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SUMMARY

Enactment of the Regional Rail Reorganization Act of 1973
(Act), initiated a series of events which are directly related
to the future of rail transportation in the Northeast and Midwest
Region of the United States. This legislation called for the
creation of two new governmental agencies; one quasi-public rail
carrier, and individual involvement in the rail reorganization
process by affected rail users, state governments and the public
in general.

Title IV of the Act authorized certain funds for the continua-
tion of rail services on lines that might be excluded from the
final rail system to come out of the reorganization process. Eli-
gibility to receive these Federal funds is based upon a requirement
that a "designated state agency" prepare a comprehensive State Rail
Plan and submit the same to the Federal Railroad Administration of
the United States Department of Transportation.

The New Jersey Department of Transportation (NJDOT), within
the State Government of New Jersey, was designated by Governor
Brendan T. Byrne to prepare and administer the documents mandated
under the Act. Coincident with the start of the rail reorganiza-
tion process, the NJDOT initiated efforts to prepare its State
Rail Plan for the State of New Jersey. To a large extent, the
initial planning efforts of the NJDOT were directed towards the

compilation of relevant data, and the review and revision of the



larger planning process being carried on by federal agencies
(i.e., the U.S. Secretary of Transportation and the United States
Railway Association.)

During calendar year 1974, the public was made aware of the
possibilities of rail service discontinuance through publication
of a document referred to as the "Secretary's Report," and the
subsequent public hearings scheduled and held for receipt of
comment on this document. Testimony presented at these hearings
has been used throughout the NJDOT planning process, as well as
continuing contacts with shippers and receivers of freight who
appeared at these hearings.

As additional regulations were promulgated for the conduct
of the state rail planning process, the NJDOT created a formal
proposal to conduct an analysis of the rail system in the State
of New Jersey, including a detailed examination of those rail
lines that would not be operated by the quasi-public rail carrier

created by the Act (i.e., ConRail). This proposal,Phase I of

the State Rail Plan, was submitted to the Federal Railroad Adminis-

tration on May 15, 1975.

Phase I of the State Rail Plan set forth the goals and objec-

tives to be used in conducting the analysis of the rail system in
New Jersey, as well as providing some detail as to the analysis
procedures and the format of the recommendations which would follow.
The goals and objectives chosen for inclusion in the State Rail

Plan were defined in order to reflect the value of a rail system
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to the general public. The goals and objectives defined for the

New Jersey State Rail Plan are as follows:

Goal: Provide transportation systems consonant with
the environmental well-being of New Jersey.

Objective: Minimize the loss of any mode of
transport which is more energy
efficient than the substitute mode.

Objective: Minimize the loss of any mode of
transport which is less pollutive
than the substitute mode.

Goal: Provide transportation systems which satisfy
the economic growth demand within the State
of New Jersey.

Objective: Maintain existing transportation
facilities which efficiently serve
the industrial and business communi-
ties within the State of New Jersey.

Objective: Implement systems of transport which
satisfy the economic growth patterns
and the resulting transportation re-
quirements within the State of New
Jersey.

Objective: Maintain and create passenger trans-
port systems which optimize economic,
environmental, comfort and conven-

ience considerations.
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Goal: Proyvide alternative modes of transportation
wherever possible; giving consideration to the
economic equity provided to the entire state
population.

Objective: Provide planning data and processes
which satisfy the Federal require-
ments necessary to receive Federal-
aid capital investment monies.
Objective: Invest public monies in transportation
facilities which provide for the desires
and well-being of the general public.
Objective: Investigate the existing transportation
systems, their operations, and their
efficiencies, to determine.any deficien-
cies as compared to a statewide standard

for quality service.

The detailed analysis procedures which were described in Phase I
centered about the goals and objectives just described. Procedures
and criteria were generally defined and are intended to measure the
effectiveness of the continued operation of each rail line in achiev-

ing the desired goals. This document, Phase II of the State Rail

Plan, is a description of the analytical procedures and the results
obtained by those procedures. Each chapter centers around one or
more objectives defined in "Phase I" and concludes with an indica-
tion of the effectiveness of each rail line in achieving that

objective.
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Brief summaries of each chapter are described below. The
composite of all analyses is included in Chapter 6, Recommenda-
tions, and specific details are contained in the appropriate

chapters.

Chapter 1 - Inventory and Data Collection

The collection of data for the planning process was an on-
going endeavor throuéhout most of the calendar years 1974 and
1975. Continual revision of the number and status of New Jersey
rail lines excluded from the final operating system by the Federal
planning agencies caused considerable confusion and duplication of
effort. Information obtained from the New Jersey Freight Trans-
portation Survey was developed as the major independent data source
by the NJDOT. The overall response rate to this Survey was 54 per-
cent; whereas, the response rate of shippers located on excluded
rail lines was 62 percent. Numerous additional data sources were

developed and utilized within the planning process.

Chapter 2 - Public Participation

Public interest in the rail system planning process has been
evidenced by the public, in general, and rail users, in particular,
throughout the conduct of the State Rail Plan. Information and
assistance in the analysis procedures was provided by other state
departments, the New Jersey State Chamber of Commerce, county and
local planning organizations, ad hoc committees and groups of

concerned rail users.
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Additional assistance was sought and obtained from the
Office of Public Counsel of the Rail Services Planning Office.
Due partly to the efforts of the Office, complete listings of
all affected rail users were compiled for use in the New Jersey
Freight Transportation Survey.

Four informational meetings were conducted by the NJDOT
to inform the public of the rail planning process and to solicit
additional information. These meetings served well the former
purpose, but were not extremely useful in generating additional
information.

It is anticipated that a second series of public informa-
tional meetings will be conducted in the near future. These
meetings will serve to present a forum for discussion of the
state rail planning process and to establish lines of comminca-
tion between the public and NJDOT for the purpose of evaluating
the proposed New Jersey railroad network to be operated by ConRail

and solvent carriers.

Chapter 3 - Growth Potential

The 194 miles of rail lines in New Jersey to be excluded
from the final ConRail/Chessie operating system accounted for
approximately 0.3 percent of the total carloads originated or
terminated in New Jersey during calendar year 1973. The poten-
tial for growth on these same 194 miles of rail lines was
analyzed by investigating four growth characteristics of each

line segment:



- Growth of Existing Rail Users

- New Industrial Growth

+ Compatibility between Existing Plans
and Potential Growth

* Required Growth to Achieve Viability

Rail users, county planning agencies and industrial develop-
ment agencies were contacted, in order that each of the character-
istics listed above could be evaluated for each of the excluded
rail lines. A composite rating was then developed for each rail
line. This was then used as input to the final priority ranking

procedures.

Chapter 4 - Analysis and Impacts

The analysis and impacts section of the New Jersey State
Rail Plan has been subdivided into four tasks. Investigations
of the impacts of rail service discontinuance were performed in

the following categories:

- Community Impact

. Alternative Modes
(Environmental and Energy Impacts)

- Operational Analysis

- Passenger Operation Impacts

Each category investigated was related to a particular trans-
portation objective, and the results of each analysis were trans-
lated into the priority ranking procedures described within the

Recommendations chapter.
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Community Impact

Phase I of the State Rail Plan described four tasks where
the impact upon the community would be analyzed. These tasks
were:

- Increased Costs of Alternative Modes
- Impact on Tax Base
* Loss of Income

- Impact on Employment

The increased cost of employing an alternative means of
transportation was not developed. The anticipated source of
information required to perform this analysis was the rail users
who were contacted as part of the freight survey conducted by
NJDOT. The response rate to the specific questions relating to
this topic was extremely low and the analysis was not deemed to

be a valid procedure.

The impact on the tax base associated with the abandonment
of select rail lines was related directly to an investigation of
the tax procedures presently in effect. No property taxes are
presently assessed on operating railroads by municipalities in
New Jersey. In lieu of these revenues, each affected municipality
receives a "replacement revenue" from the State of New Jersey.
Abandonment of any rail line would cause payment of this replace-
ment revenue to municipalities to cease, with the rail property
becoming a municipal ratable. The bankrupt railroad estates have,

to date, only accrued tax assessments as debt service to be paid
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at such time as the funds become available. Abandonment of
certain branch lines would serve to increase the local communi-
ties' tax base; however, any taxes assessed would, in all prob-
ability, not be collectible and, consequently, accrue as a debt
of the appropriate railroad estate. Because of these offsetting
effects, which would result from abandonment of rail lines, no
criteria were developed which were able to accurately reflect
the net effect on rail property tax impacts to municipalities.
Employment and Income analyses were combined because of the
use of a common data base as input into the analysis procedures.
Investigations revealed that an estimated 372 persons would be-
come unemployed in New Jersey if all 194 miles of rail lines and
associated rail services were abandoned. The corresponding loss
in personal income for these same 372 persons was estimated to

be approximately $3,400,000.

Alternative Modes

A simulation model was developed in order to measure the
environmental consequences of converting the existing and pro-
jected freight carried by rail to an alternative motor carrier
mode. Two environmental consequences , air pollution and energy
consumption, were investigated, and the results of these investi-

gations were compared to statewide standards developed as part

of the State Rail Plan.
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Operational Analysis

Phase I of the State Rail Plan identified three topics for
investigation:
* Existing Services
+ Terminals

Labor Agreements

Existing services were described from two principal view-
points: overhead traffic and efficiency of branch operations.
Although nine of the excluded rail lines in New Jersey serve, to
some extent, as major overhead traffic routes, the future opera-
tions of ConRail will not be impaired by the loss of these rail
lines. The efficiency of operation was measured for each excluded
rail line using a simple calculation of the operating ratio (i.e.,
operating costs/operating revenues).

The recommendations created by the USRA concerned with the
consolidation of freight facilities in the Port of New York are
in basic agreement with the improvements desired by the NJDOT. Dis-
agreement does arise, however, concerning the USRA analysis of these
facilities as "light density lines." The carfloat and marine opera-
tions are considered to be interline rail movements which cannot be
duplicated at less expense. In addition, it is pointed out that
effective competition can only be provided to the public if trackage
rights are granted to the Chessie System for access to the consoli-

dated yard facilities in the New York Harbor area.
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The labor topic listed under the operatienal analysis head-
ing was not investigated in any comprehensive manner. The labor
analysis is within the purview of the organization of ConRail

and the efficient operation of that entity.
Passenger Operations

This section briefly describes the existing rail passenger

operations within New Jersey; the impact of the Final System

Plan on these services; and the procedures which were used to
evaluate the potential for future rail passenger service on each
of the excluded rail lines. Of the 22 rail lines to be excluded
from the final ConRail/Chessie system, 7 lines are used for exist-
ing passenger services, 9 lines do not appear as suitable for
passenger service, 2 lines appear as requiring a subsidy for pass=+
enger service and 4 lines appear as a potentially profitable rail

passenger operation.
Chapter 5 - Operational Alternatives

This chapter describes the development of three general al-
ternatives available for continuing local rail freight services,
as well as ten more specific combinations of the three general

alternatives which could be applied to individual rail segments.
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Chapter 6 - Recommendations

This chapter contains the policy issues addressed within
the planning process and the specific recommendations formulated

for each rail segment.
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INTRODUCTION

A very pertinent date concerning the railroad reorganization
processes now underway is that of June 21, 1970. On this date,
the Penn Central Transportation Company declared that under its
existing structure, it could not continue operations as a profit
making corporation. In short, the Penn Central declared bank-
ruptcy.

Eight other railroads! located within the Northeast and
Midwest sections of the country, had already declared, or were
soon to follow in declaring insolvency and attempted reorgani-
zation under Section 77 of the Bankruptcy Act. The demise of
most of these eight smaller railroads was directly related to
the plight of the Penn Central through numerous corporate re-
lationships and the devastating effect of the Penn Central bank-
ruptcy on the financial credibility of the railroad industry.

After nearly two and one-half years of attempting to re-
organize under Section 77, the trustees of the Penn Central de-
clared that unassisted reorganization was not possible. Soon
after this declaration by the Penn Central, seven of the eight
smaller carriers similarly declared that reorganization under

Section 77 was not possible. Not immediately identified with

lcentral Railroad of New Jersey (CNJ), Erie Lackawanna (EL),
Lehigh and Hudson River (LHR), Lehigh Valley (LV), Reading Company
(RDG) , Ann Arbor (AA), Boston and Maine (BM), and Chicago, Rock
Island and Pacific (RI).
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these bankruptcies were still other railroad entities which were
wholly or principally owned by bankrupt railroads (e.g., Pennsyl-
vania—-Reading Seashore Lines, United New Jersey Railroad & Canal
Co., the Philadelphia-Baltimore & Washington Railroad).

The conseguences of the termination of the rail services
performed by the eight bankrupt railroad companies has been es-
timated to result in a loss in the Gross National Product (GNP)

of $60. — $70 billion.?

In order to avoid the possible effects
that might occur as a result of the cessation of rail services in
the "region", the Congress of the United States enacted legisla-
tion entitled the Regional Rail Reorganization Act of 1973 (Act).
The Act was signed into law on January 2, 1974.
Major items provided by the Act include:
(1) Establishment of the United States Railway
Association (USRA) to plan and finance the
restructuring of the rail system in the region;
(2) Direction for the activation of the Consolidated
Rail Corporation (ConRail) as successor to the
bankrupts; which in turn, would acquire, op-

erate and rehabilitate selected portions of the

restructured rail system in the region;

2a Capital Markets Analysis of the Final System Plagvas
Proposéd by the United states Rallway ASsSoclatlon; Statement by
J. W. Ingraham, Vice President, First Natilonal City Bank;
September 1975; Page 1.
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(3) Creation of a mechanism for the future abandon-
ment of unprofitable rail services; and

(4) Establishment of an interim joint Federal-State
subsidy program for the continuation and improve-
ment of local rail services which would otherwise
not be included in the Corporation's or other sol-

vent railroads' operations.

The planning process, conducted over the greater portion of
the last two calendar years, has been responsible for three key

documents; The Secretary's Report, (published by USDOT), The

Preliminary System Plan, and The Final System Plan (FSP), both

published by USRA. Of principal importance is the last document,
the FSP. This document was mandated by the Act to contain all
relevant detail as to the future structure of ConRail, the process
for conveyance of rail properties to that organization, financial
projections for ConRail, environmental and socioeconomic impacts
of the new system, and the labor requirements necessary for con-
ducting operations of the ConRail system.

According to this document, the State of New Jersey had a
total of 193.8 miles of local rail segments which were deemed
unprofitable according to the procedures employed by USRA and
consequently not to be conveyed to the ConRail operating system.
Although these rail segments are not to be included in the Con-
Rail system, options remain available for their continued opera-

tion as rail lines. Among these options, Federal participation
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is available if acquisition or operational subsidies are
chosen as the means to continue rail services.

The New Jersey State Rail Plan for Rail Transportation and

Local Rail Services has been designed to evaluate the effects of

discontinuing service on the 193.8 miles of rail lines designated
for exclusion from the ConRail system. The effects evaluated
include environmental impacts, community impacts, growth poten-
tial, and relationships with the overall rail network in the
State of New Jersey.

"Phase I" of the State Rail Plan was submitted to the
Federal Railroad Administration (FRA) and described the pro-
cedures to be followed in making the detailed evaluations.
"Phase II" of the State Rail Plan presents the detailed analyses
and results of the evaluations made for each rail segment not to
be included in the ConRail system. In addition, recommendations
are presented which suggest possible methods of service contin-
uation, or other disposition alternatives for excess rail rights
of way. The existing rail network in New Jersey is depicted on

Figure I.1l.
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CHAPTER 1

INVENTORY AND DATA COLLECTION

Enactment of the Regional Rail Reorganization Act of 1973
(Act) immediately implied that particular local rail services
within the State of New Jersey could become eligible to be
discontinued.

Publication by the U.S. Secretary of Transportation of

the document entitled, Rail Service in the Midwest and North-

east Region (Secretary's Report), confirmed the implication as

to potential service discontinuances. Within the Act, provis-
ions were created for the general public and affected parties
to review and comment on the recommendations presented in the

Secretary's Report.

The public's testimony, which was presented at the hearings
provided for by the Act, became the only alternative source for
information on the "potentially excess" rail lines defined in
the Secretary's Report. Following the hearings and the con-
sequent submission of testimony, the New Jersey Department of
?réﬁéportation (NJDOT) was assigned responsibility to monitor
and assess the forthcoming events programmed by the Act.

Immediately after completion of the public response to the
Secretary's Report, the United States Railway Association (USRA)
began assuming the major functions of the future planning process
to be carried out under the mandates of the Act. The USRA es-
tablished a Technical Advisory Team, which consisted of repre-

sentatives of all of the states involved in the proposed rail



reorganization process. Primarily, through presentations made by
USRA to the technical team representatives, it became very appar-
ent that both the data and the methodology utilized by the USRA
were to be subject to considerable comment concerning the valid-
ity of the procedures being employed and the accuracy of the

data being assembled.

Independent data collection efforts were initiated by the
NJDOT in order to provide corrected data for the planning pro-
cess established by USRA, and also to prepare a data base for
the planning efforts that would be required on the part of
NJDOT.

The first phase of establishing such a data base included
a survey of the existing operating carriers as to the identifi-
cation of shippers, 1973 traffic volumes, station locations,
accounting procedures (especially billing procedures), and
other relevant data. The data provided by the major rail carri-
ers operating in New Jersey proved to be invaluable in correcting
errors in the Secretary's Report and in providing accurate data
for both the USRA and NJDOT planning processes.

A continual flow of procedures and regulations concerning
the many aspects of the reorganization process was developed
during the 1974 calendar year. Contained in many of these
regulations were certain requirements for the development of
complete and compréhensive planning analyses. Definitions of
these planning procedures included topics such as environmental
impacts, employment effects, payroll losses, tax base losses,

energy differentials, increased transportation costs and so on.
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Data supplied by the shippers up to that time and the data
supplied by the railroad operating companies were not sufficient
to evaluate all such consequences in a comprehensive fashion.
The seqond phase of the NJDOT data collection effort was the
preparation and execution of a freight transportation survey
of the affected users on branch lines which were deemed as
undesirable for continued rail operation.

The questionnaire developed for use in this survey was
made possible through the combined efforts of the New Jersey
Department of Transportation, the New Jersey Chamber of Commerce

1 Sample

and the New Jersey Department of Labor and Industry.
guestionnaires from other states in the Eastern and Midwestern
regions of the United States and from Regional Planning Commiss-
ions were used as a basis for New Jersey's questionnaire. The
questionnaire sought to collect information in two main cate-
gories: (1) traffic movement into and out of the State, and
(2) the socioeconomic impact resulting from the loss of rail
freight service. The portion of the questionnaire dealing with
traffic movement was developed by personnel of the Department
of Transportation and the New Jersey Chamber of Commerce.

The creation of a traffic data base required the compilation
of information on carloadings, tonnages, commodity groups, types

of rail cars used, origin and destination zones, and 1980 pro-

jections of freight movements.

lsee Appendix A



The socioeconomic impact portion of the questionnaire was
developed by the Division of Planning and Research within the
Department of Labor and Industry. The primary purpose of this
second section was to compile information concerning 1974 employ-
ment, anticipated employment reductions, and industrial consequen-
ces which might result from the loss of rail service.

At the same time that the questionnaire was being developed,
a physical inspection of each branch line slated for exclusion
from the final plan was conducted in order to establish the loca-
tion and existence of any rail user who may be affected adversely.
In addition to establishing the existance of such firms, mailing
addresses and specific personal contacts were established to
insure that the original questionnaire mailing be as effective
as possible. In total, 428 rail users were identified on the
300 miles of rail lines classified as "potentially excess" in
the Secretary's Report. During this period, industry traffic
managers were queried as to their awareness of any other rail
users on their line which did not appear in the basic list of

users.

The initial mailing of the "State of New Jersey Freight
Transportation Survey" was made during the early part of January,
1975. Return of the questionnaires was requested within two
weeks of receipt by the rail user. Responses to the initial
questionnaire mailing numbered 235 which translated into a 55
percent response rate. Each rail user who did not respond, and

every rail user who did respond, but with incomplete information,
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was contacted by telephone in order to solicit the information
required for proper analysis.

On February 26, 1975, the USRA published the Preliminary

System Plan (PSP) which was a follow-up to the original Secre-

tary's Report and which, in many cases, corrected some of the
errors containéd in the Secretary's Report. The overall mile-
age slated for exclusion from the final system was reduced to
243.6 miles; however, many of the segments included in this
total were not those specified in the original Secretary's Re-
port. For all new lines included in the PSP, the process of
identifying shippers, mailing questionnaires, and follow-up by
telephone contact were repeated. The total number of question-
ﬂaires which were mailed increased to 538. Responses increased
to a total number of 290, which translated into a 54 percent
response rate.

The publication of the Final System Plan (FSP) by USRA de-

fined conclusively the results of the planning processes and what
rail lines would definitely be excluded from the final ConRail
system. ILocated on the 23 excluded rail segments, with a total
length of 193.8 miles, were 101 active rail users. Of this number,
63 rail users responded, which translated into a 62 percent response
rate. Figure 1.1 depicts the rail segments in New Jersey excluded
from the ConRail system.

Selected data obtained from this survey effort, and other
sources, is presented on the following pages for those rail seg-

ments excluded from the final ConRail system.



USRA ID # BRANCH LINE TERMINI: From: To:

119 Kingston Branch Monmouth Jct. ~Rocky Hill _
Length of Rail Line (Miles) 3.6
Operational Conditions

Total Crossties to be Replaced 1,685
Operating Speed Restrictions (MPH) Out of Service
Number of Shippers Located 2
Number of Shippers Active 2
Number of Shippers Responding

to NJDOT Freight Survey 1

Stations Located on Rail Line Kingston

Principal Commodities Shipped
by Rail Crushed Stone

Traffic Information
N.J. Freight Survey

Carloads Generated 282

Tonnage Generated 20,235

Traffic Density 78.3

USRA Abstract Data Tapes

Carloads Generated 13

Tonnage Generated 949

Traffic Density 3.6
Employment Consequences

Total 1974 Employment 130

Number of Estimated Layoffs 33
Revenues (1973)

Attributable to Branch Line Carrier $4,473.00

Total Revenues $5,127.00
Costs (1973)

Branch Line Costs $26,286.00

Total Costs $35,937.00




USRA ID # BRANCH LINE TERMINI: From: To:
121 Portion of Belvidere- Trenton Lambertville
Delaware Branch
Length of Rail Line (Miles) 14.0

Operational Conditions
Total Crossties to be Replaced
Operating Speed Restrictions (MPH)

Number of Shippers Located

Number of Shippers Active

Number of Shippers Responding
to NJDOT Freight Survey

Stations Located on Rail Line Titusville

Not Available
10

1
1

1

=

Principal Commodities Shipped
by Rail Crushed Stone

Traffic Information
N.J. Freight Survey
Carloads Generated
Tonnage Generated
Traffic Density

USRA Abstract Data Tapes
Carloads Generated
Tonnage Generated
Traffic Density

Employment Consequences
Total 1974 Employment
Number of Estimated Layoffs

Revenues (1973)
Attributable to Branch Line Carrier
Total -Revenues

Costs (1973)
Branch Line Costs
Total Costs

10
600
0.7

(22} =)}

Not Available
Not Available

Not Available
Not Available




USRA ID # BRANCH LINE

TERMINI: From:

121la Portion of Belvidere-

Delaware Branch

Length of Rail Line(Miles)

Operational Conditions

Total Crossties to be Replaced
Operating Speed Restrictions(MPH)

Number of Shippers Located

Number of Shippers Active

Number of Shippers Responding
to NJIDOT Freight Survey

Stations Located on Rail Line

Principal Commodities Shipped
by Rail

Traffic Information
N.J. Freight Survey
Carloads Generated
Tonnage Generated
Traffic Density

USRA Abstract Data Tapes
Carloads Generated
Tonnage Generated
Traffic Density

Employment Consequences
Total 1974 Employment
Number of Estimated Layoffs

Revenues (1973)

To:

] i 11 Milford
19.0
0
10
8
7
6
Lambertville
Stockton
Frenchtown
Crushed Stone Wire
Lumber
Structural Steel
LPG
131
7,213
6.9
149
5,921
7.8
113
11
$64,108.00

Attributable to Branch Line Carrier

Total Revenues

Costs (1973) E'
Branch Line Costs i
Total Costs

Y STATE LIER AR

i
{
5

$128,881.00

Not Available
$205,910.00




USRA ID # BRANCH LINE TERMINI: From: To:

123/124/124a Portion of Freehold Farmingdale Howell
Secondary

Length of Rail Line (Miles) 5.2
Operational Conditions

Total Crossties to be Replaced 2,449

Operating Speed Restrictions (MPH) 5
Number of Shippers Located 4
Number of Shippers Active 4
Number of Shippers Responding

to NJDOT Freight Survey 3
Stations Located on Rail Line Farmingdale
Howell

Principal Commodities Shipped

by Rail Panels Canned Goods

Glass

Tomato Paste

Insulated Bags

Traffic Information
N.J. Freight Survey

Carloads Generated 55
Tonnage Generated 1,186
Traffic Density 10.6
USRA Abstract Data Tapes
' Carloads Generated 78
Tonnage Generated 2,249
Traffic Density 15.0
Employment Consequences
Total 1974 Employment 193
Number of Estimated Layoffs 13
Revenues (1973)
Attributable to Branch Line Carrier $31,009.00
Total Revenues $68,046.00
Costs (1973)
Branch Line Costs Not Available
Total Costs $82,346.00




USRA ID # BRANCH LINE TERMINI: From:

127/128 Union Transportation Co. Fort Dix

To:

Shrewsbury Road

Length of Rail Line (Miles)

Operational Conditions
Total Crossties to be Replaced
Operating Speed Restrictions (MPH)

13.3 -

Not Available

Not Available

Number of Shippers Located 9
Number of Shippers Active 5
Number of Shippers Responding
to NJDOT Freight Survey 5
Stations Located on Rail Line Cookstown
New Egypt
Davis
Imlaystown
Principal Commodities Shipped
by Rail Oats Ammunition
Fertilizer Bags
Food
Clothing
Traffic Information
N.J. Freight Survey
Carloads Generated 187
Tonnage Generated 8,073
Traffic Density 14.1

USRA Abstract Data Tapes
Carloads Generated
Tonnage Generated
Traffic Density

Employment Consequences
Total 1974 Employment
Number of Estimated Layoffs

Revenues (1973)
Attributable to Branch Line Carrier

Total Revenues

Costs (1973)
Branch Line Costs
Total Costs

Not Available

Not Available

Not Available

25

4

Not Available

Not Available

Not Available

Not Available




USRA ID # BRANCH LINE TERMINI: From: To:
130 Medford Branch Medford Mt. Holly
Length of Rail Line (Miles) 5.0
Operational Conditions
Total Crossties to be Replaced 2,600
Operating Speed Restrictions (MPH) 8
Number of Shippers Located 28
Number of Shippers Active 13
Number of Shippers Responding
to NJDOT Freight Survey 7
Stations Located on Rail Line Medford
Principal Commodities Shipped
by Rail Lumber Fertilizer
Oats
Dog Feed
Wood Crates
Traffic Information
N.J. Freight Survey
Carloads Generated 206
Tonnage Generated 5,372
Traffic Density 41.2
USRA Abstract Data Tapes
Carloads Generated 130
Tonnage Generated 4,890
Traffic Density 26
Employment Consequences
Total 1974 Employment 121
Number of Estimated Layoffs 15
Revenues (1973)
Attributable to Branch Line Carrier $52,848.00

Total Revenues

Costs (1973)
Branch Line Costs
Total Costs

$137,0658.00

$46,139

$102,318




USRA ID # BRANCH LINE TERMINI: From:

703 Princeton Branch Princeton

To:

Princeton Jct.

Length of Rail Line (Miles)

Operational Conditions
Total Crossties to be Replaced
Operating Speed Restrictions (mpH)

Number of Shippers Located

Number of Shippers Active

Number of Shippers Responding
to NJDOT Freight Survey

Stations Located on Rail Line Princeton

Principal Commodities Shipped
by Rail

Traffic Information
N.J. Freight Survey
Carloads Generated
Tonnage Generated
Traffic Density

USRA Abstract Data Tapes
Carloads Generated
Tonnage Generated
Traffic Density

Employment Consequences
Total 1974 Employment
Number of Estimated Layoffs

Revenues (1973)
Attributable to Branch Line Carrier
Total Revenues

Costs (1973)
Branch Line Costs
Total Costs

56

2,093

19.3

$16,393.00

$30,716.00

$26,340

$39,923




USRA ID # BRANCH LINE TERMINI: From: To:

1102 Newark Bay Bridge Bayonne Elizabethport
Length of Rail Line (Miles) 1.9
Operational Conditions NO SHIPPERS LOCATED ON THIS

Total Crossties to be Replaced SEGMENT

Operating Speed Restrictions (Mpp)

Number of Shippers Located

Number of Shippers Active

Number of Shippers Responding
to NJDOT Freight Survey

Stations Located on Rail Line

Principal Commodities Shipped
by Rail

Traffic Information
N.J. Freight Survey
Carloads Generated

Tonnage Generated

Traffic Density

USRA Abstract Data Tapes
Carloads Generated

Tonnage Generated
Traffic Density

Employment Consequences
Total 1974 Employment

Number of Estimated Layoffs

Revenues (1973)
Attributable to Branch Line Carrier

Total Revenues

Costs (1973)
Branch Line Costs

Total Costs




USRA ID # BRANCH LINE TERMINI: From: To:

1103 Portion of South Branch Somerville Royce
Length of Rail Line (Miles) 3.1
Operational Conditions

Total Crossties to be Replaced 720

Operating Speed Restrictions (MPH) Not Available
Number of Shippers Located 2
Number of Shippers Active 2
Number of Shippers Responding

to NJDOT Freight Survey 2
Stations Located on Rail Line Royce

Principal Commodities Shipped
by Rail Furniture

Printed Forms

Citrus Juice

Canned Goods

Traffic Information
N.J. Freight Survey

Carloads Generated 227

Tonnage Generated 8,425

Traffic Density 73.2

USRA Abstract Data Tapes

Carloads Generated 101

Tonnage Generated 4,107

Traffic Density 32.6
Employment Consequences

Total 1974 Employment 293

Number of Estimated Layoffs 0
Revenues (1973)

Attributable to Branch Line Carrier $11,721.00

Total Revenues S111,368.00
Costs (1973)

Branch Line Costs $32,351.00

Total Costs $43,851.00




USRA ID # BRANCH LINE TERMINI: From: To:
1104 Portion of Freehold Branch Matawan Morganville
Length of Rail Line (Miles) 3.2
Operational Conditions
Total Crossties to be Replaced 780
Operating Speed Restrictions (MPH) Not Available
Number of Shippers Located 2
Number of Shippers Active 2
Number of Shippers Responding
to NJDOT Freight Survey 2
Stations Located on Rail Line Freneau
_Morganville
Principal Commodities Shipped
by Rail Anti-Freeze
Petroleum Additives
Brick
Flue Lining
Traffic Information
N.J. Freight Survey
Carloads Generated 90
Tonnage Generated 4,182
Traffic Density 28.1
USRA Abstract Data Tapes
Carloads Generated 79
Tonnage Generated 2,878
Traffic Density 24.7
Employment Consequences
Total 1974 Employment 54
Number of Estimated Layoffs 51
Revenues (1973)
Attributable to Branch Line Carrier _$12,955,00
Total Revenues $43,668.00
Costs (1973)
Branch Line Costs $30,013,00
Total Costs $42,858.00



USRA ID # BRANCH LINE TERMINI: From: To:

1105 Portion of NY & LB Bradley Beach _Bay Head Jct.
Length of Rail Line (Miles) 2.0
Operational Conditions

Total Crossties to be Replaced 0

Operating Speed Restrictions (MPH) <2
Number of Shippers Located 15
Number of Shippers Active 12
Number of Shippers Responding

to NJDOT Freight Survey 6

Stations Located on Rail Line Avon Manasquan
Belmar Pt. Pleasant
Bavhead Jct.
Bradley Beach
Principal Commodities Shipped
by Rail Lumber Pet Foods
Wallboard Furniture
Shingles Malt Beverage
Roofing
Traffic Information
N.J. Freight Survey
Carloads Generated 378
Tonnage Generated 15,739
Traffic Density 42.0
USRA Abstract Data Tapes
Carloads Generated 465
Tonnage Generated 17,630
Traffic Density 51.7
Employment Consequences
Total 1974 Employment 138
Number of Estimated Layoffs 54
Revenues (1973)
Attributable to Branch Line Carrier $214,424.00
Total Revenues $463,706.00
Costs (1973)
Branch Line Costs (excludes maintenance costs) $108,156.00
Total Costs $325,319.00




USRA ID # BRANCH LINE TERMINI: From: To:
1106 Portion of Toms River Toms River Pinewald
and Barnegat Branch
Length of Rail Line (Miles) 4,1
Operational Conditions
Total Crossties to be Replaced 0
Operating Speed Restrictions (MPH) 10
Number of Shippers Located 3
Number of Shippers Active 3
Number of Shippers Responding
to NJDOT Freight Survey 3
Stations Located on Rail Line Pinewald
Principal Commodities Shipped
by Rail Cement
Bags
Traffic Information
N.J. Freight Survey
Carloads Generated 202
Tonnage Generated 11,040
Traffic Density 49,3
USRA Abstract Data Tapes
Carloads Generated 56
Tonnage Generated 2,063
Traffic Density 13.7
Employment Consequences
Total 1974 Employment 80
Number of Estimated Layoffs 3
Revenues (1973)
Attributable to Branch Line Carrier $9,221.00
Total Revenues $29,599.00
Costs (1973)
Branch Line Costs $49,893.00

Total Costs

$55,445.00




USRA ID # BRANCH LINE TERMINI: From: To:
1107 High Bridge Branch High Bridge Lake Jct.
Length of Rail Line (Miles) 24.4
Operational Conditions
Total Crossties to be Replaced 1,500
Operating Speed Restrictions (MpH) 10
Number of Shippers Located 7
Number of Shippers Active 7
Number of Shippers Responding
to NJDOT Freight Survey 4
Stations Located on Rail Line High Bridge Flanders
Califon Kenvil

Long Valley

Ledgewood

Bartley
Principal Commodities Shipped
by Rail Lumber Flint
Cement Resin
Clay
Talc
Traffic Information
N.J. Freight Survey
Carloads Generated 171
Tonnage Generated 10,453
Traffic Density ~ 7.0
USRA Abstract Data Tapes
Carloads Generated 149
Tonnage Generated 6,945
Traffic Density 6.1
Employment Consequences
Total 1974 Employment 57
Number of Estimated Layoffs 21
Revenues (1973)
Attributable to Branch Line Carrier $33,586.00

Total Revenues
Costs (1973)

Branch Line Costs
Total Costs

1.19

$198,406.00

$191,948.00




USRA ID # BRANCH LINE TERMINI: From: To:
1108 Portion of Southern Chatsworth Winslow
Division
No information available
Length of Rail Line (Miles) 19.9
Operational Conditions
Total Crossties to be Replaced 1,970
Operating Speed Restrictions (MPH) 10
Number of Shippers Located 0
Number of Shippers Active 0
Number of Shippers Responding
to NJDOT Freight Survey 0

Stations Located on Rail Line Riders

Atsion

Elm

Principal Commodities Shipped
by Rail

Traffic Information
N.J. Freight Survey
Carloads Generated
Tonnage Generated
Traffic Density

USRA Abstract Data Tapes
Carloads Generated
Tonnage Generated
Traffic Density

Employment Consequences
Total 1974 Employment
Number of Estimated Layoffs

Revenues (1973)
Attributable to Branch Line Carrier
Total Revenues

Costs (1973)
Branch Line Costs
Total Costs




USRA ID # BRANCH LINE TERMINI: From: To:

1108 Portion of Southern . Bridgeton Jct, Norma
Division
Length of Rail Line (Miles) 6.6
Operational Conditions
Total Crossties to be Replaced 650
Operating Speed Restrictions (MpH) 10
Number of Shippers Located 2
Number of Shippers Active 2
Number of Shippers Responding
to NJDOT Freight Survey 1
Stations Located on Rail Line Norma
Rosenhayn

Principal Commodities Shipped
by Rail Corn

Oats

Bran

Beans

Traffic Information
N.J. Freight Survey

Carloads Generated 387

Tonnage Generated 13,580

Traffic Density 58.6

USRA Abstract Data Tapes

Carloads Generated 32

Tonnage Generated 804

Traffic Density 4.8
Employment Consequences

Total 1974 Employment 35

Number of Estimated Layoffs 35
Revenues (1973)

Attributable to Branch Line Carrier $6,235.00

Total Revenues $39,441.00
Costs (1973)

Branch Line Costs Not Available

Total Costs . $86,004.00




USRA ID # BRANCH LINE TERMINI: From:

To:

Summit

1201 Portion of Morris & Essex Orange

Length of Rail Line (Miles)

Operational Conditions
Total Crossties to be Replaced
Operating Speed Restrictions (MPH)

Number of Shippers Located

Number of Shippers Active

Number of Shippers Responding
to NJDOT Freight Survey

Stations Located on Rail Line Highland Avenue

Millburn

Mountain Station

Short Hills

South Orange Summit
Maplewood
Principal Commodities Shipped
by Rail Rock Salt Milogranite
Flour Plywood
School Furniture
Fertilizer
Traffic Information
N.J. Freight Survey
Carloads Generated 217
Tonnage Generated 6,819
Traffic Density 22.1
USRA Abstract Data Tapes
Carloads Generated 51
Tonnage Generated 871
Traffic Density 5.7
Employment Consequences
Total 1974 Employment 226
Number of Estimated Layoffs 5
Revenues (1973)
Attributable to Branch Line Carrier $18,618.00
Total Revenues $18,618.00
Costs (1973)
Branch Line Costs $56,373.00
Total Costs $70,143.00




USRA ID # BRANCH LINE TERMINI: From: To:
1204 Gladstone Branch Millington Gladstone
Length of Rail Line (Miles) 12.3

Operational Conditions
Total Crossties to be Replaced 0
Operating Speed Restrictions (MPH) 10
Number of Shippers Located 5
Number of Shippers Active 5
Number of Shippers Responding
to NJDOT Freight Survey 3
Stations Located on Rail Line Lyons Gladstone
Bernardsville
Far Hills
Peapack
Principal Commodities Shipped
by Rail Lumber Bran
Structural Steel
Beet Pulp
Oats
Traffic Information
N.J. Freight Survey
Carloads Generated 73
Tonnage Generated 1,536
Traffic Density 5.9
USRA Abstract Data Tapes
Carloads Generated 108
Tonnage Generated 2,483
Traffic Density 8.9
Employment Consequences
Total 1974 Employment 297
Number of Estimated Layoffs </
Revenues (1973)
Attributable to Branch Line Carrier $38,935.00
Total Revenues $38,935.00

Costs (1973)
Branch Line Costs
Total Costs

1.23

Not Available

5286,262.00




USRA ID # BRANCH LINE TERMINI: From: To:
1206 Portion of Orange Br. Bloomfield W. Orange
Length of Rail Line (Miles) 2.7
Operational Conditions
Total Crossties to be Replaced 0
Operating Speed Restrictions (MPH) 10
Number of Shippers Located 11
Number of Shippers Active 7
Number of Shippers Responding
to NJDOT Freight Survey 4
Stations Located on Rail Line E. Orange
W. Orange
Principal Commodities Shipped
by Rail Major Appliances Lumber
Plywood
Doors
Sash
Traffic Information
N.J. Freight Survey
Carloads Generated 229
Tonnage Generated 6,089
Traffic Density 84.8
USRA Abstract Data Tapes
Carloads Generated 272
Tonnage Generated 5,124
Traffic Density 100.7
Employment Consequences
Total 1974 Employment 83
Number of Estimated Layoffs 45
Revenues (1973)
Attributable to Branch Line Carrier $91,118.00
Total Revenues $91,118.00
Costs (1973)
Branch Line Costs $37,145.00
Total Costs $109,715.00

1.24




USRA ID # BRANCH LINE
1207 Caldwell Branch

TERMINI:
Great Notch

Length of Rail Line (Miles)

Operational Conditions

Total Crossties to be Replaced

From:

To:

Essex Fells

Operating Speed Restrictions (MPH)

Number of Shippers Located

Number of Shippers Active

Number of Shippers Responding
to NJDOT Freight Survey

Stations Located on Rail Line

Principal Commodities Shipped
by Rail

Traffic Information
N.J. Freight Survey
Carloads Generated
Tonnage Generated
Traffic Density

USRA Abstract Data Tapes
Carloads Generated
Tonnage Generated
Traffic Density

Employment Consequences
Total 1974 Employment
Number of Estimated Layoffs

Revenues (1973)

Caldwell

6.0

0

Out of Service

5
S

1

Verona

Cedar Grove

Essex Fells

Lumber

Attributable to Branch Line Carrier

Total Revenues

Costs (1973)
Branch Line Costs
Total Costs

46

1,410
1.7

85
2,732
14.2

10
0

$33,889.00

$45,605.00
$69,836.00




USRA ID # BRANCH LINE TERMINI: From: To:
1212 Washington-Phillipsburg Washington Phillipsburg
Line
Length of Rail Line (Miles) 10.5
Operational Conditions
Total Crossties to be Replaced 0
Operating Speed Restrictions (MPH) 10
Number of Shippers Located 5
Number of Shippers Active 5
Number of Shippers Responding
to NJDOT Freight Survey 1
Stations Located on Rail Line Broadway
New Village
Stewartsville
Principal Commodities Shipped
by Rail Not Available
Traffic Information
N.J. Freight Survey
Carloads Generated 95
Tonnage Generated 3,992
Traffic Density 9.0
USRA Abstract Data Tapes
Carloads Generated 11
Tonnage Generated 362
Traffic Density 1.0

Employment Consequences
Total 1974 Employment
Number of Estimated Layoffs

Revenues (1973)
Attributable to Branch Line Carrier
Total Revenues

Costs (1973)

Branch Line Costs
Total Costs

1.26

Not Available

Not Available

$2,310.00

$2,310.00

$79,064.00

$80,790.00




USRA ID # BRANCH LINE TERMINI: From: To:
1800 Portion of Pleasantville McKee City Pleasantville
Secondary
Length of Rail Line (Miles) 3.8
Operational Conditions
Total Crossties to be Replaced 0
Operating Speed Restrictions (MPH) 10
Number of Shippers Located 5
Number of Shippers Active )
Number of Shippers Responding
to NJDOT Freight Survey 3
Stations Located on Rail Line McKee City
Principal Commodities Shipped
by Rail Fertilizer Lumber
Dog Food Grain
Feed Peat Moss
Hay

Traffic Information
N.J. Freight Survey

Carloads Generated 189
Tonnage Generated 3,515
Traffic Density 49.7

USRA Abstract Data Tapes

Carloads Generated Not Available

Tonnage Generated Not Available

Traffic Density Not Available

Employment Consequences

Total 1974 Employment 63

Number of Estimated Layoffs 49
Revenues (1973)

Attributable to Branch Line Carrier $13,903.00

Total Revenues $98,621.00
Costs (1973)

Branch Line Costs $31,522.00

Total Costs $36,352.00




USRA ID # BRANCH LINE TERMINI: From: To:
1807 Portion of Camden-Atlantic Haddonfield Lucaston
City Line
Length of Rail Line (Miles) 7.5
Operational Conditions
Total Crossties to be Replaced 0
Operating Speed Restrictions (MPH) 15
Number of Shippers Located 2
Number of Shippers Active 1
Number of Shippers Responding
to NJIDOT Freight Survey 0
Stations Located on Rail Line Lindenwold
Kirkwood
Ashland
Woodcrest
Principal Commodities Shipped
by Rail Not Available
Traffic Information
N.J. Freight Survey
Carloads Generated 39
Tonnage Generated 1,850
Traffic Density 5.2

USRA Abstract Data Tapes
Carloads Generated
Tonnage Generated
Traffic Density

Employment Consequences
Total 1974 Employment
Number of Estimated Layoffs

Revenues (1973)
Attributable to Branch Line Carrier
Total Revenues

Costs (1973)

Branch Line Costs
Total Costs

1 _28

Not Available

Not Available

Not Available

Not Available

Not Available

$4,941.00

$35,040.00

$59,030.00

$61,063.00




USRA ID # BRANCH LINE TERMINI: From:
1808 Portion of Ocean City Palermo
Branch

To:

Ocean City

Length of Rail Line (Miles) 6.8
Operational Conditions
Total Crossties to be Replaced 0
Operating Speed Restrictions (MPH) 10
Number of Shippers Located 6
Number of Shippers Active 6
Number of Shippers Responding
to NJDOT Freight Survey 3
Stations Located on Rail Line Ocean City
Principal Commodities Shipped
by Rail Lumber
Urethane
Traffic Information
N.J. Freight Survey
Carloads Generated 39
Tonnage Generated 431
5.7

Traffic Density

USRA Abstract Data Tapes
Carloads Generated
Tonnage Generated
Traffic Density

Employment Consequences
Total 1974 Employment
Number of Estimated Layoffs

Revenues (1973)
Attributable to Branch Line Carrier
Total Revenues

Costs (1973)

Branch Line Costs
Total Costs

1.29

Not Available

Not Available

Not Available

13

0

$23,792.00

$82,066.00

$58,630.00

$67,750.00




In many cases, the information developed as a result of
the freight transportation survey represented less than a 100
percent response to the rail users located on a particular
branch line. The USRA planning process based much of its analy-
sis on data supplied by the individual rail carriers and culled
from the actual way bills associated with each commodity ship-
ment. The data base developed from this data was stored for
electronic data processing on a magnetic tape system.

The NJDOT was able to purchase this data from the USRA and
thereby review the procedures and conclusions submitted within-
the PSP. Numerous instances arose whereby the NJDOT survey in-
dicated fewer carloads and tonnages than did the USRA data base.
In each such instance, the differences were investigated and
wherever possible reconciled with the affected parties.

A continual stream of informational documents updated the
USRA planning process throughout calendar year 1975. In addi-
tion, the Rail Services Planning Office (RSPO), other state plan-
ning departments, and other independent sources circulated data
and methodologies which were pertinent to the rail analysis per-
formed in New Jersey. Each such informational source was re-
viewed as appropriate and incorporated as it applied to the
State of New Jersey situation.

Many of the standard materials required for railroad opera-
tions were needed to investigate properly the railroad restruc-
turing process. The Bibliography attached lists many of the

references obtained during the course of these planning efforts.



CHAPTER 2

PUBLIC PARTICIPATION

Section 402 of the Act states that, in order to qualify
for entitlement and discretionary funds for continuation of
local rail service, a state must make adequate provision for
public participation in the state rail planning process. FRA
regulations stipulate that "provision shall be made for afford-
ing interested persons, such as users of rail transportation,
labor organizations, local governments, environmental groups
and the public generally, timely opportunity to express their
views in the development of the State Rail Plan."l Although
the railroad planning process in New Jersey has been primarily
the task of the NJDOT, it has been necessary to establish a
liaison with many other groups and individuals who have an in-
terest in the ultimate disposition of the rail system. Included
among interested parties, have been other state departments, the
New Jersey State Chamber of Commerce, county and local planning or-
ganizations, ad hoc committees, and groups of concerned rail users.
The first opportunity for public participation resulted
during hearings conducted by the Rail Services Planning Office of

the ICC, in response to the "Secretary's Report" of the USDOT.

lvcontinuation of Local Rail Service Procedures and Require-
ments Regarding Applications and Disbursement," Federal Register,
Part II, Washington, D.C., Volume 40, No. 19, January 28, 1975.




These hearings generated the first major public response to the
proposed ConRail system, which threatened numerous local rail
services with abandonment. Working with the Office of the Public
Counsel of the RSPO, the NJDOT was able to establish an ex-
change of information, necessary to rail planning efforts, with
the various participants in the ICC hearings.

At the same time, NJDOT undertook a detailed survey of
individual patrons of the rail lines declared "potentially ex-
cess" by the PSP. This task was carried out in cooperation with
the New Jersey State Chamber of Commerce, and involved personal
contacts, as well as contact by telephone and mail, with the
patrons of the various "excess" lines. The inventory section
of the State Rail Plan discusses this survey in detail.

The NJDOT has also been engaged in a cooperative program of
study with the Departments of Labor and Industry and Treasury,
in order to assess the impact, on employment and fiscal condi-
tions, which the proposed rail reorganization would have in New
Jersey. In addition, it was necessary for NJDOT to seek assis-
tance in assigning values to the goals and objectives used in the
rail planning process. This input was sought from the afore-
mentioned Departments, as well as the Department of Environmental
Protection, the Department of Community Affairs, the Tri-State
Regional Planning Commission, and the Delaware Valley Regional
Planning Commission. This input served as the basis for the cost-
utility analysis which was executed by the NJDOT. This analysis is

discussed in greater detail within the Recommendation section in

this plan.



As previously stated, after public attention was directed
to the USRA rail reorganization efforts by the ICC hearings and
the NJDOT survey, numerous formal and informal contacts were
established between various interests and the NJDOT. Also, a
number of concerned persons initiated efforts to inform other
parties who might possibly be affected by the USRA proposals.
These actions resulted in the formation of several ad hoc groups,
such as the CNJ Lifeline Committee, who have been active in pro-
viding important statistical details for use by NJDOT. Other
citizen concerns were made known to the NJDOT through the efforts
of legislators within the State Government.

The New Jersey Department of Community Affairs and the New
Jersey Department of Environmental Protection have provided addi-
tional input to the analysis of non-rail alternative solutions to
existing light-density rail services. The restructuring of freight
yard operations along the Jersey City, N.J. waterfront, and the
consequent impact on the proposed Liberty Park/Liberty Harbor re-
development plans, is just one example of the interdepartmental co-
ordination provided for within this rail restructuring process.

The potential for industrial growth is considered to be an
important criterion for judging the potential for economic via-
bility of light-density lines. 1In order to develop an accurate
estimation of this potential, the NJDOT sought to enlist the
assistance of the various county planning agencies. Growth data
made available by the county agencies, has been incorporated into

the generation task of the State Rail Plan.

2.3



The intent of the NJDOT rail planning efforts has been
to compile up-to-date information and provide for detailed
analyses which will either verify or refute the conclusions made
by the USRA. 1In this respect, the information provided by the
various groups and agencies, has enabled the NJDOT to conduct a
thorough examination of the light-density rail line situation in
New Jersey. In order to further enable an active exchange of
information between the NJDOT and the concerned public, a series
of open informational meetings was held during the third week of
September, 1975. It was anticipated that these meetings would
serve not only to gather additional data for the State Rail Plan,
but also to enlighten the public with regard to the methodology
and preliminary findings of the State Rail Plan.

Four meetings were held, one each in Freehold, Newark,
Flemington and Hammonton. These locations were chosen in order
to segment the gstate into four regions, each to be discussed
at a separate meeting. The meetings were conducted by Mr. Douglas
R. Webb, Director of the Division of Transportation Systems Plan-
ning, and staff members of the Bureau of Common Carrier Planning.

The meetings included a presentation by the NJDOT of an
outline of the Act, its implications for the State of New Jersey,
and the corresponding methodology employed within the State Rail
Plan. The presentation was concerned primarily with the procedures
within the State Rail Plan, and the need for pertinent public in-
put to the process. This presentation was followed by a discussion

period, during which time, members of the audience were able to



comment and ask questions regarding the State Rail Plan.

A total of 129 people attended the meetings, with the
largest group present at the Newark and Flemington meetings.
This total included several State representatives, local plan-
ners, patrons of "non-viable" services, and concerned citizens.
With the exception of the Newark meeting, the majority of
comments and questions were concerned with the impact that im-

plementation of the Final System Plan would have on local rail

service and the related local economies. While it was intended
that there would be some discussion of each light-density rail
line, the greatest attention was focused on a relatively few
lines. These were the Southern Division Mainline, the High Bridge
Branch, the Freehold Branch, and the Toms River and Barnegat
Branch, the New York and Long Branch Railroad, the Medford Branch,
the Freehold Secondary Track, the Union Transportation Company,
the Orange Branch, and the Morris and Essex Mainline. At the
Newark meeting, the Morris and Essex Mainline was the subject of
discussion primarily for its use as a rail passenger route.

While the meetings were useful from the standpoint of in-
forming the public, and promoting a liaison between NJDOT and
the various public interests, they were disappointing from the
standpoint of generating additional data for inclusion in the

State Rail Plan. The meetings did not generate significant
additional information from groups other than those with which

contact had already been established.



Railroad systems planning will continue as an ongoing
process in New Jersey. Accordingly, the NJDOT will continue
to seek public participation in its rail planning efforts. It
is anticipated that a second series of public informational
meetings will be conducted in the near future. These meetings
will serve to present a forum for discussion of the State rail
planning process and establish lines of communication between
the public and the NJDOT for the purpose of evaluating the
proposed New Jersey railroad network to be implemented by

ConRail.



CHAPTER 3

GROWTH POTENTIAL

The analysis for growth potential was centered around the

following objective:

ImpLement systems of Ztransport which satisfy the
economic growth pattenns and the nresulting trans-
portation requirements within the State of New

Jensey.

The Final System Plan, published by the USRA, defined a rail

system of approximately 15,000 route miles in length. An addi-
tional 5,700 route miles of "branch lines" were slated to be
excluded from the final system and, in all probability, have the
existing rail services discontinued. These excluded branch lines
were described as "light density lines" and were purported to
carry only 2.2 percent of the entire system traffic.

Comparable figures for the State of New Jersey include a
total of approximately 1,742 route miles of rail lines with 194
route miles being excluded from the final system of operating
rail lines. The excluded rail lines in New Jersey in the year
1973 accounted for 0.3 percent of the total carloads originated

or terminated within New Jersey.

3.1



This very small percentage of statewide rail traffic tends
to support the USRA contention that elimination of the 194 route
miles of light density rail lines will have only a minimal effect
on the total existing rail freight traffic within New Jersey. One
aspect of these excluded rail lines which was not addressed by
the USRA in sufficient detail, however, was the potential for in-
dustrial and commercial growth and the consequent increases in
rail traffic.

This analysis of industrial and commercial growth along ex-
cluded branch lines in New Jersey was centered about four poten-

tial growth characteristics:

1. Growth of existing rail users;

2. New industrial growth;

3. Compatibility between existing plans and potential
growth;

4. Required growth to achieve viability.

Growth of Existing Rail Users

The "New Jersey Freight Transportation Survey" identified
134 probable rail users located on excluded rail lines in New
Jersey. Of these, 97 were identified as actually being affected
in 1980 by rail service discontinuance. Projections of rail
usage compiled from the Survey were complemented by a follow-up
telephone survey which provided a 95 percent sampling of all

rail users on the excluded rail lines.



The 1973 carloads associated with each rail line scheduled
to be excluded from the final system and the 1980 projected car-
loads derived from the survey are presented in Table 3.1.

It should be noted that two rail segments (The Kingston
Branch and the Belvidere-Delaware Branch) account for over 85 per-
cent of the total growth experienced on all excluded rail segments.
In both cases, the major portion of this growth has been projected
by Trap Rock Industries, who forecast a significant growth in the

requirements for quarried materials, particularly crushed stone.

New Industrial Growth

The information obtained from the survey process was not
sufficient to estimate new industrial growth along the endangered
rail segments. Planning boards of the affected counties were
contacted in order to obtain information concerning plans for
future industrial facilities that would be located adjacent to
endangered rail lines, and that would require rail service. Each
of the boards was contacted either by telephone or letter, and
each had the opportunity to submit relevant information.

In accordance with information gathered from the county plan-
ning boards, the following statements are made concerning new and
future industrial development to be located along the endangered

rail line segments:



TABLE 3.1

CARLOADS BY BRANCH

Projected Projected
Carloads Carloads Carloads Carloads
Received Shipped Received Shipped
Branch 1973 , 1973 1980 1980
Kingston 3 279 5 15,100
Bel Del 57 74 91 1,889
Freehold Sec.

Track 41 14 882 20
Union Trans. Co. 175 12 71 0
Medford 192 14 276 20
South Branch 221 1 259 1
Freehold

Atlantic High. 25 65 44 113
NY&LB Mainline 341 37 935 64
Toms River 102 100 120 100
High Bridge 165 6 175 0
Southern Div.

Mainline 387 0 387 0
Morris & Essex

Mainline 217 0 235 0
Gladstone 41 32 75 61
Orange 229 0 682 0
Caldwell 46 0 37 1
Washington

Phillipsburg 91 4 190 94
Pleasant. Sec.

Track 187 2 299 102
PRSL Mainline 39 0 78 0
Ocean City 39 0 77 0

TOTAL 2598 640 4918 17,565
Source: "1980 Rail Freight Generation", November 1975

Bureau of Common Carrier Planning
New Jersey Department of Transportation



Cities Service has planned to construct a new facility in
Middlesex County;l however, this facility will not be located on

the endangered portion of the branch.

Belvidere - Delaware Branch PC

No industrial expansion is foreseen in Hunterdon County
along endangered rail segments. The Mercer County Workhouse
Quarry is expected to reopen in 1977, but the number of carloads
to be generated from this facility cannot be estimated at this

time.

Freehold Secondary Track PC

Although no growth is expected in Monmouth County along
this branch, water and sewage facilities will be available before
1980 on industrially zoned property along the railway right-of-
way and will make the property very attractive to industrial firms.
The Monmouth‘County Planning Board believes this rail line will be

an asset to the Monmouth County economic community.

Union Transportation Company

No growth is expected along the endangered segment, which

extends through Burlington, Monmouth and Ocean Counties.

lUSRA Final System Plan - Volume II, Page 26
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Medford Branch PC

Burlington County officials have indicated that there will
be some industrial development by 1980, but none.along this en-

dangered segment.

South Branch CNJ

No new growth is expected along this segment in either

Hunterdon or Somerset County.

Freehold-Atlantic Highlands Branch CNJ

No industrial growth is anticipated on the endangered seg-

ment of this line.

New York and Long Branch Railroad

Monmouth and Ocean County Planning Boards forecast no new

growth along this 1line.

Toms River Branch CNJ

The branch in Ocean County received $460,000 from Jersey
Central Power and Light for construction of rail sidings. JCP&L
expects to use ghis branch for a three-year period, giving a
$14,000 per year subsidy to CNJ to receive approximately 852 car-
loads in 1977 and 1978, during the construction of a nuclear

power generating plant.



No significant industrial growth is projected by existing
rail users located along this rail segment in Hunterdon County.
Planning officials in Hunterdon County also ihdicated; that a
lack of adequate water and sewage facilities along this rail seg-
ment was a significant factor weighing against near term indus-
trial development along this particular branch line.

Two large manufacturers are presently located along this rail
segment in Morris County. Morris County planners expressed concern
over the potential circuitous routing of bridge traffic resulting
from the elimination of this rail segment. Further, Sears, Roebuck
and Company has acquired a site located along this branch and ex-
pects to receive and ship two to three thousand carloads and five

thousand piggyback loads upon completion of this facility.

Southern Division Mainline CNJ

No information on industrial growth is available at this
time for Camden or Salem Counties. NoO new growth is expected

in the counties of Cumberland and Atlantic.

Morris and Essex Mainline EL

The endangered portions of this line run through Essex

County and Union County. No growth is forecast for these segments.
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Gladstone Branch EL

No growth is forecast in either Morris or Somerset Counties

along the endangered segment.

Orange Branch EL

No new growth is expected along the line segment in Essex
County.

Caldwell Branch EL

No new growth is foreseen in Essex County. The endangered
branch in Passaic County is bordered by residential property and
no new industrial construction is permitted under existing zoning

regulations.

Washington-Phillipsburg Line EL

No new growth is expected along the rail segment in Warren

County.

Pleasantville Secondary Track PRSL

The forecast of new industrial growth in Atlantic County is

negative.

PRSL Mainline

No information on growth was received from the Camden County
Planning Board.

Ocean City Branch PRSL

Forecasts are negative for industrial growth in Cape May
County because a major segment of the affected area consists of
either wetlands (which are protected by law) or heavy residential

areas on the offshore islands.



TABLE 3.2

PROJECTIONS OF NEW
INDUSTRIAL DEVELOPMENT

PROJECTED NEW

INDUSTRIAL
ENDANGERED RAIL LINE SEGMENTS DEVELOPMENT
Kingston Branch (PC) No
Belvidere-Delaware Br. (PC) Yes (No Traffic Est.)

Freehold Secondary Track (PC) No
Union Transportation Co. (PC) No
Medford Branch (PC) No
South Branch (CNJ) No
Freehold-Atlantic Highlands (CNJ) No
New York & Long Branch

Mainline (CNJ) No
Toms River Branch (CNJ) No
High Bridge Branch (CNJ) Yes
Southern Div. Mainline (CNJ) No
Morris & Essex Mainline (EL) No
Gladstone Branch (EL) No
Orange Branch (EL) No
Caldwell Branch (EL) No
Washington-Phillipsburg

Line (EL) No
Pleasantville Secondary

Track (PRSL) No
PRSL Mainline No
Ocean City Branch (PRSL) No
Source: "1980 Rail Freight Generation", November 1975

Bureau of Common Carrier Planning

New Jersey Department of Transportation



See Table 3.2 showing "Projected New Industrial Development."
Compatibility Between Existing Plan and Potential Growth

Each excluded branch line was researched in terms of planned
new development (see previous section) and also the potential for
additional development. This potential was defined as the extent
to which local plans were compatible with future industrial and
commercial development.

In addition to requesting specific new growth activity ad-
jacent to each branch line, it was also requested of each county
planning board that items such as local zoning, planned utility
development, and competing industrial areas be described and their
impacts evaluated. 1In addition, the available master plans and
land use plans were reviewed for the affected municipalities and
counties in order to'develop a compatibility factor.

In all cases, the judgment of the reviewer was the governing
factor in arriving at a subjective judgment as to whether the
potential for future development was good, fair or poor. Table 3.3

indicates the results of these investigations.
Required Growth to Achieve Viability

The viability (or profitability) of each branch line to be

excluded from the ConRail system was investigated and evaluated.



TABLE 3.3

COMPATABILITY WITH EXISTING PLANS
AND FUTURE INDUSTRIAL DEVELOPMENT

POTENTIAL FOR

FUTURE
INDUSTRIAL

ENDANGERED RAIL LINE SEGMENTS DEVELOPMENT
Kingston Branch (PC) Fair
Belvidere-Delaware Br. (PC) Fair
Freehold Secondary Track (PC) Good
Union Transportation Co. (PC) Fair
Medford Branch (PC) Fair
South Branch (CNJ) Good
Freehold-Atlantic Highlands (CNJ) Poor
New York & Long Branch

Mainline (CNJ) Poor
Toms River Branch (CNJ) Fair
High Bridge Branch (CNJ) Good
Southern Div. Mainline (CNJ) Fair
Morris & Essex Mainline (EL) Poor
Gladstone Branch (EL) Poor
Orange Branch (EL) Fair
Caldwell Branch (EL) Poor
Washington-Phillipsburg

Line (EL) Fair
Pleasantville Secondary

Track (PRSL) Fair
PRSL Mainline Fair
Ocean City Branch (PRSL) Poor
Source: "1980 Rail Freight Generation", November 1975

Bureau of Common Carrier Planning
New Jersey Department of Transportation



The projected growth of rail freight traffic, as described pre-
viously, was incorporated as the most optimistic forecast for
future rail traffic.

The potential for achieving a profitable status has been
deemed the major criteria for maintaining rail service on the
excluded branch lines. Without generating at least a potential
for marginal profit in rail service operations, it is unreason-
able to expect that shippers or rail operators will continue to
absorb the higher costs of maintenance and operation that will
be assessed in future years.

The United States Railway Association published in its

Final System Plan the approximate increase which would be re-

quired to create a viable branch line operation. These esti-
mates were subject to considerable criticism especially in terms
of certain "off branch costs" that were attributed to the various

rail line segments.

The Rail Services Planning Office has promulgated the pro-
cedures for calculating the difference between revenues and
operating costs for the excluded rail lines. Estimates of the
results of manipulating these procedures were considerably less
than the USRA differences between revenues and costs. Since the
RSPO procedures have the legal authority to mandate continued ser-

vice, they have been considered as being the most acceptable es-

timates of revenues and costs, and the required subsidies.
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TABLE 3.4

Comparison of Projected Rail Traffic Increase

and

Required Rail Traffic Increase Based on RSPO Estimates

1980 RSPO
USRA Line Projected Estimated
Number Endangered Rail Line Increase Increase
119 Kingston Branch (PC) 5200% 750%
121 & 12la Bel-Del Branch (PC) 1400% 800%
123/124/124a Freehold Secondary Track (PC) 1540% 250%
127/128 Union Transportation Co. (PC) - 60% -
130 Medford Branch (PC) 40% 250%
1103 South Branch (CNJ) 20% 400%
1104 Freehold-Atlantic Highlands (CNJ) 70% 200%
1105 NY&LB Mainline (CNJ) 160% 50%
1106 Toms River Branch (CNJ) 10% 350%
1107 High Bridge Branch (CNJ) 410081 900%
1108 Southern Div. Mainline (CNJ) 0% 3100%
1201 Morris & Essex Mainline (EL) 10% 250%
1204 Gladstone Branch (EL) 90% 300%
1206 Orange Branch (EL) 200% 50%
1207 Caldwell Branch (EL) - 20% 200%
1212 Washington-Phillipsburg Line (EL) 200% 1950%
1800 Pleasantville Secondary Track (PRSL) 110% 150%
1807 PRSL-Mainline (PRSL) 100% 1200%
1808 Ocean City Branch (PRSL) 100% 300%
lrhis figure includes 2,500 carloads and 5,000 piggyback shipments

projected to be shipped in 1980 by a new Sears, Roebuck and Co.

Source:

"1980 Rail Freight Generation", November 1975
Bureau of Common Carrier Planning
New Jersey Department of Transportation

facility.



The USRA estimates for required increases in rail traffic
to produce viable operations were adjusted to reflect the RSPO
revenue and cost estimates. These increases were then compared
to the increases in rail traffic projected for the year 1980.
The results of these comparisons are shown on Table 3.4.

Evaluation of each of the four aspects of growth potential

were averaged in a weighted manner and according to the following

weights:
Projected Growth of Existing Rail Users 0.2
Projected New Industrial Development 0.2

Potential for Future Industrial Development 0.1

o
L]
6}

Evaluation for Potential Viability

'—l

Total .0
The results of the potential growth evaluations and the

priority ranking for each branch line are indicated on Table 3.5.
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Endangered Rail Lines

Kingston Branch (PC)
Belvidere-Delaware Br. (PC)
Belvidere-Delaware Br. (PC)
Freehold Secondary
Track (PC)
Union Trans. Co. (PC)
Medford Branch (PC)
South Branch (CNJ)
Freehold-Atlantic
Highlands (CNJ)
NY&LB Mainline (CNJ)
Toms River Branch (CNJ)
High Bridge Branch (CNJ)
Southern Div. Mainline (CNJ)
Morris & Essex Mainline (EL)
Gladstone Branch (EL)
Orange Branch (EL)
Caldwell Branch (EL)
Washington-Phillipsburg
Line (EL)
Pleasantville Secondary
Track (PRSL)
PRSL Mainline
Ocean City Branch (PRSL)

Source: "1980 Rail Freight Generation", November 1975

TABLE 3.5

Line Generation Evaluation Factors

Projected
Growth of
Existing

Rail Users

Projected Growth
Compared to

Required Traffic
Increase (USRA)

Projected
New

Industrial

Development

Potential
For Future
Industrial
Development

Priority
Value
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CHAPTER 4

ANALYSIS AND IMPACTS

The analysis and impact section of the New Jersey State
Rail Plan has been subdivided into four procedures. The four
investigations of impacts of rail service discontinuance were

performed in the following categories:

Community Impact

Alternative Modes
(Environmental and Energy Impacts)

Operational Analysis

Passenger Operation Impacts

Each category investigated was related to a particular
transportation objective and the results of each analysis was
translated into the priority ranking procedures described within
the Recommendation chapter.

Details concerning each categorical investigation follow

in the succeeding pages.



COMMUNITY IMPACT

The analyses for evaluating the community impact were

centered around the following objective:

Invest public mondes Ain trhansportation facdlities
which provide for the desires and well-being of

the generat public.

Four criteria were related in Phase I of the State Rail
Plan to this objective. These criteria were described as
Tasks and included the following:

1. Increased Costs of Alternative Modes

2. Impact on Tax Base

3. Loss of Income

4. Impact on Employment

Items 1, 3, and 4 were intended to be evaluated principally
on information derived from the "New Jersey Freight Transporta-
tion Survey." As indicated under the Inventory and Data Collec-
tion chapter of this report, the overall response rate to the
survey was slightly greater than 60 percent. On specific data
items, including employment, payroll, gross sales and increase
in transportation expenses, the response rate very often was
significantly less than 60 percent.

Telephone follow-up inquiries were made to all recipients
of the survey questionnaire in order to acquire information

which was either omitted or incomplete on the original submission.



Success was achieved in obtaining additional information on
Items 3 and 4 as described above. However, considerable
difficulty was encountered in obtaining additional informa-
tion relating to increased transportation costs associated
with a modal switch of various freight commodities. Lack of
experience with other than the rail mode of transport was the
primary reason cited by many of the survey respondents for
omitting projected rate increases. This lack of a substan-
tive data base, consequently precluded the development of a
meaningful criteria for evaluating the increased cost impact
of using alternative modes.

Item 2 was investigated in manner separate and apart from
the data base established from the freight survey. Tax assess-
ing procedures and regulations were investigated along with the
status of past taxes which were unpaid and accumulated as debt
service.

The procedures and results of the analyses performed on

community impacts are described below.
IMPACT ON TAX BASE

The investigative procedures were initiated by researching
the New Jersey Revised Statutes governing railroad taxation
(R.S. 54:29A, as amended June 17, 1966). The results of this
investigation indicate that in New Jersey, unlike several other

states in the Eastern and Midwestern United States (the region),



only Class II properties are subject to taxation. Class I
(main stem) and Class III (passenger facilities) have not been
subject to taxation since the passage in 1966 of Public Law
1966, C. 139.

The potential loss of non-ConRail Class II tax revenues
to the State would amount to $48,693 per year based upon 1975
assessment valuations. This amount does not reflect any inter-
est owed on past due taxes. The Revised Statutes also indicated
that as long as any property is used for railroad purposes,
municipal governments may not levy taxes against such property.
Replacement revenue to municipalities, in which railroad property
is located, is presently provided by state aid appropriations to
each affected municipality. The amount of state aid monies paid
to each municipality is defined as not being less than the reven-
ues the municipalities would have derived from taxing the proper-
ties in the year 1966. These state aid monies are transferred to
municipalities despite the fact the state does not presently
collect the Class II taxes from the bankrupt railroad estates.

Only property no longer used for railroad purposes may
becohe subject to assessment and taxation by municipal govern-
ments. When properties are taken out of railroad use, state aid
is terminated to the municipalities. Abandonment of lines not
recommended for inclusion in the ConRail system will thus cause
municipalities to forego state aid monies. All properties of
a railroad company not used for railroad purposes will then be

assessed and taxed by municipal governments in the same manner



and at the same ra£e as the taxable property of other owners

in the taxing district. It should be pointed out,however, that
the Class II taxes currently due the state have not been paid
and are carried as debt service owed to the State of New Jersey.
In the event a rail segment is abandoned, a similar accumula-
tion of a debt service may accrue to the municipalities.

The investigation also pursued the total delinquent prop-
erty tax debt and interest thereon for all Class II properties
of the railroad operating within the State of New Jersey. The
status of this debt is reflected in Table 4.1. The total de-
linquent property tax and interest owed to the state is
$44,330,067.00, as of October 1, 1975. An investigation of
the possibility of recovering some or all of these back taxes
through other than monetary remunerations is presently being
conducted. Two principal options currently being explored are:
(1) the feasibility of purchasing the rail properties in exchange
for the forgiveness of the tax debt; and (2) the feasibility of
using the tax debt in the form of a subsidy to the carrier for
the continuation of local rail service on the non-ConRail rail
lines. Investigations of the legal complications of this option
have not been completed and, therefore, are not available at
this writing.

Summarizing, abandonment of certain branch lines would
serve to increase the local communities tax base; however, any
taxes assessed would in all probability not be collectable and,

consequently, accrue as a debt of the appropriate railroad estate.



Bankrupt
Date
3-22-67

6-21-70

6-26-72

7-24-70

11-23-71

4-18-72

New Jersey Delinquent and Bankrupt Railroads

Class II Property Taxes

And Interest Thereon¥®

Road

C.R.R. Company of New Jersey

Penn Central (incl. Union Trans.
Co. & Penn. & Atl.
R.R. Co.)

Erie Lackawanna Railway Company
Lehigh Valley Railroad Company
Reading Company

Lehigh and Hudson River Railway

TOTALS

Laws of 1966, Chapter 139

Period Covered

years 1967 through

years

years

years

years

years

1970

1972

1972

1971

1972

through

through

through

through

through

Railroad Properties used for Railroad Purposes:
Class I Valuations - Exempt from Taxation

Class II Valuations - Taxable - Delinquent Taxes Listed Above

Class III Valuations - Exempt from Taxation

Note:

*Delinquent Franchise Taxes not included.

SOURCE:

Local Property & Public Utility Branch

Department of the Treasury - October 6, 1975

1974
1975

1974
1975

1974
1975

1974
1975

1974
1975

1974
1975

Payments made on a/c - leased property not recorded

Total Interest
Principal Through
Delinquent Oct. 1. 1975
9,393,021.19 4,956,059.88

16,806 ,836.48

4,521,326.03

1,408,518.21

89,055.99

3,448.69

32,222,206.59

5,810,939.82

1,005,982.66

312,551.09

21,566.53

760.54

12,107,860.52

R.S. 54:29A - 7
R.S. 54:29A - 7
R.S. 54:29A - 7

T°y dIdYL



Because of the compensating nature of the consequences of abandon-
ment of rail lines, no criteria were developed which were able to
accurately reflect the net effect on rail property tax impacts to
municipalities.

A second area of potential tax impact which was investigated
was the property tax loss due to industries which would terminate
operations due to loss of rail service. Of the 101 rail users
contacted, 10 firms indicated that their operations would termin-
ate without rail service. These 10 firms contribute a total
property tax of approximately $85,000.00 to the municipalities
in which they are located. This amount represents 0.1 percent
of the total property tax revenues contributed to the affected
municipalities. This additional loss was deemed of insignificant

consequence and no criteria were developed to measure the impact.



IMPACT ON EMPLOYMENT
LOSS OF INCOME

The estimates of the loss of direct income were derived
from the information related to employment impact. For this
reason, separate criteria were not developed to evaluate the
impact of loss of income.

The primary measure used to evaluate the community impact
was the consequent loss of employment due to branch line
abandonments.

During the first months of the United States Railway Associ-
ation study to develop criteria for the identification of unpro-
fitable rail freight lines in the state, unofficial estimates
of the impact on employment throughout New Jersey ranged upward
into the thousands. However, after surveying rail shippers
throughout the state and examining testimony given at wvarious
hearings, investigations revealed that the estimated employment
loss in New Jersey would be 372 persons. The total number of
persons by county who were employed by companies located on ex-
cluded rail segments is presented in Table 4.2. This Table also
lists the number of estimated layoffs by county. Table 4.2 in-
dicates that of the 1,937 people employed in 1974 by the 63 rail
users who responded to the freight transportation survey, 372 may
be laid off because of the proposed branch line abandonments. The
estimated layoffs would occur primarily in Monmouth, Somerset,

and Ocean Counties. Statewide, 19.2 percent of all employees



SUMMARY STATISTICS OF CONRAIL'S IMPACT
ON NEW JERSEY BY COUNTY*

No. of 1974 No. of No. of No. of Users
Miles of Active Employment Users*¥* Workers Estimated to
Track . Users of Active Affected Estimated Close
County Excluded " Respond. ~  TUsers Respond. By Exclu. " To Be Laidoff Facilities
Atlantic 3.8 3 63 2 49 2
Bergen 0 0 0 0 0 0
Burlington 23.1 8 121 4 15 1
Camden 14.1 0 0 0 0 0
Cape May 6.8 3 13 0 0 0
Cumberland 5.0 0 0 0 0 0
Essex 16.4 12 319 3 50 2
Gloucester 0 0 0 0 0 0
Hudson 1.0 0 0 0 0 0
Hunterdon 29.2 8 145 3 27 1
Mercer 15.2 1 6 1 6 1
Middlesex 1.8 0 0 0 0 0
Monmouth 21.8 - 8 268 5 68 3
Morris 16.4 2 25 1 5 0
Ocean 8.2 10 222 3 57 2
Passaic 0 0 0 0 0 0
Salem 1.6 1 35 1 35 1
Somerset 16.7 6 720 3 60 0
Sussex 0 0 0 0 0 0
Union 2.2 0 0 0 0 0
Warren 10.5 1l NA 1 NA 0
State Total 193.8 63 1,937 27 372 13

* Data werne provided by NIDOT Freight Survey

¥* The numben 0§ usens affected equals the numbern of usens who will have to teaminate some
employees on close thein facilities.
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working for rail users serviced by excluded freight lines, and
responding to the survey, would be terminated. This estimate is
misleading, since it is probable that companies not responding
to the survey did not envision significant impact. Thus, the
percentage job loss of all companies served by these rail lines
is likely to be much lower.

Unemployment in the state due to the cessation of rail
freight service on some non-viable lines will result in a loss
of personal income. Using 1974 average annual wages paid for
covered employment, it has been possible to estimate a potential
payroll loss of approximately $3,429,000 for New Jersey based on
a total of 372 persons being terminated from employment. The
assumption made here is that the affected workers earn wages
equal to the average for all workers under covered employment
within their counties.

Existing statistics concerning employment status are pri-
marily categorized by county as opposed to local rail communities.
For this reason, evaluations of employment impact were performed
on a county-wide basis. Summaries for each county are listed

below:

Atlantic County

The studies of the United States Railway Association have
concluded that the McKee City-Pleasantville segment of the Penn

Reading Seashore Lines will not be included in the ConRail



system. Five firms were identified on this 3.8 miles of line,
but only three responded to the questionnaires. Attempts by
the New Jersey Department of Transportation to encourage addi-
tional responses were unsuccessful.

The three users participating in the survey employed 63
persons in 1974. Two of these companies stated they would be
adversely impacted by the exclusion of their rail segments
from ConRail. Due to this fact, these two companies estimated
they would be forced to lay off 49 employees or 77.8 percent
of their total work force. Both firms predicted they would be
forced out of business, primarily because of the increased cost
of alternate freight transportation. Though any forced unemploy-
ment is undesirable at any time, the number of potential unem-
ployed represented less than one-half of one percent of the total

Atlantic County covered employment of'55,557 in 1974.

Burlington County

The USRA Final System Plan has indicated that three rail

freight line segments totalling 23.1 miles have not been recom-
mended for inclusion in the ConRail system. One line is the
4.8 mile long Ft. Dix-Shrewsbury segment of the Penn Central

Railroad. Three firms were identified, though only one responded

to the study and this response revealed no impact.



The Mt. Holly-Medford segment of the Penn Central Railroad
is 5.0 miles long. This line was not recommended for inclusion
in ConRail. There were 28 firms, 13 of which were active users,
identified on this line. Replies were obtained from 7 of the
13 active users. These 7 companies employed 121 workers in
1974; but if rail service were to be terminated, 4 would have
to trim the number of their workers by 15, approximately 12.4
percent. One of the 4 firms predicted it would be forced to
close its facilities due to an anticipated 40 percent increase in
transportation costs.

The last of the three rail lines is the 13.3 mile Winslow-
Chatsworth segment. No shippers are identified on this segment

thereby making any employment impact on the county minimal.

Camden County

Two separate rail segments in Camden County have been

designated as excess lines in the USRA's Final System Plan and

have not been recommended for inclusion in the ConRail system.
The 7.5 mile long Haddonfield-Lucaston segment of the Penn-
sylvania-Reading Seashore Railroad was one of these on which
two firms had earlier been identified, of which one was active.
Since no responses were received from these companies, one
must conclude that the cancellation of rail freight service over
this segment will have no impact whatever on the county's
economy .

The second segment of rail freight line considered excess

by the USRA is the 6.6 mile long Winslow-Chatsworth segment of



the Central Railroad of New Jersey. No shippers were ever
identified on this line segment, thereby leading us to conclude
that no economic or employment hardships will occur along this
right-of-way. However, it is impossible to speculate on the
impact of elimination of through freight service between

cities in the northern and southern portions of the state.

Cape May County

The 6.8 mile Ocean City-Palermo segment of the Pennsyl-
vania-Reading Seashore Lines has not been recommended for in-
clusion in the ConRail system. Six shippers were initially
identified on this segment though only three responded. These
three firms were active users and employed 13 workers in 1974,
and expect to continue operations at their present locations.
No impact is anticipated on employment or the general economy

in the county.

Cumberland County

The USRA Final System Plan recommended that the 5.0 mile,

long Bridgeton Junction-Norma segment of the Central Railroad
of New Jersey not be included in the ConRail system. One firm
was identified on this line. Since that firm did not respond
it may be assumed that there would not be any employment loss
in Cumberland County due to the exclusion of this line from

ConRail.

Essex County

The studies of the USRA have concluded that three rail
segments of the Erie Lackawanna Railroad will not be included

in the ConRail system. These are the Orange-Summit segment;



the Orange Branch; and the Caldwell Branch.

Ten firms were identified on the Orange-Summit segment,
seven of these firms being active users. All seven of these
users responded to the survey and reportedly employed 226
workers. Only one firm would be affected by the exclusion,
that firm closing and resulting in a job loss for five workers.

Twelve shippers were identified along the 2.7 mile long
segment of the Orange Branch of the Erie Lackawanna, but only
four returned their questionnaires. These four firms were
all active users and employed a total of 83 persons. Because
of a loss of rail service, two firms expect to be negatively
affected. One firm expects to close its facility, and the
other will be forced to relocate its facility. The employment
impact will be the loss of 45 positions.

The third rail segment declared excess in Essex County

by the USRA's Final System Plan is a 6.0 mile segment of the

Caldwell Branch of the Erie Lackawanna Railroad. Five shippers
were identified but only one responded to the survey. This one
firm has 10 employees, but will not be noticeably affected by
the loss of rail freight service. No reduction of the work

force nor loss of sales is expected.

Hudson County

The Final System Plan identifies the Newark Bay Bridge

on the Central Railroad of New Jersey as being excluded from
ConRail. Since there are no shippers on this 1.0 mile stretch

of rail line, there is no economic or employment impact.
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Hunterdon County

Three rail freight segments totalling 29.2 miles in
Hunterdon County were not recommended for inclusion in the Con-

Rail system, based on the Final System Plan report. Two of

these segments belong to the Penn Central Railroad's Belvidere-
Delaware Division. The Trenton-Lambertville segment, 1.7

miles long, has no identified shippers. The 19.0 stretch
between Lambertville and Milford has 8 identified firms of
which 7 were active users. Six of the active users, employing
113 workers, returned their questionnaires. Two of these

firms would be forced to reduce their payrolls by 11 people,
while four of the firms indicated they would not be negatively
affected.

The third rail segment considered excess in Hunterdon
County is the 8.5 mile long High Bridge to Lake Junction seg-
ment of the Central Railroad of New Jersey. Two shippers were
identified and both responded to the survey. Together they
employ 32 people. One company would be forced out of business
due to the elimination of freight service. This would result
in the layoff of 16 employees.

In total, the decision by the USRA not to include the
three rail line segments in the ConRail system will result in
the layoff of 27 employees of the firms which utilize the

rail system in Hunterdon County.

Mercer County

The Final System Plan released on July 26, 1975, announced




that two rail freight segments in Mercer County were not recom—
mended for inclusion in the ConRail system. Together they
totalled 15.2 miles of rail line which would no longer offer
freight service. The Princeton-Princeton Junction segment of
the Penn Central Railroad is 2.9 miles long and has no freight
users located along its track.

Over 12.3 miles of the Trenton-Lambertville segment of
the Penn Central Railroad is located in Mercer County. One
firm was identified on this segment and that firm was an active
user of freight services. 1In 1974, this firm employed six
persons, but would be forced to lay off all six people because

of this line's exclusion from the ConRail system.

Middlesex County

The USRA's Final System Plan report revealed that a 1.8

mile stretch of the Rocky Hill-Monmouth Junction segment of

the Penn Central Railroad located in Middlesex County was

not recommended for inclusion in the ConRail system. This
section feeds into the main line of the Penn Central between
Philadelphia and New York City. There were no shippers identi-
fied as being on this line and, therefore, there will be no

economic or employment impact.

Monmouth County

The USRA's Final System Plan report identifies a total

of 21.8 miles of rail line in Monmouth County as not recommend-
ed for inclusion in ConRail. These are made up of four rail

line segments on which 15 firms (11 active users) were



identified and mailed questionnaires. The nine users partici-
pating in the survey employed 418 persons in 1974.

Though four firms were identified on the 5.2 mile Free-
hold Secondary segment of the Penn Central Railroad, only three
responded. These three users employed 193 people in 1974.
Because freight costs were estimated to increase when rail
freight ceased, two firms indicated that they would be
negatively affected. The anticipated total job loss is 13.

There is a 6.3 mile stretch of the Ft. Dix-Shrewsbury
rail segment of the Penn Central Railroad in Monmouth County.
Of the four firms identified, two replied to the survey. Only
one company would be adversely affected by the lack of inclusion
in ConRail, resulting in the layoff of four workers.

The third rail freight line not recommended for inclusion
in ConRail was the 7.1 mile Bay Head Junction-Asbury Park
segment of the New York and Long Branch Railroad. Though four
firms were identified on this rail segment, only one, with
nine employees, responded. Since that user did not expect any
adverse affects due to the rail'service cancellations, any
negative impact in this area would be minimal.

The fourth freight rail line not recommended for inclusion
in the ConRail system in Monmouth County is the Matawan-Morgan-
ville segment of the Central Railroad of New Jersey, a 3.2 mile
section where two firms were identified. These two users ex-
pressed concern about the elimination of rail freight service.

One of these companies admitted he would be forced out of



business due to sharp increases in the freight rates. The other
would be forced to lay off one employee. Of the 54 workers em-
pPloyed by these two firms, 51 would be laid off.

Summarizing, the tabulations suggest that Monmouth County
would be faced with estimated layoffs amounting to 68, which is
18.3 percent of all layoffs in the state due to ConRail. Monmouth
County would be the most severely impacted county in the state

as the result of the USRA decisions.

Morris County

The USRA's Final System Plan has identified two rail segments

in Morris County for exclusion from the ConRail System, adding

to 16.4 miles of line. The 0.5 mile long Gladstone-Millington
segment of the Erie Lackawanna has no identified firms. The 15.9
mile long High Bridge-Lake Junction segment of the Central Rail-
road of New Jersey will be excluded from ConRail. Though five
firms were identified, of which three were active users, only

two users returned questionnaires. Of these only one company
might be forced to lay off five employees. Nevertheless, this
firm will remain in its present location. From the data supplied
from the survey there is no evidence to suggest any disruption

of the employment pattern or economic conditions in Morris County
due to ConRail's exclusion of the two rail segments mentioned
above.

Ocean County

The USRA's Final System Plan specified three rail segments

totalling 8.2 miles in Ocean County which were not recommended

for inclusion in the ConRail system. The 2.2 mile Ft. Dix-



Shrewsbury segment of the Penn Central Railroad identified three
firms initially, but only two of these firms responded. Both users
would remain in the county and neither would be forced to lay off
any employees, irrespective of the fact that their transportation
costs were expected to rise up to 20 percent.

The 4.1 mile long Toms River-Pinewald rail segment of the
Central Railroad of New Jersey received responses from the three
firms which were identified. Only one firm would be affected ad-
versely by the cessation of rail freight service and only three
workers were expected to be laid off. No other adverse economic
impact was expected.

The 1.9 mile long Bay Head Junction-Asbury Park rail segment
of the Central Railroad of New Jersey had five users respond to
the survey. Two considered the loss of rail freight service so
severe that they expected to cease operations. This was pri-
marily due to the expected rise\of between 30 percent and 50 per-
cent in freight rates. The resulting impact would be the layoff
of 54 workers with commensurate loss of wages.

Salem County

One firm was identified on the 1.6 mile long Bridgeton Junction-
Norma segment of the Central Railroad of New Jersey in Salem County.
Because of a 70 percent increase in transportation costs, this one
firm will be forced to close, resulting in 35 layoffs.

Somerset County

The USRA's Final System Plan recommended that 16.7 miles of

rail freight lines in Somerset County not be included in ConRail
because they were unprofitable. The Gladstone-Millington segment

of the Erie Lackawanna Railroad is 11.8 miles long.

Though five firms were identified only three responded



to the questionnaires. Those three users employed 297 workers
in 1974. Only two companies admitted that they would be af-
fected adversely if the rail freight service were curtailed.
They would be forced to cut their employment ranks by 27 per-
sons and their transportation costs were projected to rise by
10 percent.

The 1.8 miles of Rocky Hill-Monmouth Junction of the Penn
Central Railroad produced one firm who estimated he would
curtail his work force of 130 by 33 people with the cessation of
rail freight service. However, the business would remain at
the present site.

The Somerset-Royce segment of the Central Railroad of New
Jersey is 3.1 miles long. Two shippers who together employ 293
people reported that their operations would not be affected in any
way by the loss of rail freight service.

Overall, Somerset County might expect to lose 60 jobs to
the cessation of rail freight service. The impact on the economy
would be minor.

Union County

Two raii segments in Union County were not recommended for
inclusion in ConRail. One was the 0.9 mile segment of the
Newark Bay Bridge on the Central Railroad of New Jersey. No
firms were identified, resulting in no impact on the county.
The other rail freight stretch was the 1.3 miles of the Orange-
Summit section on the Erie Lackawanna Railroad. This line
was not surveyed due to the USRA's failure to notify New Jersey

that this line was considered excess and thus a candidate for

non-inclusion.



Warren County

The Final System Plan issued on July 26, 1975, identified

the Washington-Phillipsburg segment of the Erie Lackawanna
Railroad as excessive and recommended it not be included in
ConRail. This segment, 10.5 miles long, produced the response
of one firm which indicated it would be affected by the curtail-
ment of rail freight service but would provide little additional
information. Even though this company estimated that freight
rates would increase 60 percent with other modes of transporta-

tion, it indicated it would remain at its present location.

As a result of the analysis, the conclusion was made that
the statewide employment impact would be minimal on the rail
lines excluded from the ConRail system. A minimum value was con-
sequently assigned for the priority ranking of each of the 23 rail

segments analyzed.






ALTERNATIVE MODES

The analyses for ewaluating the alternative modes were

centered around two objectives:

Minimize the Loss of any mode of transport which 4As

Less polkluting than the substitute mode.

Minimize the Loss of any mode of transport which

{8 more enengy egficient than the substitute mode.

The perspective established for development of the alterna-
tive mode analysis was constructed, in part, from the desires and
information furnished by existing shippers and receivers of freight
responding to the "State of New Jersey Freight Transportation Sur-
vey."

The increased energy requirements and increased air pollu-
tants associated with rail alternatives were based on the assump-
tion that all freight would be transferred to a truck transport
mode if particular rail services were terminated. This assumption
precludes the option of establishing team track or COFC/TOFC
facilities to accommodate future freight shipments. As previously
indicated, this assumption was based on information from the
Freight Survey, where 96 percent of the existing rail users re-
sponding chose the truck alternative over the team track or

COFC/TOFC alternative.



The Freight Survey requested from each respondent, their
1973 traffic activity in tons and rail carloads, 1980 projections
of tonnages to be transported, and the origins and destinations of
the existing shipments. In conjunction with this survey effort,
transportation networks were created for the rail system and high-
way systems within New Jersey. Mileages were calculated via each
of these two networks and used to provide estimates for the total
ton-miles travelled via existing transportation systems versus ton-
miles travelled via proposed transportation systems without specific
rail services. As with each of the several other analysis pro-
cedures, this analysis was performed within a statewide-impact per-
spective. Consequently, mileages used in this task were only those
mileages contained within the New Jersey boundaries and not the
total mileages associated with the entire trip between origin and
destination. Also, the paths chosen for each trip were based on
the most expedient manner of entering or leaving the State of New
Jersey in order to reach the appropriate origin or destination.
These paths did not reflect actual operational scheduling and dis-
tances, since in most cases this information was unavailable.

The alternative mode analyses were performed on two aspects
of the different options available for freight transport (i.e.,
rail and highway). The two aspects, which were analyzed for
each option, were energy consumption and pollutant emissions.
Other considerations which were not analyzed in detail due to
time constraints and data availability, but which should be ad-

dressed in future analyses, include: effects on alternate
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transportation systems (e.g., increased truck traffic versus
roadway maintenance), rate differentials, and related safety
impacts of the different modes.

Each of the two aspects related to alternative mode con-
siderations were analyzed by simulating the requirements and con-
sequences of using various combinations of transport systems to
move the available freight. The simulation procedure was applied
to only the freight requirements of each rail segment and the
associated consequences. Additional analyses were then performed
on those rail segments which presently provide passenger services.

The individual procedures associated with each aspect analyzed

will be described below.
ENERGY REQUIREMENTS

The precise evaluation of the energy requirements for trans-
ferring the existing and proposed rail Zhipments to the truck
mode is a monumental, if not an impossible task. A number of the
rail intricacies which would require extensive monitoring include:
the specific fuel efficiency of the locomotive involved, the exact
number of cars interchanged on a specific trip, the operational
characteristics of specific trips (e.g., idle time, speed, grade,
etc.), specific energy characteristics of the fuel used, exact

tonnages delivered or initiated on each trip, etc.

Comparable data and detail would also be required for eval-

uating the alternative truck mode. Specifics such as model year,



engine displacement, average travel speed, type of fuel and so
on, would be required to present a precise value of the energy
required via this alternative. |

The energy requirement analysis has avoided the collection

of the above described data, and has proceeded in an evaluation
based on a number of average values which were applied in an
effort to approximate the typical consequences of switching from
rail transportation to truck transportation. Specific averages
and formulas and related assumptions are contained in the follow-
ing listing:

1. National priorities and consequent programs have
proposed that the present energy consumption growth
rate be reduced from an annual 3.0 percent to a rate
of 2.3 percent.l This lower energy consumption rate
would, over a period of seven years (1973-1980), cal-
culate to be an acceptable growth of 17.3 percent
over 1973 levels (compounded annually).

2. Energy growth projections for freight movement were
calculated between the 1973 status quo (i.e., exist-
ing freight and truck usage), and the 1980 situation,

where no rail service would be available.

lU.S. Federal Energy Administration; Project Independence
(Blueprint Summary); September 1974.



3. Energy growth projections for passenger movement

were calculated on the assumption that 1973 patronage,

at stations to be eliminated, would transfer to the

next active station by auto, in order to complete the

trip by rail.

4. Average values applied for various alternatives are

listed below in Table 4.3.

TABLE 4 .32

Energy Consutption Rates
For Various Modes

Vehicle Type Energy Utilization
Light Truck (4 tire gasoline) 2.08 KWHR/Ton-Mile
Single Unit Truck (6 or more

tire gasoline) 2.82 KWHR/Ton-Mile
Tractor Trailer Combinations .79 KWHR/Ton-Mile
Railroad Freight Equipment .20 KWHR/Ton-Mile
Passenger Auto 2.79 KWHR/Veh.-Mile
Railroad Passenger Car 5.30 KWHR/Car Mile

The consequences of eliminating rail service on each line

segment were evaluated by comparing the actual

1973 energy re-

quirements for rail service to the projected 1980 energy require-

ments for the non-rail mode. Results of these

contained in Table 4 .4.

calculations are

AsS can be seen in Table 4 .4, the consequences of translating

rail passenger trips to auto trips greatly influences the energy

2Federal Highway Administration, Office of Statistics, 1975
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Le v

USRA #

119
121

121a

123/124/124a
127/128
130

703
1102
1103
1104
1105
1106
1107
1108
1201
1204
1206
1207
1212

1800

1807
1808

*Note:

TABLE 4 .4

Energy Requirements

LINE SEGMENT

PERCENT
INCREASE OVER
1973 LEVELS

Kingston Branch 2.1
Belvidere-Delaware Br. 26.9%*
(Trenton-Lambertville)
Belvidere-Delaware Br. 3.4*
(Lambertville-Milford)
Freehold Secondary Track 21.5
Union Transportation Co. 44.7
Medford Branch 33.3
Princeton Branch 1400.0
Newark Bay Bridge -
South Branch 16.5
Freehold Branch 7.2
New York & Long Branch 280.0
Toms River & Barnegat Br. 13.5
High Bridge Branch 95.6*
Southern Division 82.3*
Morris & Essex Mainline 980.0
Gladstone Br. 104.0
Orange Br. 79.1
Caldwell Br. -
Washington-Phillipsburg -
Mainline
Pleasantville Secondary 33.5
Camden—-Atlantic City Line 800.0
Ocean City Branch 1525.0

Figures reflect on-line traffic only. High Bridge Br., Belvidere-
Delaware Br., and Southern Div. Mainline are bridge routes with high

volumes of overhead traffic. No alternative routings are available

for comparison of energy requirements.



requirements, compared to the equivalent freight transfer. The
measure of acceptability, for such increases in energy require-
ments, was related to the 17.3 percent increase previously de-
scribed. Table 4.5 indicates the ratio of projected energy in-
crease to the acceptable 17.3 percent increase, and also the

priority ranking established for the energy analysis evaluation.
POLLUTANT EMISSIONS

The pollutant emission consequences of transferring both
rail freight and rail passengers to an alternative means of trans-
port, was accomplished in much the same fashion as was used for
the energy consumption analysis.

As was related in the description of the energy consumption
analysis, collection of significant amounts of specific detail
would be required in order to accurately evaluate the consequen-
ces of transferring freight and passengers from their primary
mode of transport. This type of detail was not collected and
appropriate average values for this analysis were developed.

The relevant averagés, formulas and related assumptions are
contained in the following listing:

1. Current regulations concerning the maximum levels of

various pollutants are based on specific regional

characteristics and the potential for deleterious
affects within particular regions. In other words,

standards exist for permissible levels of emission

for specific pollutants within specific regions
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TABLE 4.5

ENERGY GROWTH RATIOS

PROJECTED ’
GROWTH
) vs. 17.3% PRIORITY

USRA # LINE SEGMENT v : GROWTH RANKING
119 Kingston Branch .87 ‘3
121 Belvidere-Delaware Br. 1.08 4

(Trenton-Lambertville)
121a Belvidere-Delaware Br. .88 3

(Lambertville~Milford)

123/124/124a Freehold Secondary Track 1.89 5

1z27/128 Union Transportation Co. 1.24 4
130 Medford Branch ~ 1.14 4
703 Princeton Branch 11.90 10
1102 Newark Bay Bridge - 1
1103 South Branch .99 3
1104 Freehold Branch .92 3
1105 New York & Long Branch 2.40 8
1106 Toms River & Barnegat Br. .97 3
1107 High Bridge Branch 1.67 5
1108 Southern Division 1.56 5
1201 Morris & Essex Mainline ' 8.40 10
1204 Gladstone Br. .89 3
1206 Orange Br. 4.09 8
1207 Caldwell Br. -= 1
1212 Washington-Phillipsburg - 1

Mainline :
1800 Pleasantville Secondary 1.14 4
1807 Camden-Atlantic City Line 6.80 ig

1808 Ocean City Branch 13.00



(i.e., not all regions within New Jersey set limit-
ing standards for all types of pollutants emitted).
Analyses capabilities permitted that only statewide
consequences of the shift between modes would be
available. Consequently, estimates of statewide
limiting standards were developed for purposes of

comparison only.

It should be noted that these estimates in no way

reflect or imply the imposition of comparable stan-

dards to the State of New Jersey, but only are meant

to serve as an indicator of the relative capacity

for the State to absorb several principal pollutants

emitted within the State. The estimated values are

presented in Table 4.6.

TABLE 4.6

New Jersey Statewide Capacity
For Emission of Selected Pollutants3

Pollutant Tons/Year
Sulphur Dioxide 287,000
Particulates 93,000
Carbon Monoxide 1,676,000
Hydrocarbons 398,000
Nitrogen Oxides 473,000

3NJDOT - Bureau of Environmental Analysis' Estimates



2. Annual pollutant emissions for freight transport were
calculated for the year 1980, first assuming the exist-
ing modal split (i.e., rail and truck) and second,
assuming an all truck movement. The increases in pol-
lutants were then calculated for each branch line
assuming that no rail service would be available.

3. For those rail branch lines which presently provide
for passenger services, the assumption was made that
any passenger affected by a loss of rail passenger
service would travel by automobile to the nearest sta-
tion which would remain in service. The resultant
increases in pollutants were then calculated for each
specific branch line.

4. The average values applied for various alternatives
and for the pollutants investigated are listed in
Table 4.7.

The consequent increase in each of the five pollutants
analyzed was related to the estimated statewide capacity to absorb
each of the respective pollutants. For purposes of arriving at a
priority rating for each branch line, an average percent of the
statewide capacity for all pollutants was calculated. Results of
this analysis and the corresponding priority values are indicated

in Table 4.8.



Pollutant Type

Sulphur Oxides

Particulates

Carbon Monoxide

Unburned Hydrocarbons

Nitrogen Oxides

TABLE 4.7

4 /5

Pollution Emission Rates
For Various Modes And
Selected Pollutants

Vehicle Type

Light Truck (4 tire - gas)

Single Unit Truck (6 or more
tire - gas) :

Tractor Trailer Combinations

Railroad Freight Equipment

Passenger Auto

Railroad Passenger Car

Light Truck (4 tire - gas)

Single Unit Truck (6 or more
tire - gas)

Tractor Trailer Combination

Railroad Freight Equipment

Passenger Auto

Railroad Passenger Car

Light Truck (4 tire - gas)

Single Unit Truck (6 or more
tire - gas)

Tractor Trailer Combination

Railroad Freight Equipment

Passenger Auto

Railroad Passenger Car

Light Truck (4 tire - gas)

Single Unit Truck (6 or more
tire - gas)

Tractor Trailer Combination

Railroad Freight Equipment

Passenger Auto

Railroad Passenger Car

Light Truck (4 tire - gas)

Single Unit Truck (6 or more
tire - gas)

Tractor Trailer Combination

Railroad Freight Equipment

Passenger Auto

Railroad Passenger Car

Pollutant Rate

(x10-5)
0.00 tons/TM

0.00 tons/TM
0.12 tons/TM
0.03 tons/TM

0.00 tons/ VM
0.742 tons/ VM

0.00 tons/TM

0.00 tons/TM
0.01 tons/TM
0.01 tons/TM
0.00 tons/VM
0.325 tons/VM

18.7 tons/TM

2.53 tons/TM

0.21 tons/TM
0.02 tons/TM
4.75 tons/ VM
1.692 tons/VM

2.87 tons/TM
0.39 tons/TM

0.03 tons/TM
0.01 tons/TM
0.512 tonsAM
1.223 tons/VM

1.10 tons/TM
0.15 tons/TM

0.34 tons/TM
0.02 tons/TM
0.417 tons/ VM
4.819 tons/VM

4Summary of Transportation Statistics, USDOT, 1975 (Note: Gasoline

powered emissions of sulphur oxides and particulates are

5U.S. Environmental Protection Agency, Compilation of Air Pollutant
Emission Factors, 2nd edition, North Carolina, April 1973

negligible.)
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TABLE 4.8

PERCENT OF

STATEWIDE

CAPACITY PRIORITY
USRA # LINE SEGMENT ) (x10-3) RANKING
119 Kingston Branch 1.6 2
121 Belvidere-Delaware Br. .1 1

(Trenton-Lambertville)
121a Belvidere-Delaware Br. 1.3 2
123/124/124a (Lambertville-Milford)
127/128 Freehold Secondary Track 2.6 2
130 Union Transportation Co. 0.3 1
703 Medford Branch 0.1 1
1102 Princeton Branch 1.4 2
1103 Newark Bay Bridge -- 1
1104 South Branch .3 1
1105 Freehold Branch .2 1
1106 New York & Long Branch 10.2 3
1107 Toms River & Barnegat Br. .9 1
1108 High Bridge Branch .5 1
1201 Southern Division .5 1
1204 Morris & Essex Mainline 45.9 3
1206 Gladstone Br. 11.0 3
1207 Orange Br. .4 1
1212 Caldwell Br. - 1l
Washington-Phillipsburg - 1
1800 Mainline
1807 Pleasantville Secondary .3 1
1808 Camden-Atlantic City Line .9 1
Ocean City Branch .5 1l



OPERATIONAL ANALYSIS

Phase I of the State Rail Plan outlined in some detail three
principal areas of investigation to be made under the operational
analysis heading. For purposes of review, the three general
categories are described below:

l. Existing services and rail operations will be in-

vestigated to determine the effects of proposed
abandonments on the statewide rail network.

2. Terminals and related facilities will be in-
vestigated in light of the numerous facilities
located within New Jersey for each of the major
rail carriers.

3. Labor agreements in effect and their impact upon

proposed rail operations will be examined for
the proposed rail services to be provided in the
State of New Jersey.
Preliminary investigations were commenced on the requirements
of a detailed operational analysis, immediately following release

of the State Rail Plan - Phase I. Results of these preliminary

investigations revealed that extensive changes were being con-
templated by the United States Railway Association and that a
detailed compilation of past and existing railroad operations would
serve no useful purpose in projecting the impacts upon future rail

operations to be performed by ConRail.



As a consequence of these investigations, the decision was
made that the initiation of the analysis would await publication

of the Final System Plan by the USRA. 1In addition, this analysis

would only address in a very cursory fashion the items specified

by the State Rail Plan - Phase I. Detailed procedures and analy-

ses were to be developed as part of the proposed "Statewide Goods
Movement Study" to be conducted by the New Jersey Department of
Transportation and in conjunction with the start-up operations of
ConRail.

The following descriptions represent the preliminary findings

performed to date on the related items specified in the SRP.
EXISTING RAIL SERVICES
Through Traffic

New Jersey is unique among its sister states insofar as rail
systems are concerned. Not only does New Jersey have six of the
eight major bankrupt rail carriers operating within its borders,
but it also has provision for the largest rail-waterborne freight
interface within the l7-state region\addressed by the RRRA of 1973.

Principal among the port facilities associated with rail
transport are the Port of New York-New Jersey and the Philadelphia-
Camden marine facilities. The existence of these terminal facili-
ties and the numerous rail carriers operating in New Jersey has

created a situation whereby over 40 percent of the total railroad



route miles in the state are utilized as major overhead traffic
routes. In addition, many of the existing stub-end branch lines
were originally part of other major overhead traffic routes.
Figure 4.1 depicts the existing overhead traffic routes located
within the state.

Of particular concern in the analysis performed for the
branch lines excluded from ConRail were the aspects of the value
of these branch lines as overhead traffic routes. There are 23
separate branch line segments in New Jersey which have been ex-
cluded from the USRA Final System Plan. Of these, at least
nine serve, to some degree, as routes for overhead traffic; that
is, traffic that does not originate or terminate on line, but
is forwarded from one off-branch point to another over that
particular segment.

Two of these segments are USRA subsegments 121 and 121a,
portions of the Belvidere-Delaware Branch of the Penn Central.
Together, they function primarily as an overhead, or "bridge"
route, since the "Bel-Del" is the only direct PC connection to
the lower Lehigh River Valley. At the Phillipsburg gateway, a
connection with the Lehigh Valley Railroad furnishes access to
eastern Pennsylvania industry. The PC also connects with the
Jersey Central, the Erie Lackawanna, and the Lehigh and Hudson
River railroads at Phillipsburg. The L&HR serves as an important
route for commodities which have dimensions larger than that

allowable on standard rail lines ("high and wide loads").
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The PC also forwards a large volume of iron ore and coke to
the Bethlehem Steel plant in Bethlehem, over the Bel-Del from the
Philadelphia marine terminal. In addition, a significant amount
of coal and fuel oil is shipped, via the Bel-Del, to the power
generating stations located along the Delaware River. While this
and other traffic is generated at points along viable line seg-
ments, it passes over the excluded portions of the Bel-Del Branch
on a daily basis. The Bel-Del also serves to forward freight to
the Black River and Western Railroad at Lambertville. Presently,
this is the only connection available to the BR&W since its con-
nection with the Central Railroad of New Jersey has been embar-
goed because of track conditions.

According to testimony submitted at the ICC hearings in
Trenton in early 1975, 9,555 carloads of coal and fuel oil were
shipped to power generating stations along the Bel-Del during
calendar year 1974. A total of 1,395 carloads was delivered by
the PC to the Black River and Western during the same year, via
the connection located on the Bel-Del Branch. Finally, an annual
consignment of 1,000,000 tons of iron ore travels over the Bel-
Del to the Bethlehem Steel plant located in Bethlehem, Pa. Assum-
ing a rail car capacity of 100 tons, these shipments translate
into an annual traffic volume of some 10,000 carloads.

The Freehold Secondary Track of the Penn Central, USRA Line
#123/124/124a, once served as part of a through route between the
Trenton-Philadelphia area and the North Jersey Coast. The por-

tion of this branch, extending from Sea Girt {o Farminy-iale, w~as



abandoned in 1968. However, the connection at Farmingdale, N.J.
with the Central Railroad of New Jersey, was continued in service.
Via this connection with the CNJ, overhead traffic is forwarded
from South Jersey points to Freehold area industries. This traffic
is comprised mainly of glass sand required for a Freehold glass
container plant. Government shipments destined to the Naval Am-
munition Depot at Earle, N.J. also make use of this interchange.

The CNJ Newark Bay Bridge is a bridge route linking the
Bayonne peninsula with the Elizabeth area. This segment carries
traffic consisting of local freights bound for Bayonne or Jersey
City, and a commuter shuttle operating between Bayonne and Cran-
ford, N.J. The CNJ yards in Jersey City have been phased out as
a major terminal facility; thus, the existing freight traffic is
destined for predominantly local industries.

The High Bridge Branch of the CNJ (USRA Line #1107) does not
generate a large volume of on-line traffic. It presently serves
as a main link for CNJ freight bound to and from the Midwestern
and Western sections of the United States. The CNJ, in conjunc-
tion with the Erie Lackawanna, operates a daily freight service
between Scranton, Pa. and Elizabethport, N.J. These trains enter
the High Bridge Branch at High Bridge, and are forwarded to the
EL at Lake Junction, near Wharton. In this capacity, the branch

1

handles 35,000 to 40,000 carloads per year. The line is also

lPixley, Donald W., for Thatcher Glass Mfg. Co., statement
before the Rail Services Planning Office of the Interstate Commerce
Commission, Trenton, N.J., March 19, 1975.



valuable to a number of Morris County industries as a means of
shipping freight to and from points in Central and South Jersey.
Most such freight consists of bulk commodities, such as sand and
crushed stone, which is most easily and economically shipped by
rail. By forwarding this traffic over the High Bridge Branch,
the movement of traffic such as glass sand may be handled by a
single rail carrier, the CNJ.

USRA Line #1108, which identifies two segments of the CNJ
Southern Division, is the southern portion of the CNJ routing
which connects northern New Jersey with the southern half of the
state. These segments generate very little traffic on-line;
however, they are of particular importance to producers of glass
sand in Central and Northern New Jersey. Sand is shipped from
points along the Southern Division to several plants located on
other CNJ rail lines. Information obtained at the State Rail
Plan public meetings indicated that the sand traffic moving on
this branch totaled approximately 15,000 carloads in 1974.2 The
total 1974 traffic on the Southern Division was estimated to be
26,400 carloads. In conjunction with the CNJ Mainline and the
High Bridge Branch, this line provides the one-carrier route for
traffic commodities traveling between the Vineland, N.J. area
and Morris County, N.J. area.

The Morris and Essex Mainline (USRA Line #1201) operation

is directed principally towards the provision of suburban passenger

2Rulong, Gordon L., for Pennsylvania Glass Sand Corporation,
statement submitted at N.J. State Rail Plan public meeting,
Hammonton, N.J., September 19, 1975.
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services. Local freight service is also provided; however, over-
head traffic is generally routed via the Boonton Line because of
the high density of passenger service operating over the Morris
and Essex Mainline. This rail line does, however, enable local
freight trains to operate between Croxton Yard and points further
west of Summit.

The EL Caldwell Branch does not carry significant overhead
traffic volumes, generates only a small number of local freight
shipments, and no longer carries passenger service. This rail
line is important to the Morristown and Erie Railroad, a short
line with which the branch connects in Essex Fells. The EL
transfers high-and-wide traffic to the M&E over the Caldwell
Branch. This traffic cannot be moved over an alternate route,
although the Morristown and Erie also connects with the EL at
Morristown.

The through traffic characteristics of the branch line seg-
ments excluded from the ConRail system have been emphasized by
NJDOT to the USRA during the entirety of its planning process.
Indications have been presented by the USRA, which imply that
ConRail will not find it necessary to operate the nine lines
described above as overhead traffic routes. Further, the rail
users dependent upon particular through routes and located on
rail branch lines included in the final ConRail system, will
continue to have comparable service provided via alternative

routings.
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Table 4.9

OPERATING EFFICIENCY

vy

OPERATING
EFFICIENCY PRIORITY
USRA # LINE SEGMENT RATIO VALUE
119 Kingston Branch 7.66 1
121 Belvidere-Delaware Br. Not Available 1
(Trenton-Lambertville)
121a Belvidere-Delaware Br. 2.46 3
(Lambertville-Milford)

123/124/124a Freehold Secondary Track 1.96 6
127/128 Union Transportation Co. 2.82 3
130 Medford Branch 1.13 7
703 Princeton Branch 1.61 6
1102 Newark Bay Bridge Not Available 1
1103 South Branch 3.12 3
1104 Freehold Branch 2.91 , 3
1105 New York & Long Branch 0.50 10
1106 Toms River & Barnegat Br. 5.41 1
1107 High Bridge Branch 6.36 1
1108 Southern Division Not Available 1
1201 Morris & Essex Mainline 3.03 1
1204 Gladstone Br. 1.56 6
1206 Orange Br. 0.41 10
1207 Caldwell Br. : 1.34 7
1212 Washington-Phillipsburg 34.22 1

Mainline

1800 Pleasantville Secondary 2.27 3
1807 Camden-Atlantic City Line 11.95 1
1808 Ocean City Branch 2.46 3



Efficient Operations

/

A procedure for analyzing the relative efficiencies of each
excluded branch line segment was developed and centered about

the following objective:

Maintain exdisting transportation facdlities which
efficiently serve the industrnial and business com-

munities within the State of New Jensey.

The criteria selected to evaluate the relative efficiencies
of each excluded branch line was simply a determination of the
"operating ratio" for each individual rail service. This calcula-
tion is a basic measure of profitability for any economically
oriented enterprise. The ratio represents the cost of operation
versus the revenues derived from that operation. Values less than
unity indicate a profit, while values greater than unity indicate
an overall loss for a particular operation.

The operating ratios and priority ranking developed for each

branch line are indicated in Table 4.9.

TERMINALS

In May 1975, several major public agencies in the New York-
New Jersey Metropolitan Area submitted a joint report to the
United States Railway Association (USRA) to assist them in deal-
ing with the complex problem of New York Harbor carfloat opera-

tions (see Fig. 4.2) in their development of the Final System
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FIGURE 4.2

NEW YORK HARBOR RAILROAD OPERATIONS
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Plan (FSP). Participating in this effort were: New York DOT,
New Jersey DOT, City of New York, Tri-State Regional Planning
Commission and the Port Authority of New York and New Jersey.
The report grew out of the serious concern of these agencies -
with the inadequate treatment of New York Harbor marine opera-
tions in the USRA Preliminary System Plan (PSP).

The recommendations set forth in that report were only
partially dealt with by USRA in the FSP. The key issues remain-

ing on this are reiterated below:

All future harbor carfloat operations should be
handled by agreements between the private and solvent
Brooklyn Terminal Railroads and the restructured trunk-

line railroads.

Floatbridge and supporting yard facilities now in
New Jersey should be consolidated at Greenville in
Jersey City and be operated by ConRail or jointly by
ConRail and Chessie under the Final System Plan. The
physical facilities should be rehabilitated with Federal

funds under the Rail Reorganization Act (RRRA).

The Bay Ridge line in Brooklyn should be rehabili-
tated under the Act for direct overland service to the
Brooklyn waterfront for traffic to be handled by New

York Dock Railway to and from the north.



Existing agreements on rates and divisions between
the Brooklyn Terminal Railroads and the restructured
trunkline carriers should be preserved as specified in

the Act.

Provision should be made for preserving the float-
bridge facilities of the Long Island Railroad in Long

Island City.

The New Jersey Department of Transportation does not intend
to advocate the continuation of impractical, duplicative and
costly rail services by ConRail. It agrees with USRA that these
marine operations should be consolidated at Greenville with the
actual floating to be performed by the contract carriers. How-
ever, NJDOT believes that USRA's conclusions on how this is to
be accomplished are erroneous, and that this comes about because
of USRA's rather arbitrary designation of these services as
"light density lines."

These marine operations cannot be viewed as "light density
lines" when in 1973 they moved 48,000 cars or nearly 2,000,000
tons of freight. These operations are essentially interline
rail connections, which cannot be accomplished at less cost by
any other routing, and as such are, by chance of geography, a

water link in the regional rail system and must be treated as

such.



In addition, there is the crucial matter of competition, a
basic objective of the Act and of the Final System Plan. USRA
has recommended trackage rights to Greenville for the Chessie
for access to thé east side of the harbor from the south and
southwest. From the north and west, ConRail will have access
to east of the Hudson River via Selkirk or the Poughkeepsie
Bridge. Chessie will not. Thus, clearly, if there is to be
effective competition, Chessie must have trgckage'rights_to and
- from ConRail's Greenville facility, and an abilié&véoiihtepchange
its cars with the Brooklyn Terminal Railroad providinguthe float-
ing services. With the Greenville Yard designated to ConRail,
and with trackage rights to Chessie,in order to provide meaning- -~
fui competition to the east side of New York Harbor this service
cannot. be viewed in the "lighﬁ density" context. |

NJDOT will work construétively with ConRail and other in-
volved agencies in assuring én éfficient and upgraded marine
operation. However, not viewiﬁg these services as "light
density" NJDOT will seek,with others, to have the Greenville
facilities upgraded at ConRail's expense as mandated in RRRA.
NJDOT will also seek, with others, to maintain rate parity in
the Port as essential to its economic well-being, as has been
traditibnally recognized by the Interstate Commerce Commission

and the Coutrts.



LABOR

The labor topic listed under the operational analysis head-
ing was not investigated in any comprehensive manner. The labor
analysis is within the purview of the organization of ConRail

and the efficient operation of that entity.






PASSENGER OPERATIONS

The analysis for passenger operatians was centered around

the following objective:

Maintain and cheate passengen transport systems which
optimize economdic, environmental, comfort and con-

vendence consdidenations.

The technical analysis procedures which relate to passenger
services were directed entirely towards evaluating those rail
segments which are not to be included in the ConRail system.
Additional investigations and analyses were conducted as to the
impact on New Jersey passenger services which presently operate
over rail segments which are to be included in the ConRail system.

In order to describe the total situation and the related
impacts on rail passenger services in New Jersey, this section
will be divided into three sub-sections. The first sub-section
will be concerned with all passenger services presently operating
in the state. The second sub-section will describe the impact of
the ConRail reorganization on the existing passenger services.
The third and final sub-section will describe the methodology
used for evaluating the potential for rail passenger services on
the segments to be excluded from the ConRail system. (Figure 4.3

depicts the existing passenger services operated in New Jersey.)
: )
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EXISTING RAIL SYSTEMS

Erie Lackawanna Service

Erie Lackawanna (EL) provides rail commuter service between
communities in Bergen, Passaic, Essex, Morris and Somerset Count-
ies and Hohoken, New Jersey, where passengers make connections
with the Port Authority's Port Authority Trans-Hudson Corporation
(PATH) for destinations in midtown and downtown Manhattan. The
passenger facilities surrounding the Hoboken Terminal comprise
USRA Designation ID #6801. Communities in Essex, Morris and
Somerset Counties are also provided with service to Neﬁark. At
present, no EL rail commuter service provides direct rail access
to midtown Manhattan.

This EL service is divided into the diesel powered service
serving Bergen, Passaic, Essex and Morris Counties and the elec-
trified service serving Essex, Union, Morris and Somerset Counties.
The diesel service is provided over three lines: the Pascack
Valley Line, serving eastern Bergen County; the Main Line-Bergen
County Line, serving western Bergen County and Passaic County;
and the Boonton Line, serving Morris, Passaic and Essex Counties.
The electrified service is provided over the Morristown Line, serv-
ing Morris and Essex Counties; and its connecting lines, the Mont-
clair Branch, serving Essex County and the Gladstone Branch, serv-
ing Somerset County. The Morristown Line includes USRA line seg-
ment #1201 between Summit and Orange; the Gladstone Branch in-

cludes USRA line segment #1204 between Millington and Gladstone.
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The following table indicates the number of trains per week-
day, and the number of passengers carried in 1974, for each seg-

ment of the EL commuter service:

Erie Lackawanna Trains per Weekday East West
Pascack Valley Line 12 3,570 3,184
Main Line-Bergen Co. 65 8,555 8,573
Boonton Line 25 3,230 3,281

Morristown Line, includ-
ing Montclair and Glad-
stone Branches 162 20,135 20,503

TOTAL 264 35,490 35,541

Central Railroad of New Jersey Service

Central Railroad of New Jersey (CNJ) commuter service operates
over the Main Line between Phillipsburg and Newark Penn Station,
via the Lehigh Valley and Penn Central Railroads between Cranford
and Newark. This operation is pursuant to 1964 trackage rights
agreements with the Lehigh Valley and the Penn Central. CNJ pass-
enger trains serve communities in Warren, Hunterdon, Somerset and
Union Counties. At Newark, passengers can make connections to
midtown Manhattan via PC Main Line service and PATH, and via PATH
to downtown Manhattan. This service utilizes a key segment of
Lehigh Valley double track railroad between the Aldene connection
of Cranford and the Lehigh's connection with the PC Main Line in
Newark (Hunter). A shuttle operates on the CNJ's Main Line be-
tween Bayonne, in Hudson County, through Elizabeth, to Cranford,
in Union County. This shuttle service traverses Newark Bay over

the CNJ's Newark Bay Bridge, USRA Line Segment #1102.



CNJ also operates rail commuter service over the New York
and Long Branch Railroad (NY&LB), a joint wventure owned by CNJ
and PC, from North Jersey Coast communities in Ocean County,
through Monmouth, Middlesex and Union Counties, to Newark Penn
Station. There, passengers may also make PC Main Line and PATH
connections to midtown and downtown Manhattan. The NY&LB in-
cludes USRA Line Segment #1105 between Asbury Park and Bay Head.
In addition to trackage of the NY&LB, the North Jersey Coast
service is operated over a short piece of CNJ trackage north
of the Raritan River, and, pursuant to trackage rights agree-
ments, over the PC's Perth Amboy and Woodbridge Branch and
the PC Main Line between Rahway and Newark Penn Station.

The total number of trains per weekday, and passengers

carried in 1974 by the CNJ, are as follows:

CNJ Trains per Weekday East West

Main Line (including
Bayonne Shuttle) 62 (plus 41) 7,474 7,350
New York & Long Branch 14 3,695 4,121
TOTAL 117 11,169 11,471

Penn Central Service

Penn Central (PC) provides a rail commuter service over its
Main Line, a portion of the Northeast Corridor, from Trenton, in
Mercer County, through Middlesex, Union and Essex Counties, to
New York's Penn Station. This service includes stops at Princeton

Junction, New Brunswick, Metuchen, Elizabeth and Newark. Service



also originates at the Jersey Avenue Park-and-Ride, south of
New Brunswick. The branch line between Princeton and Princeton
Junction, USRA Line Segment #703, is used to bring passengers
to the commuter and AMTRAK intercity service on the Main Line.
Additional commuter trains to Newark and Manhattan are operated
from South Amboy, in Middlesex County, to Manhattan, over the
Perth Amboy & Woodbridge Branch and the Main Line east of Rahway.
PC also provides rail commuter service, for the North Jersey
Coast, supplementary to that provided by the CNJ. The PC's
service provides direct access to New York's Penn Station.

The following shows the total number of trains per weekday,

and the number of passengers carried in 1974, for each PC service:

PC Trains per Weekday East West
Main Line 83 21,488 20,317
South Amboy 20 1,094 908
North Jersey Coast 20 6,384 6,132

TOTAL 123 28,966 27,357

Pennsylvania-Reading Seashore Lines Service

Pennsylvania-Reading Seashore Lines (PRSL) rail commuter ser-
vice operates between communities in Atlantic and Cape May Counties
and Lindenwold, where connecting trains are available on the Lin-
denwold High Speed Line, operated by the Delaware River Port
Authority's Port Authority Transit Corporation, for travel to
Camden and Philadelphia. PRSL service is operated over USRA Line
Segment #1808, between Ocean City and Palermo, and USRA Line Seg-

ment #1807, between Lucaston and Lindenwold.



This service consists of the following number of trains
per weekday: Atlantic City line, 6; Cape May line, 2. The
number of passengers carried per weekday in 1974 approximates

300 in each direction.

Joint Reading-CNJ Service

The Reading Company (Reading) provides rail commuter ser-
vice from Philadelphia and West Trenton, through Mercer and
Somerset Counties, thence to Newark Penn Station. Reading oper-
ates this service without any financial assistance contract with
the COA. Thé service consists of two trains in each direction,
on weekdays only, and carries approximately 370 passengers per
day in each direction. The service operates over Reading tracks
from its origin to Bound Brook, where, pursuant to a trackage
rights and cost sharing agreement with the CNJ, the service pro-
ceeds to Cranford and thence, pursuant to trackage rights agree-
ments with the Lehigh Valley and PC, to its terminus, Newark
Penn Station. Passengers then may make PC Main Line or PATH
connections to midtown or downtown Manhattan. This service uti-
lizes, as does the CNJ, a key segment of double track railroad
between Cranford (Aldene) and a connection with the PC Main Line

in Newark. This segment is qQwned by the Lehigh Valley Railroad

Company.



RAIL PASSENGER SERVICE IMPACTS OF CONRAIL

In testimony before the House Subcommittee on Transportation
and Commerce, on September 9, 1975, USRA Board Chairman, Arthur
Lewis, forcefully stated that unless passehger service contracts
are straightened out within six months, ConRail would move to
discontinue these services. He said that, otherwise, passenger
service would prove to be "an enormous drain on ConRail." More-
over, Chairman Lewis specifically asked the House Subcommittee
to include in its report on the FSP a specific recommendation
approving the cost sharing "principles" enunciated in the FSP.
These statements underscore the FSP's recommendation that the
shifting of substantial costs from ConRail to the commuter
authorities must be implemented if the FSP's forecasts of
financial viability for ConRail are to be fulfilled. The ICC
report on the FSP pointedly observes that FSP pro forma finan-
cial forecasts for ConRail show a marked increase, in constant
dollars, in anticipated receipts from passenger revenues and
subsidies, from 1973 to 1976. The report observes that the
commuter authorities and the taxpayers are to be required to
support this aspect of ConRail's financial well—being.l

To implement this substantial shift of costs, the FSP
recommends a maximum bargaining posture for ConRail within the
confines of its statutory "obligation" to continue to proyide

existing commuter services over lines which are required for

lgvaluation of the U.S. Railway Association's Final System

Plan, Interstate Commerce Commission, p. 35.
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freight service (FSP, p. 45). The FSP recommends that ConRail
negotiate a new operating agreement with agencies, such as the
Commuter Operating Agency (COA), in accordance with the FSP's
model and cost sharing "principles" relative to the PC, CNJ,
PRSL and Reading operations. The FSP further states that these
negotiations must be completed prior to conveyance, if these
commuter rail services are not to be threatened with discontinu-
ance proceedings.

The provisions of the model agreement proposed in the FSP
are that the commuter authorities will pay basically the net
avoidable costs of providing commuter passenger service. (FSP
p. 45, ftn. 3). Presently, the majority of COA operating assist-
ance funds for commuter rail operations in New Jersey are now
paid on this basis. It should be noted, however, that the COA
net avoidable cost determinations do not include consideration
of "estimated charges for freight train delay attributable to
passenger service." This factor is included in the USRA model
agreement, notwithstanding the FSP's cost sharing "principle"
that passenger service should have priority over freight opera-
tions. No formula or mechanism for qualifying freight train
delay is presented.

Beyond the model agreement, the FSP implies implementation
of the "principle" that the dominant user of a facility should
own it and bear all costs of maintaining and operating the
facility, except those which could be avoided if the minority

user were not present. (FSP pp. 40—41).‘ In other words, where



passenger service is dominant, freight seryice rather than passen-
ger service is treated as avoidable and pays avoidable costs,
while passenger service bears the base costs of the facility. For
example, on a double track railroad in which one track is required
for freight service but two for passenger service, the passenger
service would now be charged for the maintenance and ownership
costs for two tracks instead of one. This reversal of cost alloca-
tion would be repeated many times throughout the railroad cost
accounting process.

USRA does not specify the means by which the dominant user
- should be determined. Depending on the measures chosen, passen-
ger service could be considered to be the dominant service in
suburban New Jefsey for most, if not all, operations on the EL,
CNJ MainnLine, PC Main Line, NY&LB and PRSL. In this connection,
NJDOT anticipates that ConRail will move to terminate the October 11,
1967 COA—EL agreement by June 30, 1977, because it is based upon
the principle that commuter service is avoidable. 1In light of
ConRail's substantial bargaining power and announced determina-
tion to succeed financially by shifting costs to the commuter
authorities, NJDOT is gravely concerned about leaving the deter-
mination of these measures to the bargaining process.

Most significantly, were all New Jersey suburban passen-

ger services deemed the "dominant user", by July 1, 1977, the
fiscal year impact upon operating assistance costs would be

severe. Under this "principle", maintenance and operating
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costs, and return on investment paid by the COA for
commuter rail operations, would increase by more than $8 million
for a year at 1974 cost levels. Using the USRA table of inflation
factors (FSP, pg. 84), at 1977 cost levels, the added annual bur-
den to New Jersey from imposition of the "dominant user principle"
will be about $11 million, or about 35 percent higher. This
represénts a 20 percent increase above the COA's current $55
million assistance levels for commuter rail service in New Jersey.
In all equity, should the FSP passenger service recommendations be
implemented, the federal government should provide impact funds to
the authorities for several years to enable them to adjust their
budgets to meet new costs attributable to such implementation.

Another concern centers upon FSP policy that ConRail's
freight operations should not be expected to bear the costs of
eliminating freight interference with passenger operations on
the Northeast Corridor. (FSP, p. 60). One can only infer that
AMTRAK and the commuter agencies which use the Corridor are to
bear those costs. At this time, NJDOT does not know the total
costs involved in the freight by-pass, how much of these costs
might be attributed to the Trenton-Newark Corridor segment, and
what‘pass—through policy AMTRAK will adopt.

Still a further concexn to New Jersey is the potential
ripple effect of the passenger dominant theory upon general
corporate costs. If passenger service is dominant for a given
line in ConRail, what effect, if any, does that have upon the

portion of ConRail general corporate costs to be assigned to



the service? Will ConRail executive office, legal staff, account-
ing, real estate, and other general office expenses be analyzed

on a net passenger avoidable cost basis or on some other basis?
The answers to these questions also carry heavy dollar ramifica-
tions, but the FSP is silent in this regard.

FSP recommendations that nine rail properties used in New
Jersey commuter rail service not be designated for transfer to
ConRail may also create additional fiscal demands on New Jersey's
mass transportation capital funds, which are in short supply at
this moment. NJDOT may find it to its advantage to purchase
these lines in order to continue, in the most efficient manner,
the present commuter rail operations. The net liquidation value
assigned by the FSP to these properties is approximately $7.3
million. It should be noted that this $7.3 million is applicable
only to purchases made pursuant to designations to ConRail in
the FSP of an option to purchase these properties for conveyance
to NJDOT. This procedure may,‘however, not be available to NJDOT.
This could be most unfortunate since the estates have announced
that they value these properties at five to ten times higher than
USRA has. USRA officials have informed NJDOT that in any pur-
chase made pursuant to this option-and-transfer mechanism ConRail
would require the state to indemnify it for any deficiency judg-
ment entered against it by the Special Court, as a result of a
finding of insufficient value assigned to the purchased commuter

rail property. Such a contractual requirement would disable



NJDOT from using this mechanism because no public official in
the State may enter into an agreement with an unliquidated con-
tingent liability for which a sufficient reserve appropriation
cannot be established.

An additional financial burden could be levied upon New
Jersey as a result of the FSP recommendations concerning increased
freight traffic on the Lehigh Vvalley Réilroad between Aldene and
Hunter ("Aldene Connection"). Presently at issue between the
NJDOT and Federal agencies, is the need for construction of a
third track to provide capacity for the projected volumes of rail
traffic. Estimates of cost for such a project equal approximately
$60 million.

In summary then, the FSP's recommendations could impose a
severe burden on the financial assistance program supporting
New Jersey's commuter passenger service. Included in this bur-
den would be the following major components:

Charges for freight train delay attributable to passenger

service. The impact, as yet, has not been gquantified.
Methodology for estimating these costs will have to be
developed through analysis and negotiation.

Facility maintenance and operations costs and return

on investment in situations where passenger service

is identified as dominant. The estimated added annual

dollar impact on New Jersey in 1977, at 1977 level costs,
is approximately $11 million. - This result is, in fact,

discriminatory to commuter rail service.



Not only will freight service not "cross-subsidize"
passenger service but passenger service will be making
a financial contribution to freight service over and
above the net maintenance, operating and ownership
savings which could be realized if the service were
not continued.

General corporate overhead costs. The fiscal impact

will depend on how this category of costs is treated
in situations where passenger service is dominant.
The potential added cost exposure for New Jersey is
severe.

Purchase or lease of passenger carrying lines excluded

from ConRail. The estimated dollar impact on New Jersey

is $1.2 million if these lines are purchased from ConRail;
if, as may be necessary, these properties are purchased
directly from the estates, the purchase price could be
considerably higher.

Cost of easing capacity contraint on Lehigh Valley. The

estimated cost of building a third track between Aldene
and Newark on the Lehigh Valley to accommodate existing

commuter and diverted freight traffic is $60 million.

EVALUATING POTENTIAL RAIL PASSENGER SERVICE

Major impacts of the implementation of the ConRail system
to the existing rail passenger services have been described in
the preceding sub-section. The impacts of the ConRail System

on future rail passenger systems within New Jersey formed the
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basis for the following analyses, to be performed on the rail
segments to be excluded from the ConRail system.

Figure 4.3 indicates the existing rail passenger services
in New Jersey. In addition, those existing rail passenger seg-
ments which will not be transferred to ConRail are also indi-
cated, along with the USRA segment identification number.

The analysis developed for the evaluation of the potential
for institution of rail passenger service.was applied to fifteen
of the total twenty-two rail segments excluded from the ConRail
system. The remaining seven rail segments, presently provide
rail passenger service. These seven segments, in terms of
passenger rail potential, have been assigned a maximum value
within the valuation scale.

It should be pointed out that the valuation scale is not,
and was not intended to be, an indicator of passenger rail
efficiency. That is, an assignment of maximum valuation should
not be interpreted to indicate an effective rail passenger ser-
vice. The indicator serves only to identify the extent to which
certain characteristics indicative of rail passenger services
are present and can be associated with each of the non-ConRail
rail segments.

The remaining fifteen rail segments not to be included in
the ConRail system were then subject to a two step analysis

procedure which will be described below.

Preliminary Screening

At one time, many of the rail lines in New Jersey provided

passenger services. These services have been steadily cut



back over the years, until today, only a select few remain. 1950
appears to have been the last break-even year for rail passenger
service in general. Figure 4.4 shows the service in New Jersey
in that year. It has been assumed that institution of passenger
service is unlikely on those lines which provided passenger ser-
vice only before the year 1950, or which never provided passen-
ger service. Cities and towns were often developed around the
railroads which interconnected them. If a railroad was built

for passenger service, it came equipped with station buildings
and appurtenances applicable to that service; but more importantly,
these attributes were located in the appropriate part of the
community. Typically, lines having abandoned service before

1950 have undergone such a drastic shift in the character of the
area served, that they would be of little use for passenger ser-
vice today. Structures associated with passenger service would
be lopg gone from the scene. Lines abandoning service, after
1950, are also likely to have lost their structures and appur-
tenances. They are, however, more likely to have abandoned ser-
vice due to economic and social changes,rather than a shift in
the total travel demand.

In order to introduce an economic restraint on the potential
for instituting rail passenger service, the condition and number
of signalized grade crossings were inventoried and evaluated.

Due to the generally higher speeds required for passenger
service (as opposed to freight service), it was assumed that
automatic grade crossing protection would be required for all

crossing situations. It was further developed that a requirement
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for installation of an average of more than one grade crossing
system per mile would not compare favorably with alternative
transit options (e.g., bus service).

Application of the two above described "rules of thumb"
yielded ten rail segments which were deemed as having minimal
potential for future rail passenger service.

After application of the preliminary screening, additional
investigations were made for each of the ten segments. These
investigations resulted in the Orange Branch being categorized
as a possible exception and consequently subject to further
analysis. Minimum Qalues were consequently assigned to nine

rail segments.

Passenger Rail Potential

Six rail segments were subject to the detailed analysis of
defining potential for rail passenger service. The analysis
procedures which were developed were centered about an identifica-
tion of existing parallel bus routes. The assumption was made
that if sufficient demand presently existed on parallel bus
routes, then this patronage could be diverted to a more efficient
and comparably priced rail service.

Detailed field surveys were conducted to determine the exact
number of existing grade crossings, station building, ties, rail,
etc., that would be required to provide an experimental level of
service. This service was defined as the minimum number of
reasonably sized trains (6-1Q cars) needed to accommodate 100
percent replacement of the line haul portion of the paralleling

bus route patronage.



Growth potential for the proposed rail services were pro-
jected, using historical bus patronage data. Annual revenues
derived from each proposed service were based on these patronage
projections, and on a fare structure which increased in direct
.proportion to the increase in labor costs required for the opera-
tion of the same service.

Costs were developed in each of two basic categories re-
quired for providing rail passenger service. Capital costs were
developed for cross ties, switch and bridge ties, rail, grade
crossing protection systems and station requirements. In addi-
tion, historic costs of equipment purchases were researched and
projected to current levels.

Operating costs for conducting the proposed rail services
were derived from the United States Department of Transportation

(USDOT) report, Characteristics of Urban Transportation Systems

(CUTS). The average per car-mile costs were quoted, and then
projected to current price levels. Results of these cost pro-
jections are shown in Table 4.10.

Considering the projected revenues, projected costs, amorti-
zation rates, and service requirements,each rail segment was
evaluated according to the profit or loss which would be generated
by implementation of service. The six lines analyzed and the

projected losses are summarized in Table 4.11.
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Table 4.10

CAPITAL COST PROJECTIONS

ITEM 1974 ACTUAL 19802 19852
l. Treated Crossties (new) $lO.973 $16. $21.
2. Switch and Bridge Ties $255.473 $437. $558.
3. 127 1b. Relay Rail . $60.01/ton3

@l11.76 tons/mile $6,706.72/mile $11,382. $14,571.
4. Electrified Grade Xing $30,000.4 $44,882. $54,796.
5. Elec. Xing with gates $40,000.4 $59,842. $73,061.
6. Basic Station Building $55,000.4 $82,283. $100,459.

and appurtenances

OPERATING COST PROJECTIONS

RAILROAD : ' 1974 est. 19802 19852
1. Central Railroad of N.J. $l.55/car—milel $2.66 $3.60
2. Penn Central $2.583 $4.44 $6.00

3. Erie Lackawanna $1.941 $3.34 - $4.51

ROLLING STOCK COSTS

ITEM c.1967 actuall 19742 19802 19852

1. Push-pull cars w/cab $200,000. $522,600. $819,200. $1,004,00(
2. Push-pull cars w/o cab $170,000. $444,210. $696,320. $853,400.
3. Locomotive $400,000. (est)$636,000.51,103,200.$1,431,60¢(
4. Rail Diesel Car (RDC) $220,000. $574,860. $901,120. $1,104,40(

lcharacteristics of Urban Transportation Systems, USDOT Report
#DOT-UT-20019, May, 1974.

2An Economic Model of the Railroad Industry, Chase Econometrics
Associates, Inc., Dec., 1974.

3penn Central Transportation Company, Rail Form R-1, ICC 1974.

4System Averages, NJDOT
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Table 4.11

Profitability of Proposed Rail Passenger
Services

Profit (Loss) Per Passenger Trip

Rail Segment 1974 1980 1985
Belvidere-Delaware Br. ($2.60) ($4.15) ($5.21)
(USRA Segments #121 &

$#121a)

Freehold Service via

Farmingdale $2.62 $4.48 $6.07
(USRA Segments #123/

124/124a and #1104)

Orange Branch ($0.07) $0.15 $0.34
(USRA Segment #1206)

Caldwell Branch $0.21 $0.39 $0.58
(USRA Segment #1207)
Results
The various determinations developed as part of the rail
passenger potential are shown in Table 4.12. The values shown
under the heading of "Priority Value" indicate the relative
importance that each of the non-ConRail rail segments main-

tains as compared to a statewide rail passenger network.



Table 4.1z

RAIL PASSENGER POTENTIAL ANALYSIS

Belvidere-Delaware Br.
(Trenton-Lambertville)
Belvidere-Delaware Br.
(Lambertville-Milford)
Freehold Secondary Track
Union Transportation Co.

New York & Long Branch
Toms River & Barnegat Br.

Morris & Essex Mainline

Washington-Phillipsburg

Pleasantville Secondary
Camden-Atlantic City Line

USRA # LINE SEGMENT
119 Kingston Branch
121
121a

23/124/124a
127/128
130 Medford Branch
703 Princeton Branch
1102 Newark Bay Bridge
1103 South Branch
1104 Freehold Branch

n 1105
1106
1107 High Bridge Branch
1108 Southern Division
1201
1204 Gladstone Br.
1206 Orange Br.
1207 Caldwell Br.
1212

Mainline

1800
1807
1808 Ocean City Branch

POTENTIAL POTENTIAL
EXISTING ELIMINATION ON SUBSIDY PROFIT PASS. PRIORITY
PASS. SERV. PREL. SCREEN. PASS. SERV. SERVICE VALUE
X 1
X 4
X 4
X 7
X 1
bid 1
10
10
X 1
X 7
10
X 1
b4 1
X 1
10
10
X 7
X 7
X 1
x 1
10
10



CHAPTER 5

OPERATIONAL ALTERNATIVES

Several analysis procedures have been employed to evaluate
various characteristics of each of the rail branch line services
not to be included in the ConRail system. Coincident with the
development of these evaluations, options for continuing rail
freight and passenger services were developed and investigated
for each of the subject rail lines.

Several characteristics of the overall environment surround-
ing continued rail service became the governing factors as to
the applicability of specific alternatives to specific rail branch
lines. Examples of such governing factors include the fiscal re-
straints on participating individuals, additional responsibilities
assumed by individuals continuing rail services (e.g., maintenance
and liability), attitude of owners (usually railroad estates)
towards entering into rail continuation agreements, legal com-
plexities (e.g., reversionary rights), etc.

The following section will describe first, the principal
advantages and disadvantages of three general alternatives, namely,
acquisition, subsidy, and independent operations; and second, ten
more specific combinations of the above three alternatives which

could be applied to individual segments.

GENERAL ALTERNATIVES

Acquisition - Certain rail lines may be deemed vital to the

overall economic welfare of the State, or needed for the strategic



flow of intra-state traffic. 1In such instances, acquisition may
be the most attractive alternative. Presently, there exists no
method for reinclusion in ConRail of rail segments which have

been excluded from the system by the Final System Plan. Under

current provisions of the Act, the Federal 70 percent share of
Section 402 subsidies will be provided for a period of two
years only. At the end of this time, it appears that Federal
participation will end, and any light density line, for which
a need is evidenced, will have to be maintained through either
state, local or private initiative. Ownership of any specific
rail line becomes advantageous in the sense that disposition
of particular properties would be more certain following the
two-year subsidy period. This advantage would be particularly
important for those lines in which the state has a long-range
commitment for passenger service.

A second advantage of acquiring a particular rail property
relates to the economic value of the properties as compared to
the funds required for an annual subsidy payment (including a
return on investment on the property value). Several uncertain-
ties arise in developing this comparison due to legal complica-
tions concerning property valuations. The USRA has proposed to

compensate the various railroad estates for the net liquidation

value of their rail properties (i.e., the resale value of those
properties less the costs for dismantlement). The estates, how-
ever, do not accept this broposal; instead, they insist that

their rightful return on investment should be the value of rail



properties as a "going concern”. Indeed, a purchaser of a light
density rail property under Section 206 (c) (1) (D) of the Regional
Rail Reorganization Act, while having acquired the property for its
net liquidation value, may be subject to a deficiency judgement in
the event of a court decision favoring the going concern concept.
Such a decision could substantially increase the cost of ownership
of non-ConRail railroad property.

If the rail segment were to be acquired for continued
rail operation, the obligations of a common carrier will then be
assumed by the new owner. Under these circumstances, since the
branch is controlled by an independent common carrier, Federal
and state regulations are again put into effect. The new carrier
must comply with local and state laws regarding establishment of
a business entity, and a certificate of public necessity and
convenience must be obtained from the Interstate Commerce Com-
mission (ICC). Once classified as a common carrier, the new
owner will be subject to stringent regulations imposed on the
industry by the government. This will be especially true for
an establishment which operates independently of ConRail. Not
only must it adhere to the letter of the law as it enters the
railroad business, but it must also follow an equally complex
procedure to discontinue operation, that should become neces-
sary. It may be assumed that any firm operating as a common
carrier would be subject to the full abandonment proceedings
dictated by the ICC. It thus would be necessary to establish

that the cost of maintaining rail service would outweigh the



public bhenefit derived from a line's operation, and a certificate
stating thus would have to be issued by the ICC.

It could be argued that a line may be acquired for operation
as a private (as opposed to common) carrier, thereby avoiding
regulations imposed by the ICC on common carriers. Such a con-
cept would allow operation of a line segment for the individual
transportation needs of a company or group of companies. A
private operation, however, would be prohibited from accepting
outside business. In the case of several New Jersey light density
lines, the rationale for continued operation is based on the poten-
tial for industrial growth in areas served by those lines. This
then requires that those lines be available to all new patrons
who would wish to locate on them.

An owner of railroad properties must also consider the lia-
bilities involved in the event of injury, accident or disaster.
This is inherent in any operation involving large pieces of
equipment in motion, and it is especially true for rail lines
which are in an unsafe condition due to deteriorated equipment
or roadbed. Not only is there a potential for injury to both
authorized and unauthorized personnel, but a decayed plant can
cause mishaps leading to property damage as well. In the event
of derailment of a tank or other bulk car, the severity and
expense of damages can be multiplied through spillage, fire,
or explosion. The operator of a rail line becomes the responsi-

ble party in most situations of this type.



It is, therefore, essential that a branch line be maintained
to ensure safe operation. This, in turn, requires an adequate
supply of materials, personnel, and equipment necessary to pro-
vide proper upkeep. Assuming that materials are readily available,
the new owner of rail properties will probably not have the needed
equipment and manpower for other than the simplest of maintenance
of way tasks. Rehabilitation and maintenance must, therefore,
be arranged by way of a contract with a firm engaged in railroad
construction work.

Once the investor assumes ownership of a railroad property,
local, state and Federal tax policies, regarding income and
property, will be brought to bear on the new owner. It should
be noted that, if the investment is made by a government body,
the rail line becomes public property. In this event, a loss of
municipal or state revenue may result as a property is conveyed
to public ownership.

Subsidy - The framers of the Regional Rail Reorganization
Act recognized the need to ease the impact of branch line abandon-

ment which would result from enactment of the Final System Plan.

It was determined, also, that a grace period would be required to
accurately assess the economic viability of the individual light

density lines. For these reasons, Section 402 of the Act speci-

fies that if it is determined, through state planning processes,

that service on a branch line should continue, these services

may be subsidized for a two-year period. Seventy percent of this

subsidy would be provided by the U.S. Department of Transportation;



the remainder would be supplied by the state in which that
particular branch is located. The 30 percent share need not be
furnished by the state; rather, these funds could be provided
by a local government or private citizen through state sponsor-
ship. For most lines excluded from the ConRail system, a pre-
liminary subsidy was calculated by a USRA analysis. These
figures have since been adjusted through calculations made by
the Rail Services Planning Office (RSPO) of the ICC.

This subsidy program is useful as a remedy to the branch
line problem, in the respect that it is a relatively inexpensive
means of providing a reassessment period for unprofitable lines.
There are, however, drawbacks inherent in a program of this
type. The most outstanding deficiency of the subsidy scheme is
its two-year time limit. It has been stated in the previous
section that no means exist for reinclusion, in the final system,
of rail lines which were eliminated at the outset, whether or not
they are proved to be profitable. Therefore, at the end of the
subsidy period, the status of such lines would be somewhat less
than secure in the absence of subsequent programs. Unless addi-
tional sources of funds are generated, the long-term disposition
would be either abandonment or some localized operational scheme.

There is a substantial amount of disagreement regarding
the proper method of calculating the required subsidies. The
original USRA figures account for significantly higher costs,

for several aspects of maintenance and operation, than do the



subsequent RSPO calculations. Both methods are likely to in-
volve a certain degree of error since it appears at the present
time that there is no definitive measure for all costs incurred
in the operation of branch line segments. Significant differ-
ences arise in cost estimates partly because of the misallocation
of "off branch costs" to specific rail segments.

Inaccurate or otherwise, the RSPO subsidy calculations appear
to have gained the widest acceptance by potential subsidizers.
Individual railroads, after contact with the NJDOT, have shown a
general unwillingness to provide cost information other than
that already available. The railroads' wait-and-see strategy
has left the NJDOT unable to calculate more accurate subsidy
figures. Because of this, the RSPO estimates have been deter-
mined to be the best available information.

Some controversy, however, has been generated by the accept-
ance of the RSPO formula. USRA asserts that RSPO calculated
subsidies will provide only minimum compensation for branch
line costs. The USRA has officially stated that lines subsid-
ized in this fashion will, therefore,'receive a minimum level
of service. This would appear to be counterproductive to any
effort to revitalize rail service where improved customer rela-
tions are of the utmost importance.

In summary, while a subsidization procedure may be the least
expensive and most reliable method of continuing rail éervice,
its value as a solution to the problems of light density rail

service may be questionable. Some of the program's implications



tend to classify it as a rather short-term solution. Any in-
clination to apply such an approach should be tempered with the
awareness that its use may serve merely to postpone a larger

problem.

Independent Operations - The primary distinction between

this alternative and the subsidy alternative is the provision
for maintaining rail services outside the mandates of the Regional
Rail Reorganization Act.

In general, a party desiring rail service would enter into
contractual arrangements to obtain trackage rights and to have
certain services performed by an operating rail carrier. The
trackage rights could be obtained either by acquisition of the
rail properties, or by entering into a lease agreement with the
particular railroad estate holding title to the property. It
should be noted, however, that lease arrangements could very
easily be judged not in the best interests of the railroad estates.
In this case, lease agreements might be impossible to obtain or
prohibitively expensive.

The majority of light density lines in New Jersey,which have
been excluded from the final system, will have ConRail as their
only interchange connection. In situations where continued ser-
vice is desirable, and no interest in short line operation has
been developed, an operating contract with ConRail would appear
to be the most logical alternative. It should again be stated

that costs for rail service, other than those generated directly



by branch operation, have been a major contrxibuting factor to
the unprofitable designation ascribed ta these lines. It
follows that a potential operator (e.g., ConRail) will antici-
pate these costs and will seek a contract which provides ample
revenue to compensate for them. Even if insurance, maintenance,
and other rail property ownership costs are assumed by the
lessor, an operating contract with ConRail or some other carrier
may prove to be very costly.

It has been proposed that consideration be given to the
creation of a short line operation for several light density
rail segments in New Jersey. A short line rail operator is
generally considered to be a common carrier by rail and, there-
fore, subject to the same regulatory agencies as are larger
rail operators.

Short line railroading yields a number of advantages. Due
to the relatively small scope of the operation, management is
usually not far removed from the everyday routine of the rail-
road. As a result, interaction with customers is frequent and
responsive. Service adjustments may be made easily and with
little delay since management can be constantly aware of market
changes. Also, maintenance and equipment problems can be
quickly identified and corrective action taken.

The disadvantages associated with short line operations are
usually related to the specifics of each operation. Some general-
izations are, however, available for these entities. The small

size of short line operations often precludes certain functions
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which the larger railroads can perform for themselves. This
may be viewed as a drawback since most of these functions are
considered essential to railroad operation. Short lines usually
must arrange for such tasks to be performed by other outside
interests at fair market rates.

Very few short lines are large enough to justify investment
in other than the most basic maintenance of way equipment. There-
fore, it is necessary to contract a rail construction firm or
another larger railroad to perform major maintenance of way tasks.
However, some short lines handle traffic of low enough density and
weight that track need be maintained only to minimum standards.

In this situation, all but the largest of maintenance jobs may be
performed by the railroad's employees.

Another task, which is normally beyond the scope of short
line operations, is that of motive power maintenance. While
routine upkeep may be performed by engine crews, most short lines
lack the facilities and skilled manpower to perform a major over-
haul or other large task on a locomotive. This, also, must be
carried out by an arrangement with a larger railroad, equipped
to handle such work.

One of the most crucial issues, involving establishment of
a short line on a light density rail segment, is the prospect
for financial viability. The New York State Department of Trans-
portation conducted an analysis of the short line approach to
operation of the non-FSP lines in which it found that the attrac-

tiveness of the idea would be offset in two ways. The first of
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these was related to the use of "cross-subsidies," by Class I
railroads whereby branch line losses are balanced by revenue
derived from more profitable lines. The light density lines
excluded from the Final System Plan, once they become separate
from their parent companies, will no longer enjoy the benefit
of cross-subsidization. The NYSDOT maintains that these lines
are of extremely low traffic density and will be difficult to
revive under any circumstances.

The second factor involves the division of rates which can
be expected to be offered to short lines by ConRail. As mentioned
previously, ConRail would probably seek an enormous. subsidy to
retain light density line operation since they have projected
extremely high off-branch or "system" costs. By the same token,
this methodology will probably also be used to negotiate a divi-
sion of rates with any new independent operator. If this is in-
deed the case, a short line's prospects for profitable operation

may be severely diminished.

SPECIFIC OPTIONS FOR RAIL SERVICE CONTINUATION

The following ten service continuation options were developed
from the three previously described general alternatives, and were
used to meet the individual situations surrounding individual

branch lines in New Jersey.



State Purchase - Subsidized ConRail Operation

This alternative would provide for acquisition of all fixed
properties of the line by the NJDOT. The branch would be
operated under subsidy to ConRail. The sole responsibility
of ConRail would be to operate the line and supply equipment
and crews for freight service. The state would assume the
responsibility of rehabilitation and maintenance of right-of-

way, track and related facilities.

State Purchase - Operation Leased to Connecting Carrier

This option would be similar to Alternative 1, and would in-
volve the same conditions of ownership. However, freight
service would be provided by a connecting carrier, other
than ConRail, which might be unwilling or unable to purchase
the rail properties outright. Such service would be carried

out under a lease agreement with the operator.

Subsidized Three-Party Agreement (Section 402, RRR Act)

Under the third option, an agreement between the state,

the railroad estate, and some opérating entity, would be
established. The subsidy would be furnished by the state;
ownership responsibilities would rest with the estate,

which would also arrange an operating contract with ConRail
or some other company. Rehabilitation and maintenance costs

would be charged to subsidy funds.



State-Funded Rehabilitation Grants

The possibility exists that some light density lines are
unprofitable mainly because their poor condition, resulting
from deferred maintenance, precludes efficient or safe opera-
tion. Under this alternative, state-funded rehabilitation
grants could be provided to offset most of the deficit pro-
jected by USRA. Freight service would then be provided at

a safer, more efficient level, either under subsidy to Con-
Rail or by lease to another carrier. Normalized maintenance,
which could be reduced as a result of rehabilitation, would
be the responsibility of the owner. These costs would be

covered via the operation subsidy or lease agreement.

State Purchase - Lease to Short-Line Operator

This alternative would require the state to purchase a rail
line as in Alternatives 1 and 2. 1In this case, assuming that
the line would support the operation of a short line carrier
in its entirety, freight service would be carried out by such
an operator under a lease agreement. Responsibility for
rehabilitation and maintenance of way would rest with the

state.

Private Purchase - Short-Line Operation

This option provides for the total acquisition of the light
density line by a private investor, who would alsoc qperate
the line as a switching or short-line common carxrier. 1In
this case, the rail line would be owned and operated strictly

as an independent railroad company.
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Shippers Associations or Regional Authorities

For rail lines which serve several shippers or are of stra-
tegic importance to local, county, or regional development,
the option exists for the establishment of a public or
semi~-public agency to preserve rail service. A coalition
of rail users, a development corporation, or a regional
authority could be formed, which would acquire and main-
tain the branch line. Freight service could then be per-
formed via subsidy to ConRail, or by lease to another

Class I or short-line carrier. Such a group may also main-
tain rail service by furnishing the 30 percent share of a

Section 402 subsidy through state channels.

Railbank for Future Rail Use

In instances where rail service may presently be discontinued,
but might be necessary in the foreseeable future, railbanking
could preserve the right-of-way intact. The state would pur-
chase the properties of the line primarily to protect the
right-of-way from encroachment or fragmentation, in anticipa-
tion of need for it at a future date. Maintenance requirements

would be minimal, and operation would be unnecessary.

Landbank for Alternate Public Use

This option is identical to Alternative 9, with the exception
that the right-of-way would be preserved with the expectation
that it will be needed for a transportation use other than

rail but of statewide importance.



10.

No State Initiatives

For those lines where it is felt that abandonment will have
little or no statewide impact, or where it appears that the
natural chain of events is the most favorable strategy, the
state would make no recommendations. Thus, USRA abandonment
proceedings would be allowed to take their course, and a

solution guided solely by the initiative of local government

or private citizens would be encouraged.






CHAPTER 6

RECOMMENDATIONS

The analyses, which have been described previously, culmi-
nated in the assignment of priority values to each transportation
objective. The values assigned to each local rail service were
combined in order to formulate a ranking of all lines. This would
indicate the comparative importance of each rail service as it
relates to a statewide rail transportation network.

Each local rail service was then individually examined con-
sidering, its statewide significance as part of a rail transporta-
tion system, its value as part of existing transportation plans,
and the operational alternatives available for continuing service.
The selection of the most desirable alternative for each rail ser-
vice included: considerations of State fiscal policy, local rail
user desires as expressed throughout the planning process and the
most economical option available.

Implementation of the recommended alternatives for each local
rail service will require that the parties involved in each alterna-
tive: 1) perform value analyses concerning the recommended alterna-
tives; 2) negotiate and execute the necessary legal agreements, and
3) appropriate the necessary funding requirements. It is anticipated
that these three requirements will necessitate that modifications be

made for the ultimate disposition of each rail segment.
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The following sub-sections will describe in detail the

areas addressed briefly above,

STATEWIDE RANKING

Phase I of the SRP included a very brief description of
the methodology to be employed in ranking the rail lines excluded
from the final ConRail rail system. The particular method to be
employed was termed a "Cost-Utility Analysis" and, in short, was
intended to remedy certain deficiencies found in conventional
Cost-Benefit Analysis procedures.

The first step involved in the Cost-Utility approach related
to the assignment of relative values to the goals and objectives
established for the State Rail Plan. The values which were created
for each goal and objective were derived from individual agencies
within the State Government and regional planning agencies. Pri-
ority values were assigned to the goals and objectives by the
following agencies:

New Jersey Department of Transportation

New Jersey Department of Community Affairs

New Jersey Department of the Treasury

New Jersey Department of Labor & Industry

New Jersey Department of Environmental Protection

Tri-State Regional Planning Commission

Delaware Valley Regional Planning Commission



TABLE 6.1

" PRIORITY WEIGHTING OF GOALS AND OBJECTIVES

Goals & Objectives - Priority Weights

Goal: Provide transportation systems consonant
with the environmental well-being of New
Jersey.

Objective: Minimize the loss of any mode of
transport which is more energy
efficient than the substitute
mode. 16.54

Objective: Minimize the loss of any mode of
transport which is less polluting
than the substitute mode. 14.96

Goal: Provide transportation systems which satisfy
the economic growth demand within the State
of New Jersey.

Objective: Maintain existing transportation
facilities which efficiently serve
the industrial and business communi-
ties within the State of New Jersey. 19.84

Objective: Implement systems of transport which
satsify the economic growth patterns
and the resulting transportation re-
quirements within the State of New
Jdersey. 13.06

Objective: Maintain and create passenger trans-
port systems which optimize economic,
environmental, comfort and convenience
considerations. 14.96

Goal: Provide alternative modes of transportation
wherever possible; giving consideration to
the economic equity provided to the entire
State population.

Objective: Provide planning data and processes
which satisfy the Federal require-
ments necessary to receive Federal-
aid capital investment monies. 4.85



Goals & Objectives

Objective:

Objective:

Invest public monies in transpor-
tation facilities which provide
for the desires and well-being of
the general public.

Investigate the existing trans-
portation systems, their opera-
tions, and their efficiencies,
to determine any deficiencies

as compared to a statewide stan-
dard for quality service.

" Priority Weights




The resultant priority weights for each objective are indi-
cated in Table 6.1. It should be noted that the goal weights
are reflected in the objective weights.

An analysis relating to each objective was then performed.
These analyses have been described in detail in previous chapters
and a summary of these results are indicated in Table 6.2. It
should be noted that the last objective, concerned with the iden-
tification of deficiencies and establishment of a Statewide stan-
dard for service, has been omitted. Attempts were made to develop
a uniform criteria for this objective; however, no such criteria
were able to be developed.

The final ranking that resulted from the Cost-Utility Analy-
sis is presented in Table 6.3. This table represents the rela-
tive significance, attained by each of the non-ConRail branch lines
in terms of a Statewide rail system. This ranking reflects only
those aspects identified as desirable within the scope of the goals

and objectives of the State Rail Plan.
RECOMMENDED ALTERNATIVE FOR CONTINUED RAIL SERVICE

Insofar as investment by the State of New Jersey, the options
chosen for continued rail freight services were governed by the
following policy:

"The New Jensey Deparntment of Transportation wilf not

employ and maintain, as a Long-term strategy, the con-

tinued subsidization of rail freight transportation.”



TABLE 6.2

BRANCH LINFE PRIORITY VALUES

SOALS & OBJECTIVES

PUBLIC
EFFICIENT ECONOMIC PASSENGER WELL- EVALUATE
USRA LINE # BRANCH LINE ENERGY POLLUTION SYSTEMS GROWTH TRANSPORT FEDERAL AID BEING DEFICIENCIES
119 Kingston Branch 3 2 1 8 1 10 1
121 Belvidere-Delaware Branch 4 1 1 2 4 10 1
121a Belvidere-Delaware Branch 3 2 3 8 4 10 1
123/124/124a Freehold Secondary Track 5 2 6 8 7 10 1 N
127/128 Union Transportation Company 4 1 3 1 1 10 1
130 Medford Branch 4 1 7 1 1 10 1 o
703 Princeton Branch 10 2 6 1 10 10 1
1102 Newark Bay Bridge 1 1 1 1 10 10 1 T
1103 South Branch 3 1 3 1 1 10 1
1104 Freehold & Atlantic Highlands Br. 3 1 3 1 7 10 1
1105 New York & Long Branch Railroad 8 3 10 7 10 10 1 A
1106 Toms River & Barnegat Branch 3 1 1 1 1 10 1
1107 High Bridge Branch 5 1 1 8 1 10 1 v
1108 Southern Division Main Line 5 1 1 1 1 10 1
1108 Southern Division Main Line 1 1 1 1 1 10 1 A
1201 Morris & Essex Main Line 10 4 3 1 10 10 1
1204 Gladstone Branch 3 3 6 1 10 10 1 I
1206 Orange Branch 8 1 10 7 7 10 1
1207 Caldwell Branch 1 1 7 1 7 10 1 L
1212 Washington - Phillipsburg Line 1 1 1 2 1 10 1
1800 Pleasantville Secondary Track 4 1 3 2 1 10 1 A
1807 Camden - Atlantic City Main Line 10 1 1 2 10 10 1
1808 Ocean City Branch 10 1 3 1 10 10 1 B
L



TABLE 6.3

COMPARATIVE RANKING OF THE VALUE OF SPECIAL
RATIL SERVICES TO THE STATE OF NEW JERSEY

PRIORITY
RANKING USRA ID NUMBER " BRANCH NAME
1 1105 New York & Long Branch Railroad
2 1206 Orange Branch
3 703 Princeton Branch
4 123/124/124a Freehold Secondary Track
5 1201 Morris & Essex Branch
6 1808 Ocean City Branch
7 1807 Camden - Atlantic City Line
8 1204 Gladstone Branch
9 121a Belvidere-Delaware Branch
10 1207 Caldwell Branch
11 130 Medford
12 1104 Freehold Branch
13 1107 High Bridge Branch
14 119 Kingston Branch
15 1102 Newark Bay Bridge
16 121 Belvidere-Delaware Branch
17 1800 Pleasantville Secondary
18 127/128 Union Transportation Company
19 1103 South Branch
20 1108 Southern Division Mainline
21 1106 Toms River & Barnegat Branch
22v 1212 Washington - Phillipsburg Line
23 1108 Southern Division Mainline



Using this policy as a guideline, recommendations were
developed for each rail line excluded from the ConRail system.
State participation in the acquisition of rail properties or in
the short term subsidy of rail services, was recommended when any
of the following conditions were encountered:

1. Rail properties are presently utilized for rail

passenger services which are to be continued by
the New Jersey Department of Transportation; or

2. Rail properties are part of plans to provide future

rail passenger services within the State of New
Jersey; or

3. Rail properties are considered necessary to provide

for the movement of commodities from region to region
within the State of New Jersey.

In no instance were long-term local freight service subsidies
to be funded by State appropriations. The implementation of this
decision, does not, however, preclude either rail users or local
government entities from employing the subsidy provisions mandated
under the Regional Rail Reorganization Act of 1973. Acquisition by
the State, under the provisions of Section 206 (c) (1) (D) of the Act,
was recommended through either of two options: 1) purchase as an
ongoing rail operation, or 2) purchase for future use as a rail

facility (railbank).



Alternatives which were recommended, but which do not neces-
sarily require the ekpenditure of State funds include four addi-
tional options: 1) formation of a Shippers' association, 2) form-
ation of a transportation authority, 3) creation of a short-line
operation, and 4) purchase for future alternative uses (landbank).
(Note that the landbank optiqn could involve State funds, other
than transportation related funds.)

The alternatives chosen for the immediate disposition of
each of the branch lines excluded from ConRail are contained in
Table 6.4. The rail lines are listed in the order established
by the priority ranking procedures described previously and
reflect the recommended operational alternative for each rail
segment.

The following synopses are provided for each rail line
with estimates of the approximate costs of implementation of

the recommended dispositions.
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USRA #

1105
1206
703

123/124/124a
1201
1808
1807
1204
121a
1207
1107
130
119
1104
1102

121
1800

127/128
1103
1108
1106
1212
1108

TABLE 6.4

IMMEDIATE DISPOSITIONS
FOR LOCAL RAIL SERVICES

BRANCH LINE
DESCRIPTION

New York & Long Branch Railroad
Orange Branch
Princeton Branch

Freehold Secondary Track
Morris & Essex Branch
Ocean City Branch
Camden-Atlantic City Line
Gladstone Branch
Belvidere-Delaware Branch
Caldwell Branch

High Bridge Branch
Medford Branch

Kingston Branch

Freehold & Atlantic Highlands Br.
Newark Bay Bridge

Belvidere-Delaware Branch
Pleasantville Secondary

Union Transportation Company
South Branch

Southern Division Main Line
Toms River & Barnegat Branch
Washington - Phillipsburg Line
Southern Division Main Line

IMMEDIATE
DISPOSITION

State Purchase
Shippers Association
Railbank

State Purchase
State Purchase
State Purchase
State Railbank
State Purchase
Shippers Association
Shippers Association
Shippers Association
Shippers Association
Shippers Association
State Railbank

Shippers Association
Shippers Association
Short Line Operation
Shippers Association
State Subsidy

Shippers Association
Shippers Association
State Subsidy



PORTION OF NEW YORK & LONG BRANCH RR

USRA Line No. 1105

" LINE DESCRIPTION

-~

-~
New York & 7‘~ This portion of the New York and
Long Branch | ASBURY PARK
RR o South Amboy @ - VADLEY BEACH) Long Branch Railroad extends from Asbury
Park (Bradley Beach) (MP 29.0) to Bay Head
PORTION OF
NEW YORK ———» . .
& LONG BRANCH _ Junction, N.J. (MP 38.0), a distance of
RR 9.0 miles
Sea Girt 9.0 miles, in Monmouth and Ocean Counties,
ea Gir
BAY HEAD N.J. At Asbury Park, this line continues
JUNCTION

to South Amboy.

SYNOPSIS OF LINE CONDITIONS

The New York and Long Branch Railrcad is an important link in
the New Jersey Rail Commuter Service System. Passenger service is
provided seven days a week and the one-way weekday passenger volume
developed on the entire line is approximately 10,440 riders. The
excluded portion generates approximately 17 percent of this total,
or 1,758 riders. The State of New Jersey has contributed approxi-
mately $3.7 million for the maintenance of this line in past years
on both the excluded and included segments. The entire line is to
be upgraded and improved to allow for high quality electrified pass-
enger service to Newark and New York. Freight serviece on this line
generated a total of 378 carloads during 1973, and a 1980 volume of
approximately 1,000 carloads is forecast. There is no vacant land
adjacent to this line, and no industrial development of the type

requiring rail service is indicated. The excluded portion of this
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PORTION OF NEW YORK & LONG BRANCH RR

line was designated for conveyance to ConRail in the Fi

Plan, to then be sold or leased to the New Jersey Department of

Transportation as a rail passenger facility under Section 206 (c)

(1) (D) of the Regional Rail Reorganization Act of 1973.

ESTIMATE OF SUBSIDY COSTS

RSPO
Estimate (Mod.

Est. Revenues 194,120
Est. Avoidable Costs 181,569
Return on Investment* 57,516
Subsidy 44,965
(* - using USRA valuations)

Per carload subsidy based 118.96

on 1973 traffic.

(** - CNJ only. Penn Central
figures not included due to
unavailability.)

ANALYSIS

Trustees'
Estimate**

303,385
954,160

57,516
708,921

1,875.45

The excluded portion of the New York and Long Branch RR forms

a vital link in the New Jersey rail passenger network.

The freight

traffic on this line.is, by use of RSPO calculations, profitable.

The line is in good physical condition and routine maintenance is

adequate. While no industrial development is foreseen, traffic

growth will occur. Loss of freight service might result in the

closing of one business and a loss of employment.

Loss of passenger

service would force approximately 1,760 daily passengers to alter

their transportation patterns.



PORTION OF NEW YORK & LONG BRANCH RR

RECOMMENDATION

It is recommended that, if protection against deficiency judge-
ments is extended to the State by the U.S. Congress, the State of
New Jersey acquire this segment of the New York and Long Branch and
so preserve it for passenger and freight use. With regard to the
continuation of local freight service, ownership of the line by the
State of New Jersey will eliminate the need to pay a return on in-
vestment of approximately $57,516 annually, thereby reducing the
estimated annual subsidy payment to $1.00, since calculations show
that a profit of $12,500 should result. The State will make its
entitlement eligibility available to customers or other interested
parties, who would provide the 30 percent local share of the required

subsidy.
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PORTION OF ORANGE BRANCH

USRA Line No.

1206

Erie Lackawanna

EL to Great Notch and benville

o/

Montclair \ Montclair (Ex-Erie)
(Ex-DL&w)Q e}
1 \
1 \
L \
1 \
PORTION OF ORANGE i \

BRAHCH, EL \ ]
\ L!_J BLOOMFIELD\ Forest Hill

WEST ORANGE ~ ( EL o Hoboken

~

27 miles™ MP 10.0
1 ~

| ~
"/T, ~—~o 1 EL to Newark and Hoboken

. ———t
EL to Denville Newark (Roseville Avenue)

with the EL Boonton Line.

SYNOPSIS OF LINE CONDITIONS

LINE DESCRIPTION

This portion of the Orange
Branch extends from Bloomfield
(MP 10.0) to West Orange (MP 12.7),
a distance of 2.7 miles, in Essex
County, N.J. The line continues
eastward from Bloomfield to

Forest Hill where it connects

This line is presently used to provide local freight service to

several industries.

Traffic volume on this segment during 1973 totalled

229 carloads and forecasts indicate a growth to nearly 700 carloads by

1980.

All traffic is inbound with no originations.

While the land

use and zoning do not indicate the possibility of any significant new

industrial development through new construction, local redevelopment

plans are formulated and dependent upon continued rail service.

’



PORTION OF ORANGE BRANCH

ESTIMATE OF SUBSIDY COSTS

Est. Revenues

Est. Avoidable Costs
Return on Investment¥
Subsidy

(* - using USRA valuations)
Per carload subsidy based
on 1973 traffic.

ANALYSIS

RSPO Trustees'

" Estimates (Mod. IITI) " Estimates
121,187 92,318
112,129 85,866

5,960 5,960
-3,098(s1) - 492 (S1)

Estimates of subsidy for this line, using USRA calculations,

indicate that the segment generates a profit of slightly over $3,000

based on 1973 traffic 1eveis.

RECOMMENDATION

It is recommended that a subsidy of $1.00 be provided by a

shippers' association in order to assure continuation of rail ser-

vice on this line. The State will make its entitlement eligibility

available to customers or other interested parties, who would then

furnish the 30 percent local share.

PROPERTY OF
NEW JERSEY STATE LIBRARY

185 W. STATE ST. PO BOX 52
TRENTON, NJ 08625-0520 °




PRINCETON BRANCH
USRA Line No. 703

Penn Central

" LINE DESCRIPTION

i i New York- The Princeton Branch, formerly
PRINCETON I_Philadelphia .
BRANCH, PC 4 .~ Line, PC part of the Pennsylvania RR, extends
29 miles =" ol -
e . from Princeton Junction (MP 0.0) to
-~ PRINCETON
-7 JUNCTION

Princeton, N.J. (MP 2.9), a distance
of 2.9 miles, in Mercer County, New Jersey. At Princeton Junction the

line connects with the PC line between New York and Philadelphia.

SYNOPSIS OF LINE CONDITIONS

The primary importance of this line is as a passenger feeder
service between the Borough and Township of Princeton and the Main
Line of Penn Central. ©No rail customers were located on this line
segment during a survey conducted by the NJDOT. While considerable
vacant land with favorable physical characteristics lies along the
segment, the potential for industrial development of a character
requiring rail service is quite small.

This line was designated for conveyance to ConRail in the Final

System Plan, to then be sold or leased to the New Jersey Department

of Transportation as a rail passenger facility under Section 206

(c) (1) (D) of the Regional Rail Reorganization Act of 1973.



PRINCETON BRANCH

" ESTIMATE OF SUBSIDY COSTS

----- . ...RSPO... ... . Trustees'

" Estimate (Mod. III) " Estimate
Est. Revenues 21,803 16,393
Est. Avoidable Costs 31,323 24,559
Return on Investment* 8,951 8,951
Subsidy 18,471 17,117

(* - using USRA valuations)
Per carload subsidy based
on 1973 traffic.
ANALYSIS

There is no potential for industrial development and associated
rail freight traffic growth apparent, at this time, along this line.
The line does, however, continue to have importance as a passenger
facility. Acquisition by the State would eliminate the need to pay

a return on investment, thereby reducing any payments of subsidy re-

quired for continued service.

RECOMMENDAT ION

It is recommended that, if protection against deficiency judge-
ments is extended to the State by the U.S. Congress, the State of
New Jersey acquire the Princeton Branch and so preserve it for pass-
enger use. Local support for passenger operations is to be developed
within the next year during which time the State will provide for

continuing passenger service.
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PORTION OF FREEHOLD SECONDARY TRACK

USRA Line No. 123/124/124a

Penn Central

PC Amboy
Secondary Track
3N,V CRR of NJ
JAMESBU Red Bank-
PC Jamesburg , RG CRRofN) 2

8ranch v/
p / \
/ /8 9

PC Hightstown /g 1
Secondary Track \'MP 13.5

FREEHOLD ’\\yf
l'

Branch ’x'l‘ s
K4 4
‘/Freehold. /’
U4
FARMINGDALE

SECONDARY

TRACK, PC /

Freehold / Bridgaton Line

LINE DESCRIPTION

The Freehold Secondary
Track, formerly part of the
Pennsylvania Railroad, ex-
tends from Farmingdale
(MP 8.3) to Jamesburg, N.J.
(Mp 27.2), a distance of
18.9 miles, in Middlesex and

Monmouth Counties, N.J.

At Jamesburg, this line connects with the Jamesburg Branch, thé Amboy

Secondary Track and Hightstown Secondary Track of the PC. It also

connects with the Central Railroad of New Jersey at Freehold.

SYNOPSIS OF LINE CONDITIONS

This line was segmented by the USRA in the Final System Plan,

with the easterly 5.2 miles being excluded from the network to be

operated by ConRail. In 1973, approximately 77 carloads of freight

were originated or terminated on the excluded portion. Throughout

the planning process, Monmouth County and local officials have ex-

pressed a strong concern for the preservation of this line. In-

dustrial development is being encouraged in the area served by the

facility, with utilities (water and sewage) to be in place before
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PORTION OF FREEHOLD SECONDARY TRACK

1980. The land is zoned for industrial use and the physical char-
acteristics do permit such use. A considerable growth in traffic
is forecast by the industries previously located on the segment.
This line was designated for conveyance to ConRail in the Final

System Plan to then be sold or leased to the New Jersey Department

of Transportation as a potential rail passenger facility under
Section 206 (c) (1) (D) of the Regional Rail Reorganization Act of

1973.

ESTIMATES OF SUBSIDY COSTS

RSPO Trustees'
" Estimate (Mod. III) Estimate
Est. Revenues 41,242 31,009
Est. Avoidable Costs 43,362 46,753
Return on Investment* ~ 12,465 12,465
Subsidy 14,585 28,209
(* - using USRA valuations)
Per carload subsidy based 265.18 512.89

on 1973 traffic.

ANALYSIS

The excluded portion of the Freehold Secondary Track forms a
vital link in the proposed line to be used for rail passenger ser-
vice. This segment has been designated for conveyance to ConRail,
thence to New Jersey for use as a potential passenger link. Cessa-
tion of local freight service on this line segment might cause the

closing of one business and result in the loss of 13 jobs.
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PORTION OF FREEHOLD SECONDARY TRACK

Monmouth County has a well organized and aggressive industrial
development program, and it has indicated that efforts would be made
to induce additional businesses to locate in this vicinity in order

to build the traffic potential.

RECOMMENDATION

It is recommended that, if protection against deficiency
judgements is extended to the State by the U.S. Congress, the
State of New Jersey should acquire this portion of the Freehold
Secondary Track and so preserve it for future passenger use. With
regard to the continuation of local freight service, ownership of
the line segment by the State of New Jersey will eliminate the need
td pay a'return on investment of approximately $12,465 annually,
thereby reducing the estimated annual subsidy payments to approxi-
mately $2,120.

The local portion of this subsidy would be 30 percent, or
approximately $636, and_should be provided by the customers on

the line, possibly with assistance from the County of Monmouth.
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PORTION OF MORRIS & ESSEX MAIN LINE
USRA Line No. 1201

Erie Lackawanna

EL to Denville . . . -
o peile s o oRaNcEWP ILs LINE DESCRIPTION

[y - =

; . , . ,
PORTION OF MORRIS &
4 ¢ EL to Newark and Hoboken
' % ESSEX BRANCH, EL

Pd
EL to Gladstone 1% Morris and Essex Main Line
Rahway Valley RR to Roselle

extends from Orange (MP 11.0) to Summit (MP 20.0) a distance of 9.0

This portion of the

miles, in Essex and Union Counties, N.J. This line continues eastward
from Orange to Newark and Hoboken, and northwestward from Summit to
Denville Junction. The EIL Gladstone Branch diverges at Summit (see

line 1204). The Rahway Valley Railroad connects at Summit.

SYNOPSIS OF LINE CONDITIONS

This line is a vital link in the rail commuter network subsidized
by the State of New Jersey. Daily one-way passenger volumes boarding
at stations within this segment, as well as originating at stations to
the west of the segment,totalled 17,983 in 1974. New Jersey has re-
ceived approval of a capital grant application to reelectrify and re-
equip this passenger service, and work should begin in 1976. This
segment is also used by local freight trains not only to serve cus-
tomers located within its limits, but also to gain access to the
customers located on lines to the west. During 1973, traffic on this
line totalled 217 carloads, and no growth is forecast for 1280. The
developed condition of the area, together with the existing land use
zoning, combine to indicate that there is no potential for significant

new industrial development. The Final System Plan calls for ConRail to
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PORTION OF MORRIS & ESSEX MAIN LINE

acquire the lines on both sides of this segment and for local

freight service to be provided by the Chessie System.

ESTIMATE OF SUBSIDY COSTS

RSPO Trustees'
Estimates (Mod. III) Estimates
Est. Revenues 24,762 18,618
Est. Avoidable Costs 47,716 56,228
Return on Investment* 26,955 26,955
Subsidy 49,909 64,565
(* - using USRA valuations)
Per carload subsidy based 230.00 297.53

on 1973 traffic.

ANALYSIS

This line is important to the continued operation of rail
commuter service. No growth in freight traffic is-forecast, nor
is there any significant potential for industrial development of a

type requiring rail freight service in the foreseeable future.

RECOMMENDATION

It is recommended that the State of New Jersey acquire this
segment and so preserve it for use in passenger service. Acquisition
of this segment by the State would eliminate the need of paying a
return on investment, thereby reducing the estimate of subsidy to
approximately $22,954. This computes to a local share of $6,886, or
$31.73 per carload, based on 1973 traffic volumes. Negotiations with
the Chessie System should be undertaken regarding local freight ser-

vice being provided on this line, as well as Chessie's use of this



PORTION OF MORRIS & ESSEX MAIN LINE

segment to avoid the necessity of a more circuitous routing to
reach the segments to the west. If a subsidy is required to con-
tinue freight operations on this segment, it is recommended that
the State not make such a subsidy offer. However, if any customer
or potential customer desires to make such an offer, the State
will make its entitlement eligibility available to those parties,

who would provide the local portion of 30 percent of the required

funding.
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PORTION OF OCEAN CITY BRANCH
USRA Line No. 1808

Pennsylvania-Reading Seashore Lines

\ PRSL to Canden LINE DESCRIPTION

\\ This portion of the Ocean
ickah .
, )2?ca°e City Branch extends from Palermo
PRSL to Cape May / \\
/ N (MP 59.6) to Ocean City, N.J.
/ \\\
~

/ PALERMO . Beesleys Point (MP 66.4), a distance of 6.8

miles, in Cape May County, N.J.

6.8 miles

POKTION OF
OCEAN CITY — e CITY
BRANCH, PRSL At Palermo, this line continues

until it reaches the PRSL Cape May Line at Tuckahoe.

SYNOPSIS OF LINE CONDITIONS

Beyond Palermo, the Ocean City Branch is a'lighfly travelled line.
Passenger service is provided in two round trips on weekdays, in addi-
tion to a round trip on Saturdays, Sundays and holidays during the
summer. Local freight service is provided weekly by the same train
which delivers fuel o0il to the Beesley's Point generating station of
the Atlantic City Electric .Company.

The five patrons who use the branch for freight service generated
a total of only 39 carloads in 1973, and have shown little, if any,
interest in retaining this segment. There is no significant traffic
growth projected for 1980, and the dense character of commercial and
residential development in Ocean City, combined with developmental
restrictions imposed by the Coastal Area Facilities Review Act,

precludes any growth in rail-serviced industrial land use.
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PORTION OF OCEAN CITY BRANCH

Along this relatively short branch are a number of grade
crossings and a swing-type drawbridge, which are both difficult
and expensive to maintain, as well as a hindrance to an efficient

and economical operation.

ESTIMATES OF SUBSIDY COSTS

RSPO Trustees'
" Estimate (Mod. I) Estimates
Est. Revenues 11,572 NA
Est. Avoidable Costs 22,799 NA
Return on Investment* 1,921 1,921
Subsidy © 13,148 NA
(* - using USRA valuations)
Per carload subsidy based 337.12 NA

on 1973 traffic

ANALYSIS

Cessation of freight service on this branch will have little
or no effect on employment or tax income in the local economy. There
is, however, a state commitment to retain passenger service for the

near term on this branch.

RECOMMENDAT ION

It is recommended that, if protection against deficiency judge-
ments is extended to the State by the U.S. Congress, the State of
New Jersey acquire this portion of the Ocean City Branch and so
preserve it for passenger use. It is not recommended that the State
offer subsidy payments for continued freight service. State owner-

ship of this line would eliminate the need to pay a return on
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PORTION OF OCEAN CITY BRANCH

investment of approximately $1,921 annually. Correspondingly,
the estimated annual subsidy payments for local freight service
would be reduced to $11,227 of which $3;368 would be the local
share. If any customer or potential customer desires to make
an offer of subsidy, the State would make its entitlement eli-
gibility available to those persons who would contribute the

local share of 30 percent.
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PORTION OF CAMDEN TO ATLANTIC CITY LINE
USRA Line No. 1807

Pennsylvania-Reading Seashore Lines

\‘\""C o Delair LINE DESCRIPTION
\ This portion of the Camden
HADDONFIELD
A&\ 4— PORTION OF to Atlantic City Line extends
OGSl
N % ; e CNJ B from Haddonfield (MP 6.1) to
A * NLUCASTON L
PRSL ~o /  Elizabethport
to Camden \__ S Winslow Junction Lucaston, N.J. (MP 13.6), a
S~ /. e -
CNJ to Bridgeton Junction '/ \ :zil"ut: City distance of 7.5 miles, in
T \FPRsLt A
Cape May 4 Camden County, N.J. At Haddonfield

this line connects with the PC line running to Delair. At Lucaston,

the line continues to Atlantic City via Winslow Junction.

SYNOPSIS OF LINE CONDITIONS

Part of this line, between Lucaston and Lindenwold, carries the
existing PRSL passenger service (five round trips per weekday), which
terminates at Lindenwold. Between Lindenwold and Haddonfield, this
branch carries freight only. Fo¥ much of this distance, the line
shares the right of way of the Delaware River Port Authority high-speed
transit line. This portion of the line, along the transit line right
of way, is owned by DRPA.

The PRSL has retained this line for access to one consignee, who
received 39 carloads in 1973. Service must be provided over a cir-
cuitous routing via Winslow Junction, since PRSL trains may not
operate over the Penn Central Delair Bridge route, which connects with

this segment to the north.
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PORTION OF CAMDEN TO ATLANTIC CITY LINE

The portion of this line between Lindenwold (MP 11.1) and
Lucaston (MP 13.6) has been designated for conveyance to ConRail

in the Final System Plan, to then be sold or leased to the New

Jersey Department of Transportation as a rail passenger facility
under Section 206 (c) (1) (D) of the Regional Rail Reorganization
Act of 1973.

There appears to be no potential for significant growth in
local freight traffic. No major industrial development is foreseen

by Camden County planners at this time.

ESTIMATES OF SUBSIDY COSTS

RSPO Trustees'
" Estimate (Mod I) Estimate
Est. Revenue 4,941 NA
Est. Avoidable Costs 15,100 NA
Return on Investment¥* 5,612 5,612
Subsidy 15,771 NA
(* - using USRA valuations)
Per carload subsidy based 404.38 NA

on 1973 traffic.

ANALYSIS

Elimination of freight service on this line would have little
impact on the local economy, since no unemployment or plant closings
are expected to result from loss of rail service. However, once the
PC Delair Bridge route is conveyed to ConRail, it s?ould become possible
to serve line 1807 via the Penn Central trackage. Theoretically, cost
savings could then be effected through reductions in trip and crew

time, fuel expenses, and other transportation charges.
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PORTION OF CAMDEN TO ATLANTIC CITY LINE

In addition, the previously mentioned near-term commitment
of the State to the retention of PRSL passenger service necessitates
that at least the portion of this segment between MP 11.1 and MP

13.6 be maintained intact.

RECOMMENDATION

It is recommended that, if protection against deficiency judge-
ments is extended to the State of New Jersey by the U.S. Congress,
the State® acquire the portion of this line between Lindenwold and
Lucaston. With regard to the continuation of local freight service
over the remainder of this line segment, the State will not offer to
subsidize a continued freight operation. State ownership of the por-
tion between Lucaston and Lindenwold will eliminate the necessity to
furnish a return on investment of $4,244 per year. This would reduce
the estimated required subsidy to approximately $11,527. This com-
putes to a local share of about $3,458,0r $88.67 per carload, based
on 1973 traffic figures. If any customers or other interested par-
ties wish to subsidize continued freight service on line 1807, the
State will make its entitlement eligibility available to those
parties, who would furnish the 30 percent local share of the re-

quired subsidy.



PORTION OF THE GLADSTQONE BRANCH
USRA Line No. 1204

Erie Lackawanna

LINE DESCRIPTION

\\EL(oDemEHe i This portiOn of the Glad-

N ~N

N SUMMIT
~  EL to Newark 2ad Hoboken
. -~

-~
* ~

‘ ~. ton (MP 30.0) to Gladstone (MP

Hnnumnﬁpsao/f ‘e ~

Rahway Vailey RR to Rosellc 42.3), in Morris and Somerset

GLADSTONE BRANCH, EL stone Branch extends from Milling-

GLADSTONE

Counties, N.J. The branch con-
tinues eastward from Millington to Summit, where it connects with the

EL Morris and Essex main line, and the Rahway Valley Railroad.

SYNOPSIS OF LINE CONDITIONS

The primary use of the Gladstone Branch is to provide electrified
commuter service to a rural/suburban area. A small amount of freight
business is also carried out beyond Millington, amounting to about
73 carloads in 1973. Very little growth in this freight traffic is
projected for 1980. In addition, undeveloped properties adjacent
to the branch are zoned primarily for light-density residential use,
thereby minimizing the probability of any major industrial develop-

ment which might yield an increase in railborne freight.



PORTION OF THE GLADSTONE BRANCH

ESTIMATES OF SUBSIDY COSTS

RSPO Trustees'
" Estimates (Mod III) Estimates
Est. Revenues 51,385 39,595
Est. Avoidable Costs 89,852 70,649
Return on Investment¥* 7,530 7,530
Subsidy 45,997 38,584
(* - using USRA valuations)
Per carload subsidy based 630.10 528.55

on 1973 traffic

ANALYSIS

The State of New Jersey is committed to a ﬁajor upgrading of
EL suburban passenger service, which includes reelectrification and
other improvements along the Gladstone Branch. Therefore, this
line is a vital component of the commuter rail network in North
Jersey. However, although it can be performed efficiently and
safely along this branch, freight service is a marginal operation,

and shows no real potential for meaningful growth.

RECOMMENDATION

It is recommended that, if protection against deficiency judg-
ments is extended to the State of New Jersey by the U.S. Congress,
the State acquire this portion of the Gladstone Branch and so pro-
tect the existing passenger service. State ownership of this line
segment would eliminate the need to pay a return on investment of

approximately $7,530 annually. Correspondingly, estimated annual
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subsidy payments for local freight service would be reduced to
roughly $38,467, of which $11,540 would be the local share of
30 percent. If any customer or potential customer desires to
make an offer of subsidy, the State would make its entitlement
eligibility available to those persons who would contribute the

local share of 30 percent.
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PORTION OF BELVIDERE-DELAWARE BRANCH

USRA Line No.

Penn Central

PC to Belvidere (L&HR

. 1 g
L&HR Connection | has Trackage Rights)

LV to Beifast Jhnction—p‘\ : e »
/, .

s . e

A\ 7 .- EL to Port Morris
e AT L B S, [
ﬁ-- "L CNJ to Jersey City
. ~
LV to Bethlehem Easton T °~

PHILLIPSBURG LV to Jersey City

PORTIONS, BELVIDERE-
DELAWARE BRANCH AND —
WARREN SECONDARY
TRACK, PC

Milford MP 34.4

Black River& Western
RPR to Flemington

35.3 miles —Y

LAMBERTVILLE

PC to Trenton

SYNOPSIS OF LINE CONDITIONS

121A

LINE DESCRIPTION

This portion of the Belvi-
dere-Delaware Branch extends from
Lambertville (MP 15.4) to Milford
(MP 34.4 ), a distance of 20.0
miles, in Hunterdon County, N.J.
At Lambertville, the line contin-
ues south to Trenton, and at Mil-
ford north to Phillipsburg and
Belvidere. At Lambertville, this
line connects with the Black River

and Western Railroad.

This segment and segment #121 have been recommended for inclusion

in ConRail if "alternate arrangements for the rexrouting of the overhead

traffic now using this line cannot be made." The importance of this

line lies in its use, between Trenton and Phillipsburg, for the delivery

of traffic to Bethlehem, Pa. and to the Black River and Western, a con-

necting short line at Lambertville, N.J.

There are eight rail customers

located on this segment between Lambertville and Milford. Only one,

Trap Rock Industries, forecasted a significant increase in traffic mov-

ing by rail in 1980. The balance of those customers relying on the
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line for service indicated a static condition with regard to
traffic activity in 1980. The topography adjacent to the line,
together with the location of the Delaware and Raritan Feeder
Canal and the Delaware River, combine to indicate little or no
potential for industrial development adjacent to this segment.
Preliminary investigations indicate cessation of rail service
will permit alternate public use of the right-of-way, owned

by New Jersey.

ESTIMATES OF SUBSIDY COSTS

RSPO Trustees'
Estimates (Mod III) Estimates
Est. Revenues 85,264 64,108
Est. Avoidable Costs 106,024 85,305
Return on Investment¥* 45,745 45,745
Subsidy 66,505 66,672
(* - using USRA valuations)
Per carload subsidy based 549.63 551.01

on 1973 traffic

ANALYSIS

If this segment is included in the ConRail network, local ser-
vice would continue to be provided to the eight customers between
Lambertville and Milford.

Discontinuance of local rail service on this segment of the
Belvidere-Delaware Branch indicates that no firms would close, but

employment might be reduced by approximately eleven jobs.
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RECOMMENDATION

The State will not offer subsidy payments for continued ser-
vice on the excluded segment. If any customer or potential cus-
tomer wishes to make such a subsidy offer, the State will make
its entitlement eligibility available to these customers who

would provide the local portion of 30 percent.
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CALDWELL BRANCH
USRA Line No. 12Q7

Erie Lackawanna

>\ GREATNOTCH

\ LINE DESCRIPTION
CALDWELL BRANCH, EL \
/A\ : The Caldwell Branch extends from
\

EL to Hoboken Great Notch (MP 16.5) to Essex Fells

(MP 22.5), a distance of 6.0 miles,

.:k\gssex FELLS
i in Passaic and Essex Counties, N.J.

o*  Morristown & Erie RR to Morristown
This line connects with the EL's Boonton Line at Great Notch and with

the Morristown & Erie Railroad at Essex Fells.

SYNOPSIS OF LINE CONDITIONS

This branch, although presently out of service, is an important
connection for the Morristown and Erie Railroad. While the M&E also
interchanges traffic with the EL at Morristown, the Caldwell Branch
is important for interchange of "hi-cube" cars and other excess dimen-
sion rail shipments bound to and from points along the M&E. This
type of traffic cannot be interchanged at Morristown due to clear-
ance restrictions imposed by the EL catenary system. The Morris-
town and Erie has expressed a desire that this branch be reopened
for operation, possibly by the M&E itself.

With regard to traffic generatea by the Caldwell Branch itself,
the forecast for growth is less than favorable. Five customers
have been associated with the line, but only generated 46 carloads

in 1973. A decrease in traffic is foreseen by 1980. In addition,



CALDWELL BRANCH

the line passes through a series of heavily developed residential
areas. Therefore, any type of rail oriented industrial growth is
highly unlikely, and the prospect for online traffic growth is

quite small.

ESTIMATES OF SUBSIDY COSTS

RSPO Trustees'
Estimates (Mod III) Estimates
Est. Revenues 45,072 33,889
Est. Avoidable Costs 40,820 32,209
Return on Investment* 13,394 13,394
Subsidy 9,142 11,661
(* - using USRA valuations)
Per carload subsidy based 198.73 253.50

‘on 1973 traffic

ANALYSIS

Cessation of local freight service on the Caldwell Branch
itself will apparently have little, if any, impact on the economy
of its locale. However, there have been indications that excess
dimension rail traffic moving to points along the Morristown and
Erie cannot be shipped by another route or mode. Some customers
have shown interest in subsidizing or leasing this branch, and
the Morristown and Erie has exhibited some interest in operating
the branch. If this line is to remain active by any means, the
necessary repair work will need to be carried out, in order to

restore the branch to service.

RECOMMENDAT ION

The State should not offer to subsidize continued freight

operation on this line. If any customers or other interested
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persons do wish to make such an offer, however, the State would

make its entitlement eligibility available to those persons,

who would contribute the local share of 30 percent.
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PORTIONS OF HIGH BRIDGE BRANCH
AND LAKE HOPATCONG BRANCH

USRA Line No. 1107

Central Railroad of New Jersey

LINE DESCRIPTION

Wharton & EL Hoboken-
Northern RR—»\ Chicago line . . '
""" \=egtme == These portions of the High Bridge
Morris County Jun;tion / / CNJ o

/~§  Rockaway Branch and the Lake Hopatcong Branch

\
. Hopatcong
PORTION, LAKE- . . .
ngATcoNGAKE \ ";"°°°" extend from High Bridge (MP 0.0) to
BRANCH, CNJ Ferremont
EL Succasunna Junction Lake Junction (MP 0.6), an actual
; \
line *
distance of 24.4 miles, in Hunterdon
‘ 24.4 miles
P . — . . .
BSFJ&%"B.{‘AE’&_ and Morris Counties, N.J. At High
CNJ
HIGH BRIDGE J _* - Jersey City- : ; : :
- ~_/~Phillipsburg Bridge, this line connects with the
PR ~a line, CNJ
~ CNJ Main Line between Jersey City

and Phillipsburg. It connects with the Erie Lackawanna Main Line,
between Hoboken and Chicago, and the EL Chester Branch at Lake Junction.
The Lake Hopatcong Branch of the CNJ continues north at Lake Junction
to Morris County Junction. The High Bridge Branch of the CNJ continues

north at Hopatcong Junction to Rockaway.

SYNOPSIS OF LINE CONDITIONS

This line is currently used as a bridge or overhead route for
movement of Erie Lackawanna traffic originating or terminating on
CNJ and at Port Elizabeth, N.J., and for sand shipments from southern
New Jersey to industrial facilities in the Dover - Wharton area.
Traffic originating or terminating on this segment in 1973, totalled

171 carloads and traffic forecasts for 1980 do not indicate any
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PORTIONS OF HIGH BRIDGE BRANCH
AND LAKE HOPATCONG BRANCH

significant growth for this traffic. A proposed Sears Roebuck
distribution facility, to be located near Bartley, has been de-
ferred because of general economic conditions, eliminating a major

potential source of local traffic. The Final System Plan indicates

that service to customers at Wharton, Dover, Rockaway and on the
Mt. Hope Mineral Railroad will be provided via EL at Lake Junction

and Wharton.

ESTIMATE OF SUBSIDY COSTS

RSPO Trustees'
Estimate (Mod III) Estimates
Est. Revenues 44,669 33,996
Est. Avoidable Costs 66,163 286,921
Return on Investment* 49,938 49,938
Subsidy 71,432 302,863
(* - using USRA valuations)
Per carload subsidy based 417.73 1,771.13

on 1973 traffic.

ANALYSIS

The primary importance of this segment is its use as an over-
head route to permit the movement of sand to industries in the
Wharton area from southern New Jersey and the movement of Erie Lacka-
wanna traffic to and from the CNJ. The advent of ConRail and the
restructuring of the freight flows will cause the overhead movement
destined to Erie Lackawanna to be handled by other routings. Pre-
servation of the Southern Division of CNJ, the key link in the

sand movement, will allow the continued intrastate movement of
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AND LAKE HQPATCONG BRANCH

sand to continue and thereby preserve the integrity of the intra-
state rate structure for sand movements. Major industrial de-

velopment does not appear likely in the foreseeable future.

RECOMMENDATION

It is recommended that the State of New Jersey not offer a
subsidy for continued operation of this line. If any customer or
potential rail user wishes to make such a subsidy offer, the State
will make its entitlement eligibility available to these rail users,
who would provide the local portion of 30 percent of the subsidy

amount.
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MEDFORD BRANCH
USRA Line No. 130

Penn Central

Pemberton
Holly Secondary LINE DESCRIPTION
. Secorndary Track, PC
Track, PC —, '
rae AN A The Medford Branch, formerly
. " Mount Ho!ly
MEDFORD , . .
BRANCh pC MOUNT HOLLY MP .3 part of the Pennsylvania Railroad,
5.0 miles extends from Mount Holly (MP 1.3),
VMEN?RD to Medford, N.J. (MP 6.3), a dis-

tance of 5.0 miles, in Burlington County, New Jersey. At Mount Holly,
the line connects with the PC Mt. Holly Secondary Track and the PC

Pemberton Secondary Track.

SYNOPSIS OF LINE CONDITIONS

This line serves a total of 28 potential éﬁstémérs, and of these,
13 are active. Responses to a New Jersey Department of Transportation
survey indicated that most of the responders expressed little or no
concern over the possible cessation of service on this line. Most
.0f these same customers are taking team track delivery of their
freight and would continue to do so if service was discontinued. The
Union Transportation Company, operator of line segment 127/128, has
expressed an interest in providing service to customers located on
this branch, but Penn Central has indicated no interest in such a
proposal and has rejected the Union Transportation Company's offer.

At this time, the Union Transportation Company is still attempting
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to progress their proposal, and is discussing the matter with the
USRA. There is some traffic growth forecast by customers, but
many of these customers, as previously stated, take delivery on
nearby team tracks and will continue to do so. The zoned land
use and topography adjacent to this segment are conducive to in-
dustrial development, but no recent activity in this regard has

occurred. 4

ESTIMATE OF SUBSIDY COSTS

RSPO Trustees'
Estimate (Mod III) Estimate
Est. Revenues 70,288 52,848
Est. Avoidable Costs 73,711 71,480
Return on Investment¥* 11,309 11,309
Subsidy 14,732 29,941
(* - using USRA valuations)
Per carload subsidy based 71.51 145.34

on 1973 traffic

ANALYSIS

Cessation of service might result in the closing of one business
and a minimal loss of employment. The majority of customers (and
employers) indicated that team track delivery, which would continue,
would be satisfactory. The Union Transportation Company may succeed
in its efforts to extend its operation to include the Medford Branch,

in which case the local service would be continued.
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RECOMMENDAT ION

It is recommended that the State not make an offer of subsidy
to continue rail freight service on this line. If any customers
or potential customers do wish to make such an offer, however, the
State would make its entitlement eligibility available to the cus-

tomers, who would provide the local portion of 30 percent.
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ROCKY HILL RUNNING TRACK, KINGSTON
BRANCH

USRA Line No. 119

Penn Central

LINE DESCRIPTION

ROCKY HILL . .
The Rocky Hill Running
r PORTION OF KINGSTON BRANCH, PC . _
k// - Track - Kingston Branch,
MONMOU TH JUNCTION “x
MP 2.7) /,—’
‘ 2as By - PC to New York formerly part of the Pennsyl-
Kingston I .--;TF§
. - ~— ~.~‘ - R R
3.6 miles .~ Monmouth Jenction 7"-~n_. vania Railroad, extends from
e 4 (Midway)

- P €
-~ " PC to Philadelphia C to Jamesburg

Monmouth Junction (MP 2.7) to
Rocky Hill, N.J. (MP 6.3), a distance of 3.6 miles in Middlesex and
Somerset Counties, N.J. At Monmouth Junction, this line connects with

the PC line running from New York to Philadelphia.

SYNOPSIS OF LINE CONDITIONS

This line is presently out of service north of U.S. Route #l.
Between U.S. #1 and the connection with the main line at Monmouth
Junction, there are six rail customers who will continue to receive rail
service. Trap Rock Industries and Princeton Nurseries are the only
potential users of the segment to be excluded, operating some 282 car-
loads during 1973. Princeton Nurseries has shown no interest in continued
service on the excluded segment while Trap Rock Industries has fore-
casted a 5,200 percent increase in carloadings in 1980, consisting almost
entirely of ballast for railroad purposes. There appears to be little,
if any, potential for near term industrial development adjacent to the

excluded segment.
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ESTIMATES OF SUBEIDY COSTS

RSPO Trustees'
Estimate (Mod III) Estimate
Est. Revenues 5,949 4,473
Est. Avoidable Costs 9,766 16,209
Return on Investment* 7,449 7,449
Subsidy 17,266 19,185
(*Using USRA Valuations)
Per carload subsidy based
on 1973 traffic 39.95 68.03

ANALYSIS

The major potential for traffic on the excluded segment is the
supply of rock ballast for railroad purposes. The quarry operated by
Trap Rock Industries is strategically located for such supply. The
State of New Jersey does not believe the USRA made adequate investi-
gétion of the problem of acquiring ballast for the maintenance of the
PC lines in New Jersey. Discontinuance of service on the excluded
segment indicates no employment or tax losses in the vicinity resulting

from such discontinuance.

RECOMMENDAT ION

The State will not offer subsidy payments for centinued service
on the excluded segment. If Trap Rock Industries wishes to make such
a subsidy offer, the State will make its entitlement eligibility
available to Trap Rock Industries, who would supply the local portion

of 30 percent.
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PORTION OF THE FREEHOLD BRANCH
USRA Line No. 1104

Central Railroad of New Jersey

New York & Long " LINE DESCRIPTION

Branch RR to
South Amboy Highlands Branch, CNJ . .
. 127 't This portion of the Freehold
Se, o
X P '
3.2 milese 7 MATAWAN Branch, extends from Morganville
. ~ 5 cees
PORTION OF THE NY&LB RR t© Bay (MP 8.9), to Matawan, N.J. (MP 12.1),
FREEHOLD ——» ead Junction
BRANCH, CNJ . . .
MORGANVILLE a distance of 3.2 miles, in Monmouth
1~CNJ © Freehold County, New Jersey. At Matawan,

this line connects with the New York and Long Branch Railroad.

SYNOPSIS OF LINE CONDITIONS

This segment is the northerly portion of the Freehold Branch
of CNJ, between Freehold, (MP 0.0) and Matawan (MP 12.l1). The line
between Morganville and Freehold has been out of service for some
time because of track conditions and a large number of fallen trees,
the result of a winter storm. Between Morganville and Matawan,
freight service is provided to two customers, with a total volume of
approximately 90 carloads during 1973. There is a forecast of traf-
fic growth by 1980 by the customers on the segment. The portion of
line between Matawan and Morganville, as well as the balance of the
line between Morganville and Freehold, were both designated for con-

veyance to ConRail in the Final System Plan, thence to be sold or

leased to the New Jersey Department of Transportation as a potential
rail passenger facility under Section 206 (c) (1) (D) of the Regional

Rail Reorganization Act of 1973.
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ESTIMATES OF SUBSIDY COSTS

RSPO Trustees'
" Estimates (Mod. III) Estimates
Est. Revenues 17,230 13,085
Est. Avoidable Costs 19,466 91,414
Return on Investment¥* 6,810 6,810
Subsidy 9,046 85,140
(* - using USRA valuations)
Per car subsidy based 100.51 946.00

on 1973 traffic.

ANALYSIS

The Freehold Branch of the CNJ forms a vital link in the pro-
posed line to be used for rail passenger service. This segment, as
well as the remainder of the Branch between Morganville and Freehold,
is designated for conveyance to ConRail, thence to New Jersey for use
as a.pdteﬁffél'pégéehger link. Cessation of local freight service
on the segment between Matawan and Morganville might result in the

closing of one business with a significant loss of employment.

RECOMMENDATION

It is recommended that, if protection against deficiency judge-
ments is extended to the State by the U.S. Congress, the State of
New Jersey acquire the entire Freehold Branch, "railbanking" it in
anticipation of its future use for passenger service. With regard
to the continuation of local freight service, ownership of the line
segment by the State of New Jersey would eliminate the need to pay
a return on investment of approximately $6,811 annually, thereby

reducing the estimated annual subsidy payments to approximately
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$2,236. The local portion of this estimated subsidy payment would
be 30 percent, or approximately $670 and should be provided by

the customers on the line, possibly with assistance from the County

of Monmouth.
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NEWARK BAY BRIDGE
USRA Line No. 1102

Central Railroad of New Jersey

. A yerser Ci
CN?O Newark LV Nsewdifk Lv\‘l./ll— ersey City LINE DESCRIPTION
. Bay Bridge
! (PC has Trackage /’ / . Ogl:'::im“:-l-tu |
e Bu"a;'o lo k tsland Rights) J, e The Newark Bay Bridge ex-

: a

...... e o o e e e e s — -f-'—'—‘:\G "

i Constable Junction Y:dm;lc ¢
i : /

PC to Philadelphia |

. /
: e & Bayoune to Shore (Elizabethport, MP 8.9),
Elizabethport]  SHORE HoOK 7

tends from Hook (Bayonne, MP 7.0)

- —— o —

R | a distance of 1.9 miles, in Hudson
CNJ o Phillipsbhurg '& NEWARK BAY BRIDGE.
CNJ to CNJ : .
Perth Amboy and Union Counties, N.J. The
line continues eastward from Hook to Jersey City, and westward from

Shore to Elizabethport.

SYNOPSIS OF LINE CONDITIONS

This segment consists entirely of a 1lift bridge and its causeway
approaches, which serve to span the mouth of Newark Bay. As such, it
generates no traffic in and of itself. The bridge carries traffic
consisting mainly of local freight trains and the Bayonne passenger
shuttle from Cranford. The double 1lift spans and causeway are over
fifty years old, and are difficult and expensive to maintain. More-
over, their limited clearances pose a hazard to navigation, according
to the U.S. Coast Guard. Two of the four tracks are out of service,
since one of the lift spans has been severely damaged after a collision
with a ship. This structure has also been identified as the cause for
restricted development in the Port Newark and Port Elizabeth shipping

complexes.
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NEWARK BAY BRIDGE

ESTIMATE OF SUBSIDY COSTS

RSPO Trustees'
Estimates (Mod III) Estimates
Est. Revenues (Information not 16,058
Est. Avoidable Costs Available) 449,100
Return on Investment* 5,932
Subsidy 438,974

(* - using USRA valuations)

ANALYSIS

Cessation of freight operations across this bridge will not
jeopardize the services rendered to any CNJ customers on the Bayonne
Peninsula, since such service will continue to be rendered using
the bridge now owned jointly by Lehigh Valley and Penn Central,
located approximately three miles to the north. Passenger service
is presently being evaluated by the Division of Commuter Services,

NJDOT.

RECOMMENDATION

No specific long term recommendation has been developed for
this line segment. The U.S. Coast Guard is expected to issue an
order to alter this bridge in the near future because of its effect

on water traffic. Passenger service will be continued for the

near term.
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PORTION OF RELVIDERE-DELAWARE BRANCH >

USRA Line No.

Penn Central

\\P(. to Belvidere

\\ . Black Ri;eRv 1) Fleington
Western to Fleming
...‘/

\
*
LAMBERTVILLE

k .~
RDG to Bound Brool P

.

PORTION OF
BELVIDERE
DELAWARE BRANCH, —)

PC

% )
J

D, O/
7 / RDG to
Q’Wesl Trenton /"-——Lawvenceviﬂe
K /
\ 7 e
BTvenmn (RDG) /«
< 7 PC to New York

L
\/ /pTvenlon (Millham)
N 7.7

\/ 7

. , /7

\ ({d Trenton (PC)
Pee Phuladeioh./a;\\\ PC to Bordentown
\
7 \l/
\

\
\

Philadelphi .
RDG to Philadelp It/

TRENTON (MG BLOCK
LIMIT STATION MP 1.4}

’
/ -

Chicago, and the PC Bordentown Secondary Track.

121

LINE DESCRIPTION

This portion of the Belvi-
dere-Delaware Branch, formerly
part of the Pennsylvania Rail-
road, extends from Trenton
(MP 1.4) to Lambertville (MP 15.4),
a distance of 14.0 miles, in
Mercer and Hunterdon Counties, .
N.J. This line continues, at
Lambertville, north to Belvidere
(see Line 121A). At Trenton,
this line connects with the PC
mainline between New York and

It also connects with

the Black River & Western Railroad at Lambertville.

SYNOPSIS OF LINE CONDITIONS

This segment and segment #12la, have been recommended for inclu-

sion in ConRail "if alternative arrangements for the rerouting of the

overhead traffic now using this line cannot be made."

v

The importance

of this line lies in its use, between Trenton and Phillipsburg, for

the delivery of traffic to Bethlehem, Pa. and to the Black River and

6.52



PORTION OF BELVIDERE-DELAWARE BRANCH

Western, a connecting shortline at Lambertville, N.J.

There is one customer on this segment at this time, and little
or no forecast for traffic growth through 1980. The topography ad-
jacent to the line, together with the location of the Delaware-
Raritan Feeder Canal and the Delaware River, combine to indicate
practically no potential for industrial development adjacent to
this segment. Preliminary investigations indicate cessation of
rail service will permit alternate public use of the right-of-way

owned by New Jersey.

ESTIMATES OF SUBSIDY COSTS

RSPO Trustees'
Estimate (Mod III) Estimate

Est. Revenues

Est. Avoidable Costs

Return on Investment¥*

Subsidy

(*using USRA valuation)

Per carload subsidy based
on 1973 traffic

(Information not ayvailable)

ANALYSIS

If this segment is included in the ConRail network, deliveries
to the Black River and Western would continue at Lambertville. At
the same time, Black River and Western has received assurances from
the USRA that traffic destined to shippers located on that line
would continue to be delivered, possibly through a new connection,

to be constructed in the vicinity of Three Bridges, N.J.
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Discontinuance of service on this segment of the "Bel-Del"
might result in the closing of one firm, which employs six persons.
Additionally, abandonment could result in a minimal degree of
municipal tax loss. Discontinuance of service would, upon removal
of track, permit use of the land for alternate public purposes,

such as bike paths, hiking trails, and linear parks.

RECOMMENDATION

The State will not offer subsidy payments for continued ser-
vice on the excluded segment. If any customer, or potential cus-
tomer, wishes to make such a subsidy offer, the State will make
its entitlement eligibility available to these customers, who

would provide the local portion of 30 percent.
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PORTION OF PLEASANTVILLE SECONDARY TRACK
USRA Line No. 1800

Pennsylvania-Reading Seashore Lines

Sao PRSLG Canden " LINE DESCRIPTION
~
~ . .
\\\\ This portion of the Pleasant-
~
‘\\\ ville Secondary Track extends

{#- 3.8 miles —y! \__\

MC KEE CITY X S Oad from McKee City (MP 53.1) to
IPLEASAMTWLfE""CC"’ Y
PN il Le : Pleasantville (MP 56.9), a dis-

SECONDARY TRAcxéL'"m"
tance of 3.8 miles in Atlantic

County, N.J. At Pleasantville, this line connects with the Linwood
Secondary Track of the Pennsylvania-Reading Seashore Lines, and it

also continues to the PRSL mainline at Atlantic City.

SYNOPSIS OF LINE CONDITIONS

The Pleasantville Secondary Track is an industrial spur, used
to provide service to five firms in the rural McKee City area. This
line does not generate a particularly large volume of rail traffic
at this time, but it does serve an area which has good potential
for the expansion of the existing industries and a corresponding
growth in rail traffic. The present customers on this branch fore-
cast a combined total of 401 carloads in 1980, a 112 percent increase

over the 1973 traffic level.
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PORTION OF PLEASANTVILLE SECONDARY TRACK

ESTIMATES OF SUBSIDY COSTS

RSPO Trustees'

" Estimates (Mod. I) Estimates
Est. Revenues 13,903 NA
Est. Avoidable Costs 14,715 NA
Return on Investment* 7,761 7,761
Subsidy 8,573 NA
(* - using USRA valuations)
Per carload subsidy based 45,36 NA

on 1973 traffic.

ANALYSIS

All but two of the existing patrons of this line receive
freight at team track facilities. However, one of these two
customers receives bulk-shipped material, and would be forced to
close his facility if he could not receive rail service. This
firm accounts for the great majority of projected traffic growth.

Cessation of rail service would result in one or two closings
of local McKee City firms. Corresponding unemployment and tax
loss may have a significant effect on the economy of the immediate
area.

Certain customers have expressed a willingness to help sub-

sidize continued operation on this branch.

RECOMMENDATION

The State should not offer to subsidize continued freight opera-
tion on this line. If any customers or potential customers do wish
to make such an offer, however, the State would make its entitlement

eligibility available to those parties willing to contribute the 30

percent local share, possibly with the assistance of the County of

Atlantic.



PORTION OF UNION TRANSPORTATION COMPANY

USRA Line No. 127/128

LINE DESCRIPTION

UNION This portion of the Union
TRANSPORTATION SHREWSBURY -
COMPANY ><'\ ROAD Transportation Company, extends
\e®
o> from Fort Dix (MP 5.6), to
UT Li
Plnl;r;:ftés \./ New Egypt Shrewsbury Road, N.J. (MP 18.9),
¥ Cookstown
- FORT DIX

a distance of 13.3 miles, in
Monmouth, Ocean and Burlington Counties, New Jersey. At Fort Dix
this line continues to Pemberton. In January 1972, an application
was filed with the ICC for permission to abandon this line (Finance

Docket No. AB-38). No final action has been taken on this application.

SYNOPSIS OF LINE CONDITIONS

The Union Transportation Company is a short line carrier, leasing
track, facilities and a locomotive from the Penn Central Transportation
Company to operate this segment of line. There are approximately nine
potential shippers located on this line and of these, five are active.
No growth in traffic is forecast by the shippers and receivers of this
line. The management, together with Penn Central, has been attempting
to locate potential customers on the line, to enlargé present traffic
volumes and potential for growth, but with little success. The topo-
graphy adjacent to the line is conducive to industrial development as

is the land use zoning. The management is, at this time, attempting
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to negotiate with the Department of Defense with regard to the
contract switching of Fort Dix, and with USRA in an attempt to ex-
tend its operation to the west, from Fort Dix to Mount Holly, and
also to operate the Medford Branch, USRA Line No. 130.

Union Transportation Company feels these two proposals, if
successfully concluded, could place it in a favorable financial

position, but detailed analyses have not been made.

ESTIMATE OF SUBSIDY COSTS

RSPO Trustees'

Estimate (Mod. III) Estimate
Est. Revenue - -
Est. Avoidable Costs - -
Return on Investment* 27,165 27,165
Subsidy 27,165 27,165
(* - using USRA valuations)
Per carload subsidy based 145.27 145.27

on 1973 traffic.

ANALYSIS

Cessation of service on this branch line would result in the
diversion of approximately 17 carloads of freight to other modes.
While the closings are indicated as a result of the cessation of
service, there might be some relocations. The effect on employment

would be minimal with the possible loss of four jobs.



PORTION OF UNION TRANSPORTATION COMPANY

RECOMMENDAT ION

It is recommended that the State not make an offer of subsidy
for the continued operation of this line. If any customer or poten-
tial customer desires to make an offer of subsidy, the State woul:l

make its entitlement eligibility available for such subsidy payments.

6.59



PORTION OF THE SOUTH BRANCH

USRA Line No. 1103

Central Railroad of New Jersey

—CNJ to Phillipsbur,
~ [ p g

LINE DESCRIPTION

~ . SOMERVILLE This portion of the South
3.0 miles T ;
Royce ﬂ\;‘ CNJ to Jersey City Branch extends from Somerville (MP 0.0)
; PORTION OF THE .
CMtOHmmwmgb"ROYce SOUTH BRANCH. CNJ to Royce, N.J. (MP 3.1), a distance
-~
-~ MP 3.1 of 3.1 miles, in Somerset County, New

Jersey. (A continuation of this line extends westward from Royce to
the vicinity of Flemington, approximately 12.4 miles westward.) At

Somerville, this 1i

Jersey City to Phil

ne connects with the Central Railroad of New Jersey's

lipsburg Line.

SYNOPSIS OF LINE CONDITIONS

The portion of
(approximately 9.7
time because of tra
of any need or desi

The portion of
provides CNJ access
U.S. Postal Service

also be provided to

the South Branch between Royce and Three Bridges,
miles in length), has been out of service for some
ck conditions. At this time, there is no indication
re for restoration of service.

the South Branch between Somerville and Royce

to two agencies of the Federal Government: the

and the Veterans Administration. Rail service can

these installations over trackage extending  from

the main line of the Lehigh Valley, which will be included in ConRail.
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PORTION OF THE SOUTH BRANCH

Recently, a private industrial operation has expressed an
interest in locating in the vicinity of Royce and is, at this time,
in the process of negotiating rail access from the main tracks of
the Lehigh Valley. If such access cannot be obtained, the industry
has expressed a desire to make an offer of subsidy for local rail

freight service utilizing this portion of the South Branch.

ESTIMATE OF SUBSIDY COSTS

RSPO Trustees'
" Estimate (Mod III) Estimate
Est. Revenue 15,589 16,841
Est. Avoidable Costs 23,242 60,342
Return on Investment* 6,922 6,922
Subsidy 14,575 50,422
(* - using USRA valuations)
Per carload subsidy based 65.65 227.12

on 1973 traffic.

ANALYSIS

The two Federal agencies located on this segment can obtain
freight service via the tracks of the adjacent Lehigh Valley, which
will be operated by ConRail. The private industrial firm now in the
process of negotiating access from the Lehigh Valley has also indi-
cated a willingness to make an offer of subsidy for service, via
the South Branch, and to provide the full local portion of 30 percent,

if access to the Lehigh Valley tracks cannot be obtained.

RECOMMENDATION

It is recommended that the State of New Jersey not make an offer

of subsidy for continued local freight service on the South Branch. If
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any customer or potential customer wishes to make such a subsidy
offer, the State will make its entitlement eligibility available
to these customers, who would provide the local portion of 30

percent.
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PORTIONS OF THE SOUTHERN DIVISION
USRA Line No. 1108

Central Railroad of New Jersey

LINE DESCRIPTION

4
CNJ to Elizabethport —¢f
/

/ These two portions of
LAKEHURST

~ . . .
NQe-Tom's River & the Southern Division are

\\ Barnegat Branch, CNJ

PORTION. SOUTHERN DIVISION, CN}

PRSL o Camden \\
AN
\\ \
\ SN
.\ ~ \

€645 miles subsegments of a larger seg-

PRSL o Winslow Junction

Glassboro and Camden

ment, which was studied

S
i‘/\o‘\.\ Rt f::::cuy
] \ AN
i S \a N i
N0 to seatresk b | ?S:FciaEOT:N \ TRSL to Cope Hay earlier by the USRA. One
i MP 130.5 Vinetand
\ \
N o Bovertonn | ."’,A»\ extends from Chatsworth
- d-'ls'id"“’" function \‘\HRSL to Millville
srggecon© | \ (MP 84.3) to Winslow Junction

\
\
\¢-CNJ 10 Mauricetown

(MP 104.2), in Burlington
and Camden Counties, N.J. The other extends from Norma (MP 123.9) to
Bridgeton Junction (MP 130.5), in Salem and Cumberland Counties, N.J.
This line continues north from Chatsworth to Red Bank, and south from
Bridgeton Junction to Bridgeton. At Bridgeton Junction, the line con-
nects with the PRSL Bridgeton Branch to Glassboro, the CNJ Deerfield
Branch to Seabrook, and the CNJ C&MR Branch to Mauricetown. At Win-
slow Junction, connection is made with the PRSL lines to Haddonfield,
Camden, Atlantic City, and Cape May. The segment between Winslow

Junction and Norma, serving Vineland, has been designated for transfer

to ConRail.

SYNOPSIS OF LINE CONDITIONS

Some local freight is generated by these portions of the

Southern Division; however, their primary importance rests in their
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function as parts of an overhead traffic route. This branch serves
as an important link in the intrastate route for glass sand traffic,
which travels between points in South Jersey and destinations in
the northern half of the State.

Service on the lower portions of the Southern Division presently
operates at very low speeds, due to poor track and roadbed conditions.
Segments of the branch in Ocean and Monmouth Counties have recently
undergone extensive rehabilitation to enable higher operating speeds.

While the topography adjacent to the portion of the Southern
Division Mainline, between Bridgeton Junction and Norma, appears
attractive for industrial development, there is only a slight possi-
bility of any rail oriented industrial growth in the near future,
according to county planning officials. The portion of this line
between Winslow Junction and Chatsworth has no prospect of near term
industrial development, since the line traverses the Wharton Tract,

a wildlife preserve owned by the State.

ESTIMATE OF SUBSIDY COSTS

RSPO Trustees'
Estimate (Mod. IITI) Estimate
Est. Revenues 8,293 7,028
Est. Avoidable Costs 67,178 52,618
Return on Investment¥* 55,023 , 55,023
Subsidy 113,908 100,613
(* = using USRA valuations)
Per carload subsidy based 294,34 259.98

on 1973 traffic.
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ANALYSIS

A discontinuance of service on these portions of the Southern
Division would result in the closing of at least one facility now
served by the branch. This will have an impact on the urbanized
area, and the rural areas which that facility serves. 1In addition,
it appears that alternate routings, which have been proposed for
overhead traffic now using this line, may not be economically accept-
able for the firms generating this traffic. Consequently, a massive
conversion to motor carrier for glass sand shipments may result,
causing a significant increase in truck traffic within the State,
and a significant loss of revenue by the railroads. Cessation of
freight service on line 1108 will have a significant impact on the
economy of New Jersey, particularly in relation to the glass sand

and glass industries.

RECOMMENDATION

It is recommended that the State subsidize these portions of the
Southern Division for their continued operation. The required 30
percent local share, will be provided by the NJDOT. This will be
conditional upon-+the stipulation that ConRail will continue to utilize
this route for the intrastate movement of glass sand, thus preserving

the integrity of the existing intrastate rate structure.
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PORTION OF TOMS RIVER & BARNEGAT BRANCH
USRA Line No. 1106

Central Railroad of New Jersey

" LINE DESCRIPTION

Lakehurst This portion of the Toms River and

=~ -~
TOMS RIVER /ﬂ\ Barnegat Branch extends from Toms River

PORTION OF TOMS RIVER &

BARNEGAT BRANCH, CNJ—} (MP 47.4) to Pinewald (MP 51.5), a dis-

PINEWALD tance of 4.1 miles, in Ocean County, N.J.

Private Track to Oyster Crack —% . . . .
. At Toms River, this line continues to

Lakehurst, where it connects with the CNJ Southern Division.

SYNOPSIS OF LINE CONDITIONS

Approximately 2.6 miles of this branch, extending from Toms River,
are in operation at this time. This segment serves two patrons, who
generate a moderate amount of traffic. The remainder of this branch
is being maintained by a private subsidy agreement between the CNJ and
the Jersey Central Power and Light Company. This agreement also main-
tains a former portion of the branch beyond Pinewald. These segments
are being preserved by JCP&L in order to allow rail access to the
construction site of a proposed nuclear generating plant.

Those customers now using the branch forecast a small increase in
traffic by 1980. JCP&L expects a large surge in traffic during plant
construction in the late 1980's, but this traffic will lessen consid-

erably upon completion of construction. Local topography and land
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PORTION OF TOMS RIVER & BARNEGAT BRANCH

use are somewhat conducive to industrial growth, but the prospect
for such growth, and corresponding increased rail traffic, appears

small for the short term.

ESTIMATES OF SUBSIDY COSTS

RSPO Trustees'
Estimates (Mod. III) Estimates
Est. Revenues 12,264 9,271
Est. Avoidable Costs 21,274 17,506
Return on Investment* 10,197 10,197
Subsidy 19,207 18,432
(* - using USRA valuations)
Per carload subsidy based 95.08 91.28

on 1973 traffic.

ANALYSIS

While this branch generates a moderate amount of local traffic,
its abandonment would apparently have only a minor effect on the local
economy, with no plant closings or significant unemployment expected.
No major industrial development or expansion in traffic volume is
anticipated.

The possibility exists that the Jersey Central Power and Light
Company will be able to continue their "railbanking" type of agree-
ment with ConRail, with assistance from the other patrons of the

branch.

RECOMMENDAT ION

It is not recommended that the State offer to subsidize this

line segment for continued freight operation. If any customer or
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other interested party desires to make such an offer, the State
will make its entitlement eligibility available to that person,

who would contribute the local share of 30 percent.
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PORTION QF WASHINGTON-PHILLIPSBURG LINE
USRA Line No. 1212

Erie Lackawanna

EL w Port Morris Junction

\ - LINE DESCRIPTION

S

1 :&;:;lht;:semdm ;és::;",:;{';:" This portion of the
L.V to Belfast Junction, Pa. .’ . . . .
LN B 5y el AN Washington to Phillipsburg
P'\_ A4 PORTION OF WASHINGTON -
Easwon, Pa.’y RG LINE, EL . oy
g St LA PHILLIPSBY line (Phillipsburg Branch)

=7 S\ Phillipsburg
: lizabeth
LY o Bethithem, Pa. | \, CNJ to Elizabe

:\}¢\umkmmm extends from Washington

PC o Trenton

(MP 67.5) to Phillipsburg
(MP 78.0), a distance of 10.5 miles in Warren County, N.J. This line
continues eastward to Port Morris Junction from Washington, as the
0l1ld Main Line (of the Lackawanna Railroad). At Phillipsburg, it
connects with the PC Belvidere-Delaware Branch, the Lehigh and Hudson
River Railway, and the main lines of the Central Railroad of New

Jersey and the Lehigh Valley Railroad.

SYNOPSIS OF LINE CONDITIONS

The EL Phillipsburg Branéh is presently operated for local
freight service only and has interchanged traffic at Phillipsburg
with connecting lines. The Chessie System has indicated its desire
to acquire the excluded segment for use of the entire line as a link
in its interstate movements of traffic. This acquisition by Chessie

will insure continued operation of the line and so preserve the

local freight operation.
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Of the five active customers on this segment, only one has
indicated a willingness to support a subsidy if it is required.
If service on the line is discontinued, one firm may close. Little
other interest has been expressed by customers, existing or poten-
tial. The effects of a cessation of local freight service appear

to be slight with little or no impact on employment or tax income.

ESTIMATES OF SUBSIDY COSTS

RSPO Trustees'

Estimate (Mod III) Estimates

Est. Revenues 3,072 2,310

Est. Avoidable Costs 18,360 22,902

Return on Investment* 34,988 34,988

Subsidy 50,276 55,580
(* - using USRA valuations)

Per carload subsidy based 529.22 585.05

on 1973 traffic.

ANALYSIS

This line serves a predominantly rural area which apparently
does have potentiaf for indusfrial development. The present patrons
on the line forecast a traffic growth of approximately 235 percent
by 1980.

Acquisition of this line by Chessie System will preserve it as

a rail facility and also preserve the local freight service now

rendered.
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RECOMMENDAT ION

It is not recommended that the State offer subsidy payments
for continued freight service on this branch. However, if any
customer or other interested party desires to subsidize this line
for continued operation, the State will make its entitlement eligi-
bility available to that party, who would furnish the 30 percent

local share.
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This
Facility

-Telephone Number

APPENDIX A

STATE OF JEW JERSEY
FREIGHT TRANSPORTATION SURVEY

This questionnaire applies to each facility requiring freight transpor-
tation. If you have more than one such facility, please complete a separate
questionnaire for each. If more than one function is performed at the same
location (such as warehousing along with manufacturing) treat the location

as a single facility. For assistance in completing this questionnaire,
please call Mr. Kenneth L. Kyte or Mr. Roman Horodysky at 609-292-3259.

If there are
errors in name
and/or address

please

Person responding

Title

Parent Company (if this facility is a division or subsidiary, give
parent company's name and address).

Name

Street

City or town State Zip

PLEASE PLACE APPROPRIATE NUMERIC CODE IN BOX TO RIGHT OF QULSTION.

Facility Description

1. TYPE OF FACILITY

1 = raw material processing 5 = public warehouse
2 = manufacturing 6 = private warehouse
3 = wholesale didtribution 7 = other

4 = retail distribution (desceribe)

8 = more than one func-
tion performed (describe)

2. Standard Industrial Classification (SIC) number, if known
(four digits):

correct.

If more than one SIC number for this facility, please list
all, beginning with most important.




3. Please fill in the appropriate boxes where applicable to your

facility.

Space is provided if you use more than one facility

of a specific type. (Note - TOFC = Trailer on Flat Car; COFC =
Container on Flat Car.)

Complete if
you receive/
ship via TOFC

Complete if
you receive/
ship via COFC

Complete if you
receive/ship by
public delivery
(team) track

Complete 1f you
maintain private

rail siding

rimary
Railroad

rimary
Billing Station

—

Primary
Rail Facility Location
(Street, City)

Distance of haul from
Eail facility to your
usiness facility (miles)

Complete if
you receive/
ship via TOFC

Complete if
you receive/
ship via COFC

Complete 1f you
receive/ship by
public delivery
(team) track

Complete 1if you
maintain private

rall siding

Secondary
Railroad

Secondary
Billing Station

Secondary
Rail Facility Location
(Street, City)

Distance of haul from
rail facility to your
business facility (miles)

————

4, Do you ship or receive cars with lading in excess of 160,000
pounds? (Check YES or NO) YES|| NO
If "YES", what is typical load weight?
5. Do you ship or receive oversized loads by rail? (Check YES
or NO). 1If "YES", what clearances do you require? YES| | NO
Length - e
Width - _
Height - R
6a. Can your oversize or overweight shipments be hauled by any
other mode than railroad? (Check YES or NO) YES| | NO
6b. If your answer to question 6a is "YES", please specify the

other mode:




7a. If you have private siding facilities, are these facilities ]
capable of handling multiple-car blocks? (Check YES or MNO) YES}| N0

7b. 1f the answer to question 7b is "YESY, what is the maximum
block size (in railroad cars)?

7c. Do you presently receive or ship in multiple-car blocks?
(Chieck YES or NO) Yig | o

7d. 1f the answer to question 7d is "YLS", what is the maximum
block size (in railroad cars)?

Commodity Related Information

8. Please list below the primary origin and destination zones which
you ship to or receive from. Also, please indicate the Railroad
which provides service to your facility and the 1973 Carloads.
Please use the zone numbers as indicated on the maps shown below.

RECEIVED FROM

Primary Origin .onc

Primary Destination Zone

9. Please complete the appropriate entries in Chart 1 located on page 4.
Tonnages are thosc received in calendar year 1973.

o Alberty
e Manitoby NI
Sushatchiwa Outano NHNS
/13 @ " 6-1 Quebee o
2/ D &
WA e,
ur " S\ \
~ 8
or 2) L] W Cane
0 so w wi Vermont
Massachuselts
>
wy &7 New Hampshire
1 " o o | Rhiods hiand
ne > e Connectia
. oI £ badh, e
vA cw Yo
ur co 6 New York
xs MO XY
ca ne
]
¢
x ox AR
™ 7
Ohan' 8180
e -
Alska Zone 14 L

Mexico Zone 15

Origin and Destination Zonal Maps to
be used in answering question numbers
8 and 9.
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List Five Primary sTcc2 | T T T T T 1573 ToNS! BY MODE Ty T w1y
Commodities Received Number [Origin |Rail Cars®] TOFC® |COFC’ MOTOR CARRIER _______| other Total

By Tonnage 7 Digies ) Zone |RR___.___ IRR_____|RR____ [Common Lontract - Private | Iden. Tons
1.

_____________ 1___-_-______-_______.__..____}._-__..____.<‘___.___---_-___--_--_---4._
2.
] JRSORSS ! NN IS S S R B
EN
e

4. —_— e - U S U U S S NI DU _—
5. PR - e= e mcmwm e, —— e e e b e v e e e e, — . - - —
Grant Total of All 1973
Received Freight (Not -
just Commodities Above) | | __“____-___L_~________..__.._.~._------...______.___________---__-_
List Five Primary stccd [T T 1973 TONS1 BY MODE - 1973
Commodities Shipped Number [Dest. ] Rail Carss|TOFC3 |COFC3 MOTOR CARRIER I Other Total

By Tonnage 7 Digits |Zone | RR——___ |RR—_| | RR -— _|[Common Contract ] Private __W__I_den. Tons
L. S A IS ] ]
2. e ---4-4"--—*"“—"-- . I
3. o D I - U R S
4. RS S S e e __,..__.__“.______-._,F,__~__w___,_,_,‘____,___<___,__-«___‘_k_____._.__._q
5. T D N R N S R S A [ S _
Grant Total of All 1973
Shipped Freight (Not
just Commodities Above) | | | S D I D S

11n Short Tons (1 Ton = 20001bs.)

2s1CC (Standard Transportation Commodity Code) Numbers, normally shown on freight bills, can also be obtained from rail classification
tariff (UFC No. 11) all STCC numbers are seven digit.

3For the TOFC (trailer or flat car) the COFC (container on flat car) and the rail car mode, please indicate at head of column the local
railroads whose ramp was used.
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Tonnage Projections

10a. Please list, in tons, the following projections of freight to
be received and delivered by specific modes and types.
(Assume all existing transportation options will remain)

TONS TO BE RECEIVED

By Rail By Rail By Truck By Other
Year Car TOFC/COFC (All Types) Modes
1974
1975
1976
1980

TONS TO BE SHIPPED

By Rail By Rail By Truck By Other
Year Car TOFC/COFC (All Types) _Modes
1974
1975 ——ee
1976
1980

10b. What factors will cause the results forecast in question 10a?
(For each year select one principal factor and enter selected
numbers in appropriate box on the right).

Rec'd Shipp
. Normal Growth . 1974
. Major Plant Expansion

. Shortage of Materials 1975
. Shift of Operations to New Locations
. Other (Specify)

1
2
3. Closing of Facility
4
5
6

1976

1980

Socio-Economic Impact
11. 197 4 ANNUAL AVERAGE NUMBER OF EMPLOYLES, AT THIS FACILITY.

Comments :

12a., Would discontinuance of present rail service cause a decrease
in the annual average employment at this facility? (Check YES YES|| NO
or NO)

12b. If “YES", please estimate percentage decrease:




13.

14.

15.

16.

17.

18.

19a.

19b.

19c¢c.

197 4 ANNUAL PAYROLL, THIS FACILITY

1 = 0-99 thousand dollars 5 = 5-24.9 million dollars

2 = 100-499 thousand dollars . 6 = 25-49.9 million dollars

3 = 500 thousand-2.4 million dollars 7 = 50 million dollars or

4 = 2.5-4.9 million dollars more (1f 50 million
dollars or more please
specify)

197 4 ANNUAL GROSS SALES, THIS FACILITY (If applicable)

1 =0~.9 million dollars 5 = 50-99.9 million dollars

2 = 1-4,9 million dollars 6 = 100 million dollars or

3 = 5-9.9 million dollars more (if 100 million

4 = 10-49.9 million dollars dollars or more, please
specify)

What are your approximate, total transportation costs
(include all transportation costs except those within this
facility)?

If rail services now utilized by your facility were discontinued,
by what percent would your total transportation costs increase?

If carload rail service that is presently available to you

were discontinued, would you close this facility? (Check
YES or NO) YES

NO

If your answer to wuestion 17 is "YES", please place in the

box at the right the number indicating the course you would
take.

1 = Would relocate within New Jersey

2 = Would relocate outside of New Jersey

3 = Would go out of business

4 = Would consolidate operations at another
facility of the same company (Specify
location )

If your facility would remain open after discontinuance of

rail service, what alternative means of transportation would
you use?

1 = Motor Carrier
Public Delivery (Team) Track
TOFC/COFC

Other (Specify)

2
3
4

1f you would use Public Delivery (Team) Track, indicate the
maximum distance you would travel to such a facility (in miles).

1f you would use motor carrier, what type of vehicle would be

necessary?

1 = Light Truck (4 tire)
2 = Single Unit Truck (6 or more tires)
3 = Tractor-Trailer/Combination




Future Service Considerations

20a.

From the following list, please select the three most impor-
tant ways that railroads could improve service to your
facility. (Indicate order of importance of your choices by
entering the selected numbers in appropriate boxes on the
right).

Greater availability of equipment 1st Choice
Better quality equipment

Improve consistency of transit time

Reduce total transit time 2nd Choice
Increase frequency of local switching

New TOFC/COFC ramp facility/facilities

Reduce rates to meet non-rail competition 3rd Choice
Reduce rates to improve marketing area of

this facility

9. Publish multicar volume rates

O ~NOGOWUNSWN -

10. Reduce loss and damage
11. Other (Specify)

20b.

20c.

20d.

20e.

If you selected greater availability of equipment as one of
your choices, please indicate the type of equipment desired
by writing the appropriate number in the box on the right.

1 = 50 plain box 5 = Mechanical refrigerator
2 = DF or special equipped box 6 = Tank
3 = Covered hopper 7 = Other (Specify)

4 = Gondola or open-top hopper

If you selected better quality equipment as one of your choices,
please indicate the most important area of desired improvement
by writing the appropriate number in the box on the right.

1 = Interior lining 3 = Other (Specify)
2 = Cleanliness

If you selected increased frequency of local switching as a
choice in 20a, please indicate the type of improvement(s)
desired by placing the appropriate number in the box on the
right.

1 = Additional switches per.day

2 = More days of service

3 = Additional switches per day and more days of service
4 = Other (Specify)

5 = Additional switches per day, more days of service, and the
following other improvement (Specify).

If you desire additional switches per day and/or more days of
service, please indicate in the appropriate blanks the following:

Present switches per day __ _
Desired total switches per day
Present days of service
Desired days of service




20f.

If you selected TOFC/COFC ramp facilities in 20a, please
indicate below, in order of preference, the desired rail-
road(s), ramp location(s), and type(s) of service.

PREFERRED
RAILROAD RAMP LOCATION TOFC,COFC, or BOTH
a.
b.
c.
d.
e.
f.
20g. If all improvements which you selected in 20a were made, by
what percent would you likely increase rail tonnage in 1976
over the present level? (Place the number of the appropriate
response in the box at the right).
Received Tonnage
1 = None 5 =21 - 30%
2 =1 - 5% 6 = 31 - 50%
3 =6 - 102 7 = 51Z or more
4 =11 - 20%
Shipped Tonnage
1 = None 5= 21 - 302
2=1]1 - 52 6 = 31 - 502
3=56-102 7 = 51 or more
4 =11 - 20%
2la. Do you or your parent company presently own rail equipment.
(rail cars, TOFC trailers, COFC containers). (Check YES
or NO) Describe:
21b. If your answer to 2la is "NO", what is your feeling with
regard to the purchase of such equipment by your company?
(Place the number of the appropriate response in the block
on the right).
1 = Definitely interested 3 = Willing to consider but
2 = Willing to consider doubtful
4 = Definitely not interested
22. If improved service could be provided by paying increased
rates, would you be interested?
1 = Definitely interested 3 = Willing to consider but
2 = Willing to consider doubtful
4 = Definitely not interested
23. What is the possibility of your company providing a cash

subsidy to the railroad in order to prevent abandonment of
the branch line over which you receive or ship?

1 = Definitely interested 3 = Willing to consider but

2 = Willing to comsider doubtful
4 = Definitely not interested

Additional comments

e

NO




ADDITIONAL COMMENTS

Please offer below any additional comments concerning your
past, present, and projected use of rail service. Your views
on rail transportation matters are greatly appreciated.

THANK YOU FOR YOUR COOPERATION

Please return completed questionnaire to: NJDOT; 1035 Parkway Avenue
Trenton, N.J. 08625
(A postage-paid pre-addressed reply envelope is enclosed for
your convenience.)
To allow proper time for analysis of the data and views which you
offer, please complete and return the questionnaire within two weeks
of receipt.
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NEW JERSEY RAIL PROPERTIES :

TRANSFERS TO CONRAIL

LINE DK FZOM STATION
TRANSFEROR: 0NITED 3. J.

1149 JABNILD FALR

TTYYIE TUTRILFERD G O

1128 FATLLIPSEUFG
1128 EELVIDERE®
‘Y125 CANDEN

1128 DELAIR

1125 EDCEWATER PK
1128 BCRDENTCEN RO
1126 1BENTCE

1166 FLORFNCE

1167 ECRDENTCHE B2
1168 FLCRENCE

1420 JERSEY ClTY
1421 §A-5

1422 -5

1422 GEEENVILLE “EAY®
123 oNION

1425 SC AMBCY JCT
1426 PICUAY

1426 JARESEORG
1428 BEN BFONSWICK
1429 BCABOUTR JCT
1431 BARRISCN

1432 HODSCWN

1833 METOCEEZN

1638 BEADCHS YD
1438 BEADCUS YD
1837 JAPESEDGG
1238 BARRTSCH

1439 BONTES

1040 JZRSEY CITY
1831 JERSEY CITY
1455 FILRAN

1656 TRENTCH

1457 EELDEL BB,
1459 “Ccge

1466 ECYBNZG

TO STATION
& CaKAI CO.

1RZMTCE BE
T

PELVIDRER
BELVIDESE
DELAIR
$DGECATER ER
BOPDINTCKN EO
YINDSOF
BCEDENTCVE
CLIVE SIFERE
FETTY ISLABL
PLORENCE
RAPRISCS
KEARKY
GREENVIILE "PAY®
GRREMVIILE YD
PERTR APECY
JAMESA0EG J6
JANESEUEG
JARESBOEG J6
RIDDLEEUSH
A1GHVAY 26
BARRISCIPRISIA
BARRISC)
BONBANTCUN
PED SBIE 1D
IIRCCLE RBY
BIGATSTCRN
SUSSEX $1

5D

JERSEY CITY
CECXTOP 1T,
CCAL POFT YL,
COAL ECET 1P,
BURDENTCEY IR,
BARTIFS CEEER
BEEL

neL w2

0.3 1.8

- !ic‘. 55.’

50.7 68.3
68,3 65.)
C. 5.0
16.0

1 26.7
2 7.9

a
.

-
OO ad ENN—dOR OO ad et dNWANWUNOREN=NO

.
MWD @ a OWUAYT OO UNBOIONOADANEOROVD

-
VOO0 O0O00OWOOO0OONOODODUMOODREOOLO000CONRIL

~

N R R

[-R-N-a-R-N-F-N-N-¥- NN -PTE-R-NR-R-N-RVN-NNE-R-N-R-R-R-R-E R-X-X -
EEREEEEEREREER

PR
e

‘
[

TRANSFEROR : PENN CENTRAL TEAN.S'POQTATIQM co.

1812 GPEHANKEN
112 ECECKEN

1813 WEEHAWKEW
113 LITILE FESEY
1413 roncar

TRANSFEROR: FEBRNDEL CO.
1427 HCWELL
TRANSFEROR: FENNDIL CO.

1127 SHCRE

1127 JERSEY

1162 FAVCHIA

1165 eT. BCLLY

1169 BINSCE, B. J .
1172 RINSCH BOFD EB

HCBOKEN ~

CP WALLC
LITTLE FESBY
CUMCNT

BJ/BY ST LISE

JA8ESEDIG

1
JERSEY
BADCCHEFIEID
FEMEEST(S
LUNEBERT(® ED
TED

TRRRSB CC B§

FRANSFEROR: NEY ICBK & LONG BRANCR R. R.

0222 WARITAN RYE NO
0222 souTa ABEOY
0222 LCNG EBABCH
013 S CBANPORT

TRANSFEROR: FENNSYLYANTA BSADING SEZASHCEE 113ES

9902 BCLSCH ST
9902 CABDER BECWY
9903 SINSLOW

9903 TUCKAACE
9908 CAPE BAY
9906 1GCKAHCE

40 E GLOUCESTER

9916 €LASSBOFO
9918 PEESLEYS POINT

SCOTE ARECY
1CNG BRINCH
ASBUEY KABK
MONMOUTH PARK

CAEDEN EFCRY
wlKsiow
TUCKAHOE

CAPE #2Y

CAPE BAY ECINT
EALZFNO

ALEMDORA

" GLASSBCEC

BERSLEYS FCINT

TRANSFEROR: RARITIAN RIVER BAILECAD

0225 SOUTHE BIVER
0225 SAYREVILLE JCY
0225 SO0TH ANBCY

YRIGHTS
SAYREVIILY
WEW BROSSHICK

TRANSFEROR: PENNSILVABIA € ATIABTIC BAILECAD

1168 FENBEBICY

12018

0.0 3.0
3.0 8.7
0.0 5.9
5.9 12.9
2.9 18.8

s e e e w
OO woWwo
~N
Qu-eown
ORI

W WS - W

0.0 2.7
2.7 22.%
2z.5
0.0 o7
1.0 .
.5 26.1
26.1 S53.1
$3.1 80.0
0.0 2.0
$3.1 59.¢
349 4.5
16.3 19.3
0.0 2.0
0.0 1.0
0.0 2.0
0.0 2.3
.8 27,8

A.l12

BUMMCH RAME

BELVIDRREZ BR

INTRRECTS

LIBE 20 CRC

FELVITERE £3
BELVIDERR BB
BELVIDZRE PR
BCRDESTCVN ER
BORDENTOVR SEC
EORDENTCUN SIC
ROBBINSVILLE SEC
BOBDERTONR BB
PLCRERCE ERANCE
PETTY ISLAND BR
TORNEIKE EB
NARSINUS EEDUCH
PASSAIC BRAKCH
GREENVILLE BR
GREENVILLE B8R
PASOCOLBRILGCE BR
ARBOY SEC TK
JANESBORG BR
JARRSEOEG EB
ATLLSTOMZ BS
KINGEIOY BS
CENTES ST ES
HARRISCN BB
BONHARETON ER
NEADCHS TX NC. 1
AEADCES TK WO, 2
HIGHTSTO¥X SEC
ARSK E AWK CCBY
WEST NEVIRK ER,
HUDSCE ST BS
SUSQUREAREL CONE,
BILAAN BER.
ENTEBFFISE EB,
SC. 1FENTCN EN,
MABTINS CEEEK BR.
BCXBTRG DR,

PO ——— -

BIVER LINZ
-BIVER LINZ
BIVEE LINZ
RIVER L1XE
BIVER LINX

FREZECLD ESANCE

DEFRSE CO EF
DS3REB CO EF
PEBRBERICM EF
BECFCED BB
PENBSAUKEN BR.
COBE 1K ¥0 1

SYCLCEGERANCE
SYCLCBGEFANCH

s 24.0 SYELCHGARANCE
MOKMOUTW PK - TERMINAL

CLENE¥ICH EFANCA
CLEABITICY BEAKNCH
CAPE RAY EGABCH
.CAPE 81Y EBAJCH
CAPE BAY FT EBAWCE
OCEAR CITY EBAECH

GRENLOCK SEC. T

WILLIABSICHE SEC TK
BEESLEY PCIST TK

BARITAN BIVER BB
BARITAE BIVES Bk
RRRITAN RIVER RE

DIX SONNIEG 1K

1188 1€ CAC
LINE 70 CBC .
1138 TC CBC
LINE 1C CRC
LINE 2C CRC
LINE TC CRC
LIRE 70 CRC
1132 2C CRC
LIBE 10 CRC
II5E IC C3C
LINE IC CHC
LINE TC CRC
1INz TC CBC
L1SZ T0 CC
LINE TO CRC/TR 10 CINERS
1188 TC CHC
LINE 10 CRC
IINE TC CBC
LINE TO CRC
LINE 20 C¥C
LI5E TC CBC
LINE 10 CRC
1152 Y0 CBC
1I¥E TC CBC.
LIBE TC CRC
1I9E TC CEC
LINE TC CRC
LIFE 10 CBC
LINE TC CBC
LI¥Z TC CRC
LI TC CRBC
LINE TC CBC
11#E 1C CRC
L138 TC CRC
LINZ 10 CiC
1I%2 1C CEC

LIBE 70 CBC
LI¥2 TC CEC/TE TO CTHERS
LINE 1C CHC
IIEE 1C CRC
II3EZ TC CiC

1INE 10 CBC

LIXE TC CRC
LINE 10 CRC
1182 IC CEC
LINZ 10 CEC
LIFE TC CBC
LikE TC CBC

IINZ TC CBC
LiwE 1C CRC
LIBE IC CBC
LINE TO CRC

LINE 1C CBC
1182 2C CiC
1I¥E TO CRC
IIEE 2C CRC
LINE TC CRC
1132 10 CRC

LINE TO CRe

1I8® TC C3BC
LINE 10 CBC

1IE TC CRC
LINg 10 CRC
1152 1C CEC

LI 2C CRC



INTEBESTS DESIGNATED TO COMBAIL ~ CONT'®

LINE CODE FFCS STATICH 10 STAIICH (]3]
TRANSFEROR: WEST JEPMSEY.§ SEASHCRE FAILBOMI
9901 LOCASICH NINSLOW 13.6
9901 SINSLCY ATLANTIC CITY 27.2
9901 ATLANTIC CITY END OF TRACK 58,0
9907 PLEASANTVILLE J RAIY LIKE 56.9
95C8 JCI/FLEASANIVILLE WRIGHT IVE 0.9
9908 WFIGET AVE LINWOOD C.4
999 EAVCHNIA CANCEN EECNE 0.7
99¢€9 CANCER "PEONUN® BCCDBRUFY 2.5
99C9 VOOLBURY . GLASSBOFC 10.5
§909 GLASSBOKQ VINELANL 18.0
9909 VINELARE VINELANE . 31,8
9929 VINELAND S. VINFLAWD 38.0
959 €. VIBELAND BILIVILIE 38,1
99¢9 BIJLVILLE MANURDSARIN 39.8
9912 VCCIECKY W END PENNS GF CEL.AY 8.8
9913 EEN. GV WALK.AV DEPF WATEE 29.8
9918 WCOLEURY SALER 8.8
9915 GLASSBCEC ERIDGETCH JCT. 17.8
4918 ERIDGEICH JCT.. BRIDCETCH 36.0
9917 JCT/NANDHUSEIN LEESBOKG 46.8
$$19 EATLSBCBO SHELLS1LING €.J
9920 EAOLSEOFO EAULSECEC 0.0
TRANSFEROR: LELAWAKE & BOUND BEOOK RAILEOAD
0326 ") Lile WesT TRENTON 34
0326 &25T TRERTON YEST TEERTC) . 32,0
€326 VEST 1FEMICH BELLE NIAL 32.5
0326 EZILLE MEADE RESTCR T 50,1
0326 ESTCHN BCUND BFGOR JCT 56.3
SYSTER: LEGIGE VALLEY B. R,
TRANSFEROR: LEBIGM VALLEY B, R,
0501 JERSRY CITY CONSTAPIT JC1 1.6
0501 CCWSIABLE JCT GBEEKVIIIE "EAY® 5.8
0501 CREEFVILLE ®BAT® NEWAEE INT €.5
05022 NENARK INT ALDENE 11.8
(11713 ALDEBE BCOND EECCE 16.9
05022 BOUNE BECCK MANVILLE 33.1
05022 BANVILIE FLERINGICN JB 36.8
05920 FLEAINGTCE JCT EASTCH 16T 51,0
05020 7 CIARK 7T T 7T GaWDEW S FeY T T 79.a
0502¢ FARITAN JC1 SILVER IK AVE 19.8
_ 05020 RUSCCHNEICCRGICT FLCCD GITE EB 69.9
TTOS0¥Y  BITICEAT JCT T VAT DOCRS BE™ — T 1,6
0509 JERSEY CITY PRR EBR JCT 1.7
csce FER JCT CCNSTARIEZ JCT 2.0
0509 CCMSTABLE JCT BAYONNE .2
[114] ¥AT DCCKS BR EAYCEME CNJ 7.8
0510 FERTR AREOY SO PLAIWFIZLD AT 4 -
0511 BILLSIDE IEVINGTCR 12.7
0512 LANDSDCHN CLINTCR 576 e
555‘7 T FLEWINGDN Jot FleMinaron 0.8
osY. JEESEY 1Ty CAVEN POINT 0.0
o517 JERSBY city JERSEY crry BRANCE N | Q.0
o5 CONSTASLE JcT. CLAREMONT TEZM. 0.0
TRANSFEROR: RARITAN TERNIFAL £ TBANS. CC.
0211 BABITAN FIVER B SORTH SFCEZ 21.7

1174

27.2
58.0
59.0
62.2

0.8

3.8

2.8
19.¢
18.0
3.2
35.C
38.1
3.8
8.1
3C.1

2.4
37.2
36.0
38.¢
51.%

0.5

32.0
32
50,1
56.3
SC.Q

- 73,0

NSO
PRl
PPRT Y XNR-¥-Y

s N
\al
N

op ol
e

23.2

ERANCE RARE

BAIN LINE

BAL® LINE

ATL CITY? INT TR
PLEZASANIVL SIC TK
LINNOCOD SBEC TK
LINNCCD SEC TK
AILLVILLE SEC TK
SILLVILLE SEC TK
BIILVILLE SEC TK
AILLYILLE SEC IK
NILLYILLE £2C IK
SILLVILLE SEC 7K
RO, 1 PEG IK
BANDADSKIN SREC 7K
PENNS GECVE ER
DEEP WATER PY1 SEC
SALEB SEC 1%
BRIDCETCY SEC TK
BPIDEEICH SEC IK
LEESEURG SIC TK
SHELI SIDING
PAOLSBORO EFANCH

yotK SE
YORX ES
1CFK EB
YORK EB
YORK £R

MEW
KEW
NEW

[ 34}
BER

LVRR
LVRR
LVAR
1LvRke
LVER
1YRR

LINE
LINF
LINE
1102
LINE
LINE
BAIN LINE LYER
BAIR LINE LVBR
BLCODGOCDS ERANCE
BARITAN ERARCH
ROSCORETCC NG BR
¥J JCTI BAANCE

NAT DCCKS B8R

NAT DOCKS BR

NAT DOCKS &R
EBANCE ¥O 6

PERTR AMBCT Ek

NAIN
MAIN
MAIN
BA1D
arin
BAIN

6.5 IRVINGTCH BF

CLINTCY EBANCE
FLEMINGTON BR.
CAVEN PT, BR.

CLAZEMONT TERNM. BR,

BARITAN WCHTE SHORE

ISTESESTS

LI
| 99 1
1198
LINR
LI
LINE
LIne
112
L1sE
1I5p
11
LIa2
1122
Lise
LIne
1152
11BE
LIine
1IN
TIRE
Line
112

Line
LINB
LINE
LIz
LIsg

112
LIne
1152
LINE
Iz
LINE
LINE
LIKE
1152
LIsE
LT8R
LIs2
L1sz
L
1152
LIsE
LINE
L1vE
1152
LiNE

10 CRC
1C CC
Ic Cac
1C CBC
TC CRC
1C CIC
10 CxC
TC CIC
1C CxC
1C C8C
TC CRC
10 C1C
TC CKC
T0 CRC
10 CRC
1C CaC
1C CBC
1¢ CxC
TC CBC
1C CC
1C CeC
TC CiC

To CRC /TR TO 07

TC CEC/TE
TO0 CRT/1B
TG CEC/TE
T0 CBC/TB

TC CiRC
10 CRC/TR
TC CBC
10 CRC
1C C5C
TC CRC/TS
10 CRC/TR
TC CBC/1TH
TC CBC
1C CBC
10 CRC

fC Cac/TH

1¢ cuc
TC CRC/TR
T¢C C3C
10 CRC
C CRC
1C C3C
1¢_CIC
T crve

LINE TO <Rc
LING TO CRC
LINE ™ cee.

LI®E 3C C3C

Lparex 3
TO OTHERS
10 OTIHERS
TO CTHERS
TO OTEERS

10 OTHERS

TO CTBERS
10 CTHERS
T0 CTHEERS

%o CTalRs

T0 CTRERS



INTERESTS DESIENATED TO CONRAIL - CONT'D

LINE CODE  FROM STATION To STATION MPt  Mr2  BrAsed NAWE INTERESTS
SYSTEA: CENTFAL F, §F, CC, OF NEW JESSEY
TRANSFEROR: CENTEAL B, B. CC, CF REW JPESPY®® d
€201 JERSEY CITY BY INTRZELCCEING LINE CxJ LINZ 10 CRC
0201 EY INTEEICCKING EATCHNE 3387 LINE CNI 119F TC CEC
0201 BAYCNNE 33S1 BAYCNNE ‘By? LIRE CNJ 1I¥2 2C CRC
€201 ELIZAERTHET PH BARITAK LINE CBJ LIBR TC CRC/TS 10 CTRIAS
6201 . BARITAN E1GA BRILCE LINE CEJ 1182 TC C3C/T5 TO CTHERS
€201 E1CE 23ILGY AIGH BRICCE 1I¥E CBJ 1I¥E 1C CRC/TB TO CTHERS
LETY] ETRR RRTRER HABETCH LINE CNJ LISE TC CPC/TR 10 CTHERS
0201 BANETCN PRiLLIriouse dibalil B! TYRR T CRC/TH TO CTHERS
0201 PHILITESBURG PRILLIFSEQRG LIRE C¥J LIFE 10 CRC/Tk IO CrdEux>
€202 CORBUNIFAR SEST SILE AVE SIDEZ EBANCH 1I¥E TC CRC
0203 ERILLS JCT REWARX 5.5 7.3 NEWABK & MEW YORK PR LIAEZ T0 CRC
Q204 CKTAFNY EFILLS JCT | . 4.0 5.5 BEVAPX § WEN YORK PR LINE 10 CRC
ows  eews Jt OA ISLAND JScT 0.0 1.7 NewARY § ELiz. BR. LINE T8 CRrc -
0205 CAW \SLAND JCT ELIZABETHPORT .7 s VEWARK{ eLx. BE. LINE YO Ce/ TR TO OTHERS
0206 ICSTEFS LANE -FLEAINGICE 13.7 18.7 SOUTH ERANCE 11¥¢ 1C CRC
€207 BCPATCCNG JCT _WEAFTCY _ 23,8 25.1 HIGH BRIDGE BR & __1I¥Z 1¢ CRBC
0207  RBCKAWAY QENERA. FOAM 21.6 3.6 WIGH BRIDGE BR. _LINE Te CRC
208 1AKE JCT BCFRLIS CTY JCT " 0.6 6.9 LAXE HCPATCONG BR 1168 TIC CRC
0211 ELIZABETHECET #OOTBRIIGE JC1 9.5 20.0 PERTE ASECY ER LIBE IC CRC
¢z BOOCBRIDGE JCT BARITAN FVE BC 20,0 21.7 PERTE AABCY PR LIPR 2C CAC
0212 ILIZABETE RIVER WARKERS 0.0 3.5 SOJNT SHORE fRABCH LINE 10 CRC
i1} BAHWAY PETECLEDE g.0 1.S CARTARET B LINE 1C CBC
0z 18 SILLIAZSECLARR CRRCHE 1.3 2.7 RETOFNATOBY SR LISE 10 CRC
015 FED EABK 1AKERORST 38.1 66.C SOUTEERN M/L 1188 IC CBC
0215 LAKEHUBST CHEAISH#CEIR 66.0 84,) SOUTEESY E/1 L13E IC CRC
0215 S$INSLCY JCT VINELANI 104,.2 120,1 SOOTEERY /L IIMz 1C CBC
0215 VINELANCD WORMA 120.1 123.9 SCOTERSN B/L II5Z IC CRC
0215 BRIDGEICH JCT BRIDCGEICY JCT 13€.5 130.8 SOUTEIR E/1 1I9E 1C CBC
831 E3IDGETCKR JCT BEILGETCH 139, ___SoUTHERN R/L . _ . LINE 10 CRC
@ §A1CC LYY TV . . SEAShORE EBMECH 1Ivz 70 CeC
0218 EASTLCEGREANCH EFABCHECEY 0.0 1.2 INDUSIRIAL EBANCH 1INE IC CRC
619 LAKEHD5S1 TAKZHOEST 39.8 80.0 TR6® BRANCE LISE 1C CBC
0:19 TAKEHUEST TCHMS RIVER 46.0 47.% TREB EBANCH 1I%E TQ CRC
0220 BRIDGETCH JCT CREB¥IXLC 9.0 3.8 DEZRPIELD BBANCE IIME TC C5C
_ 01 EBIDCETCN JCT BAURICEICUN 0.0 18.1 CURBESLANC &_SAORICE 113E TC CIC ~
0120 WEST SIpE BR. GRAND AUVE. ‘o0 0.7 LINe T ceC
o7 BAYOUNE BN 0.0 o8 LINE YO Cec
o BAyouniE TEXACO 0.0 o.6 LINg TO CR¢
0224 E'pogr SECONP %T, 0.0 2.1 LINg TO Cre
0230 SPRING NEW POINT 0.0 0.% LINE © CRC
o231 BRrooyk QUARRY 00 2.0 LN To cec
0132 BRLIS LISTER. NE, 0.6 .1 LINE TO Ccee
0133 LecKWooD PsEfe 06 a9 LINE TO CRC
0234 BAYWAY WOOoD AVE. 0.0 L7 LiNE TO cRC
0135  BAYWAY FRONT ST. 0.0 o8 LING T cR¢C
02%  TeBMLEY QRASSELLL 00 1o LINE TO ORC
0137 RAHWAY 'a ! 0.0 19 LE To cec
0238 T 4 PHILA. QUARTZ 0.0 2.8 LINE To CRC
oalq CARTERET END 00 od LINE TO CQC
0240 NORTU AVE, ALLIES 0.0 0.4 LINE TO CQC
024y E'vorT NORTH AVE. 0.0 1.4 LIN® Yo cec
0242,  PBAYoNmue INGHAM AVE, 0.0 0.9 LINE To CzC
0243 JERSEY cITY BURMA RY. o.0 [ PN LiNg T© ORC
0244 BRIWS AVE. P 0.0 oS LINE TO crC
O2HS  PERTH AMBOY WHEELING 0.0 LY LIKE To CRc
024, RAND PHILLIPSRURS, 0.0 o7 LINE To CRC
0247 FINCERNE MANVILLE. 60 038 LINE To CrC
0248 PoinNt OF ROCKS CARTEQET AWE, 0.0 03 LINE To CRc
oazdg BaLs DOREMUS AVE. 0.0 07 LINE TO cRC
aaso NwK e NY. BE, BAY sHore 0.0 02 LiINE O cRce
025} BAY sHORE. AVE. P 0.0 o3 LINE To CRC
0252  QLIPDEN END 0.0 aN LINE TO cRC
0253  BRANCWPORT FT. MONMouUTH 00 2zZo LING TO CRC
€299 CCRAUNIEAT AVE TJEESEY 2vE WABL 0.0 0.7 JERSEY AVE ERANCH 1182 TC CRC
TRANSFEROR: LCOVER & FOCKAWAY FAILPOAD
0207 . §HARICH . BCCRANDY 25,1 mEm 3! arce meinGE PR I 1IN 10 CRC _
TRANSFEROR: WHARTCE & WNCETHEBS FAILECIT
€209 FICATINNY BCEBIS CTT JC? 1.1 18,€ FHARTCHEBCRIBERN LIBE 20 CRC
TRANSFEROR: BT, BCFEZ NIBETAL FAILFOAL
0210 WHARTICR BCURT RCPE 0.0 3.6 BT ACPE HNIN BB 11¥% 10 CIC
TRANSFEROR: EAYSECRE CONRECTING RAILEAY
1899 CAK ISLAWED KEARNY 0.0 2.7 B2Y SECRE CCOME RE 11N% TC CRC

A.l4



LI code

I5CH STATICH

INIERESTS DESIGWATED TO CONRAIL - CONT'D

10 STATICY

SISTEA: LEBIGER § HULSCN RIVEIS B, ¥,

TRANSFEROR?

0101 EAYBECOK N

0101 KY/0J ST LINE

[+11-} % EASTON

Ol1O0%v PHILLIPSBURG
FRANKLIN

0105

LPBIGB & HUDSCE FIVER B, §.

Ni/BJ ST LISE
BELVIDESE
PHILLIPSBURG
PrILLIPSRURSG

OGVENSBURG

SYSTER: BBIR-LACEKANANEA RAIIGAY

TRANSFEROR:
6101 6L

6101 GREAT NCICH

6101 BCONT;.ID VIER
61C1 CovER

6102 EERGEN JCT

___6102 _ mIDGE¥COL JCI.

(343 WES? EaD~ -
€151 FATEBSCR JCT
6151 1

€152 ¥J & _¥Y JCt

bis2 N. HACKENSACY,
e SUSSEX BR. MCT.
6192 PORT Morrts
€801 WEST END
- 6801 NERAER

6801 soRaItT

6801 CENVILLE

6841 SURAIT

6842

-FCSEVILLE AVE

ERIB-LIACEKAVABED RAILEAY

GREAT NCICH
AOONTAIN VIEW
DENYILLE
ECRT ACIFIS
RIDGENGCE JCT
_SoPEEEN
PATERSOS J€1.
16
BIDGENCCE JCT.
_N BACKEFSACH
NANVET et
NETCONG
sussex BR JCT,

BEZWARK~
CHEasGE
DASVILLY
CCYER
BILLIRGICH
BONTCLAID

PrFY

0.0

23,9
0.0
0.0
0.0

BEF2

16.€
21,4
34.0
0.7
19,8
30.5

IR EN

16,9
20.2
16.0
28.2
48.2
474
50
11.¢C
36,8
38.5
30.C
13.4

Notes for Erie Lackawanna Branch Names

ERASCE NiRE

Le6R
Lem

Ling

WUDSON YARD
OGDENSBURG BR .

BOONICH LINE (NOTE 1)
BOOEI0N LINE (NOTE 1)
BCCHNTCH LIBE

@AIN LINE (FORBER DLEW)
BERGEN COCNIY (NOTE 2)
_EAINLINE (FCZI 1ATD
BAIN LINE (NCTE 3J)

HAIR LINE (NCTE 3)

BAIN LINWE (FORBER ERIE)
NIERY ERABCE

NIINY BRANCH
SUSSEX BRANCH
WASHINGTON LINE
AurKi>iuan Liws
BOTRIZTCEE LINE
MOBRISTONA LINE
MORZISTOWN LINE
GLADSTONE ERANCE
lO?TClA!B EEANCE

Nste;lc; Rhfl— i.iﬁ_és Tables

IDIERRSTS

LI¥E IC CRC
1133 TIC CBC
LINE TO ceC
LINE TO CRc
LINE TO CRC

LINE 10 CRC/TR TO OTHEAS
IIFE IC CBC/TR TO CTEESS
LIN® 10 CRC/TR 10 CTHERS
L1182 ?C CEC/TF 70 OTBIRS
IIME IC CRC/TH TG CTEERS
LIv¥E %0 CRC/IE T0 CINXAES

"LI¥E TO CRC/TR TO OTAZAS

LINE TO CRC/T® TO CTHERS
LINZ 7O CEC/TR 10 CTNERS
L1NE 10 CRC/TR TO CTBERS
LINE TO €R¢/Tr To OTHERS
LINE TOCRC/TZ TO OTHERS

LINE. TO cec/TR To oTHERS

ramu v vang mm
1182 TC CRC/TS
LINE TC CRC/TR
LIRE 70 CRC/TE
LIBE TC CEC/TS
LIPE 10 CRC/TR 10 CTHERS

1. Formerly designated as Greenwood Lake Branch of former Erie RR; still carried by this
name in EL track charts and valuation records.
2. Bergen Junction to Rutherford Junction was formerly the Erie Railroad Main Line and
still carries this name in EL track charts and valuation records.
3. Formerly designated as Boonton Line of former DL&W; still carried by this name in EL
track charts and valuation records.
4. Formerly designated as Newark Branch of former Erie RR; still carried by this name in
EL track charts and valuation records.
5. West End to Bergen Junction designated in operating timetable as Bergen County Line.

"77. Hoboken to West End

was origin

ally a porticn of what historically was designated as the

former DL&W Boonton Line; track charts and valuation records still carry this designa-

tion.

i aw



LINE CONE

PROJECT: UsR )

EpOR STATION

INTEP¥STS OFSIGHATED TO THE CrESSIE

TC STAYION

SYSTFM: PENN CONTOAL TRENSPCRTATICN CO.

TRANSFEROR?

1622

TRANSFEROR:

1412

SYSTEM: LEHIGH
TRANSFEROR:

2501
9509
2539

SYSTEM: SRI=-L

TRANSFEROR?

one
9326
0326
1326
2326
0343
3348
0348
0348

TRANSFEROR:

0336

TRANSFEROR.: TRENTON —PRINCETON

0399

UNITEC Ao J. P. R. € JaNAL CO.

GFEENVILLF “RAY®

GROENVILLE YO

PENN CENTRZL THANSPNR TATICN CO.

HO3OK EN

VALLZ"Y P, R,

LEHIGH VALLEY R, P,

CONSTARLF JCY
NATIONAL JCT
PRR JCT

ACKAMANND RETLWAY

TRANSFEROR: SRIE~LACKARANMA RETLWAY
6101 GL
6121 GFFAT NDTCH
6101 MCUNTAIK VIFW
6101 DOVER
6101 pnot mMger 1S
6101 NJ/F& ST LINF
6132 BEFGEN JCT
6102 F1DGIWOOL JCT.
5151 WEST END
6151 PATERSON JCT
6151 xw
— 6152 NJ & Ny JeY
6152 — N HACXERSATK
6163 Jipscy crY
6160 CROXTCN
R _Gt6l  CROXTON
i 6166 ng JoT
6157 RYTHEPEORPE JCT
6168 PASSAIC
6169 K INGSL ANC JCT
6170 ENREST HILL
61712 MOUNTAIN VIFw
6172 PCMETAN JCT
— .. 6173  LITTLE Fbgag
BI9T TYSETEX “BR"ICt
6192 PORT MCRRIS
6192 SUSSEX PR JCT
6192 WASHIGTCN
6192 PHILLIPSPLRG
6193 CHESTER JCT
6194 WASHINGTCN
0242 DELAWARE
SYSTEM: READING COMPANY

te watho

GPEENVILLE "BAY®
NAT DCCKS e
CCONSTABLE JCT

GFFAT NOTCH
MCUNTAIN VIEW
DFAVILLE

PCRT WORRIS
NJsPa st oLING
SLATEFQRD 4CT
RIDGEWOON JCT
SUFFERN
PATIRSON JCT.
Xn

P IDGEWNND J. T,
A _HBCKENSACK
ﬁTKGFT'J%?E
BERGER JCT (HL)
WEFHAWKEN

L T

CARLTCN HILL
Xw

HELPRT SN
RLCCMFIELL
PCMETEN JCT
PCHMPTCN JCT
FCUNTAIN VIEW
NETENNG -~ )
SLSSEX BR JCT
WA SHI NG TON
PHILLIPS BURG
SRILLIPS BURG
SUCCASUNNA
WASHINGTCN
SLATEFORD JCT.

CELAWRREF € RCUNC BRODK RA TLR0AD

PA/NJ LINE
WEST TRENTON
WEST TRENTON
81 LE MFACE
wESTON

W TerNTCN

n TRENTON
TRENTON
TREXTON

PORT REACING P. P,

wESTIN

JCT/E. TRENTON

WEST TRENTON
WEST TRENTON
BELLE MEAD
WESTCA

BOUNO 3ROTK JCT
W TRENTON
TRENTCN
TRENTON

EAST TRENTON

PCRT READING

TRACTION CO.
LAWRENCEVILLE

ale

MF1

3.¢

N -
00

ron-avip OO no

-
O ® b!? o220y

3.4

32.0
32,5
s0.1
56.3
32.¢
32.8
36.2
35.6

*»2

wNn o
TR
NOw

1¢.8

CPANCH NAME

CRERNVIIIR Am

BIVRE LINR

BAIN LINE IVER
MJ-JCT BRANCH
WAT LCCOS EF

BCINTIN LINE (NOTF 1)

B 21.8 CONTON LINT (NOTE 1)

24.0
45.7
73.2
714.3

19.4

34

BCCNTON LINF

MEIN LINE (FORMER DLEW)
#AIN LINE (FORMEF CLEW)
MAIN LINE (FORMER DLEW)
BFFGEN COUNTY (NQTE 2)

MAIN LINE (FORMER ERIE)

MATNTLINE (NDTE 3)

MATN LINET (FIRMER ERIF)
NJENY BRANCH

MJENY BRANCH

MAIN LINE (FOOPMEP ERIE)
WESHLAKCN BRANCH
MORTHFAN RRANCH
NEWIRK BRANTH
CAFLTIN HILL
PASSAIC BPANCH
HAPRISON BRANCH
PEANGE BRANCH
GFELENWONC LAKE SPUR
GOnTNMIO0 LAKE SOUR
TOTAWA 3PUR _
SLSS=X pRaNCH
WASHINGTON LINE
WASHINGTGN LINE
PHILLIPSBUSG BR
PHILLIPSBURG BR
CHESTZR BRANCH
oLn #NAD

OLD 20AD

NEW YORK BR
AEW YORK BR
NEW YORK BP
NEfw YORK BP
NEW YIRK BR
TRENTON BRANCH
TRENTON BRANCM
TOCNTON BRANCH

E. TRENTON IND, TK.

PCPT REACING 9R

TREMTON/PRIMNCETON TRAL.

T TTR to CHESSHE

INTEREST

TR YO CHESSIE

TR TO CHESSIE

TR TO CHESSIF
TR TO CHESSIE
TR TO CHESSTE

TR Tg CHESSIE
TR TO CHESSIE
TR TC CFESSIE
TR 70 CHESSIE
LINE TO CHESSIE
LINE TC CHESSIE
TR Tn CHESSIE
T TO CHESSIE

TR TO CHESSIE
TR 19 CHESSIE
TR TQ CHESSIE
TP TC CHESSIE

NOTE SLINE TO CHESSIE

LI{N= TG CHESSIE
TINE TO CHESSIE
LINE TO CHESSIE
LINS TO CHFSSIF
LINZ TN CHESSIF
LINF TO CHFSSIE
LINE TO CHESSIE
LINE T CHESSIE
LINE TD CHESSIF
LINE_Tn CHESSIE
TR TC CHESSTE
Tk TD CHESSIE
LINE T CrFRSSIE
LINE TN CHESSIE
LINF 10 CHESSIE
LINZ T3 CHPSSIE
UINE 10 CHESSIF
LINE TO CHISSIE

TR YO CHesS\@

TR TN CHESSIE

TR TO CHESS 'E

TR TO CHESSIE

TR TO CHESSI®
LINE TO CHESSIFE
LINF TO CHESSIE
LINE TO CHESSIE
LINE TO CHESSIE

LINE TO CH./Te TQ C#C

LINE TO CHESS(E



LINE CODE  FROM STATION

INTERESTS

TO STATIONM

SYSTEM: CENT®AL &, P, CC. OF NEW JFRSEY

TRANSFEROR: CENTRAL M. R, CC. NF ATW JEPSEY®

0231
1231
0201
2291
0201
0291
0205

ELIZABRTHPY Fu
oaR1TEN

MIGH ®RICCF
HIGH BRICGF
HAMPTON
eHILLIPSByEG
OAY ISLAND JCT.

SYSTSM: LERINH VALLEY R, R,

TRANSFEROR :

0501
oo
0son
Q5024
0sJ2a
05024
€5924

LEHIGH VALLEY P. R,

GREENVILLE “EAY"®
WERARK INT
ALDENZ

BOUND BFCCK
MAHVILLE
FLEMINGTCN JCT
FASTAN IRT

RAFITAN

HIGH RRIDGF

HIGH MO IDEE
HAPPTCN

PHILL IPSAURG
FHILLIPS BURG
ELIZABETHPORT JCT.

NZWARK 181
ALDENE

BCOND BECOK
MANV ILLE
ELFMINGTON JN
CASTON INT
BETHLEHEM [NT

TRANSFEROR: BFNAA. TUNNFL € TFRNINAL R R, €N,

R ) e
1401

'NYINS ST LENF

HUDSCN

HLC SON
ouCK

" TRANSFERUR: UNITED Ne Jo F. R, & CENAL CC.

1401
1431
1401
1401
1401

00CK

NEWARK

CCUNTY

TRENTON “FAIE"
TRENTON

NEWARK

COUNTY

TPENTON “FALR™
TFFNTCN

NJ/PA STATE LINE

VESIANATED TO THE CHRESSIE ~ CoNT /D

Mp !

8.9
25,8
2.2
S2.7
56.6
1.2

2

-
T e
-n

16.9
33.1
36.4
51.0
17.0

MP2Z

35.8
52,2
52.7
56.6
1.2
2.1

5S

1.8
16.9
331
3¢, 4
1.0
11.9
88.6

RBRANCH NAME

MATIN LINE CNJ
SAIN LINT CANJ
MAIN LINF CNJ
MAIN LINE CNJ
¥aln LINE CNJ
MAIN LINF CWJ

NEWARK 3, ELiz- Be,

BAIN LIRE L1VES
AAIN LINE 1VRR
KAIN LINE LVYER
MATH LING LVRR
¥EIN LINE LVPR
MAIN LINE.LVRE
“AIN LINF LVRF

INTERESTS DESIGNATED TN CCNRAIL FOR A~TRAK

waIN
vatn

MAIN
MAIN
MAIN
WAL
PALIN

L INE
LINE
LINE
LINE
LINE

INTERESTS

™"
AL
Te
™
T®
™

TR
TR
TP
T
TR
TR
™=

\p]
To
TOo
TC
T0
Te
™

LINE
LINE
LINE
LINE
LIRE

CHESSTE
ChESSTE
CHESSIE
CHESSIE
CHESS TE
CHESSI®
TR To NESSI€

CHESSTE
CHESSIE
CHESS 1€
ChESSIE
CHESSTE
CHESSTE
CHESSTE

£ To
NETO.

10
10
TQ
T0
T0

AMTRAK
ANTP AK

AMTRAK
AM TRAK
AMTRAK
AMTRAK
AMTRAK



RAIL SERVICES OF RAILROADS NOT IN REORGANIZATION WHICH ARE

CONTINUING IN OPERATION

- FROM - TO " BRANCH

Black River & Western Corp.

Lambertville Flemington Main Line

Morristown & Erie Railroad

Morristown Essex Fells Main Line

New York Susquehanna & Western Railroad Co.

Croxton Butler Main Line

Little Ferry Jct. Edgewater Edgewater Br.
Passaic Jct. Passaic Pass. Jct.-Passaic
Hackensack Lodi Lodi Br.

Rahway Valley Railroad

Roselle Park Summit Main Line
Branch Jct. Unionbury Rahway Valley Line

Staten Island Railroad Corp. (Chessie System)

Cranford Jct. NJ/NY Line Main Line

A.18

MP Mp 2
0.0 12.0
0.0 10.5
0.0 34.7
0.0 3.0
0.0 3.1
0.0 2.4
0.0 7.1
0.0 O.7
0.0 5.5



RAIL SERVICES OF RAILROADS IN REORGANIZATION WHICH ARE NOT
INCLUDED IN THE FINAL SYSTEM PLAN

RR FROM

CNJ Hook

CNJ Somerville
CNJ Royce

CNJ Matawan

CNJ Morganville
CNJ Bradley Beach

CNJ Toms River
CNJ High Bridge
CNJ Hopatcong Jct.
CNJ Chatsworth
CNJ Norma

EL Orange

EL Millington
ELL. Bloomfield
EL Great Notch
EL Washington

PC Monmouth Jct.
PC Trenton

PC Lambertville
PC Farmingdale
PC Fort Dix

PC Mt. Holly

PC Princeton Jct.

PRSL McKee City.
PRSL Haddonfield
PRSL Palermo

Shore

Royce

Three Bridges
Morganville
Freehold

Bay Head Jct.
Pinewald
Hopatcong Jct.
Lake Jct.
Winslow Jct.
Bridgeton Jct.

Summit
Gladstone

W. Orange
Essex Fells
Phillipsburg

Rocky Hill
Lambertville
Milford
Howell
Shrewsbury Rd.
Med ford
Princeton

Pleasantville
Lucaston
Ocean City

" BRANCH

Newark Bay Bridge
South Br.

South Br.
Freehold Br.
Freehold Br.

NY & LB RR

Toms R. & Barnegat
High Bridge Br.
Lk. Hopatcong Br.
Southern Div.
Southern Div.

Morris & Essex
Gladstone Br.
Orange Br.
Caldwell Br.
Phillipsburg Br.

Kingston Br.
Bel-Del Br.
Bel-Del Br.
Freehold Sec.
Union Trans.
Medford Br.
Princeton Br.

Pleasantville Sec.
Camden-Atl. City
Ocean City Br.

MPp 1 ME 2
7.0 8.9
0.0 3.1
3.1 13.0

10.9 14.1

14.1 22.9

29.0 38.0

47.4 51.5
0.0 23.8
0.0 0.6

84.3 104.2

123.9 130.5

11.0 20.0

30.0 42.3

10.0 12.7

16.5 22.5

67.5 78.0
2.7 6.3
1.4 15.4

15.4 34.4
8.3 13.5
5.6 18.9
1.3 6.3
0.0 2.9

53.1 56.9
€.1 13.6

59.6 66.4



RAIL SERVICES NOT INCLUDED IN FINAL SYSTEM PLAN FOR WHICH
NEW JERSEY DOES NOT SEEK ASSISTANCE

RR FROM TO " BRANCH “Mp 1 - Mp 2

CNJ Hook Shore Newark Bay Bridge 7.0



. RATL
NEW

CNJ
EL
PC
PC
EL

PRSL
PRSL
EL
PC
EL
PC

CNJ

CNJ

CNJ
PC

PRSL
PC
CNJ
CNJ
CNJ
EL
CNJ

SERVICES NOT INCLUDED IN FINAL SYSTEM PLAN FOR WHICH
JERSEY SEEKS ASSISTANCE

" FROM

Bradley Beach
Bloomfield
Princeton Jct.
Farmingdale
Orange
Palermo
Haddonfield
Millington
Lambertville
Great Notch
Mt. Holly
Matawan

High Bridge
Hopatcong Jct.
Monmouth Jct.
Trenton

McKee City
Fort Dix
Somerville
Norma

Toms River
Washington
Chatsworth

IO
Bay Head Jct.
W. Orange
Princeton
Howell
Summit
Ocean City
Lucaston
Gladstone
Milford
Essex Fells
Medford
Morganville
Hopatcong Jct.
Lake Jct.
Rocky Hill
Lambertville
Pleasantville
Shrewsbury Rd.
Royce
Bridgeton Jct.
Pinewald
Phillipsburg
Winslow Jct.

" BRANCH

NY & LB RR
Orange Br.
Princeton Br.
Freehold Sec.
Morris & Essex
Ocean City Br.
Camden-Atl. City
Gladstone Br.
Bel-Del Br.
Caldwell Br.
Medford Br.
Freehold Br.

High Bridge Br.
Lk. Hopatcong Br.
Kingston Br.
Bel-Del Br.
Pleasantville Sec.
Union Trans.

South Br.
Wouthern Div.
Toms R. & Barnegat

Phillipsburg Br.
Southern Div.

" MP 1 MP 2
29.0 38.0
10.0 12.7

0.0 2.9
8.3 13.5
11.0 20.0
59.6 66.4
6.1 13.6
30.0 42.3
15.4 34.4
16.5 22.5
1.3 6.3
10.9 14.1
0.0 23.8
0.0 0.6
2.7 6.3
1.4 15.4
53.1 56.9
5.6 18.9
0.0 3.1

123.9 130.
47.4 51.5
67.5 78.0
84.3 104.2



CERTIFICATION

I, Alan Sagner, Commissioner of Transportation of the
State of New Jersey, pursuant to the authority delegated to me
by the Governor of the State of New Jersey in accordance with
Part 255.9(c) of the Federal Railroad Administration's Proce-
dures and Requirements Regarding Applications and Disbursement
(49CFR 255.9(c)), do hereby certify that the documents submitted
herewith constitute Phase II of the official State Rail Plan for
the State of New Jersey established by the State as provided in
Section 402(c) (1) of the Regional Rail Reorganizatio ct of

1973.

[Rraw

I4 Alanfsagner

Commissioner of Transportation




SrTAriz orr Niow Jizesey
OrrickE or T GOVERNOR

TRENTON

‘BRENDAN T. BYRNE

GOvERNOR
>
Y
%
. May 12, 1975
Mr. Asaph H. Hall g

Acting Administrator

Federal Railroad Administration
U,S. Department of Transportation
Washington, D.C. 20590

Dear Mr. Hall:

In accordance with section 402(c)(1)(A) of the
Regicncl Rail Reorganizaticn Act cof 1972, DPeklic Laoo
93-236 as amended, and the Federal Railroad's Aministra-
tion's Procedures and Requirements Regarding Applications
and Disbursement, 49 C.F.R, Sect. 255.1 (g) (1975),
promulgated thereunder, the New Jersey Department of
Transportation. is hereby designated to administer and
coordinate the New Jersey State Plan for Rail Trans-
portation and Local Rail Services.

Sincerely vours,

GOVERNOR






GLOSSARY

ACT - The Regional Rail Reorganization
Act of 1973
Public Law 93-236; January 2, 1974

AMTRAK - National Railroad Passenger Corporation

Branch Lines or
Light Density Lines - Rail lines not recommended for in-
clusion in the ConRail System.

Class I Property - The length of the main stem of each
railroad in each taxing district.

Class II Property = The real estate, other than main stem
and facilities used in passenger ser-
vice, that is used for railroad
purposes in each taxing district. It
includes the roadbed (other than main
stem), tracks, buildings, water tanks,
riparian rights, docks, wharves, and
piers and all lands used for railroad
purposes.

Class III Property - All facilities used in passenger ser-
vice, including land, stations, term-
inals, roadbeds, tracks, appurtenances,
ballast, signal systems, power systems,
equipment storage, repair and service

facilities.
CNJ - Central Railroad of New Jersey
COA - Commuter Operating Agency within the

New Jersey Department of Transportation. .



ConRail or
Corporation -

Covered Employment -

DCA -

DEP -

EL -

FRA -

FSp -

ICC -

KWHR/Ton-Mile -

Landbank -

Consolidated Rail Corporation

Refers to those employers and workers
who are subject to the provisions of
the New Jersey Unemployment Compen-
sation Law. Basically, this includes
employing units with 1 or more workers
whose accumulated payroll for the
calendar year 1969, or any calendar
year thereafter reaches $1,000.00

for such employment.

The New Jersey Department of Community
Affairs

The New Jersey Department of Environ-
mental Protection

Erie Lackawanna Railway Company

Federal Railroad Administration within
the United States Department of Trans-
portation.

Final System Plan published on
July 26, 1975 by the United States
Railway Association.

Interstate Commerce Commission

Kilowatt hours of energy consumed in
transporting 1 ton a distance of 1
mile.

Preservation of railroad right-of-way
for future use other than for railroad
purposes.



sk

Main Stem -

NJDOT -

NY & LB -

Off branch costs -

PATH -

Penn Central, PC or

PCTC -

Property tax -

PRSL -

PSP -

Questionnaire or
survey -

The roadbed, not exceeding 100 feet
in width together with all tracks,
appurtenances, ballast and all
structures, except passenger or freight
buildings, erected thereon.

The New Jersey Department of Trans-
portation

New York and Long Branch Railroad

Operating costs not incurred directly
on the railroad branch line.

Port Authority Trans-Hudson rapid
transit system.

Penn Central Transportation Company

An annual tax levied upon all property
used for railroad purposes, other

than (a) main stem, (b) tangible per-
sonal property and (c) facilities used
in passenger service. A rate of $4.75
for each $100.00 of the true value of
such property for the year 1967 and
each year thereafter is currently
assessed by the State of New Jersey.

Pennsylvania-Reading Seashore Lines

Preliminary System Plan, published
on February 26, 1975 by the United
States Railway Association.

State of New Jersey Freight Transpor-
tation Survey



Railbank -

RSPO -

Secretary's Report -

Short Line Railroad -

State -

State Rail Plan or
SRP -

USRA -

Preservation of railroad rights-of-way
and physical plant for future railroad
use.

Rail Services Planning Office within
the Interstate Commerce Commission.

Rail service in the Midwest and North-
east Region - A report by the
Secretary of Transportation,

February 1, 1974.

A usually small, independent railroad
operation serving as a switching or
short-haul carrier. Generally not
classified as a Class I carrier as
defined by the ICC.

The State of New Jersey

New Jersey State Rail Plan for
rail transportation and local rail
services.

United States Railway Association
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