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STATE OF NEW JERSEY

DEPARTMENT OF TRANSPORTATION
1035 PARKWAY AVENUE
TRENTON, N. J. 08625

Davip J. GOLDBERG
CoMMissIONER May 1, 1969

Honorable Richard J. Hughes
Governor of New Jersey
State House

Trenton, New Jersev

Dear Governor Hughes:

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 reached
a critical point. Without some public intervention, a number of urban
centers are threatened with the loss of most, 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 elderly, the young and the handicapped.

The completion of this report has been accelerated because of
the deepening financial difficulties of many bus companies. It is as
thorough as time would permit and recommends a program which we believe
can successfully handle the most imminent bus problems while pointing
the way to a more 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 consideration.

Sigcerely,
C'W ! ﬁd 1&;@JV&L
a rg

wvid J-
thte Treasurer Commissiotfer of Trandpdrtation
Chairman

Brendan T. Byrne Ronald Berman
President, Public Utilities Assistant Commissioner for Public
Commission Transportation, Secretary



IGHLIGHTS

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.

* % » ‘ *

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 forimobility. The
mobility for these groups in our society is declining.

* : * *




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

@i 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 drastic reduction of bus services in New Jersey since World
War II.

M  Number of passengers down, 934 million to
339 million. ‘

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

Bm  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.

B A1l passengers down 67%.

[ | Intrastate passengers down 73%.
* * *«

Many specific services are threatened with abandonment
or curtailments. Service on the Newark City Subway has been threatened
with termination 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
Atlantic City and Trenton have forced consideration of public opera-
tions by county authorities. 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



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 will continue to expand over the next several
years.

* * *

It is apparent that today's bus crisis 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.

o * *

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 immediate 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 Service, 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.

* a *



Public ownership of these companies could

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

L] 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;

B  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 employment areas of
the State. )

* B *

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 Department of Transportatlon, in its Master
Plan for Transportation released early last year, included the follow—
} ing analysis of the status of mass tramsit in New Jersey.

"The steady deterioration of mass transit in the magor urban

{h]  centers and their surrounding metropolitan regions ts a very

""" . clear and present danger. Such recent events as the an-
nounced abandorment of the Newark subway, the threatened

[ﬁl abandonment of transit service in Trenton, the backruptcy
proceedzng of a magjor motorbus operator in northern New

Jersey, and the generaZZy weakened financial position of
other motorbus carriers all indicate an impending crisis
in this erucial segment of the State's public transporta-
tion system. :

]

Abandonment or. substantial curtailment of these systems
would cut off essential employment and recreational op-
portunities for many thousands of New Jerseyans and would
adversely affect the central business. distriet in most of
our magor cities. It ig clear that these systems must be
preserved. "



In the months since that statement appeared, a series of e-
vents has occurred which provide firm eviFence that the problems fac- '
ing major segments of the bus industry are inten31fying. In addition - -
to the threatened abandonment of the Newark City Subway and bankruptcy
of the Inter-City Lines, other bus operators either have discontinued
all services or are threatening to do so.| Another round of fare in- -
creases has been granted, and elsewhere service has continued to de-
cline at alarming rates. The imminent abandonment of bus service in At-~
lantic and Mercer Counties led to the enactment of legislation authoriz-

ing County Improvement Authorities to take over the bus systems in these -
counties. Negotiations presently under way will likely result in public'“=

ownership of the two major carriers in these counties. Meanwhile, the

companies are petitioning the New Jersey Board of Public Utility Commis-"

sioners for substantial cutbacks in serv1ce

. \
|
I
SERVICE ABANDONMFFNTS
‘ R

In recent days there has been u%mistakable evidence thatéNew

Jersey is about to lose a number of critical bus operations. The effect

of such losses can only be described as d%vastatlng to the urban areas'

which these smaller companies serve. i

" Some lines already have terminated operatlons In May 1968
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. The company accompllshed this .
by permitting its insurance to lapse. Last month the PUC was compelled N

to order East Orange Transit Lines, which was carrying ‘about 2, 500 per-’

sons daily, to. termlnate service because of inadequate and unsafe oper- :
'ations. : . - S ,w L E _

Marathon Bus Line, with 1,200, riders daily in Monmouth and,'
Middlesex Counties, is about to abandon all operations. A temporary
court restraining order keeplng the company in business has been dis-
solved and it 'is expected that the company will cease operations shortly.
Coast Cities Coaches serving nearly 5,000 passengers daily in Monmouth
County along the North Jersey coast and Wnich is vital to Asbury Park,

and Plainfield Transit Company serving nearly 2,000 people daily in the -

riot -area of Plainfield also are 11kely candiates to cease operatlons in
a matter of days.

,,,,,,,
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In addition, a number of other companies (Appendlx A) have in-
dicated that their financial position is deteriorating seriously and
have requested governmental relief--usually in the form of subsidies.
The Department believes that a number of these companies are in. fact in
imminent danger of. abandonlng or severely curtailing operations.. Some

12 companies scattered throughout the State and serving 107 mun1c1pal—

ities, and which have a total average daily ridership of 30,000 people,
have indicated that it'is likely that they will terminate services in
the near future. Their equipment is obsolete, averaging almost 20 years
in age and their financial picture shows no hope. Whether the near fu-
ture-is measured in days weeks or months, most of these companies will
be forced to termlnate operations if nothlng is dome.

The instances cited account for those companies which are in
some immediate danger of closing down. Equally important, however, are
reductions which have already taken place in existing services in urban
areas and these trends are expected to continue at an accelerating rate.

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 be essential for
. any public transportation proposals for Newark and Essex Counties. Its
. discontinuance would add considerable traffic to the already overly con-

gested streets of downtown Newark. The City of Newark has requested the
State to provide both sub31d1es and capital improvements to keep the
subway in operation.

{

The Inter—Clty L1nes is comprised of six affiliated operating
companies serving 45,000 passengers daily, mostly commuters 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 regular .

- service will be threatened if new equipment is not obtained to replace

the rapidly deteriorating portions of the fleet or if their cash posi-
tion declines much further. The system needs working capital and ade-
quate equlpment storage and servicing facilities.

FARE INCREASES.

In August 1968 Public Service petitioned the PUC for, and sub-
sequently received, a fare increase. It was the sixth increase in the
last twelve years. This rise in intrastate fares followed an interstate
fare increase which had been allowed in April 1968. Justification for
the latest round of increases was clearly stated by the PUC:



"The economics of petttzoner s operat
caught between rising costs and decre
salaries and related employee benefit
mately 68% of its operating costs. 8
cost 1s characteristic of bus operati
other public utilities. The leverage

ion are such that it is
ased patronage. Wuges,
s account for. approxi= -
uch a large payroll

ons but not of most
exerted by the large

‘percentage of expenses represented by wages means that any
substantial change in this sangle item of experise cannot

be absorbed by petitiomer in light of
earnings position.'"

A pattern of continued escalati
and subsequent fare hikes is all tco fami
The trend of rising labor costs for Publi

its relatively poor

on of costs, declining revenues
liar to the transit industry. -
c Service and the industry as

a whole is shown in Charts 1 and 2. As f
continue to abandon the servicesthereby p
nomic spiral. :

A PRACTICAL LIMIT

ares continue to rise, riders-
erpetuating the downward eco-

A key question is when has the
fare increases as a solution to the deadl,
clining patronage in the bus area. This
its decision on the most recent fare incr

Fssue was raised-by the PUC in-

i e

practlcal limit been reached:on'
y cycle of rising costs and de-

ease application when it stated: 

!

»“—‘-’\——T
—
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"With the knowledge that hzgher fhres than those proposed by
petitioner are now charged by traqsportatzon utilities in
other areas of the State and Country, the Board is still
very much concerned with the uppeﬁ limit which it can reason- .
ably permit the first zone fare fb; motorbus. transportation
to reach. Referring once again, to P.S.C.T. vs. State,
supra, the Supreme Court stated tﬂat uttlzty rates should
not be so low ae to be confiseatory nor ever more than the
reasonable worth of the service. It is this latter concept
of worth of service which is the chrrent concern of the _
" Board. The 25 cent first zone fdr% in the opinion of the:
Board is close to the upper:limit set by the Court. Ob-
viously, there is mo rigid upper limit since: such limit
- ghould depend upon general economic conditions. However, .
when a basic service such as bus transportation has increased
at such a rapid rate and ‘so much more rapidly than the cost
of living index we become increasingly concerned as to how
high one zone fares can be permitted to. go in light of the
public interest in mass transportatzon in general and in

:‘speotf%e fares in partooular."

_ ‘The burden of rising fares and reductions or abandomments of -
service is a double 1njust1ce because it| falls upon those who (a) are‘
most dependent upon publlc transportatlon services and (b) can ‘least

- afford the higher costs. The greatest effects are felt by the poor, the

" elderly and the young -- those who do noF have alternative means of mo-

bility and who are living on limited, and in &any instances flxed, 1n—;
comes. Together, these groups represent nearly half the urban popula-
tion in this State." ' : L

‘

‘The New Jersey Law Journai, a major voice'of.the'baf/of'theﬂ'

‘State recently commented on the ‘social inequities-of.fare‘increases:-v.'

. "Who are the riders who must bear the brunt of the §5, 096 000 -
' PSCT increase? For the most part they ave the very persons
whom the nation, the state, the municipalities, the private
. sector of commerce and industry and the bar are now making
extraordznary effbrts to heZp economically and . socially.

Ny
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It is noteworthy that without the fare'tnérease\the annual .

~ loss the bus company would sustazn‘f?om the wage increases

" would be substantially less than the losses alleged by the .

.+ railroads operating suburban passenger service in New Jer-
‘sey and it is safe to say that the
 bus riders outnumbered by far the train riders. However,

‘number of Z-and 2-zone
the legislature was able to find a\way to provide sub-
sidies for the railroads ‘carrying North Jersey interests
as well as intrastate passengers to and from Newark
Hoboken and New York (e.g., see L. 1961, c. 32).

for the larger class of commuters who must use buses fbr
home to work travel within New Jersey no such ingenuity
has been shown for provzdbng stmzlar relief from the
periodic bus fare increases that usuaZZy follow wage in-
creases. , |

This tncongruzty requires executive “and Zegzslattve atten—

tion." _ I

We must ask ourselVes whether‘these fare increases, which may

be unavoidable under private operatlonsL do not work contrary to objec-

 tives of social welfare programs de51gned to ald the urban areas and to
the . general welfare of the community. : R :

B
|
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Newark City Subway serves 15,000

passengers daily.
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0. A DECLINING INDUSTRY

A1l of the specific critical problems which have been men—

tioned are only symptoms of the general deterioration of public

transportation in New Jersey. Public transportation, especially local
bus operations, throughout the State is suffering from declining reve-
nues and rising costs. Equipment is being held beyond its useful life
and companies are cutting back on existing services and not providing
new, essential services.

STATEWIDE DOWNTREND

Public transit in New Jersey has declined throughout the
post-World War II period by whatever measure one may select.,
Charts 3 through 5 clearly reflect these trends. In summary, from
1947 to 1967: '

1. Number of passengers, down 934 million to 339 million.
2. Number of bus trips, 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 charts indicates an even -

f_ more ominous -trend for New Jersey. -‘Since 1947, the number of pas-

sengers on interstate routes has remalnéd v1rtua11y constant, while -

the number of intrastate passengers decllned from 826 m1llion to

235 million - a 72% drop. The same is true for the number of bus

miles and bus trips. The evidence cleafly indicates that the great- .

est-decline in bus operations has occurred on. the 1ocal, intrastate
bus routes. : ‘

PUBLIC SERVICE‘DECLINE
For the largest bus company in the State, Publlc Service,
which accounts for more than 50% of all the passengers carried in the
State, the decllning picture is the samb._ For all Public Service

. routes between 1947 and l967° w

Number of passengers, down 6491million to 214 million.
Number of bus- trips, down 7.1 million to 3.1 million.
Revenue bus miles, down 112 million to 81 million. -
Revenue bus miles: per mile of %oute, down 18,750 miles
to 13,218 miles. ..

5. Number of bus routes, down 230‘to 145.

LN =
e o o

The decline for Public Servicé is even more éevere than for
the average of the United States transit industry. Table 1 shows a

.comparison of the trend in revenue; revenue passengers and average fare -

for both the U.S. transit industry and Publlc Service Coordinated :

Transport. It can be seen from this taPle that the number of transit
“passengers is decllnlng throughout the- Fountry. Between 1958 and 1969,

‘the average passenger decline in the United States was 11,4%. However,’

fthe decline during the same perlod for Publlc Service was 26. 44.»

|

-
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CHART 3
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NEW JERSEY BUS COMPANIES
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CHART 5
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~ TABLE 1

Source: N. J. Board of Public Utility Commissioners,

(Rate Counsel Exhibit 11)

COMPARISON OF TRENDS IN REVENUE, L
| » REVENUE PASSENGERS AND AVERAGE FARE L R
U.S. TRANSIT INDUSTRY AND PUBLIC SERVICE COORINDATED TRANSPORT = '
_ Passenger Revenue Revenue Passengers = Avergae Fare
‘Year PSCT - U.S. ~__PSCT |~ U.S.. -~ - PSCT @ U.S.. .
(thousands) . (millions) _ (thousands) (millions) o
1958 $48,378 $1,282.2 288,014 7,778.0  16.8¢  16.5
1959 54,342 1,308.3 269,764 7,650.0  20.1 - 17.]
1960 54,145 1,334.9 264,877 7,521.0  20.4  17. o
1961 55,294 1,320.9 262,416 7,242.0  21.1  18.2 i
1962 55,374 1,330.2 254,33? 7,122.0 21.8 18.7 Q;ﬁi
1963 57,129 1,316.3 247,572 6,915.0  23.1  19.( o
1964 55,069 1,326.0 224,354 6,854.0  24.5  19. s
1965 60,564 1,340.1 224,01T 6,798.0  27.0  19. o
1966 62,303 1,385.4 219,963 6,671.0  28.3  20.8 "
Percent v R z 3
Change, | ‘ | SRR
1958-1966 ~ 28.8% 8.0% (23.6)%. (14.2)%  68.5% 26.1% -
| -
\
|
(decrease) |
i ~

Docket No. 683-155
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This table also gives some indlcation of the result of the
Public Service Coordinated Tramsport pricing policy in comparison with
the average firm. Between 1958 and 1966:

1. Average fare for the industry, up 26. 1/ for Public
Service, up 68.5%.

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

3. Revenue passengers for the industry, down 14,2%; for
Public Service, down 23. 64.

Thus, Public Service has gained more revenue, but 1ost more

‘passengers than the average transit company .

The investment by Public Service in transportation property as
shown in Table 2 has increased faster than the increase in such invest-
ments. throughout the country even though its total transit ridership has
decreased at a greater rate. These diverging trends indicate that even
one of the best managed private companies, aware of its public responsi-
bilities and willing to make the necessary investment required to pro-
vide a high standard of serv1ce, has not been able to stem the tide of
underlying economic forces that are at work in the industry. '

INTRASTATE DECREASE

As with the 1ndustry in New Jersey as a whole, the decrease
by Public Service generally took place on intrastate operations. During

“the postwar perlod the total number of interstate passengers remained

fa1r1y stable while the number of intrastate passengers declined precip-
itously. Again, from 1947 to 1967:

1, All passengers, down: 677%.
© 2, Intrastate passengers, down 737%.

3. Trans-Hudson passengers, ;2_7 6%.

4. - Trans-Hudson passengers via the George Washington
Bridge, down 27%.

5. Trans-Hudson passengers via the Lincoln Tunnel, up
217%.

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



TABLE 2

COMPARISON OF GROSS IN&ESTMENT
AND. REVENUE PASSENGERS ‘ S '
U.S. TRANSIT INDUSTRY AND PUBLIC SERVICE COORDINATED TRANSPORT

Gross Revenue ' Ratio
Investment Passengers ' PSCT/U.S.
Year PSCT U.s. PSCT u.s. Investment ' Passengers
-=(thousands) == «==(millions)-- .

1958 $66,734 $772,000 288.0 5,135.0 .086 .056
1959 68,137 791,000 269.8 5,1()28.0 .086 ©.053
1960 - 73,860 817,000 264.9 5,06!;9.0 | .090 .052 ’X.
1961 | 77,059 837,000 | 262.4 4,834.0 .092 " .054
1962 78,572 854,000  254.3 4,773.0 . .092 . . .053
1963 82,195 879,000 247.6 4,752.0 .094‘ : .052
1964 84,077 897,000 224.4 4,729.0 .094 .047
1965 85,097 933,000 224.0 4,730.0 - .091 .047
1966 87,151 958,900 220.0  4,702.0 091 .047
1967 86,569 = n.a.  212.3 n.a. n.a. naa.

n.a. = Unavailable -

Source: N. J. Board of Public Utility Commissioners4 Docket No. 683—155.
|

(Rate Counsel Exhibit 12) i
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In the southern region of the State Where the decline has
been greater than the systen average, the opening of the Lindenwold
Line will have a 31gn1f1cant impact on the. opérations of Publie
Service. A recent bus feeder study for the Lindenwold transit cor-
ridor indicated that the southern division of Publiec Serv1ce is sus-
taining annual losses of approximately $2.5 million. Studies by the
Department tend to confirm that there is indeed a substantial loss by
this d1v131on. The diversion of traffic to the Llndenwold Line will
have a substantlal adverse efféect on the operations of Public Service
in thls reglon. : : :

DECLINE ON PARTICULAR ROUTES

An examlnatlon of partlcular routes emphasized the decrease
in service on local; inttrastate bus routes. Table 3 shows the per=
centage change in the number of scheduled trips per day between 1963

‘and 1969 for 7 intrastate and 2 interstate biis routes.

On the No. 3 Bergen Route, for example, which serves much of
Newark's Central Ward, weekday service was ciit by 32/ between 1963 and
.1969 ‘and had a 40% decllne in the number of passengers between 1963 and

1968 Four’ other intrastate foutes experienced service decllnes
: ranglng from 8/ to. 20% on weekdays. Saturday and Sunday service cur-
tallments were more severe and in some cases totally eliminated.

On two of these services, patronage actually increased
sllghtly desplte a decrease in service. ‘Wh it is not p0351b1e to
determine from these data whether passenger increases occurred on week=
days or weekends, it dées not appear that the gervice reductions were
justified.

' Even the interstate routes have not been immuné to service
curtailments. On the No. 7 Moorestown—Phlladelphla line, certain week-
day service was cut by 127 while passengers declined 204. 0n the other
hand, No. 165 Westwood-New York had an increase in service over the same
period but experienced a passenger decline.

While these are only isolated instances and are not neces-
sarily representatlve of the entire 145-route Public Service system,
‘they do give some indication that more attention has beén given to
the preservatlon of interstate services while substantial curtailments
have been the rule on intrastate routes.
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_'TABLE 3

SELECTED PUBLIC SERVICE BUS ROUTES
Percent Changes, 1963 to” 1968 and 1969
(Decreases, except where +)

| 1 | . - o 1963 1969 o ) . S . K L ,;, . L o N 1963_1968 T e e S - N
Name and =~ = . «ﬁuDally Number . . Annual Number ff‘ Annual Number - Annual Number -
Location , f’,‘ . of ' A o ) S of : of

of‘Route_ o Scheduled Round Trlps
e . Wk.  sat. Sun.
URBAN INTRASTATE R -
ROUTES : ST o FU o |
'3 BERGEN (Newark)\f“5%32%“§ -31%  -40%  -29% -27% -40%

51 PA-RK ‘('Newa-rki),.,_ _ ..;»2_%(‘)_‘._31;2,5;-,,,,:1700‘;*{wm——‘ 1 e ¥ S I '_"”"":1"8f**%=

44 LODI»(Passaic4: : - _ T L . | .
Lodi-Hackensack) -15  -12  -32  ~  -16 - -12 . . -21

2 AMPERE (Newark) 3 —l3,>' -9 —lOE -1l ',E -23 i .5, o+ 1
6 CROSSTOWN - (Newark) -8 -15 . o-16 0 -15 .. -l6 o -8

27 MT.-PROSPECT;E‘ R : _ S -
(Newark) -i . N.A. R - -13 T -9 - + 2

28 SUMMER AVENUE . R o :
(Newark) = - -8  -40 -100 -22 -2 -23

SUBURBAN INTERSTATE ROUTES:

7 MOORESTOWN (Phila.- | ' | o -
Moorestown) -12 =10 -17 -17 -13 =20

165 WESTWOOD ( N.Y.- = : _
- Westwood) - - tl6 0 - 3 -3 + 5 v -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?
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Thé urban crisis is a major concern of government today. A
cr1t1ca1 element of the urban problem 1s transportatlon. How the

of these are urgent questlons demandlng solutlons.

Public transportatlon obv1ously must play a key role in work-
1ng out solutlons. And since rail tran51t is fea31ble only in relatlve-

more than nine timeés as many persons as are carried on the entlre rail
system.

v,
el
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Nearly a decade ago, the cr1t1cal importance of public trans-y'

portatlon was exposed by the threat of|curtailment in essential rail
commuter service. Faced with this prospect, the State acted, first

using stopgap measures and then, in 1968 by laying out an improvement =

program that won overwhelming support of the voters. It can do no,less
for those who depend on buses. ’, o B

WIDER IMPACT
|

The present bus crisis portehds far more serious consequences
for New Jersey than did the railroad threat. The bus system touches
virtually every citizen, reaches into v1rtually every city and town of
the State, New Jersey is, in fact, the most urbanized state in the
country and the urbanized centers depeﬁd on this system for their
economic viability.  Nearly all of the}intrastate trips in. New Jérsey -

“and more than half of the interstate trlps by public transportation
are carried by buses.

The worker who lives in the urbanized core finds an even
greater dependence on mass transit, as|indicated by Table 4, showing
the number of transit trips originating in the central business dls-
tricts of northern New Jersey. } o

Examples for the first and second 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 the City of Newark ‘and destined
to the CBD, the percentage using mass tran31t is 57%. In Jersey City,
41% of the total daily trips to and fr?m the Journal Square area use
mass transit. Public transportation services must be maintained. 1f

|
these business dlStrlCtS are to survive.

\
LOCAL TRANSIT HARDEST HIT

Yet, as the prev1ous sectlon|1nd1cated the 1ocal transporta-

tion systems, those serving the c1t1es, are in the most serious trouble
and the short-haul rider faces the severest penalties of an inadequate
or overpriced bus system. All of the programs for urban renewal, tax
relief, increased job opportunities and the like will count for little
if workers cannot get to jobs in the c1t1es and the cities themselves
‘are choked by trafflc and inadequate parklng.

The economics of long-haul bds operatlons, however, appear to

be more favorable and the longer haul commuter is generally in a better'

position to bear the rising cost of tr%ns1t services.

i
|
|
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Even if long—haul commuter bus service were curtalled, passen-—
gers ‘using these Services generally would be able to tutn to other al-
ternatives, such as driving to another bus, a railroad station or direct-
ly to work. These alternatives would, of course, have an 1ntolerable 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 1mpos31ble, to accommodate any significant
portion of these persons by existing alternative means.

SEVERE SOCIAL EFFECTS

‘But it is the social effect of declining short-haul or intra-
stateé services which are much more severe. A curtailment in local
service affects many who do not have the automobile as an alternative —-
the young, the aged, the poor, those who are not poor but who cannot
support a second car, and all others who for some reason, aré unable to
drive:.  Mobility for these groups in our society is steadily decreasing.

A survey of recruits by PROJECT ACTION from areas of chronic
unemployment in New Brunswick shows that only 50% of the prospective
workers could drive an automobile and fewer than 30% either owned an
automobile 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
-

K ' |
Number of Trlps Orlglnated by Publlc Transportatlon

From Central Bu51nes§ Dlstrlcts

.Newark
AJerSey City
- Hoboken

West New. York-
North Bergen

Paterson

Elizabeth

Source:

Dally Trlps by Trans1t

Percent of .

(One\Way) Total Trips
71,046 52.3%
31,373 40.7
16L439 27.8

|
18,769 21.3
15,492 »18;4
8,624 15.8

Tri-State Transportatlon Comm1s51on, home

interview surveﬁ
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The McCone report which followed the Watts riots in 1964
‘emphasized the requirements. for adequate transportation to link em-
ployment opportunities in the newer suburban industrial parks with
areas of low income and- high unemployment in the South Central Los
Angeles area. The cost, lack 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 hard 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 h

- 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:

L

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

‘B Where there is a need for improved equipment, more flexibility
in scheduling and routing and greater attention 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.

J
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V. A PROPOSED RESPONSE

It is clear from the evidence of abandonments and threatened
abandomments, that the cri ‘acing a number of bus companies must be
dealt with 1mmed1ately if ra’ > curtailments of service are to be a-
voided. If we are to preserve existing services and have the opportunity
to determine which services must be continued as required for the public
convenience and necessity, an interim program must be established.

 The Department s recommendation is for a short-term bus transit
subsidy program iich .t essential service in urban areas

through b, 1 " e ] er-term program of public ewnership
and acqu ,tlen can be developed and implemented. -

INTERIM SUBSIDY

Such an 1nter1m subsidy program should be a "bare—bones mini—

ment for th
vide for ir
In many

loss. 'S

; :C ; there is a clear and.present danger of the a-'
bandonment of all or most serv1ces.
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It is apparent that the transit operations ‘presently in jeo- - —

pardy are essentially local in nature. ‘Because of the locallzed nature.’

of these ‘small transit operations, the Department believes there should . -~

be local financial partlcipation in the interim program.- Such- partici-- f;;i
. pation would prov1de firm- evidence that when the State is-asked to pro- o
‘vide a subsidy, the requested service is essential. It will also ‘make ;!
for a more respon31b1e decision making process in the determination of . :

the basic services which are necessary lin any given area. ~f“]
N . . ]

It is therefore recommended that the Legislature appropriate.. }’J

the sum of $750,000 to cover the costs of the State's share of an emer- -
gency subsidy bus program as herein outlined for the period to July 1, é

| —

1970. 1It.should, in addition, be a condition of eligibility for a. State f -
subsidy, that a county or counties in which the:proposed service operates

‘must provide. one-fourth of ‘the  amount Jf the subsidy. The county is.

recommended as the responsible local agency to participate in this pro- - ! J

gram because of its broader tax base.

It is also unlikely that the 108

municipalities potentially affected by Fresent bus problems could be

worked with on a coordinated basis.

A MORE PERMANENT

SOLUTION

The proposed interim program will prov1de a short period of

time within which the State must develo
nent solution. ' The Department recommen
carried out as quickly as possible that
- tions of public acquisition of the Publi
Our studies to date have_indicated that
the bus crisis would be through public:

two bus companies. Because this approa

p’ the framework of a more perma-
ds that a comprehensive study: be

ic Serv1ce and Inter-City Lines..
‘the best method for resolving
ownership and operation of these
ch would. require a substantial -

. departure from past policies, however, all means of- encouraging contin-

uing private operation of bus services also should be explored.

‘ More-

over, consideration should be- given to conducting public operations-of

bus services on a regional scale in addition ‘to or ‘in place of direct

‘State operatlons.

The Department's views about public ownership and operation of

Public Service and Inter-City have been
' eration of these alternatives.

lreached after a careful consid-'
While our reviews have not been as com—v

plete as the study we are now recommending, we have. found that in simi-

‘lar cases throughout the country- public

‘ownership and operatlon of maJor

bus carrlers has turned out. to be the only favorable solution.

The trend toward public ownership of transit systems in the

United States is strong.
.have taken over their systems.
publicly acquired local bus companies."

“In the past two decades 85 c1t1es or regions
In the past two years some ‘23 areas have-
Most of the major cities in the

will explore fully the ramifica-
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owned tran it systems.,

ADVANTAGES OF ACQUISITION
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‘interest. The Department's analysis of the underlying industry trends“”
and the Public Service operatlons compéls ‘us’ to the conclusion ‘that - the
company. faces the prospect of ever—lncrea51ng costs and an inability to
pass these costs on’ through higher fare
ket for these services. Given the necessity for hlghly-capltallzed
facilities to provide 1ts services and Ehe prospects ‘of a declining

24

market for these services even the best-intentioned management ‘would e;gr;,:f

ventually be compelled to. take actions that would reduce the amount of -
services offered . ‘ : ‘_ ' ' R :

Nevertheless, Publlc Service as an- attractlve candldate for
acquisitlon by any group which might utillze the low earnlngs, -high-
write-off possibilities that remain. The effects of the Federal income

tax laws are such that any premature retirement of non-depreciated f1xed~

assets can be used as a tax shelter for}other earnlngs.’ These other
earnings might arise from sale of the Company's land and structures or
other assets, or through merger with an%ther profitable corporation. -

‘This leaves Public Service hi&hly vulnerable to the type of
asset management which would defer mainFenance, spin off profitable
portions of the system and curtail loss' operations; actions which would

be diametrically opposed to the intereSFs of the tramsit riders.

New York, Minneapolis, Dallas‘and other cities have already
experienced the unhappy consequences of the sale of the major transit
system to private interests whose ba51c‘oonCern 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 Publlc Service sistem the only governmental
level able to undertake this task w1thout fragmenting the tran31t sys-

tem is the State itself. : }
WIDESPREAD OPERATIONS_

‘ | o . R - ‘ L
Public Service opérations reach into almost every part of . -

the State, and would therefore, be a major asset under State oWnershipfa°

The company operates 144 bus lines and the subway route in more than
400 communities, including the largest c1ties, 20 counties and portlons

. of three adjacent states. As of December 31, 1968, the system included
2,468 buses and 30 subway cars. The round trip 1ength of routes ‘oper- v" B
ated totaled 6,133 miles and the number of passengers-carried on regularp—*"

routes exceeded 207 million in 1968. Today,.the system .carries nearly .
700,000 passengers on an average weekday. ’

. ] Pub11c Service also operates then51ve charter, contract and °
other special services. In 1968 theselspec1a11zed operations carried-.-
‘an estlmated 9.1 million passengers. Gross revenues of $68.9 mlllion ;

s without losing much of the mar-




L]

t

-] 3

e

]

]

J

[

in 1967 amounted to almost half of the total revenue of the 274 bus com-
panies reporting regular passenger operations in New Jersey. A hore
detailed history and f1nanc1a1 analysis of Public Service is containéd
in Appendix C.

TO PREVENT SERVICE LOSS

The same rationale supportlng the acqu1s1tlon of Publlc Ser-v
vice also supports the ac , City he e
important reason for biinging Inter—C1ty Llnes 1mmed1“tely into a
State system would be to prevent loss of services being provided by this
bankrupt ¢ompany.

comp1
ban

Three othetr operat1ng companies are in bankruptcy under Chapter 11 pro-
ceedlngS’- Not Lines; Orange atnd Balck Bug Linés, Inc.;
and Warwick=Gre sod L ke and New York Transit, Inec.

+Ag a syste’t‘n, 'th se companies serve some 45, 000 daily pas-
sengers with more than 300 buses on 13 basic roites. Gross revenue:
in 1968 amounted to $9.1 million. A more detailed financial analysis
for Inter-City Lises is in Appendix D.

Con inuat1on of regt
panies are unable to %
ed portions of the fleet.
tem is unclear due to the
in the past and Other ar

erat1ons m1ght s.ppo' of the serv1ces of the S1i3 ip
panies. Present management, however, lacks wotrking caq1ta1 and is fur-
ther 1mpeded by the lack of adequate 1nformat10n on the changing nature
of its market. :

" o

In addition, separation of these companies into two groups of
bankruptcy means that those routes which are least llkely t6 suppott ex-
isting service from pa ¢ fares alonme will not have the benefit of
possible surplus revenue from a more profltable route.

TO ABSORB SMALLER ‘COMPANIES

The size of Publie Serv1ce and Inter-City, makes them excellent
vehicles into which smaller, failing companies could be absorbed: As

/
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. discussed earlier in this report, it seems clear that the State will: hsve:
to 'find some mechanism to prevent the loss of essential service: provided Lo

by these small companies. . The operating

economies: to be. galned by ab-

sorbing ‘the smaller compariies into the Piiblic Service system could. not

be achieved if the State or any other political unit of the State were -

to attempt to operate a fragmented. system made up of only:those companiesfﬁffff
The latter alternat1$e would be inefficient and.

which have failed.

costly to the citizens of New Jersey, and it would not permit necessary

consolldations and - service. 1mprovements.

. Another: important consideration reinforc1ng the acqulsltlon

of Pub11c Service is:the fact that there

are already pressing demands

for considerable public financial involvement in at least two critical

areas of Public Service operations. One

is the request by Newark for

the subsidization of the Newark subway and the other is the request to

assist the Delaware River Port Autho¥ity

in establishlng a bus feeder .

system to the new high-speed Lindenwold Line.

SUBWAY DEFICIT UNCERTAINW

The threatened abandonment of the Newark subway and the re-
quest by Newark for both subsidies and capital investment are described

earlier in this report.

Public Service claims that the' subway deficit

amounts to more than $120,000 a'year. ‘Although the subway may be oper--
ating at a loss, it is extremely difficult to determine the exact. amount

because of the interrelationship of the subway with the bus system.

This

is particularly true of the Newark subway since it intercepts and serves

a number of tributary bus routes. The
taken into account, rather than just the
tributed to the subway. They would have

"system'" deficit would have to be

cost and revenues directly at-
to include the total costs -—=:

both bus and subway -- of handling transit passengers as well as total

system revenues.

Without the subway, costs would be incurred in pro-:

viding additional bus capacity and revenues would be lost from passengers
diverted to other modes because of the lost service. '

The manner in which Public Service has‘separated‘the Newark

subway cost is an example of the dangers
one part of a system for subsidization.

in attempting to isolate oniy

/|Not only would the cost for

subsidization be difficult to determine but once such a program were

undertaken, the State still would not be

«in a position to improve the

coordination 'of bus services with the subway,' thereby. taking advantage -

of its high capacity capabilities.
under public ownershlp

These problems:would not exist -

~ FEEDER FOR LINDENWOLD

Disruption of Public Service operations resulting from the .

openlng of the new hlgh speed Llndenwold

Line in Southern New Jersey

U
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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 southern
division operates in direct competition with the rapid transit service.
Indeed, the interests of the transit line and Public Service are diamet-
rically opposed. Rationalization of these operations is a difficult
tagk under existing institutional .arrangements. -

The opening of the Lindenwold Line, however, introduces tne
flrst real opportunity for a public agency to provide a meaningfr '
feeder bus servite. This innovative rapid transit faci ty sig—
duces ‘t: 1 time from suburban communities to downtown
adelphia. The number of people who will -enjoy these ad-
rer, wilil depend dpon the quality and quantlty of feeder
fov1ded

pedlment were removed DRPA would not be
ate the system w1thout subst tial

erate in ,he'pu 1ic

It 1s'the Department s judgment that both the Newark Subway

such crltleal problems.
' A 'COORDINATED PROGRAM

"The Department 1s 1n the process of 1mplement1ng a $325

many of he potent1a1 ‘ra "oad rlders w1llvrequ1re-feeder‘buses to reach

the 'stations.
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: In Bergen County for examplej where 64% of all commuters to. . -
Manhattan begin their trips by’ bus, any appreciable shifts in travel = ..
patterns to utilize the improved rail:-system of the Master Plan will. re=
quire feeder bus services in the suburﬂan communities. Without feeder
buses, only those commuters who have an auto or walking access to the
stations w1ll be able to utilize the rall system. :

It is clear that the State will be able to achleve the max1mum

potential of its major investment in thb rail system only by the creatlon\fll;

of a feeder bus system on each of the mﬁjor rail corridors.

B
LABOR PROTECTIVE AGREEMENTS
|
Another aspect of the State rpll improvement program relatlng
to the bus problem is the Federal requirement that the State enter into
labor protective agreements in order tJ qualify for Federal funds to im-
prove the suburban railroads. 1In other\words, the State must enter into
agreements with bus labor unions assuang that there will be adequate
compensation for jobs lost as a result ff the rail improvement program.v_
Operation of a major share of| the State's bus service by an .
overall public agency could assure continued employment for bus drlvers,,
mechanics and other employees. In a spEc1f1c case where a rail improve--
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 anh,expanding services..

\

This issue is particularly 1mportant where Public Serv1ce ser-
vices to Newark and New York parallel the Penn Central and Jersey Central
shore service. It is even more 1mport4nt with respect to the Inter-City
Lines and the forthcoming 1mprovements lof the Erie Lackawanna in Bergen -
and Passaic counties. - Inter-City's routes largely parallel the-EL routes

~and gained traffic during the last decade as a result of rail abandonment a

and rail equipment deterioration. WltH Inter-City Lines bankrupt and:
unable to expand elsewhere, any shift of traffic from the buses to’ ‘the
railroads will serve to reduce bus serv1ce and bus employment. These
routes could be rearranged to feed 1mproved rail services w1thout a’
severe loss of bus employment. ‘

|

OPERATING ECOFOMIES

Public -ownership of Public Setvice:and Inter-City would create

dpportunities for economies. There are, in fact, many areas in which con-

solidation between the two companies could achieve both operating econ- .-
omies -and better service. For example,! local bus patrons along State = .~
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s are held by dlfferent operators.

SERVICE IMPROVEMENTS

ge of publlc ownership of both of these com=

ed”flnanc1a 1y at thezlocal 1eve1 ”The¢Stateuagency.w




could supply essentially local serv1ce4 by contractv—— perhaps w1th the
State sharing a portion of the costs’w1
‘In any qv_
tages of public: ownership would greatly;'
xwhich may be" 1ncurred by. unjustlfied se’

‘ment demanding such services:

, Under publlc ownershlp, progr“gf
the new, essentlal services and to unde ‘ta

have . not been able to undertake.

would touch on every area of the State.. -
FEASIBILITY

The Department has made a pre
acquisition of Public Service and Inter
cates that State acquisition is feasibl

recommended by the Department, it would
tion of these two companies is in the o

mllllon.»

Cash flow of Public Service an
Table 5 shows"th
the last seven years, the estimated saVIngs that ‘could be realized in
taxes’ under public ownership, under one
funds available for debt: service and equipment replacements under publlc

($6 355,775 in 1967).

ownership would have been.

With elimination of State taxes.

The be

~or municipal govern—

e_eflts of these 1mproved serv1¢e”

SEEN L
11m1nary analysis of the. p0331b1e;i:¥

~City Lines. This analysis. indi-- -
e...Wlthout ‘the detailed study

appear that the cost of acquisi- -

rder,ofvmagnitude,of $30 to $35 ,Q‘ft

ounted to $4 040 557 in 1968
e trend: for 1951 1968 and, for

of several assumptions.. Total FUCE

.and certain Federal taxes

With elimination of above and .
the gross receipts and other local
taxes, except real estate taxes

N  'With elimination of above and =

—

local real estate taxes

FINANCING'IMPR)VEMENTS

: With some $5.2 to $7.4 million- available annually in adjusted
cash flow, equipment replacements, new service experiments and other .

improvements financed out of revenues are quite feasible.
invested more than $33 mllllon in new equipment and facilities during -
More than 90 percent of these expenditures

the seven years, 1962-1968.

were for new buses, apparently flnanced

accruals.1

: Cash flow in 1968 was adversely affected by the operating
1oss which resulted from the lag between 1abor cost 1ncreases and the

B $5,234,422

6,303,043

7,372,786

‘ Public Servicef

entirely,from depreciation
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TABLE 5!

PUBLIC SERVICE COORDINATED TRANSPORT - e
' ESTIMATED CASH FLOW UNDER PUBLIC OWNERSHIP - =

L : Deprecié%:-io_n & ‘ Avoi’déble Adjusted o j E
.. Net Income Amortization Chsh;quw . _.Taxes Cash Flow - Sy
19511 (4,420,514) 3,562,935  ( 857,579) AR 3
19521 131,662 3,775,802 3,907,464 =
19531 135,014 4,113,440 | 4;248,454.;’v' :?‘}
1954 (1,444,081) 4,322,067 2?877,986‘ e
1955 (1,049,736) 4,036,284 2,986,548 ?j
1956 - 350,126 4,021,499 4;371,625 =
1957 173,170 3,959,855 4%133,025 ;lé’?
1958 ( 789,545) 3,503,786 2,714,241 s
1959 1,125,243 3,706,831 4;832,074 fé_}
1960 1,211,658 3,095,041 4%306,699 )
1961 858,354 3,615,755 4,474,109 | | E‘J
1962 464,524 4,140,262 4%604,786 1,784,086 6,388,872 fiif
1963 819,455 3,756,567 4,576,022 2,262,528 6,838,550 E ;? f
1964 ( 430,917) 4,035,121 3,604,204 2,214,509 . 5,818,713 ﬁf
1965 1,939,076 4,267,193 6,206,269 2,355,987 8,562,256 g j
1966 1,503,382 4,421,610 6,068,022 2,352,470 8,420,492 o l
1967 1,791,135 4,564,640 64355,775> 2,300,813 8,656)588*,; ; ;
1968 ( 239,084) 4,279,641 4/040,557 2,262,486 6,303¢Q4$affuiig{
i e a
Note: lIncludes Public Service Interstatei Trans. Co.: ;o
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g Acquisition of Public Service and Inter-City Lines and
g immediate essential improvements can be financed through an application
‘““ for 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
be 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
(w“ 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
NI 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.

Kfi ALTERNATIVE PROPOSALS

) There are several possible alternative solutions to State
{Mi acquisition of a public transportation system. While a preliminary
analysis of these approaches reveals that each has drawbacks, they
should be more fully explored before definitive conclusions are drawn.

R The solution most often heard is to provide operating sub-
sidies to the private bus operators similar to the program developed

fﬁx for' the commuter railroads. Subsidies for bus systems, however, would

{ be considerably more difficult, if not impossible, 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

J t -of factors, including management practices and abilities, types of

”"J equipment available and scale of operation.

PROBLEMS OF SUBSIDIES

Once a subsidy program is undertaken, considerable and in-

{—1 creasing amounts of public funds will be committed for the preservation
‘of the existing operations, with no perceivable improvement for the

benefit of the taxpayer. Subsidies can easily become a crutch for poor

- management. Once the arrangements are fixed and the threat of service
{ i curtailed, some of the chances for making improvements will become
difficult,

i \ But even if one were willing to overlook the inefficiencies
_NS of small scale operations and duplications of routes inhérent 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 virtually every other city . .that

has attempted to operate with.subsidies
of public ownership. At best; the cash|.

which to. develop more meaningful programs.

the interim emergency subsidies program

has abandoned  them in- favor
sub51d1es bought time in

should prove valuable in eval—

uating the efficacy of the: sub31dy approach for New Jersey. "

Spec1al subs1d1es'such as those for carrying schbol'childrenf?' :_.
"however, is that there is mo =/ 7%~

could be instituted. The basic problem,

way to insure that the amounts which would result from the subsidies:

would be distributed in such a way as to be related to the bus’ problemf[ S

For example, subsidies of school fares %ould ‘yield only $12,000 to
Inter-City Lines, hardly enough to guarantee the preservation of that

system.:
|

OTHER AIDS

Leasing of equipment and other capital facilities would be.

very similar to a subsidy program. The

public provision of capital facilities tor private operators of transit o
Boston, Chicago, New York, Philadelphia and other cities ..

services.

e are many precedents for

have employed this method to provide necessary public improvements

which were beyond the capital resources

In every case, this arrangement was later abandoned in favor of public

\
ownership and operation.

of the private operators. ;

It became clearly evident in each of these

major cities that the investment of the{publlc very quickly equalled :
or exceeded the magnitude of the investment by the private operator,

and the difference of posture eventuallY neces31tated a public

take-over.

Leasing of equipment works best with those operations which

need a small amount of public a351stance to remain viable. Depreciation-

and maintenance of equipment are not the major expense items of

|
operations.

-of the total cost of many bus operationms.

tion which is in major financial difficulty, including all of the onesffff:

Rather, labor costs account for between 60 and 70 percent”*

‘Thus, for any transit opera

referred to in Appendix A, leasing of equipment alone probably would

not be sufficient.

_ . Another possible response woul
taxes. Here again, while such an altern
it probably would not afford a significa
companies in the greatest danger. Franc
a straight 3% tax on gross receipts allo
operated on each route in each municipal
relation to the profit or loss experienc

ative may have basic merit,

hise tax payments are based on
cated according to miles
ity. Thus, the tax has no

' The experience gained from'y"”

d‘be-fqrgivenessvOf'franchiSebf

nt measure of relief for those L

e of specific routes and ser-
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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 opefations 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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V., SUMMARY

The Department s recommendations for a response to the

bus crises are:

The creation of short term emergemcy subsidy
programs to preserve essential bus services in
imminent danger of abandonment. A $1 million

.sub31dy program is recommended to be financed

by.a $750,000 State approprlatlon which would
be matched by $250,000 from the counties in
which such subsidized bus operatlons are

~10cated

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

I

35
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by the report. . :

\
|
B S S - L
|
|

© SCOPE OF STUDY - - TR

The evaluation of the feasibllity of pub11c acquisition should
include a detailed financial evaluation of these companies, recommenda-“'
tions regardlng the organization and functions of the most’ appropriate
entity - state, local, regional or a combination of these - to. acquire .- .7
and operate these 1ines, as well as reJommendations for service consoll- S e
dations and essential capital improvements which could be made under- RS I
public ownership. 1 ‘ . e

The proposed study should codsider proposals for strengthening: - |
the bus industry. There are a number. of companies- prov1d1ng essential = |
public transportation services which are in a relatlvely healthy condi- .
tion. Consideratlon should be given to|p011c1es de81gned to enhance ‘the i |
viability of these operationms. Possible courses of action Would be . '
elimination of the gross receipts tax,' 1easing of equipment, grants for v
two-way radio and temporary franchises to permit experimentatlon.

/ i‘
| . R B

The study must further. deterane the effects of a publicly. - '
owned transit system on existing private operatlons. ‘Care must be taken . ' f

. so that any public system does not become an unfair competitor to exist- =

ing private carriers. In some areas wh re competition may exist, it
might be possible to effectuate voluntary exchanges of franchises..
Where extensive portions of a private carrler s intrastate operations-
become completely unprofitable those portions may be taken over by the
public system -- with the remainder remaining in private -hands. These_ » 3
are but examples of the type of p011c1es that must be carefully conr =~ -, |

sidered. A definitive analysis must awalt the fuller study called for ’v_“”
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COMPANIES. INDICATING DANGER. OF .'.[,'_-’ERMINATING ‘ ) ‘ ) ) :
' SERVICE AND REQUESTS FOR STATE ASSISTANCE
- Average Age - » Request

3 of Buses or Cars. for
On. Regular Routes Served: . Operated Assistance

, _ Number of
- Passengers Carried
Companies

Annual

Associated Bus: -'Compa;nm)‘

Associated Bus - Company) : ,
of Hawthorne ) _ 4,700: . 968,890 } 11 19 Subsidy

Boro ‘Busses: Company . 4,600 1,388,758 <51 16 Subsidy

Coast Cities Coaches, Inc. 5,700 1,300,000 24 17.3 Subsidy

Community Bus Lines, Inc. 3,900 1,29_'4«, 488*% () 19 Subsidy

Garfield-Passaic Bus i
Co., Inc. 2,440 652,825% 5 A 20 o Subsidy

Garfield. & Passaic '
Transit Company 3,000 816,619% 4 20 Subsidy

v xtpuaddy

Marathon Bus Line, Inc. 1,200 429,008 9 .20 ‘ Subsidy

Passaic-Athenia Bus ‘ »
Co., Inc. A 2,150 751,637% ‘ 6 20 Subsidy

Plainfield Transit, Inc. 1,600 /500,000 9 : 18 Subsidy

Public Service- . | - _ ‘ ‘
Newark City Subway 15,000 4,149,619 R A © 21 Subsidy

Rancocas Valley Bus i ' )
- Service, Inc. - 200 9,346 1 ’ 21 Subsidy . ~

West ‘Morris Tramsit, Inc. 1,200 328,660 12 16 Subsidy

Totals (excluding : ‘ : : w g
duplications) ) 45,690 - 12,589,850 108 T N

*1967 Data



ASSOCIATED BUS COMPANY - One route is operated which,runs.from'Haledonito~thef
- _Erie Lackawanna Railroad Station in Paterson. B C ",u e

‘ASSOCIATED BUS COMPANY OF HAWTHORNE - Operates three routes from Paterson to .
(1) Prospect Park, Hawthorne and Wyckoff (2) Glen Rock Ridgewood Midland Park
Waldwick ‘and Allendale, (3) a local route in Paterson.

jviBORO BUSSES COMPANY - Operates eight routes, six oE which serve the . shore communi—;' =
"ties of Mommouth County from Asbury Park to Long’Branch, Red ‘Bank-and Atlantic. s
Highlands. One route extends from Long Branch to Newark serving communities ad-= .
jacent to Route 35. The last route extends from Phillipsburg to ' Asbury - Park and
is operated seasonally.

COAST CITIES COACHES, INC. - Operates mainly within Monmouth‘County serving: the

.+~ 'shore communities from Long Branch to Point Pleasant Beach with service oriented _
4.~ . towards Asbury Park. The Casino Bus Terminal in Asbury serves as the hub from -
’ which five routes: ‘radiate. . :

Vo

route within ‘the City of Passaic. The other routes. serve the areas of Allwood

o ;,"_ iCOMMUNITY BUS LINES, INC. - Operates four routes, one of which serves as a 1ocalrv. -
_Bloomfield Rutherford and Lyndhurst, as well as Passaic. ‘ ,iwfi;f‘

) GARFIELD—PASSAIC BUS CO., INC. - Operates three routes within the area of East
: Paterson, Garfield, Plauderville, Passaic and Clifton. .

L : . GARFIELD & PASSAIC TRANSIT COMTANY - Operates three franchised routes in Garfield . »i.’f;: éﬁ;
-~ - the Borough of East Paterson -and’ the Township of Saddle River.»v R o <

';MARATHON BUS LINES, INC. - Franchised to operate over one . route., This carrier ’
performs local service within the area of Perth Amtoy—Keyport and Keansburg.»f'

PASSAIC-ATHENIA BUS CO., INC. - A short-haul carrier that operates two routes ’
between Passaic and. Clifton in Passaic County. , '

_ PLAINFIELD TRANSIT, INC. - The service area ties together North and South Plainfield- T
©. .. with Plainfield. - Some service extends to surrounding areas as Fanwood, Piscataway .= T

"~ and others. ’ , , o _ e DEETEE g

- RANCOCAS VALLEY BUS SERVICE, INC. - A small, one-bus operation which connects . ‘,;f;_,fif

. Willingboro Shopping Plaza on Route 130 with the Township of Willingboro. ALl -

“ route operations on local streets within Willingboro. - : - ¥ o d Z

7 ‘ WEST-MORRIS TRANSIT, INC. - Onebroute extends from Morristown to Dover, Netcong o
~ “and Stanhope and other points in Morris and Sussex counties.} » N




Company

Inter-City Lines

‘(Inter-City Trams. Co.,
(Homestead Transit ' Co.)

(Northeast Coach .Lines)

(Lake Region Coach Co.)

(Warwick-Greenwood Lake
& N.Y. Tramsit, Inc.)

(Orange & Black Bus Lines)

Trackless Transit

— . ISR e, o RN “,'N a— - “’*———«‘ """" -~ S "/‘—V :A"'— -
g e o
COMPANIES INDICATING DANGER OF
R CURTAILING SERVICﬁS’ON CERTAIN
FRANCHISED OPERATIONS
:Number of Number of Number of Average Request
Passengers “Carried ‘Municipalities Buses ‘Age For
On ‘Regular Routes Served Operated Of ‘Buses Assistance
Daily Annual
45,000 13,212,947 92 301 7.4 Subsidy
‘and/or
Inc.) lease of
' new -equipment
10,000 3,264,000 5 24 14.2 Subsidy
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| PUBLICLY OWNED TRANSIT SYSTEMS IN UNITED STATES CITIES PR

¥ _ \
Date-Publicly =
|

© City . —Acquired Transit-System - -
) T . o . B I T = b :
S o R o : o k
. -Monroe, La. : - July 15,1906 - , Mu%1c1pa1 Bus Department
. ‘Seattle, Wash. April 1, 1910 Se%ttle Transit System e
. San Francisco, Ca11f May 1, 1912 an Francisco Municipal Ra11way
Pekin, IN1. -~ . May 15, 1915 : C1%y -of Pekin Mun1cipa1 Bus
: . System '
Alexandria, La. - -, 1916 Mun1c1pa1 Bus Lines :
St. Petersburg, Fla. July 1, 1919 , Municipal Transit System -
‘Detroit, Mich. ' May 15 1922 ) “Detroit Department of Street
. . : . Railways ‘
Ashtabula, Ohio - . August 1, 1922 . .3C1¢y of Ashtabula Division of J 8
o - - , Transportation - B
- - Radford, Va. August 1, 1922 : ,C1¢y of Radford Department of L
o _ T : Public Utilities = = =
Greenfield, Mass. August 1, 1924 ~ Greenfield and ‘Montague
‘ ' . [ransportat1on Area - C -
Coral Gables, Fla. o= 51927 ' Coral Gables Municipal Bus -
S ‘ System
Culver City, Calif. March 1, 1928 Cuiver City Mun1cipa1 Bus
R : o : L1nes o ' SR
‘Montebello, Calif. ~July 27, 1931 - Montebe]]o Mun1c1pa] Bus Lines .~
~ San Ange]o, Texas " August - ,1932 - C1ty of San Angelo Bus Company
" New York, New York - September 10, 1932 New York City Transit Author1ty
Maple Hetghts 0. _ - ., 1935 ‘ Map1e Heights Transit, - = =
.~ Torrance, Calif. - 5194 ".Torrance Municipa1 Bus L1nes
’San Bueneventura, Calif. -, 1942 : C1¢1zens Transit Lines. - .
- Cleveland, Ohio - April 29, 1942 - Cleveland Transit: System L
'Shaker‘Heights,' . : September 6, 1944.. City of Shaker Heights, . . ,
. . i : Department of" Transportat1on , R
' Spr1ngf1e1d Mo. March 26, 1945 C1ty Utilities of Springfield .=~ . - “»,{_}
o Boston “Mass. . o August 29, 1947 : Massachusetts Bay Transportat1on L ena i
, , ‘ Author1ty o , e i
‘ ,Staunton, Va. - . ‘September 1, 1947 Staunton Transit Serv1ce
-~ ¢Chicago, I11. ~ September 30 1947 Chicago Transit Authority -
"/ Winchester, Va. o September 30, 1950 winchester City Transit Lines :
- “Long Beach, New York ~  September 1, 1951 City of Long Beach Bus = =
SRR . ‘ Department o ‘-
Santa Monica, Calif.. . September 10, 1951 'Santa Monica Municipal Bus L 4
ST S Lines : ' :
“-Janesville, Wis. - June - , 1952 : C1ty of - Janesv111e Bus Department y
= Merrill, Wis. - _ . December 4, 1954 ‘Merrill City Bus Lines - o i
'-\;M1ch1gam City, Ind. August -18, “1955. Mun1c1pa1 Coach Service SR
. Sacramento, Calif. - September 23, 1955 - Sacramento Transit Author1ty
. _Panama City, Fla. -~~~ March 22, 1956 ol City. of Panama City ‘

,:Oxnard Calif. ' April 1, 1956 o Oxnard Mun1cipa1 Transit |

!'
I
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~ City

" Bakersfield, Calif.

Jackson, Mich.

‘Henderson, Ky.

Kalamazoo, Mich.

" Haltom City, Texas

Pueblo, Colo.

- Los Angeles, Calif.

_ Santa Rosa, Calif.

New Castle, Pa.

'vSan Antonio, Texas
Ashland, Wis. :
. Altoona, Pa.

Greeley, Co]o

Fernandina- Beach, F]a.

Savannah, Ga.
Saginaw, Mich.
Oakland, Calif.

Memphis Tenn.
Tacoma ,- Wash.
Los Ange]es, Calif.

San Bernardino, Calif.

Tthaca, New York
Rome, Ga.
Fresno, Calif.
Miami, Fla.
Columbus, Ind.

New York, New York

~ Jamestown, New_Yokk»

New York, New York

. Commerce, Ca11f

St. Louis, Mo.

Long’ Beach Ca11f

Palo Alto, Calif.

B-2

.Date Publicly

__Acquired
\

August 1, 1956
December 1, 1956

July 26, 1957

October 1, 1957

-, 1958
February 1, 1958
March 3, 1958

August 4, 1958
March 1, 1959

May 1, 1959

September - , 1959
November 1, 1959

- November 3, 1959 '

March 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 1, 1961
November 1, 1961
February 9, 1962
March - , 1962

March 23, 1962

“July 1, 1962

September 1, 1962

-, 1963
April 1, 1963
September 1, 1963

~ December 1, 1963

‘Bakegsfleld Transit Authority

Jackson Public Transportat1on
Company

City of Henderson Transit
Commission

Department of Transportatlon,‘
City of Kalamazoo

Haltom City Transit Service

Pueblo Transportation Company

‘Southern California Rapid -

Transit District
Santa Rosa Transit System
New Castle Public Transportation
Authority
San Antonio Transit System
Ashland Bus Line .
Transportation and Motor Buses
for Public Use Authority

>Gree1ey Municipal Bus System
- Fernandina Beach Bus:Lines

Savannah Transit Authority
Saginaw Transit, Inc.

Alameda Contra Costa Transit

District
Memphis Transit Author1ty

"Tacoma Transit Department .

Metropolitan Transit Authority .
Municipal Transit System
Ithaca Community Transit System
Rome Transit Department '
Fresno Municipal Lines :
Metropolitan Transit Author1ty :
Columbus Municipal Trans1t s
System

‘Manhattan and Bronx Surface

-Transit Operating Authority
Jamestown Motor Bus Operating Acct.
Port Authority Trans-Hudson =

Corporation /f
City of Commerce
Bi-State Transit -System .

Long Beach Public Transportat1on
- Company
City of Palo A1to



’fPittsburgh Pa

: 'Da11as Texas
. .Grand Rapids M1ch
o Flint, Mich.,
‘J.ZTerre Haute, Ind.

»f'}?Ab11ene, Texas :

t;;,..;;va1agara Falls, New York .

< . . ~Albuguerque, N. M. '
- .~ Stockton, Calif.

" Columbia, Mo.

- Pomona, Calif.
 Lafayette, La.

- ~.Jackson, . Tenn.
o Prov1dence R. I

' 5;Sa1em, Ore

‘v“f}Oklahoma C1ty, 0kla.’

- Jefferson C1ty, Mo.
- Corpus Christi, Texas-
- Yakima, Wash.
~ Wichita, Kan.
* .- Amarillo, Texas
-7 Cedar-Rapids -
fnq‘Santa Barbara, Calif.

e Lake Char]es, La
L7 Utica, -New York
-+ .7 -San~Diego, Ca11f.
~ . Columbus; Ga.
'%KnoxviITei'Tenn.

o ,§E1g1n, m.

A

| fBatt]e Creek M1ch
he vN. C.

Date Pub11c1y
o Actunredﬂ,

e

~ January 1, 1964
- February -.; 1964
~May 1, 1964
September - 1964-

T v?0ctober 23, 1964

~January 1, 1965

* Febraury 1, 1965 .

JUne 1 1965

' September 1, 1965
,'January 1, 1966.;1

January 1, 1966

April 4, 1966

~July 1, 1966
July 1, 1966

I September 17- 1966 -
’September 1 1966‘

September 26 1966
October 1, 1966

-December 6 1966
 December 27 1966
~ April-1, 1967
< Apr11 ]6 1967

My 1, 1967
July 1, 1967
July 1, 1967

August . 1, 1967

" October 17 1967.
~~ November: 1, 1967

-, 1968

«,‘January 1 1968
- January 1, 1968 -

January 2,:1968

January 2, 1968

‘Dallas- Pub11c Transit Departmentp,-j;
Flint Transit Authority -

'/» N1agaravFaTls Transit System
’A1buquerque Transit Lines

' Lafayette Trans1t System
~Rhode TIsland Pub11c Trans1t \

'Centra1 OkTahoma Transportat1on o

, Er1e Metropo11tan Trans1t>

‘Battle Creek Coach Company

' i;Transiiﬁsystem]:-":'

N

Port Author1ty of A]legheny
- County

Grand ‘Rapids Transit Author1ty
Terre. Haute Mun1c1pa1 Trans1t

Abilene Transit System -

Stockton Metropo11tan Trans1t
Dﬁstr1ct E

Co1umb1a Municipal Bus L1nes oo

Pomona Valley: Mun1c1pa1 Trans1t ;,-V*'
System h

Jackson Transit Authority -

Author1ty
C1ty of Salem Department of K
Pub11c Works Transit D1v1s1on o

and Parking Authority

Jefferson City Transit Author1ty'\'”'< i

‘Corpus Christi Transit System  ~ . =
Yakima Transit Commission - s

Metropo11tan Transit ‘Authority
Amar11lo Transit System . -
Reg jonal Transit Author1ty S
Santa Barbara: Metrop011tan : o
Trans1t D1str1ct S
Lake Charles- Trans1t Company R
Utica Transit Commission |
San| Diego Transit Corporation -
Co]umbus Transportation System
C1ty of Knoxville

’ Authority
C1ty of E]g1n, Department of
Transportation- o

Ashev111e Transit Aut rnty
V. I P. Transportat1on L T
C1ty of South Bend: Transportat1on
_ Corporat1on R EheN

2 S
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Citx

Redwood City, Calif.
Rochester, New York

Binghamton, New Yorkv

Spokane, Wash.

Springfield, I11.
“Fort Wayne, Ind.
Phi1ade1ph1a, Pa.

Tuscon, Arizona
Kansas City, Mo.

B-4

Date Publicly
Acquired

April 10, 1968 '

May 23, 1968

June 2, 1968
Juhe 11 1968
July 1, 1968
July 19, 1968

September 30, 1968

January 1, 1969
February 1 1969

- 4;15

g Transit System

City of Redwood City

City of Rochester

Broome County Transit System

Spokane Transit System

Springfield Mass Transit District

Public Transportation Corporation

Southeastern Pennsylvania
Transportation Author1ty

Tuscon Transjt :

Kansas City Area Transportation -
Authority

American Transit Association



"I Area Served and Slze of PSCT

. passengers on an average weekday. ; f
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PUBLIC SERVICE COORDINATED TRﬁNSPORT

CORPORATE HISTORY AND FINANCIAL STATISTICS

Publlc Serv1ce Coordlnated Transpor

lﬁg.ﬁl‘\_,

‘the .entire State of New Jersey, operatlng 144 bus llnes and

one subway route in more than 400 communltles,,lncludlng the

- largest c1t;es in the State, 20 countles and portlons of:

I

threenadjacent states. As of . December 3l 1968 the system

1ncluded 2,468 buses and” 30 subway cars. | The round—trlp

v length of routes operated totaled 6 133 mlles and the total"

\ :
number of passengers carried on regular routes was over 207'

>mllllon in 1968. Today, the system carrles nearly 700 000

|

The Company also operates: extens1ve}charter, éontract

and . other spe01al serv1ces. For the year 1968, these spec1a1—

ized operatlons carrled an - estlmated 9. l‘mllllon passengers.

1
|
o
. The company is wholly-owned by the Public Serv1ce

Management and Control

Electrlc and Gas Co.'and managed separately from 1ts head-

’ quarters at 180- Boyden Avenue, Maplewood, N J. s N

serves practlcally"”'
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HiStory‘of Corporation

Public Service Coordinated Transport was incorporated in New

Jersey on January 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 eo. and

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

Puﬁlic Service Coordinated Transport took over’thé obéfation

of bus lines of the Morris cOunty Traction Co. on Feb. 19 1928. On

Richmond and BergenvPOint Perry Co. to Electric Perries, Inc. On

July 6, 1937, two former sﬁbsidiaries were merged: fhe Bergen Turn-

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

the company leased all of its properties in and south of Trenton to

 Public Service Intérstate Transport, a company which was merged into

Public Service Interstate Transportation Co. on August 3, 1939.

45

.

. A plan of reOrganizatioanas consumated on Juhe éB 1940 ﬁrOVid- -

'ing for the merging into Public¢ Service COordinated Transport of the

follow1ng former 1essor companies:
Consolidated Traction Co.
" Rapid TranSit Street Railway Co. of City of Newark
'RiverSide Traction Co.
Camden and Suburban Railway.Co.
| camdeh‘ﬂofsé Railroad,Co.
New Jersey and Hudson River Railway & Ferry Co.

South- Orange and Passaic Valley Railway Co.



e

~And on November 30, 1940 N

'1 West Jersey Tractlon Co., :3 : S B S mEn

v hVCamden and Trenton Traction Co.,,, e S

nghland Improvement Co., formerly wh?lly-owned sub51d1ar1es of
leésor companles were merged into Publlc Service Coordlnated

‘ Transport.

S ' | ‘ !
'.On December 30, 1941 the company merged the propertles of the -

) Camden Gloucester and WOodbury Rallway Company whlch were formerly Vf=: :

‘operated under lease. . On October 31, 1946 Newark Plank Road Co.,’v:/

4

a wholly-owned sub51d1ary was also merged.

1

N Rlver51de -and Port Lee Ferry Co , @ wholly-owned sub51d1ary, was'

dissolved in 1956. o e 5 .
|

iz

: dlssolved On March 31, 1953 the company merged its wholly owned

sub51d1ary, Publlc Serv;ce Interstate Tranﬁportatlon Co. Yellow

Cab Inc , whlch discontinued operatlons on October 14 1952 was
| .

\ :

v
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Capital Structure.

’

Long-térm debt consists of first and refunding mortgage

bonds as follows:

Rate s Authorized

4% $14,640,300 | $7e1,&00

5% 210,500 o '°?lf330
5 3/4% 401,100 | 188,100
68 701,100 172,500
Totals $15,953,000 $1,139,300

All bonds are dated Jan. 1, 1940 and mature on Jan. 1, 1990.

Capital stock consists of no-par common stoéK with a
stated value of $60 a shdre. Of the two million sharés
. guthorized, 487,479 were issued and are outstanding, with a

_stated value of $29,248,740.

There is no preferred stock, nor any long=term debt

or éq&ipmént_dﬁriqaﬁfoﬁs other than described above.

'

Assets

Carrler operating property amounted to $90,469,209 as

of December 3%, 1968. Revenue equipment accounted for 81

percent»of this amount. After deducting accrued depreciation

. and amortization, net 0perating-propérty amounted to

$§4ie@x;947f

Non carrier operatlng property (mostly land listed for .

, sale) amounted to $34,222 after accrued deprec1at10n on

!

structures. Total net tangible property, therefore was

1 $34,636,169.



e :
‘ .

-The Table on’ page C-6 shows the trend of 1nvestment QJ{v>ff‘ 'i{ fx;‘,,
'in'operatrng~property forfthe years 195171968. Durlng the LT %,_v‘fféuj
: b ‘ T R
early post-war perlod, Publlc Serv1ce retlred 51zable 1nvest- L :

\ .
ments in street rallways, an entlre fleet of all-serv1ce
N |

' vehlcles, and’ the generatlon of small buses that were de—

s1gned to reflect the low trafflc volume|of the 1930's. o R AR ]
Accordlngly, 1nvestment was Stlll belng wrltten down as, E _ 17..?;f11\w4
late as the mid-1950's.. From 1956 to 1968 net. operatlng R

iproperty 1ncreased 28 percent, from $27 m11110n to $34. 6 m11110n.

. U
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PUBLIC SERVICE COORDINATED TRANSPORT
OPERATING PROPERTY--INVESTMENT AND DEPRECIATION

(Thousands of Dollars)

Investment in Reserve for  Net. PSCT %
Operating Depreciation Operating = of Total !
_Property - L _Property Bus Companies

Dec. 31, 1951 68,188 34,339 33,849 71.8

L
"
n
"

"

Son

"

"

1

i

"

it
i
"
"

1"

152 61,134 32,900 28,234 60.0
53 60,641 33,146 27,495 58.8
54 60,237 ~ 36,041 24,196 = 57.6
155 62,867 36,947 25,920 60.4
156 63,993 - 36,967 27,026 62.7
157 65,493 38,213 27,280 | 61.4
158 66,734 38,559 28,175 67.1
159 68,137 . 41,517 26,620 69.2
180 73,éso 41,954 31,906 70.8
161 77,059 42,491 34,568 71.5
62 . 78,572 45,065 33,507 . 70.6
63 82,195 47,233 34,962 72.6
'64' | 94?077 48,556 35,521 71.8
'65 85,097 50,610 - 34,487 70.0
66 87,151 51,644 35,507  71.8
167 86,569 53,698 32,871
'68 90,469 55,867 34,602
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'Share of Market o :';

,operatlons in the State of New Jersey 2

vrecent"years;

' Sources of Revenues

school and other contract services,

'of‘tOtal operating revenues;

'eratinglrents, absorbed 101.2 percent o

of $68. 9 mllllon 1n 1967, whlch were 48

venues of the 274 companles reportlng reguiar,passengen

BN

: Publlc Serv1ce Coordlnated TransPort'had‘gross"reVenues’f

4

‘percent of total re-:

B

Publicxseryice's share .of the market has decllnedkover"l

reportlng to the PUC) , Publlc Serv1ce s

G e

‘Table C—9 shows operatlng revenues'by source for the Year.

1968.

for 90.6 percent of total operatlng‘revenueSa

million passenger reVenUe,‘62.llpercent

Special service revenues,

) o
Of“the $6
from these. sources, only 43, percent is

the 1mportance of” spe01al trlps out-of-

Operatlng Expenses

o : . A
intrastate operations. o

considering only New Jersey operators,(companles

share“of gross revenues

a decllned from 56.9 percent in 1951, to 49.4 perdent‘inr1967,3:

Passenger revenue (regular franchlsed serv1ces) accounts =

Of the $65 .

'

is from New Jersey"/

including chartered service,

accounted’for 8#5'percehtp

.1 mllllon revenue
1ntrastate, reflectlng

) v
state.

Operatlng expenses, 1nclud1ng opeEatlon and malntenance,

depre01at10n expense, operatlng taxesva

in 1968.

2Excludes charter and other spec1al s
~affiliated with regular-route oper
dlstance carrlers performlng incid

3See Page c- 8‘f i“ ~", o i

nd licenses, and op-

;

ervice companies not

i

f total operating revenues;

ators and certain long- '
ental 'service 1n the" State.;»
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1951
1952
1953
1954
1955
1956

1957
1958

1959
1960
1981

- 1962

1963
1964
1965
1966
1967

Notes: *

Class

N. J. BUS COMPANIES

c-8

TOTAL OPERATING REVENUES

(Thousands of Dollars)

Class
C

Publlc Serv1ce Percent
! ; of Total

?5]:

74,104

83,400

84,900
81,301
80,899

: 34;025
86,900

86,212

92,154

96,703
100,925

'1031560
107,256

109,965
118,189
122,344
127,326

3

2,715
2,737
2,888
2,988

2,978

2,767
3,074
3,045
3,457
4,091
4,554
4,529
5,134

5,372
.5’890

5,428
5,877

5,487

6,018

5,415
5,280

5,206

5,058
5,198
6,248
6,038
5,926

5,621

5,602
6,055
6,138
5,924
6,347

81,944%R
QR

91,624

93,806 %

89,704
© 89,157
91,998
95,032
94,4558

Q
Q1
QR
OR
QR

101,859

106,832
111,405
113,710
117,992
121,392
130,217
133,696
139,550

rQ Includes Quaker Clty Bus Co.

Includes Rolo TranSLt Corp

I

s reportlng to New Jersey PUC; excludes
in Bus Llnes, Inc., Greyhound Corp., -and’ Safeway

Includes Publlc Serv1ce Interstate Trans Co.

‘56?9
58.3

56. 4
55.8
54.9

56.2

54.8
54.3
54,7
54,1
53.0
52.3
52.1
49.6

'51.0
51.1

49.4



‘Total

" . revenues .

-for year.

1 $65,029,529

3,146,729

1,142,246
659,669

1,186,348

5,630
- 52,875
14,379
59,120

. 507, 809

- - [
( .PUBLIC SERVICE COORDINATED TRANSPORT
‘ 3 1963 OPERATING . REVENUES
C R ‘Intérstate
= B ‘and
- : out of state
. - - - New. Jersey 1ntrastate revenues 1ntrastate
~ ) o Bus - =~ ., Subway ’ Total ‘revenues.
Passenger venue —$39764777I*”*"‘”$74I7875_*"“$IGT§§§T§§§/47 $24,639,940
Special service revenue o ) : - s : B
. Chartered service revenue . : 768,672 : 768,672 2,378,057
_‘Special. contract ‘service. revenue - . ) ' ‘ :
‘Schoo1l revenue : ‘ - . 1,142,246 . . . -1,142,246 -
- Other  revenue 1 483,856 .= .~ 483,856 175,813
Other spe01al servlce revenues 243,547 - 243,547 942,801
Mail. revenue. , Co S : : S ' 5,630
EXpress. revenue 2,890 - 49,985
-Newspaper ‘revenue o . 6;510 7,869
'/ ‘Miscellaneous station revenue', , . 4 - 3,036 - - 59,120 . IR
‘Other operatlng revenue I 319,586 L . 319,586 : 188,223
‘,thal- $42,671,105 © $744,911  +$43,416,016 $28,388,318
Source: - Publlc Service Coordlnated Transport Annual Report to
: ' New Jersey BOard of Publlc Ut111ty Comm1551oners, 1968.

$7l 804 334
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Total compensation of employees (including adminis-

trative and supervisory) amounted to $44.8 million—r62,4

percent of total opereting revenues in 1968. The cost of
labor (which includes overtime, bonuses, sigk‘Leave, holidays
and vacation) increesed 33.5 percent from 1960 to 1967, ’

compared with a 19.3 percent growth in grogs revehues,4

Operating Taxes and Licenses

All-rederal, State and local taxes and iicense fees

‘amounted to $5.2 million in 1968--7.2 percent of total

operating revenues. Federal taxes ($2.3 million) are the
larqest share, followed by local taxes ($2,2.million){

State taxes account for the smallest share.

4The average number of employees decreased from 6,275 in
December 1960 to 5,515 in December 1968. Employment is
'somewhat seasonal with an increase of about 200 during
the summer months each year.



" AREA SERVED AND;SIZET-’.

‘ 'bus companies serving 45 000 daily passengers

- Bppendix D
L B - ° ’7‘/"

el

THE EXISTING INTER-CITY LINESJ,f’j5Z S

The Inter—City group consists of si

~

IV

Y
i

\affiliated operating :‘f;v"‘

in northeastern New E

’ Jersey._ Four of\these companles have interstate franchises to operate .

o between New York City and varlous cities and towns in. New Jersey ser-

ving mostly commuters in Bergen and Passaic Counties. About’ 300 buses'

are- operated on twelve basic routes with more

than'thirty'rush—hour

variants. For the year 1968 the system carrled 13 2 million passengers

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

‘VBANKRUPTCXESTATUS*

”’flnanc1ng corporations involved in the failrng
T SRR T .

i Theodore J. Richmond ofiPaterson?’New Jersey.

| tiessand Exchange Commission; alleging violati

. loans and interest payments as high as 15 per

asult in U: S. District Court to force the Rich

yruptcy proceedings under Chapter\lo.

“‘under Chapter 10 proceedings.

In August, 1967, six operating bus o}

Subsequently, three of the operating

_ Homestead Tran51t Co., I
'Inter—Clty Transportatio

;Lake Region Coach Co.,
. ;

ompanies known as. Inter-

-C1ty Lines were brought under bankruptcy proceedings in accordance with‘

' Chapter 11 of the Federal Bankruptcy Act,- together with twenty other

flnancial empire of .
Subsequently the Securl-
ons'of»securities.laws in‘

cent annually; brought

i

companies were placed

A

nc.

n Co.,'Inc.

; n_c v

Three other operating companies remain in bankruptcy underp\Lm

mond.companies into bank- .
R St




Chapter 11 proceedings:
ﬁ' : - Northeast Coach Lines

Orange & Black Bus Lines, Inc.

{ . k ‘ Warwick, Greenwood Lake & New York Transit, Inc.

The systeﬁ is managed by the Tfustee for the Chapter 10

TH] ‘ ’ ’ companies, Donald A. Robinson. '

| | Contiﬁuation Sf regular service will be tﬁreétened if the
::} , i truétee is uﬁable to finance new equipment to replace rapidly deterior-
ﬁw]“~ ' o » ating poftions of»the fleet. At present, the fiﬁancial capability of

| .

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

”“1 T ‘ment financing and other arrangements involving a total of 26 affili-

ated corporations with some 4,000 creditors.

,,1 - - o If the operating segments of this corporate morass could be
- separated, the cash generated from operations could probably support

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

J o , routes. -

i ! .
i . .
F\ : ' '
o . . .

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

ati&ns.: Further, the separation of these companies into two groups of
bankrupts has raised the'possibility that those routeé which afé least
"; _ '1ikely to support present service from passenger fares aione would not

have benefit ‘of possible surplus_revenues of the more self—sustaining

It is clear that Richmond (the basic owner and former pres-
qu : - ident of these companies) was operating the system as one economic

entity, with inter—cbmpany transfers of cash, equipment, materials

55



D=3

‘and servicing fac1lities. His plans for integration of garage and

"serv1cing were well advanced when the increasing cost of capital in

1967 exposed h1s unorthodox financial struc%ure. o
|

* REVENUES AND SHARE OF MARKET & DEFICIT {
e e =
|

\, The consolldated Inter-Clty system’had total operating

. revenues of $9 1 milllon in 1968 making it the th1rd largest operation

in New Jersey by that measure.

v o i
. The system suffered an operating loss of $463, 580 in 1968.

This does not reflect the purely financial tkansactions of non-v

1 -

operating affillated corporations also 1nvolred in the bankruptcy.:
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OPERATING STATISTICS

' INTER-CITY LINES = CONSOLIDATED SYSTEM
| 1968

Number of Pas
‘Régular , |
Chartetr and Special

. Totai

670

Regular Router 87,137,284
Charter and Special =~ $ 1,920,422
Total Opetrating Revenues $ 9,066,045

Net Income (Loss) $  (463,580)

57



'; ations of ‘bus" services which ‘are presently provided by 274 diffe ent oper—;,

o Size of the Market.

h ‘ The present regulatory framework precludes wholesale: abandonment of these' . -
" services by surviving companies but this is insuff1c1ent to preserve the S

o ,"‘IHEBNwaJE’RSE& BUS INb;IiS\TRY PR
T, SRR B AR

EE e T R ,

The State of New Jersey has a vital interest in the total oper-';

N ;ating entities., A1l of. these companies. are privately—owned ‘and range in o=
”’size from one—bus, owner—drlver units to the giant Pub11c Service Coordi-'j -
nated Transport. ’ B - 1 : -

o _ The 81ze of these operations 1n terms of revenues, passengers .
:Acarried and - bus—miles ‘operated in 1967, is - shown in the Table on page E—2.
Significantly, about 82 ‘percent of gross revenues ‘are from passengers
carried on regular franchised routes. The major interest of the private
' companies, however, is developing charter and other spec1al services which,
- ‘although accounting for only 15.6 percent ‘of - the "bus business (and only 5. 3 _ .
‘w‘percent of total passengers), most companies consider to ‘be more profitable.l’ L
\

ffThezDecline of Serv1ces o
L ,. Thus, with the. exception of certain commuter and longer-distance -
bus services into. midtown Manhattan, the private companies are-not inter- .-

”vested in further expansion or improvement of regular franchised operationsQifi;';ﬁ”

'r:s,serv1ce where either of the. follow1ng occur: = | : - S . "'A;j !

. ;hfejrevenues of . their respective affiliated companies, are shown in the- Table
. on ‘page E-3. These 16" groups. . (1dentified by’ family name  of ‘the" controlllng

‘ . - - B L S

. P - R

11."Where the operator has separated charter and special service PRI SIS
- operations from the corporation which!operates franchised routes,;v’i" N
2, Where experience demonstrates that the amount of serv1ce provided
* by the company: is gradually- decreas1ng over a perlod of years, :
1rrespective of regulation.

e : , ‘ e
"7,}0wnership Interests . : ‘ ? : , h R :?»1.41

o ‘The 16 1argest ownership - interests, ranked by .the 1967 gross

f;‘stockholder)/include 50 -operating bus’ companies\which account for -89 percent'“°:v'
'*,hof the business, by gross revenues. | :
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1967 Qperatlng Results fer

Miscellaneous

: Total Passengers Carrled

Regular sOﬂﬁQS
Charter & Ow

Total Bus Mlles

Ch’Vter & Other

7f lus;

her Special

'22 316 755
3615, 450

29 108 103

“,59

oy
15.6
2.5

94, 7”

‘;OQ{Q%.

84.4
15.5



L1
2'
3.

4..
5,
‘:6(?

7.
8.
9.

'¥\1o.

| 11.
12,
134

~14§
".15,

‘d.*Substantlally out—of—state but se

»_Néw Jersey'Bus Operations

i Ranked by Gross Reven
' VOwnershlp Groups--Groups Ove

T

ues: of:

r$l Mllllon1bs"'

umber of
peratlng
ompanles

in 1967 o

; .
. A
\ :
/ 1

Publlc Serv1ce Electrlc & Gas Co.’
Casser (and famlly)
Capitani (and family)
Richmond (bankruptsy)
Rukin (and family)®
be;Campu(aud'famiiy)
Lipshitz -Kuchin

Mc Shaln (and assoc1ates)>'
Noll (and famlly)

Rollo (and famlly)

" Sub. Total

Taylor

Gelhaus

D1 Domenlco _

Russell Parsons
Flynn-York {

/Drogln o o - ,-3'
. TOTAL o |

County commuters.

N v - - o
rm.Ln PN W R R e e o e

R W e

AR
s

‘Total .

Révenuesl: \

$ 68, 910 204'

9,601,498,

9,409,896
9,098,852

5,838,215
4,944,596

3,494,484

3,460,522

13,320,978

2,056, 968 o
$120 136, 2135 o

1, 6‘20 ,_’9,3'9 - :\‘

1,553,270

1,199,121+
‘1,057,804
1,034,896
1,019,602

e

rves Bergen

1$127,621,845
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