

have benefit of possible surplus revenues of the more self-sustaining 

routes. 

It is clear that Richmond (the basic owner and former pres-

ident of these companies) was operating the system as one economic 

entity, with inter-company transfers of cash, equipment, materials 

55 
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. . . ·. •. I , . , 
and servicingfacilit:ies. His plans for integration of garage and 

- - ., - - ·I·· . . .. ·. . . , 

servicing were well advancedwhert the increasing cost of capital 1:i.n 
I 

1967 exposed his ·unorthodox•financial strucJure. 
I r 

REVENUES AND SHARE10F MARKET & DEFICIT 

The consolidated Inter-City syste~ had total operating 
I 

revenues of $9, l million in 196'8 making· it the third largest operation 
I 

in New Jersey by that measure. I 
I 
I 

The system suffer'~d an operating 
I 

l:oss of $463,.580 in 1968, 

This does not _reflect the purely financial 
I , . . 

t:rans~ct_ions of non-

operating affiliated corp·orations_ also 
. I 

invo1red in the bankruptcy. 

I 

.J 
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OPERATING STATISTfcs 
lNTER""Cfrfiy ttNES bbNS'CDLID:P-}:t'lED SiSTEM 

1'968 

Ni4ir)b,$t of ¥'&$!~~ti<it~t~ : 
·R~i;#tti~r. Rbut~~ 
. (iha:iit&f ana sp~ciai 

Tof.:~tL 

Reg-ti.la:t' RbtFtef 
charter ana Sptecial 
±6t~1·op€ratihg Rev§rtues 

13t:212.,947 
1:,156,786 

(/: .. ;·, (.::,".;,.,'.:_;;;,:::-;_...-: ._:;.·.:., ::: ,: 

14}369,733 

670 

$ 7;137,284 
$ it 920,422 
$ 9jot6,o4s 

$ (463,580) 

57 
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The ·State· of ;New Jersey has a v"it.al ~Ute.rest .itL the tota,J 'aper~ 
' . > •.•. '' '. ·,·, ' ' ! ' . ',, ' ·, ' . ' ' ' i · .. · • ations of bus servi~es wliich a,re presently pro7-7Jded by?74c d,ifJ;~r~11t C>per•f . 

,ating entities. All of tlie~e comp~niesa.re prtvately-o~ecl an~ :ran~e i1_1· 
.. ,size from one-bus, owp.er-d,river units t'i) the g1a~t Public Service Coord.:i;-
. nate.d Tr~nspdrt. • . I . · . · ·, · - . 

Size of .the Market 

The size· of these operations in terms ocf,. revenues, pass.engers '.. './ 
carried,and,bu~~milei; 1operated in 1967, is 'shokin· the Ta.ble on.page E-2~ . 

. . ,Significantlyl aboµt 82, perce11t of gross reventes ate from pas'seng~rs · ·. 
carried on regular franchised i:·outes.' The maj br 'interest of>the ,private ,· ··••· .. 
companies, however, is developing charter- and bther special, serv,ices wbich, · ·· 
although accounting for only 15.6 percent of the.'busbusitiess (atid only 5.3 
percent of total passengers); most companies ctnsider to be more profitable. 

,· . '!'he. Decline. of . Services 

·.. ,Thus, with th~ ~xc.eptiop. of certain ~onnnuter arid'longer-dista.nce -
.. bu1:1 services ·into mfdt;own,Manhatta11, the ·private .. companies are .pot. inter-

est"ed in.further( expansion o.r .. iaj:provement ,of r,~gular franchised·. operations. 
' The present regulatory frameworlt prjecludes v,hoiesale abandollllle.nt. of the!:le' · 

services by surviving companies but.this is insufficieritto preserve the 
service \,where either of the . following occur: j · 

! 
,: , .-:- . __ , ,--_ - -. - - ·. . 1. - . .. . - . - . - _· 

1. Where the operator has separated charter and special 1:1ervice. ·· . 
operations from the eorp~ration, which ]ope.rates franchised route1:1; 

2. Where. experience<clemoristrates that thd amount of servite p_rovided 
. . •·· . . . . . . . ·. . .·· I . ,. · by the company Js gradually· decreasing. over a period o.f year1:1, 

:i.rrespect:i.ye · of regulation. I · 

Owp.e:rship Interests ·. I 
I 
I 

' ,The 16 large1:1t ownersh:i.p interests, ra1nked by the· 1967 grot:11:1 
revenues'.of ,their respective ~f:filiated compani1le!:l;.are shown in.the Taple ,' ,' 
on page E-3. These 16:' group~ {idehtified by family name ,of the controlling, 

· sfockholder),inc.1ude 50. opera.tin~ bus companies[ which°account for. 89 percent 
of tlle bu1:1fness,. by gross revem1es. . 
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total Opeta'ii:iJH; ~even\ie~ 
P#J..~ $EllPS¢i' .· ~~'7$JliJij 
thittit • dttt1i $~¢¢t•i 
1%i~c¢ii~n-e6µ$· 

if'~t.al $i.a$$~ti,:&r~ Ca.tried 
~~<;Jul~# aoi,1,t~$ 
~h•ti~t I bthit ij~ectll 

Teta,l iju$1 Mile'$ 
, .Reg1;fL~:t Rij'.ij~e~ 
.8ha:r'i1:~~ & o.thef 

117, ~.Q~)lS~ 
I ,i~ ,d~$ 
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