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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 

v 



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: 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. 

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 sununaries 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 throughout 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 conunittees 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 conuninca

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: 
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• 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 analysi_s 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 conununi

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 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 

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 subs1dy 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 reconunendations 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 railroads1 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 consequences 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. 2 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 Plan as 
Proposed by the· United States RaiTway Associati-on; Statement by 
J. w. Ingraham, vice President, First National 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 PTan, and The "Fin·aT 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, conununity 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. l. 
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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 

Transportation (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 
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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 conunent 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 comprehensive 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. 

1.2 
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Data supplied by the sh!ppers 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 second 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 

and the New Jersey Department of Labor and Industry. 1 Sample 

questionnaires 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, 

1.4 
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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 contained 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

naires 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. Located 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. 
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USRA ID # BRANCH LINE TERMINI: From: To: 

119 Kingston Branch Monmouth Jct, Rocky Hill 

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 

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 ( 19 7 3) 

Kingston 

Crushed Stone 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

, ~ 

3.6 

1,685 
Out of Service 

2 

1 

282 
20,235 

78.3 

13 
949 
3.6 

130 
33 

$4,473.00 
$5,127.oo 

$26,286.00 
$35,937.00 



USRA ID # BRANCH LINE TERMINI: From: 

121 Portion of Belvidere- Trenton 
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 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) 

Titusville 

Crushed Stone 

Attributable to Branch Line Carrier 
Total-Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

, Q 

To: 

Lambertville 

14.0 

Not Available 
10 

1 
1 

1 

10 
600 
0.7 

1 
90 

0.1 

6 
6 

Not Available 
Not Available 

Not Available 
Not Available 



• 

USRA ID # BRANCH LINE 

12la Portion of Belvidere-
Delaware Branch 

Length of Rail Line(Miles) 

Operational Conditions 

TERMINI: From: 

.Lamherhd 11 e 

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 

Principal Conunodities 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 ( 19 7 3) 

Lambertville 

Stockton 

Frenchtown 

Crushed Stone 

Lumber 

Structural Steel 

LPG 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

1.9 

To: 

Milford 

19.0 

0 
10 

8 
7 

6 

Wire 

131 
7,213 

6.9 

149 
5,921 

7.8 

113 
11 

$64,108.00 
$128' 881. 00 

Not Available 
$205,910.00 



USRA ID # BRANCH LINE 

123/124/124a Portion of Freehold 
Secondary 

Length of Rail Line (Miles} 

Operational Conditions 

TERMINI: From: 

Farmingdale 

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 

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) 

Farmingdale 

Howell 

Panels 

Glass 

Tomato Paste 

Insulated Bags 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

1.10 

To: 

Howell 

5.2 

2,449 

4 

3 

Canned Goods 

55 
1,186 
10.6 

78 
2,249 
15.0 

193 
13 

$31,009.00 
$68,046.00 

Not Available 
$82,346.00 



BRANCH LINE TERMINI: From: USRA ID # 

127/128 Union Transportation Co. Fort Dix 

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 

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 ( 19 7 3) 

Cookstown 

New Egypt 

Davis 

Imlaystown 

Oats 

Fertilizer 

Food 

Clothing 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

, , , 

To: 

Shrewsbury Road 

13. 3 . 

Not Available 
Not Available 

9 

5 

Ammunition 

Bags 

187 
8,073 
14.1 

Not Available 
Not Available 
Not Available 

25 
4 

Not Available 
Not Available 

Not Available 
Not Available 



USRA ID # 

130 

BRANCH LINE 

Medford Branch 

Length of Rail Line (Miles) 

Operational Conditions 

TERMINI: From: 

Medford 

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 

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) 

Medford 

Lumber 

Oats 

Dog Feed 

Wood Crates 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

1.12 

To: 

Mt. Holly 

5.0 

2.600 
8 

28 
13 

7 

Fertilizer 

206 
5,372 

41.2 

130 
4.890 

26 

121 
15 

$52,848.00 
$137,658.00 

$46,139 
$102,318 



• 

USRA ID # BRANCH LINE TERMINI: From: 

703 Princeton 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 NJDOT Freight Survey 

Princeton 

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 

1.13 

To: 

Princeton Jct. 

2.9 

0 
30 

0 
0 

0 

0 
0 
0 

56 
2,093 
19.3 

0 
0 

$16,393.00 
$30,716.00 

$26,340 
$39,923 



USRA ID # 

1102 

BRANCH LINE 

Newark Bay Bridge 

Length of Rail Line (Miles) 

TERMINI: From: To: 

Bayonne Elizabethport 

1.9 

Operational Conditions NO SHIPPERS LOCATED ON THIS 
Total Crossties to be Replaced SEGMENT 
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 Connnodities 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: 

1103 Portion of South Branch Somerville 

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 

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) 

Royce 

Furniture 

Printed Forms 

Citrus Juice 

Canned Goods 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

1.15 

To: 

Royce 

3.1 

720 
Not Available 

2 
2 

2 

227 
8,425 
73.2 

101 
4,107 
32.6 

293 

$11,721.00 
$111,368.oo 

$32' 351. 00 
$43,ssi.oo 



USRA ID # BRANCH LINE TERMINI: From: 

1104 Portion of Freehold Branch Matawan 
_...:.;;;::;;....:.:;:..:.;..;::~--

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 

Principal Commodities Shipped 
by Rail 

Freneell 

Morganville 

Anti-Freeze 

To: 

Morganville 

3.2 

780 
Not Available 

2 
2 

2 

Petroleum Additive~s..__ __________ ~-

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) 

Brick 

Flue Lining 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

1.16 

90 
4,182 

28.1 

79 
2,878 

24.7 

54 
51 

$12.955.00 
$43.668.00 

$30.013.00 
$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) 

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 

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) 

Avon 

Belmar 

Bayhead Jct. 

Bradley Beach 

Lumber 

Wallboard 

Shingles 

Roofing 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs (excludes maintenance costs) 
Total Costs 

1.17 

9.0 

0 
25 

15 
12 

6 

Manasguan 

Pt. Pleasant 

Pet Foods 

Furniture 

Malt Beverage 

378 
15,739 

42.0 

465 
17,630 

51. 7 

138 
54 

$214,424.00 
$463,706.00 

$108,156.00 
$325,319.00 



USRA ID # 

1106 

BRANCH LINE TERMINI: From: 

Portion of Toms ~iver Toms River 
and Barnegat 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 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 ( 19 7 3} 

Pinewald 

Cement 

Bags 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

To: 

Pinewald 

4.1 

0 
10 

3 

3 

• 

202 
11,040 

49.3 

56 
2,063 
13.7 

80 
3 

$9,221.00 
$29,599.00 

$49,893.00 
$55,445.00 



USRA ID # 

1107 

BRANCH LINE 

High Bridge Branch 

Length of Rail Line (Miles} 

Operational Conditions 

TERMINI: From: 

High Bridge 

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 

Principal Conunodities 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) 

High Bridge 

Califon 

Long Valley 

Bartley 

Lumber 

Cement 

Clay 

Talc 

Attributable to Branch Line Carrier 
Total Revenues 

Costs {1973) 
Branch Line Costs 
Total Costs 

1.19 

To: 

Lake Jct. 

24.4 

1,500 
10 

7 
7 

4 

Flanders 

Kenvil 

Ledgewood 

Flint 

Resin 

171 
10,453 

1.0 

149 
6,945 

6.1 

57 
21 

$33,586.00 
$198,406.00 

$191,948.00 
$225,714.00 



USRA ID # 

1108 

BRANCH LINE TERMINI: From: 

Portion of Southern 
D1v1s1on 

No information available 
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 

Chatsworth 

Stations Located on Rail Line Riders 

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) 

Ats ion 

Elm 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

1. 20 

To: 

Winslow 

19.9 

1,970 
10 

0 
0 

0 



• 

USRA ID # BRANCH LINE TERMINI: From: 

1108 Portion of Southern Bridgeton Jct. 
Division 

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 

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) 

Norma 

Rosenhayn 

Corn 

Oats 

Bran 

Beans 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

1. 21 

To: 

Norma 

6.6 

650 
10 

387 
13,580 

58.6 

32 
804 
4.8 

35 
35 

$6,235.00 
$39' 441. 00 

Not Available 
$86,004.oo 



USRA ID # BRANCH LINE TERMINI: From: 

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 

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) 

Highland Avenue 

Mountain Station 

South Orange 

Maplewood 

Rock Salt 

Flour 

School Furniture 

Fertilizer 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

1. 22 

To: 

Summit 

9.0 

0 
35 

10 

7 

Millburn 

Short Hills 

Summit 

Milogranite 

Plywood 

217 
6,819 
2~.l 

51 
871 
5.7 

226 

$18,618.00 
$18,618.00 

$56,373.00 
$70,143.oo 



USRA ID # 

1204 

BRANCH LINE 

Gladstone Branch 

Length of Rail Line (Miles} 

Operational Conditions 

TERMINI: From: 

Millington 

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 

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) 

Lyons 

Bernardsville 

Far Hills 

Peapack 

Lumber 

Structural Steel 

Beet Pulp 

Oats 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

1.23 

To: 

Gladstone 

12.3 

0 

10 

5 
5 

3 

Gladstone 

Bran 

~~~~~~~~ 

73 
1,536 

5.9 

108 
2,483 

8.9 

297 
27 

$38,935.00 
$38,935.oo 

Not Available 
$286,262.00 



USRA ID # 

1206 

BRANCH LINE 

Portion of Orange Br. 

Length of Rail Line (Miles) 

Operational Conditions 

TERMINI: From: 

Bloomfield 

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 

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 ( 19 7 3) 

E. Orange 

W. Orange 

Major Appliances 

Plywood 

Doors 

Sash 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

1.24 

To: 

W. Orange 

2.7 

0 
10 

11 
7 

4 

Lumber 
~~~~~~~~ 

229 
6,089 

84.8 

272 
5,124 

100.7 

83 
45 

$91,118.00 
$91,118.00 

$37,145.00 
$109,715.00 



.. 

USRA ID # 

1207 

BRANCH LINE 

Caldwell Branch 

Length of Rail Line (Miles) 

Operational Conditions 

TERMINI: From: 

Great Notch 

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 

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 

Verona 

Cedar Grove 

Essex Fells 

Lumber 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

1. 25 

To: 

Essex Fells 

6.0 

0 
Out of Service 

5 

1 

46 
1,410 

7.7 

85 
2,732 

14.2 

10 

$33,889.00 
$33,889.00 

$45,605.00 
$69,836.00 



USRA ID # BRANCH LINE TERMINI: From: 

1212 Washington-Phillipsburg Washington 
Line 

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 

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) 

Broadway 

New Village 

Stewartsville 

Not Available 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

1.26 

To: 

l?htllipsburg 

10.5 

0 
10 

5 
5 

1 

95 
3,992 

9.0 

11 
362 

1. 0 

Not Available 
Not Available 

$2,310.00 
$2,310.00 

$79,064.00 
$80,790.00 

• 



.. 

USRA ID # BRANCH LINE TERMINI: From: 

1800 Portion of Pleasantville McKee City 
Secondary 

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 

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 ( 19 7 3) 

McKee City 

Fertilizer 

Dog Food 

Feed 

Hay 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

1.27 

To: 

Pleasantville 

3.8 

0 
10 

5 

3 

Lumber 

Grain 

Peat Moss 

189 
3,515 
49.7 

Not Available 
Not Available 
Not Available 

63 
49 

$13,903.00 
$98,621.00 

$31,522.00 
$36,352.00 



BRANCH LINE TERMINI: From: USRA ID # 

1807 Portion of Camden-Atlantic Haddonfield 
City tine 

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 

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) 

Lindenwold 

Kirkwood 

Ashland 

Woode rest 

Not Available 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

L2B 

To: 

Lucas ton 

7.5 

0 
15 

2 
1 

0 

39 
1,950 

5.2 

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: To: 

1808 Portion of Ocean City Palermo Ocean City 
Branch 

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 

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) 

Urethane 

Attributable to Branch Line Carrier 
Total Revenues 

Costs (1973) 
Branch Line Costs 
Total Costs 

1.29 

39 
431 
5.7 

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 conunodity 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. 
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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. 111 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 Conunerce, county and local planning or

ganizations, ad hoc conunittees, 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 . 

l"continuation 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. 
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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. 
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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. In 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. 
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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. In 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 state 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 
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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. 

2.5 



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 conununication between 

the public and the NJDOT for the purpose of evaluating the 

proposed New Jersey railroad network to be implemented by 

ConRail. 
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CHAPTER 3 

GROWTH POTENTIAL 

The analysis for growth potential was centered around the 

following objective: 

Implement -0y-0tem-0 06 tnan-Opont whieh -0ati-06y the 

eeonomie gnowth pattenn-0 and the ne-0ulting tnan-0-

pontation nequinement-0 within the State 06 New 

J en-0 ey. 

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. 
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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. 

'!his 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. 
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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: 
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TABLE 3.1 

CARLOADS BY BRANCH 

Projected 
Carloads Carloads Carloads 
Received Shipped Received 

Branch 1973 1973 1980 

Kingston 3 279 5 
Bel Del 57 74 91 
Freehold Sec. 
Track 41 14 882 

Union Trans. Co. 175 12 71 
Medford 192 14 276 
South Branch 221 1 259 
Freehold 
Atlantic High. 25 65 44 

NY&LB Mainline 341 37 935 
Toms River 102 100 120 
High Bridge 165 6 175 
Southern Div. 
Mainline 387 0 387 

Morris & Essex 
Mainline 217 0 235 

Gladstone 41 32 75 
Orange 229 0 682 
Caldwell 46 0 37 
Washington 
Phillipsburg 91 4 190 

Pleasant. Sec. 
Track 187 2 299 

PRSL Mainline 39 0 78 
Ocean City 39 0 77 

TOTAL 2598 640 4918 

Source: "1980 Rail Freight Generation", November 1975 
Bureau of Common Carrier Planning 
New Jersey Department of Transportation 
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Projected 
Carloads 
Shipped 

1980 

15,100 
1,889 

20 
0 

20 
1 

113 
64 

100 
0 

0 

0 
61 

0 
1 

94 

102 
0 
0 

17,565 



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 conununity. 

Union Transportation Company 

No growth is expected along the endangered segment, which 

extends through Burlington, Monmouth and Ocean Counties. 

1usRA Final System Plan - Volume II, Page 26 
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Medford Branch l?C 

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 line. 

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 this 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. 
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No significant industrial growth is projected by existing 

rail users located along this rail segment in Hunterdon County. 

Planning officials in Hunterdon County also indicated, 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 Mai·nline CNJ 

No information on industrial growth is available at this 

time for Camden or Salem counties. No 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 tor industrial growth in Cape May 

County because a major ~egment of the affected area consists of 

either wetlands (which are protected by law·} or heavy residential 

areas on the offshore islands. 
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TABLE 3.2 

PROJECTIONS OF NEW 
INDUSTRIAL DEVELOPMENT 

ENDANGERED RAIL LINE SEGMENTS 

Kingston Branch (PC) 
Belvidere-Delaware Br. (PC) 
Freehold Secondary Track (PC) 
Union Transportation Co. (PC) 
Medford Branch (PC) 
South Branch (CNJ) 
Freehold-Atlantic Highlands (CNJ) 
New York & Long Branch 

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) 

PROJECTED NEW 
INDUSTRIAL 
DEVELOPMENT 

No 
Yes (No Traffic Est.) 

No 
No 
No 
No 
No 

No 
No 

Yes 
No 
No 
No 
No 
No 

No 

No 
No 
No 

Source:· "1980 Rail Freight Generation", November 1975 
Bureau of Common Carrier Planning 
New Jersey Department of Transportation 
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See Table 3. 2 sho~.ring ''J?rojected 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 

conunercial 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. In 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. 
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TABLE 3.3 

COMPATABILITY WITH EXISTING PLANS 
AND FUTURE INDUSTRIAL DEVELOPMENT 

ENDANGERED RAIL LINE SEGMENTS 

Kingston Branch (PC) 
Belvidere-Delaware Br. (PC) 
Freehold Secondary Track (PC) 
Union Transportation Co. (PC) 
Medford Branch (PC) 
South Branch (CNJ) 
Freehold-Atlantic Highlands (CNJ) 
New York & Long Branch 

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) 

POTENTIAL FOR 
FUTURE 

INDUSTRIAL 
DEVELOPMENT 

Fair 
Fair 
Good 
Fair 
Fair 
Good 
Poor 

Poor 
Fair 
Good 
Fair 
Poor 
Poor 
Fair 
Poor 

Fair 

Fair 
Fair 
Poor 

Source:· "1980 Rail Freight Generation", November 1975 
Bureau of Common Carrier Planning 
New Jersey Department of Transportation 
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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 Off ice has promulgated the pro

cedures for calculating the difference between revenues and 

operating costs for the excluded ra~l 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 

119 Kingston Branch (PC) 5200% 
121 & 121a Bel-Del Branch (PC) 1400% 

123/124/124a Freehold Secondary Track (PC) 1540% 
127/128 Union Transportation Co. (PC} - 60% 

130 Medford Branch (PC) 40% 
1103 South Branch (CNJ) 20% 
1104 Freehold-Atlantic Highlands (CNJ) 70% 
1105 NY&LB Mainline (CNJ} 160% 
1106 Toms River Branch (CNJ) 10% 
1107 High Bridge Branch (CNJ) 4100%1 
1108 Southern Div. Mainline (CNJ) 0% 
1201 Morris & Essex Mainline (EL) 10% 
1204 Gladstone Branch (EL) 90% 
1206 Orange Branch (EL) 200% 
1207 Caldwell Branch (EL) - 20% 
1212 Washington-Phillipsburg Line (EL) 200% 
1800 Pleasantville Secondary Track (PRSL) 110% 
1807 PRSL-Mainline (PRSL) 100% 
1808 Ocean City Branch (PRSL) 100% 

1This figure includes 2,500 carloads and 5,000 piggyback shipments 
projected to be shipped in 1980 by a new Sears, Roebuck and Co. facility. 

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

Increase 

750% 
800% 
250% 

250% 
400% 
200% 

50% 
350% 
900% 

3100% 
250% 
300% 

50% 
200% 

1950% 
150% 

1200% 
300% 



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 Indust~ial Development 0.1 

Evaluation for Potential Viability 0.5 
• 

Total 1.0 

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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TABLE 3. 5 

Line Generation Evaluation Factors 

Projected Projected Growth 
Growth of Compared to 
Existing Required Traffic 

Endangered Rail Lines Rail users Increase (USRA) 

Kingston Branch (PC) 2.0 5.0 
Belvidere-Delaware Br. (PC) o.o o.o 
Belvidere-Delaware Br. (PC) 2.0 5.0 
Freehold Secondary 

Track (PC) 2.0 5.0 
Union Trans. Co. (PC) 0.0 0.0 
Medford Branch (PC) o.o o.o 
South Branch (CNJ) o.o o.o 
Freehold-Atlantic 

Highlands (CNJ) 0.4 0.2 
NY&LB Mainline (CNJ) 1.6 5.0 
Toms River Branch (CNJ) o.o 0.0 
High Bridge Branch (CNJ) 0.0 5.0 
Southern Div. Mainline (CNJ) o.o 0.0 
Morris & Essex Mainline (EL) o.o 0.0 
Gladstone Branch (EL) 0.8 --
Orange Branch (EL) 1.9 5.0 
Caldwell Branch (EL) o.o 0.0 
Washington-Phillipsburg 

Line (EL) 1.9 --
Pleasantville Secondary 
Track (PRSL) 1.1 0.5 

PRSL Mainline 1.0 o.o 
Ocean City Branch (PRSL) 1.0 0.1 

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

Projected 
New 

Industrial 
DeveloEment 

o.o 
1.0 
0.0 

0.0 
0.0 
o.o 
o.o 
0.0 
o.o 
0.0 
2.0 
o.o 
o.o 
o.o 
o.o 
o.o 

0.0 

o.o 
o.o 
o.o 

Potential 
For Future 
Industrial Priority 
DeveloEment Value 

0.5 7.5 
0.5 1.5 
0.5 7.5 

1.0 8.0 
0.5 0.5 
0.5 0.5 
1.0 1.0 

0.0 0.6 
0.0 6.6 
0.5 0.5 
1.0 8.0 
0.5 0.5 
o.o o.o 
0.5 1.3 
0.5 7.4 
o.o 0.0 

0.5 2.4 

0.5 2.1 
0.5 1.5 
0.0 1.1 
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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. 
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COMMUNITY I.MJ?ACT 

The analyses for evaluating the community impact were 

centered around the following objective: 

1nve~t publiQ monie~ ~n t~an~po~tation 6aQilitie~ 

whiQh p~ovide 60~ the de~i~e~ and well-being 06 

the gene~al publiQ. 

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. 

,, "') 
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Success was achieved in obtaining additional in;format,ion 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 conunodities. 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) , 
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only Class II properttes 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 

become subject to assessment and taxation by municipal govern

ments. When properties are taken out of ro;lroad 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 governmen-C.s in the same manner 
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and at the same rate 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 
t 

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 
I 

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. 

• Sununarizing, abandonment of certain branch lines would 

serve to increase the local conununities tax base; however, any 

taxes assessed would in all probability not be collectable and, 

consequently, accrue as a debt of the appropriate railroad estate. 
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New Jersey Delinquent and Bankrupt Railroads 
Class II Property Taxes 

And Interest Thereon* 

Bankrupt Road 
Date 

3-22-67 C.R.R. Company of New Jersey 

6-21-70 Penn Central (incl. Union Trans. 
Co. & Penn. & Atl. 
R.R. Co.) 

6-26-72 Erie Lackawanna Railway Company 

7-24-70 Lehigh Valley Railroad Company 

11-23-71 Reading Company 

4-18-72 Lehigh and Hudson River Railway 

TOTALS 

Laws of 1966, Chapter 139 

Period Covered 

years 1967 through 1974 
1975 

years 1970 through 1974 
1975 

years 1972 through 1974 
1975 

years 1972 through 1974 
1975 

years 1971 through 1974 
1975 

years 1972 through 1974 
1975 

Railroad Properties used for Railroad Purposes: 

Total 
Principal 
Delinquent 

9,393,021.19 

16,806,836.48 

4,521,326.03 

1,408,518.21 

89,055.99 

3,448.69 

32,222,206.59 

Interest 
Through 

Oct. 1. 1975 

4,956,059.88 

5,810,939.82 

1,005,982.66 

312,551.09 

21,566.53 

760.54 

12,107,860.52 

Class I Valuations - Exempt from Taxation 
Class II Valuations - Taxable - Delinquent Taxes Listed Above 
Class III Valuations - Exempt from Taxation 

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

Note: Payments made on a/c - leased property not recorded 

*Delinquent Franchise Taxes not included. 

SOURCE: Local Property & Public Utility Branch 
Department of the Treasury - October 6, 1975 
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Because of the compensati.ng nature of the consequences of abandon

ment of rail lines, no criteria were developed whi.ch 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 various 

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-

eluded 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 
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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 
Count.x__ Excluded Respo·nd. us·ers ·Respond.· By Ex·clu. · To Be· L·aidoff 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 
Rud.son 1.0 0 0 0 0 0 
Hunterdon 29.2 8 145 3 27 1 
Mercer 15.2 1 6 1 6 1 1-3 

PJ 
Middlesex 1.8 0 0 0 0 0 O' ......, 
Monmouth 21.8 ' 8 268 5 68 3 CD 

Morris 16.4 2 25 1 5 0 ii:::. 

Ocean 8.2 10 222 3 57 2 tv 
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 1 NA 1 NA 0 

State Total 193. 8 63 1,937 27 372 13 

* Vata wene pnovided by NJVOT Fne~ght Sunvey 

** The numben 06 u-0en-0 a66eQted equal-0 the numben 06 u-0en-0 who will have to tenminate -Oome 
employee-0 on Qlo-0e thein 6aQilitie-0. 



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 
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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. 
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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 reconunended 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 
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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 reconunended 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; 
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the Orange Branch; and the Caldwell Branch. 

Ten firms were identified on the Orange-Summit segment, 

seven of ~hese 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 
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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. In 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 
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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 
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business due to sharp increases in the freight rates. The other 

would be forced to lay off one employee. Of the 54 workers em

ployed 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 

~~e. 

Ocean County 

The USRA's Final System Plan specified three rail segments 

totalling 8.2 miles in Ocean County which were not reconunended 

for inclusion in the ConRail system. The 2.2 mile Ft. Dix-
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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 conunensurate 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 onl.y three responded 
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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 rail 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. 
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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 . 
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ALTERNATIVE MODES 

The analyses for evaluating the alternative modes were 

centered around two objectives: 

Minimize the lohh 06 any mode 06 t~anhpo~t which ih 

leh~ polluting than the hub~titute mode. 

Minimize the lohh 06 any mode 06 t~anhpo~t which 

ih mo~e ene~gy e66icient than the hubhtitute 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. 
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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

dres~ed in future analyses, include: effects on alternate 
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t 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
:1 

ferring the existing and proposed rail shipments 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, 
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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. 1 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. 
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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. 3 2 

Energy Consumption Rates 
For Various Modes 

Vehicle Type 

Light Truck (4 tire gasoline) 
Single Unit Truck (6 or more 

tire gasoline) 
Tractor Trailer Combinations 
Railroad Freight Equipment 
Passenger Auto 
Railroad Passenger Car 

Energy Utilization 

2.08 KWHR/Ton-Mile 

2.82 KWHR/Ton-Mile 
.79 KWHR/Ton-Mile 
.20 KWHR/Ton-Mile 

2.79 KWHR/Veh.-Mile 
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 calculations are 

contained in Table 4 • 4. 

As 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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USRA # 

119 
121 

12la 

123/124/124a 
127/128 
130 
703 
1102 
1103 
1104 
1105 
1106 
1107 
1108 
1201 
1204 
1206 
1207 
1212 

1800 
1807 
1808 

TABLE 4 •. 4 

Energy Requirements 

LIN& SEGMENT 

Kingston Branch 
Belvidere-Delaware Br. 

(Trenton-Lambertville} 
Belvidere-Delaware Br. 

(Lambertville-Milford) 
Freehold Secondary Track 
Union Transportation Co. 
Medford Branch 
Princeton Branch 
Newark Bay Bridge 
South Branch 
Freehold Branch 
New York & Long Branch 
Toms River & Barnegat Br. 
High Bridge Branch 
Southern Division 
Morris & Essex Mainline 
Gladstone Br. 
Orange Br. 
Caldwell Br. 
Washington-Phillipsburg 

Mainline 
Pleasantville Secondary 
Camden-Atlantic City Line 
Ocean City Branch 

PERCENT 
INCREASE OVER 

1973 LEVELS 

2.1 
26. 9 * 

3. 4 * 

21.5 
44.7 
33.3 

1400.0 

16.5 
7.2 

280.0 
13.5 
95.6* 
82.3* 

980.0 
104.0 

79.1 

33.5 
800.0 

1525.0 

*Note: 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. 
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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 averages, 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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USRA # 

119 
121 

12la 

:L23/124/124a 
127/128 
130 
703 
1102 
1103 
1104 
1105 
1106 
1107 
1108 
1201 
1204 
1206 
1207 
1212 

1800 
1807 
1808 

TABLE 4.5 

ENERGY GROWTH RATIOS 

LINE SEGMENT 

Kingston Branch 
Belvidere-Delaware Br. 
(Trenton-Larr~ertville) 

Belvidere-Delaware Br. 
(Lambertville-Milford) 

Freehold Secondary Track 
Union Transportation Co. 
Medford Branch 
Princeton Branch 
Newark Bay Bridge 
South Branch 
Freehold Branch 
New York & Long Branch 
Toms River & Barnegat Br. 
High Bridge Branch 
Southern Division 
Morris & Essex Mainline 
Gladstone Br. 
Orange Br. 
Caldwell Br. 
Washington-Phillipsburg 

Mainline 

; 

Pleasantville Secondary 
Camden-Atlantic City Line 
Ocean City Branch 

PROJECTED 
GROWTH 

vs. 17.3% 
GROWTH 

.87 
1.08 

.88 

1.89 
1.24 
1.14 

11.90 

.99 

.92 
2.40 

.97 
1.67 
1.56 
8.40 

.89 
4.09 

1.14 
6.80 

13.00 

, 

PRIORITY 
RANKING 

3 
4 

3 

5 
4 
4 

10 
1 
3 
3 
8 
3 
'5 
5 

10 
3 
8 
1 ,_ 

4 
10 
10 
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(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 

Sulphur Dioxide 
Particulates 
Carbon Monoxide 
Hydrocarbons 
Nitrogen Oxides 

Tons/Year 

287,000 
93,000 

1,676,000 
398,000 
473,000 

3NJDOT - Bureau of Environmental Analysis' Estimates 
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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. 
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Pollutant Type 

Sulphur Oxides 

Particulates 

Carbon Monoxide 

Unburned Hydrocarbons 

Nitrogen Oxides 

TABLE 4. 7 

Pollution Emissi.on Rates 4 I 5 

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 Un~t Truck (6 or more 

tire - gas) 
Tractor Trailer Combination 
Railroad Freight Equipment 
Passenger Auto 
Railroad Passenger Car 

Pollutant Rate 
(xlo-:>) 

0.00 tons/TM 

0.00 tons/TM 
0.12 tons/TM 
o.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 
O. 512 tons,NM 
1. 223 tons/VM 

1.10 tons/TM 
0.15 tons/TM 

0.34 tons/TM 
0.02 tons/TM 
0 • 41 7 tons I VM 
4. 819 tons/vM-

4 summary of Transportation Statistics, USDOT, 1975 (Note: Gasoline 
powered emissions of sulphur oxides and particulates are negligible.) 

5u.s. Environmental Protection Agency, Compilation of Air Pollutant 
Emission Factors, 2nd edition, North Carolina, April 1973 
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TABLE 4. 8 

PERCENT OF 
STATEWIDE 

CAPACITY PRIORITY 
USRA # LINE SEGMENT (xl0-3) RANKING 

119 Kingston Branch 1.6 2 
121 Belvidere-Delaware Br. .1 1 

(Trenton-Lambertville) 
12la 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 w 
w 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. -- 1 

Washington-Phillipsburg -- 1 
1800 Mainline 
1807 Pleasantville Secondary . 3 1 
1808 Camden-Atlantic City Line .9 1 

Ocean City Branch .5 1 

' 



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: 

1. ~xi.sting services and rail operations will be in

Vbstigated 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. 
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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. In 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 17-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 
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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 theee, 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 12la, 

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 Gir1~ t.o Fanni11tJ'if'.lle, ""'1';-: 
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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 ~nd 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 

handles 35,000 to 40,000 carloads per year. 1 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. 
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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 conunodities 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, 
Hanunonton, 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 

OPERATING 
EFFICIENCY PRIORITY 

USRA # LINE SEGMENT RATIO VALUE 

119 Kingston Branch 7.66 1 
121 Belvidere-Delaware Br. Not Available 1 

(Trenton-Lambertville) 
12la 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 

.i::i. 1104 Freehold Branch 2.91 3 . 1105 New York & Long Branch 0.50 10 .i::i. 
l\J 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 exi~ting t~an~po~tation 6aeilitie~ whieh 

e66ieiently ~e~ve the indu~t~ial and bu~ine~~ eom

munitie~ within the State 06 New Je~~ey. 

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 
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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 tpe north. 
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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. 
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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 the 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 J?cughkeepsie 

Bridge~ Chessie will not. Thus, clearly, if there is to be 

effective competition, Chessie must have tr~ckage ·rights. to and 
.... 

- from ConRail 's Greenville facility, and an ability to inte~c.hange 

its cars with the Brooklyn Terminal Railroad providin9 the float-

ing services. With the Greenville Yard designated to ConRail, 

and with trackage rights to Chessie, in order to provide meaning- ..,.. · "' 

ful competition to the east side of New York Harbor this service 

cannot.be viewed in the "light density" context. 

NJDOT will work constructively with ConRail and other in-

valved agencies in assuring an efficient and upgraded marine 

operation. However, not viewing 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 

traditionally recognized by the Interstate Commerce Commission 

and the Coutts. 
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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 • 

• 
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PASSENGER OPERATIONS 

The analysis for passenger operations was centered around 

the following objective: 

opt~m~ze economic, envinonmental, com6ont and con

venience con-0idenation-0. 

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 ~ 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 SYST.EMS 

Erie Lackawanna Service 

Erie Lackawanna (EL} provides rail commuter service between 

communities in Bergen, Passaic, Essex, Morris and Somerset Count

ies and Hoboken, 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. Conununities in Essex, Morris and 

Somerset Counties are also provided with service to Newark. 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 traj.ns' per week-

day, and the number of passengers carried in 1974, for each seg-

ment of the EL conunuter service: 

Erie Lackawanna Trains Eer Weekda:t 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. 
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CNJ also operatea rail commuter service over the New York 

and Long Branch Railroad (NY&LB), a joint venture 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-

eludes 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 

Main Line (including 
Bayonne Shuttle) 

New York & Long Branch 

TOTAL 

Penn Central Service 

Trains per Weekday 

62 (plus 41) 
14 

117 

East 

7,474 
3,695 

11,169 

West 

7,350 
4,121 

11,471 

Penn Central (PC) provides a rail conunuter 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 
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also originates at the Jersey Avenue ~a..rk-and-Ride, south of 

New Brunswick. The branch line between J?:rinceton and Princeton 

Junct:ton, 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 Perin 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 Eer Weekdal 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. 
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This service consists of the following number of trains 

per weekday: Atlantic City l!ne, 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 conunuter 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. The 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 (Aldenel and a connection with the PC Main Line 

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

Company. 
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M:tL l?ASSENGER SERVICE IMJ?l\CTS OF CONRAIL 

In testimony before the House SubcOllJmittee on Transportation 

and Conunerce, 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 reconunendation 

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 cornmuter 

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 f inan

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 

conunuter authorities and the taxpayers are to be required to 

support this aspect of ConRail's financial well-being.I 

To implement this substantial shift of costs, the FSP 

reconunends a maximum bargaining posture for ConRail within the 

confines of its st.atutory "oblig~tion" to continue to p,roy.id,e 

existing conunuter services over lines which are required for 

1Evaluation 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 reconunends 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 conunuter 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 
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passenger service is dominant, f,reight service rather than passen

ger s·ervice 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 Jersey for most, if not all, operations on the EL, 

CNJ Main Line, 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. In 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 

conunuter 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 

represents a 20 percent increase above the COA's current $55 

million assistance levels for conunuter rail service in New Jersey. 

In all equity, should the FSP passenger service recormnendations 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 conunuter 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 concern 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 
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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 ramif ica

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 prope~ties 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 conunuter 

rail property. Such a contractual requirement would disable 
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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 Valley Railroad 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 quantified. 

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 servi·ce 

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. 
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Not only will freight servi.ce not "cross-subs.idize" 

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 acconunodate 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 rai.1 lines in New Jersey provided 

passenger services. These services have been steadily cut 
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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 long 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 ;eurther developed that a requirement 
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for installati.on of an average of more than one grade crossing 

system per mile would not cOll)pare 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 values 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 identif ica

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 (_6-10 cars) needed to accommodate 100 

percent replacement of the line haul portion of the paralleling 

bus route patronage. 
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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. 

4.67 



Table 4.10 

CAPITAL COST PROJECTIONS 

ITEM 

1. Treated Crossties (new) 
2. Switch and Bridge Ties 
3. 127 lb. Relay Rail 

@111.76 tons/mile 
4. Electrified Grade Xing 
5~ Elec. Xing with gates 

1974 ACTUAL 

$10.97 3 
$255.473 
$60.0l/ton3 

$16. 
$437. 

$21. 
$558. 

$14,571. 
$54,796. 
$73,061. 

6. Basic Station Building 
and appurtenances 

$6,706.72/mile 
$30,000.4 
$4o;ooo.4 
$55,000.4 

$11,382. 
$44,882. 
$59,842. 
$82,283. $100,459. 

OPERATING COST PROJECTIONS 

RAILROAD 

1. Central Railroad of N.J. 

1974 est. 

$1.55/car-mile1 
$2.583 2. Penn Central 

3. Erie Lackawanna $1. 941 

ROLLING STOCK COSTS 

ITEM c.1967 actuall 

$2.66 
$4.44 
$3.34 

19742 19802 

19852 

$3.60 
$6.00 
$4.51 

19852 

1. Push-pull cars w/cab $200,000. $522,600. $819,200. $1,004,00( 
2. Push-pull cars w/o cab 
3. Locomotive 
4. Rail Diesel Car (RDC) 

$170,000. $444,210. $696,320. $853,400. 
$400,000. (est)$636,000.$1,103,200.$1,431,60C 
$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. 
(USRA Segments #121 & 
#12la) 

($2. 60) ($4.15) ($5. 21) 

Freehold Service via 
Farmingdale 

(USRA Segments #123/ 
124/124a and #1104) 

Orange Branch 
(USRA Segment # 1206) 

Caldwell Branch 
(USRA Segment #1207) 

Results 

$2.62 $4.48 $6.07 

($0.07) $0.15 $0.34 

$0.21 $0.39 $0.58 

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. 
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Table 4.12 

RAIL PASSENGER POTENTIAL ANALYSIS 

POTENTIAL POTENTIAL 
EXISTING ELIMINATION ON SUBSIDY PROFIT PASS. PRIORITY 

USRA # LINE SEGMENT PASS. SERV. PREL. SCREEN. PASS. SERV. SERVICE VALUE 

119 Kingston Branch x 1 
121 Belvidere-Delaware Br. x 4 

(Trenton-Lambertville) 
12la Belvidere-Delaware Br. x 4 

(Lambertville-Milford) 
.23/124/124a Freehold Secondary Track x 7 

127/128 Union Transportation co. x 1 
130 Medford Branch x 1 
703 Princeton Branch x 10 
1102 Newark Bay Bridge x 10 
1103 South Branch x 1 

i::.. 1104 Freehold Branch x 7 
....] 1:105 New York & Long Branch x 10 
:> 

1106 Toms River & Barnegat Br. x 1 
1107 High Bridge Branch x 1 
1108 Southern Division x 1 
1201 Morris & Essex Mainline x 10 
1204 Gladstone Br. x 10 
1206 Oran_ge Br. x 7 
1207 Caldwell Br. x 7 
1212 Washington-Phillipsburg x 1 

Mainline 
1800 Pleasantville Secondary x 1 
1807 Camden-Atlantic City Line x 10 
1808 Ocean City Branch x 10 
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CHAJ?TER 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 
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flow of intra-state traffic. ln 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 CL e., the resale value of those 

properties less the costs for dismantlement). The estates, how

ever, do not accept this proposal; instead, they insist that 

their rightful return on investment should be the value of rail 
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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 
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publi.c benefit derived from a line' a operation, and a certificate 

stating thus would have to be is$ued 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 respons.i

ble party in most situations of this type. 

5.4 

.. 

• 



• 

" 

It is, therefore, essential that a branch li.ne 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 th.:ts 

subsidy would be provided by the U.S. Department of Transportation; 
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the rema;lnder would be suppli,ed by the state in which that 

particular branch i.s 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 
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subsequent RSJ?O 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 sununary, while a subsidization procedure may be the least 

expensive and most reliable method of continuing rail service, 

its value as a solution to the problems of light density rail 

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

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 
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by branch operation, have been a major contributing factor to 

the unprofitable designation ascribed to these lines. It 

follows that a potential operator (e.g., ConRaill 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 conunon 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 pertorm tor 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 establislunent 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 th.e 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. 
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1. State J?urchase - Subsi.dized ConRa.j..l 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. 

2. 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. 

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

Under the third option, an agreement between the state, 

the railroad estate, and some operating 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 subsi.dy funds. 
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4. Sta.te-Funded Rehabilitati.on G;rants 

The po~si.bili.ty 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 . 

5. State Purchase - Lease to Short-Line Operator 

This alternative would require the state to purchase a rail 

line as in Alternatives 1 and 2. In 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. 

6. Private Purchase - Short-Line Operation 

This option provides for the total acquisition of the light 

density line by a private investor, who would a.lS'O operate 

the line as a switching or short-line conunon carrier. In 

this case, the rail line would be owned and operated strictly 

as an independent railroad company. 
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7. 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. 

8. 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. 

9. 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. 
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10. No State Jnitiatives 

For those lines where it i.s telt 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 • 
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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 
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TABLE 6.1 

PRIORITY WETGHTING OF GOALS AND OBJECT.IVES 

Goals & Objectives 

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 polluting 
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 
satsify 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 convenience 
considerations. 

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. 
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Priority Weights 

16.54 

14.96 

19.84 

13.06 

14.96 
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Goals & Objectives 

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

Objective: 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. 
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Priority Weights 

6.87 

9.28 
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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 sununary 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 Je~~ey Vepa~tment 06 T~an~po~tation will ~ot 

employ and maintain, a~ a long-te~m ~t~ategy, the eon

tinued ~ub~idization 06 ~a~l 6~eight t~an~po~tation." 
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TABLE 6.2 

BRANCH LI~~ PRIORITY VALUES 

GOALS & 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 
12la 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 0 
703 Princeton Branch 10 2 6 1 10 10 1 

1102 Newark Bay Bridge 1 1 1 1 10 10 1 T 
CTI 

1103 South Branch 3 1 3 1 1 10 1 
CTI 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 
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PRIORITY 
RANKING 

1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

13 

14 

15 

16 

17 

18 

19 

20 

21 

22 

23 

TABLE 6.3 

COMPARATIVE. 'RANKING OF THE' VALUE op· SPECIAL 
RAIL SE'RVICES TO THE' STATE. OF' NEW JERSEY 

USRA TD NUMBER 

1105 

1206 

703 

123/124/124a 

1201 

1808 

1807 

1204 

12la 

1207 

130 

1104 

1107 

119 

1102 

121 

1800 

127/128 

1103 

1108 

1106 

1212 

1108 

. BRANCH NAME 

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 

Medford 

Freehold Branch 

High Bridge Branch 

Kingston Branch 

Newark Bay Bridge 

Belvidere-Delaware Branch 

Pleasantville Secondary 

Union Transportation Company 

South Branch 

Southern Division Mainline 

Toms River & Barnegat Branch 

Washington - Phillipsburg Line 

Southern Division Mainline 
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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 conunodities 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). 
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Alternatives which were recommended, but which do not neces

sarily require the expenditure 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 option 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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r' 
0 

USRA # 

1105 
1206 

703 

123/124/124a 
1201 
1808 
1807 
1204 
12la 

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 
Rail bank 

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 
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PORTION OF NEW YORK & LONG BRANCH RR 

USRA Line No. 1105 

.......... 
............ . 

_.? ..... 
New York & I ASBURY PARK 
Long Branch (BRADLEY BEACH) 
RR to South Amboy 

7 PORTION OF 
NEW YORK ______. 
& LONG BRANCH . 
RR 9.0 miles 

Sea Girt u 
BAY HEAD 
JUNCTION 

SYNOPSIS OF LINE CONDITIONS 

L'INE' DESCRIPTI'ON 

This portion of the New York and 

Long Branch Railroad extends from Asbury 

Park (Bradley Beach) (MP 29.0) to Bay Head 

Junction, N.J. (MP 38.0), a distance of 

9.0 miles, in Monmouth and Ocean Counties, 

N.J. At Asbury Park, this line continues 

to South Amboy. 

The New York and Long Branch Railroad 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 service 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 ·Fin·a1· 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. 

ESTIMATE OF SUBSIDY COSTS 

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(* - using USRA valuations) 
Per carload subsidy based 
on 1973 traffic. 
(** - CNJ only. Penn Central 
figures not included due to 
unavailability.) 

ANALYSIS 

RSPO 
Estimate (Mod. III) 

194,120 
181,569 

57,516 
44,965 

118.96 

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. 

6.12 

• 



.. 

PORTION OF NEW YORK & LONG BRANCH RR 

RECOMMENDATION 

It is reconunended 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 Denville ,, 
Montclair \~ontclair (Ex-Erie) 
( Ex-OL& W) y U 

' ', I \ 

I ' 
PORTION OF ORANGE II \\ 
BRANCH, EL \ \ 

G ~~~~~a:>~rest Hill 

WEST ORANGE 2.7 miles,...,......_ MP 10.0 ', EL tD Hoboken 

' ' ..... at' ' ' ..... - :; - - _ l EL to Newark and Hoboken ,,,,, . "'()-. --_...-
EL tc 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. 
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ES'TIMATE OF SUBSIDY COSTS 

RSPO 
· Estin1ates· (Mod'. ITI) 

Trustees' 
Estimates 

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(* - using USRA valuations) 
Per carload subsidy based 
on 1973 traffic. 

ANALYSIS 

121,187 
112,129 

5,960 
-3,098($1) 

92,318 
85,866 

5,960 
- 492($1) 

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 levels • 

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. 
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PRINCETON BRANCH 

USRA Line No. 703 

Penn Central 

LINE DESCRIPTION 

The Princeton Branch, formerly 

part of the Pennsylvania RR, extends 

from Princeton Junction (MP 0.0) to 

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. 
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PRINCETON BRANCH 

. EST'IMATE OF' SUBSIDY COSTS 

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(* - using USRA valuations) 
Per carload subsidy based 
on 1973 traffic. 

ANALYSIS 

.... RSPO. 
'E'Stimate· . (Mod.. 'ITI) 

21,803 
31,323 
·0·, 951 

18,471 

Trustees' 
··Estimate 

16,393 
24,559 

8,951 
17,117 

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. 

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 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 

PC Amboy 
Secondary Track 

Penn Central 

' \I CRR of NJ 
7'' JAMESBURG CRR of NJ I Red Bank· 

PC Jamesburg . Freehold 1• Bridgeton Line 
Branch /, B anch ; "' 

/ """ . r } ~// 
/It ~!. / • 

I \ '8.!> • Freehold ./ 
PC Hightstown "'1le$ j /I 
Secondary Track "';MP 13.5 FARMINGDALE 

FREEHOL.D ~# 
SECONDARY / 
TRACK, PC / . 

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 Jamesbur·g, thls line co'nnects with the Jamesburc~f Branch, the Amb"oy 

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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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 

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(* - using USRA valuations) 
Per carload subsidy based 
on 1973 traffic. 

ANALYSIS 

RSPO 
Estimate (Mod. III) 

41,242 
43,362 
12,465 
14,585 

265.18 

Trustees' 
Estimate 

31,009 
46,753 
12,465 
28,209 

512.89 

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. 

RECOMMENDAT'ION 

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 

t6 pay a··return.c)n iii.vestment 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 

/ SUMMIT 9.0 miles 

.......... A ! 
,' •. PORTION OF MORRlS & 

' • ESSEX BRANCH, EL ,, \ f·. 
EL to Gladstone 

Rahway Valley RR to Roselle 

Orance ORANGE MP 11.0 
:::-.-----

! 
EL to Newart< and Hoboken 

LINE DESCRIPTION 

This portion of the 

Morris and Essex Main Line 

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

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 EL 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 1980. 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 

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(* - using USRA valuations) 
Per carload subsidy based 
on 1973 traffic. 

ANALYSIS 

RSPO 
Estimates (Mod. III) 

24,762 
47,716 
26,955 
49,909 

230.00 

Trustees' 
Estimates 

18,618 
56,228 
26,955 
64,565 

297.53 

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 
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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 reconunended that 

the State not make such ~ 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 OCE.AN CITY BRANCH 

USRA Line No. 1808 

Pennsylvania-Reading Seashore Lines 

\ PRSL to Camden 

\/ 
~ 

LINE DESCRIPTION 

This portion of the Ocean 

bTuckahoe ,, City Branch extends from Palermo 
PRSL to Cape M2y / ', 

"" I ' ~, , ............ 
/ PALERMO \''-...!(}sleys Point 

PORTION OF _/'\.smiles 
OCEAN CITY ~o 

(MP 59.6) to Ocean City, N.J. 

(MP 66.4), a distance of 6.8 

miles, in Cape May County, N.J. 

BRANCH. PRSL OCEAN CITY 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 lightly 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 oil 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, whi~h are both difficult 

and expensive to maintain, as ·well as a hindrance to an efficient 

and economical operation. 

ESTIMATES OF SUBSIDY COSTS 

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(* - using USRA valuations) 
Per carload subsidy based 

on 1973 traffic 

ANALYSIS 

RSPO 
Estimate ·(Mod·.· ·r) 

11,572 
22,799 
1,921 

13,148 

337.12 

Trustees' 
Estimates 

NA 
NA 

1,921 
NA 

NA 

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 

\ . ·r-Pc LO Delair 
LINE DESCRIPTION 

\ This portion of the Camden 
HADDONFIELD 

~ +--PORTION OF 
~.f HADDONFIELD-ATLANTIC 

.... ~· CITY LINE, PRSL 
"' "I'. J4' c.o., LU CASTON • ..- CN.J to 

PRSL ', y -._. ...._ / Elizabethport 
to Camden ,._ """'--..;.1fWinslow Junction 

---. -____ _,,, ~-

CNJ B 
.d . 1• \ PRSL to 

to . ri geton Junction • \. · Atlantic City 
--..,,, \~PRSLto 

Cape May 

to Atlantic City Line extends 

from Haddonfield (MP 6.1) to 

Lucas ton, N. J. (MP 13. 6) , a 

distance of 7.5 miles, in 

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. For 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 P'l'an, 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 

Est. Revenue 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 

.. 

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

ANALYSIS 

RSPO 
Estimate (Mod I) 

4,941 
15,100 

5,612 
15,771 

404.38 

Trustees' 
Estimate 

NA 
NA 

5,612 
NA 

NA 

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. Jheoretically, cost 

savings could then be effected through reductions in trip and crew 

time, fuel expenses, and other transportation charges. 
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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,or $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. 
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GLADSTONE BRANCH. EL 

~ORT!ON Of THE GLADSTONE BRANCH 

USRA Line No. 1204 

Erie Lackawanna 

' EL to Den1title 

',I 
"', SUMMIT 

-.... , EL to Newark 2;id Hoboken ·. ' ..... .,/ 

LINE DESCRIPTION 

This portion of the Glad-

stone Branch extends from Milling-

JI·. .... .... ' 
Mil!ington MP 30.0 / • ' 

ton (MP 30.0) to Gladstone (MP 

Rahway Valley RP. to Roselle. 

GU10STONE 
42.3), in Morris and Somerset 

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. 
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ESTIMATES OF SUBSIDY COSTS 

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(* - using USRA valuations) 
Per carload subsidy based 

on 1973 traffic 

ANALYSIS 

RSPO 
Estimates (Mod !"II) 

51,385 
89,852 

7,530 
45,997 

630.10 

Trustees' 
Estimates 

39,595 
70,649 

7,530 
38,584 

528.55 

The State of New Jersey is conunitted to a major 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 f rei9ht 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. 121A 

' L&HR Connection l 
LV to Belfast Junction-+\ \ i 

. i.-1 
. _.) •. -~ I 

~-·~·1 L V to Beth I eh em Easton 

PHILLIPSBURG 

Penn Central 

~PC to Belvidere (L&HR 
has Trackage Rights) 

. ""' 
·""'·.,,.._EL to Port Morris 

-·-·-"-. ' ' .. , CNJ to Jersey City ·r, 
LV to Jersey City 

J:IORTIONS. BELVIDERE· 
DELAWARE BRANCH AND --... 
WARREN SECONDARY 
TRACK. PC 

Black River& Western 
RR to Flemington 

~/. . . . ·· 
LAMBERTVILLE 

\f--_ 
\ PC to Trenton 

SYNOPSIS OF LINE CONDITIONS 

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 rerouting 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 seqment 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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PORTION OF BELVlDERE-DELAWARE BRANCH 

line for service indicated a static condition with regard to 

traffic activity in 1980. The topo9raphy 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 

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(* - using USRA valuations) 
Per carload subsidy based 

on 1973 traffic 

ANALYSIS 

RSPO 
Estimates (Mod III) 

85,264 
106,024 

45,745 
66,505 

549.63 

Trustees' 
Estimates 

64,108 
85,305 
45,745 
66,672 

551.01 

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 of fer 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, EL 

\ 

• • ESSEX FELLS 
• «-..... 

CALDWELL BRANCH 

USRA Line No. 1207 

Erie Lackawanna 

', GREAT NOTCH 

' ' !'', 
EL to Hoboken 

LINE DESCRIPTION 

The Caldwell Branch extends from 

Great Notch (MP 16.5) to Essex Fells 

(MP 22.5), a distance of 6.0 miles, 

• • Morristown & Erie RR to Morristown in Passaic and Essex Counties, N.J. 

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 generated by the Caldwell Branch itself, 

the forecast for growth is less than favorable. Five cus.tomers 

have been associated with the line, but only generated 46 carloads 

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

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(* - using USRA valuations) 
Per carload subsidy based 

on 1973 traffic 

ANALYSIS 

RSPO 
Estimates (Mod III) 

45,072 
40,820 
13,394 

9,142 

198.73 

Trustees' 
Estimates 

33,889 
32,209 
13,394 
11,661 

253.50 

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 • 

RECOMMENDATION 

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 

Wharton & f EL Hoboken· 
Northern RR~\ Chicazo line 

-·-·-\-·-·-·~·----~· 
Morris County Junction'--.'· ~ /t--CNJ to 

- v --LAKE JUNCTION • Ir Rockaway 
\~ 

PORTION LAKE/'\ Hopa~conc 
HOPATCO,NG \ J~nction 
BRANCH. CNJ / • Ferremont 

Junction 
EL Succasunna 
line /'· 

PORTION. HIGH --+ 24·4 miles 
BRIDGE BRANCH. j 
CNJ 

HIGH BRIDGE - Jersey City· 
_,,,,. , r·Phillipsburi 

_,i.,,, '..l line, CNJ 
_. ....... , 

LINE DESCRIPTION 

These portions of the High Bridge 

Branch and the Lake Hopatcong Branch 

extend from High Bridge (MP 0.0) to 

Lake Junction (MP 0.6), an actual 

distance of 24.4 miles, in Hunterdon 

and Morris Counties, N.J. At High 

Bridge, this line connects with the 

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 
ANO 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 

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(* - using USRA valuations) 
Per carload subsidy based 

on 1973 traffic. 

ANALYSIS 

RSPO 
Estimate (Mod III) 

44,669 
66,163 
49,938 
71,432 

417.73 

Trustees' 
Estimates 

33,996 
286,921 
49,938 

302,863 

1,771.13 

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 HOPATCONG 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 reconnnended 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 

Pemberton 
Holly Secondary 
Secondary Track, PC 
Track, PC --. i 

---~---. . n r Mount Ho!ly 

MEDFORD lMOUNT HOLLY MP I 3 BRANCH, PC • 

5.0 miles 

J:_ MEDFORD 

Penn Central 

LINE DESCRIPTION 

The Medford Branch, formerly 

part of the Pennsylvania Railroad, 

extends from Mount Holly {MP 1.3), 

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 customers, 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 

. of 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 i.s 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. 

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 
Estimate (Mod III) 

70,288 
73,711 
11,309 
14,732 

71.51 

Trustees' 
Estimate 

52,848 
71,480 
11,309 
29,941 

145.34 

Cessation of service might result in the closing ~f 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 ca~e the local service would be continued . 
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RECOMMENDATION 

It is recommended that the State not make an of fer 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 r l:::.~RTION OF KINGSTON BRANCH, PC _.....-· 

MONMOUTH JUNCTION _,, ,.....,., 
(Mp 2. 7) ,..... ,..... ,..... p C N y k 
~ :1\...- ,..... to ew or 

Kingston - J -- -re,.. ...... ~_r----
3.6 miles ~ .,,,- Monrnouth Jt:ncti;;- -,- -

.,.,---- --. 
.,.,-~ {Midway) 

..,,,. ...... PC p··i d 1 h' PCtoJamc!"burg 
; to r. i a, e p "' 

The Rocky Hill Running 

Track - Kingston Branch, 

formerly part of the Pennsyl-

vania Railroad, extends from 

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 #1. 

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 SUBSIDY COSTS 

RSPO 
Estimate (Mod III) 

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(*Using USRA Valuations) 
Per carload subsidy based 

on 1973 traffic 

ANALYSIS 

5,949 
9,766 
7,449 

11,266 

39.95 

Trustees' 
Estimate 

4,473 
16,209 

7,449 
19,185 

68.03 

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-

gation 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. 

RECOMMENDATION 

The State will not offer subsidy payments for continued 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 
Branch RR to 
South Amboy 

7 
Highlands Branch, CNJ 

•·•.. i.,... .. ,,,. 
· •••••• / MATAWAN 

PORT!:·~ :~·~;;.z.l~~~-~~ RR to Bay 
FREEHOLD -- ~ Head Junction 
BRANCH, CNJ 

MORGANVILLE 
I 

/f--cNJ to Freehold 

LINE. DESCRIPTTON 

This portion of the Freehold 

Branch, extends from Morganville 

(MP 8~9), to Matawan, N.J. (MP 12.1), 

a distance of 3.2 miles, in Monmouth 

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 12.1). 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-

fie 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 Ststein 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 

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(* - using USRA valuations) 
Per car subsidy based 
on 1973 traffic. 

ANALYSIS 

RSPO 
· E's't'itna:tes ·{Mod. TI'I) 

17,230 
19,466 

6,810 
9,046 

100.51 

Trustees' 
Estimates 

13,085 
91,414 
6,810 

85,140 

946.00 

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 pote~tfal passeiiger 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. 

RECOMI"'.IENDAT 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 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 

OIJ «> Newaric l V ;~Jersey City 
/ LV Newark ~·"/ 

1• 8ay Bridi;e /I Clatemont 
' I (PC has Trackaze I I • 0 Terminal l V 

LVtoBuf.ato Rizhts) l • c,.-•.,.. + -?Cal< Island J _ •. 
· · - · - · r-· -· -·.~ · -· - · - ·- ·<:T-t-· -·--(;Greenville 

·-·-·- Constable Junction/ Yard PC rt·-·-·, . 
PC to Philadelphia I / 

I 1.9 miles J 
I 1 OBayonne 

Elizabethportl SllORE HOOK _,,-' 
~---- .------4 ..... 

CNJ to Phillipsl'i\•r& l f 
I NEWARK BAY BRIDGE. 

CNJ to~ CNJ 
Perth Amboy 

LINE DESCRIPTION 

The Newark Bay Bridge ex-

tends from Hook (Bayonne, MP 7.0) 

to Shore (Elizabethport, MP 8.9), 

a distance of 1.9 miles, in Hudson 

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 lift 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 lift 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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ESTIMATE OF SUBSIDY COSTS 

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(* - using USRA valuations) 

ANALYSIS 

NEW~RK BAY BRIDGE 

RSPO 
Estimates (Mod III) 

(Information not 
Available) 

Trustees' 
Estimates 

16,058 
449,100 

5,932 
438,974 

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 Conunuter 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 BELVIDERE-DELAWARE BRANCH 

USRA Line No. 121 

' PC. to Belvidere 
\~ . 
~ .• Black River It, 
\ .. ·_....,.Western RR to Flernin1ton 

\ •• ··46 
LAMBERTVILLE 

/ v ·o 

Penn Central 

PORTION OF ~· 
BELVIDERE ~ 

ROG to Bound Brook • / 
~/·/ 

DELAWARE BRANCH. -J -1> ./ ./· 
./ / ROG to PC 

RDG to Philadelphia • 
~/ 

./· 

/./ 

~W T t ,,rLawrenceville 
.\...("est ren on •' 

./ \ / ' . / 
\ / / 

b(rrenton (ROG) /~ 
·, ~,'"PC to New Yoric · ....... .,.yy 

TRENTON (MG BLOCK / ;-"Trenton (ttillha.-n) 
LIMIT STATION MP 1.4) ''('/// 

I r~/ 
\ (C-'Trenton (PC) 

PC to Philadelohia ;;) \ d 
",/' \PC to Sor entown 

/ \-f 
/ ~ 

/ \ 
\ 

\ 

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 

Chicago, and the PC Bordentown Secondary Track. 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." 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 
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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 

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(*using USRA valuation) 
Per carload subsidy based 

on 1973 traffic 

ANALYSIS 

RSPO 
Estimate (Mod III) 

Trustees' 
Estimate 

(Information not available) 

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 

...... D 
....._ ....._ , RSL t:> C:ii11den 

' ...... J 
............ 

...... 
............ 

f;~--18 miles~'....._ 
Mc KEE c1T~a!PYt!IDi:.L1n~ - ~ ...... OAtl . c· 

I antic 1ty 
PLEASANTVILLE 

PORTION. I 
PLEASMITVI LE ~L· d 
SECONDARY TRACK:-' inwoo 
PRSL ' 

"LINE. DESCRI'PT'ION 

This portion of the Pleasant-

ville Secondary Track extends 

from McKee City (MP 53.1) to 

Pleasantville (MP 56.9), a dis-

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 CONDITTONS 

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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ESTIMATES OF SUBSIDY COSTS 

RSPO 
· E"stimate·s· ·cMod. ·I) 

Trustees' 
Estimates 

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(* - using USRA valuations) 
Per carload subsidy based 
on 1973 traffic. 

ANALYSIS 

13,903 
14,715 
7,761 
8,573 

45.36 

All but two of the existing patrons of this line receive 

freight at team track facilities. However, one of these two 

NA 
NA 

7,761 
NA 

NA 

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. 
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PORTION OF UNION TRANSPORTATION COMPANY 

USRA Line No. 127/128 

UNION 
TRANSPORTATIO>d 
COMPANY SHREWSBURY 

ROAD 
·\e~ 

~\ 
,;~ 

UT Line to · / New Egypt 
Pemberton Y __..,,.. 

~ _ Cookstown 
-- FORT DIX 

LINE DESCRIPTION 

This portion of the Union 

Transportation Company, extends 

from Fort Dix (MP 5.6), to 

Shrewsbury Road, N.J. (MP 18. 9) , 

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 enlarge 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 

Est. Revenue 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(* - using USRA valuations) 
Per carload subsidy based 
on 1973 traffic. 

ANALYSIS 

RSPO 
Esti~ate (Mod. III) 

27,165 
27,165 

145.27 

Trustees' 
Estimate 

27,165 
27,165 

145.27 

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. 
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RECOMMENDATION 

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 wouL1 

make its entitlement eligibility available for such subsidy payments . 
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PORTION OF THE SOUTH BRANCH 

USRA Line No. 1103 

Central Railroad of New Jersey 

LINE DESCRIPTION 
, £-CNJ to Phil Jipsburg 

' ', SOMERVILLE This portion of the South 

t---
CNJ to Jersey City Branch extends from Somerville (MP 0.0) 

CNJ to Flemington '-PORTION OF THE 
~ ; SOUTH BRANCH, CtU 

~ ~"'" ROYCE 
_. -- HP 3. t 

to Royce, N.J. (MP 3.1), a distance 

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 line connects with the Central Railroad of New Jersey's 

Jersey City to Phillipsburg Line. 
• 

SYNOPSIS OF LINE CONDITIONS 

The portion of the South Branch between Royce and Three Bridges, 

(approximately 9.7 miles in length), has been out of service for some 

time because of track conditions. At this time, there is no indication 

of any need or desire for restoration of service. 

The portion of the South Branch between Somerville and Royce 

provides CNJ access to two agencies of the Federal Government: the 

U.S. Postal Service and the Veterans Administration. Rail service can 

also be provided to 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 of fer of subsidy for local rail 

freight service utilizing this portion of the South Branch. 

ESTIMATE OF SUBSIDY COSTS 

Est. Revenue 
Est. Avoidable Costs 
Return on Investmen~ 
Subsidy 
(* - using USRA valuations) 
Per carload subsidy based 
on 1973 traffic. 

ANALYSIS 

RSPO 
Estimate (Mod III) 

15,589 
23,242 

6,922 
14,575 

65.65 

Trustees' 
Estimate 

16,841 
60,342 

6,922 
50,422 

227.12 

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. 

RECOMMENDAT'ION 

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 

6.61 



PORTION OF THE SOUTH BRANCH 

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 

I 
CNJ to Elizabethport-t;' 

I 
I 

I 
PORTION. SOUTHERN DIVISION. CNJ LAKEHURST 

PRSL ID Camdf!n ', ~ ',, ~Tom"s River & 

~ 
" Batnegat Branch. CNJ 

·,~ ' 
' ', ' •--64.5 miles 

\ ' ' \ '~ 
PRSL ID \ 
Clanboro and Camden \ 

·1~, ~ . 
I \ . \ 
! BRll'GETON• 

CNJ to Subr<'ok 4\ I JUNCTION \ 

\ i MP 130 5 ~· Vineland 

CNJ to 8o¥terto..n \ ,i_,_ ... ~ \ 

\ ', PRSL ID 
\ ,....-AtlanttcCity 

\ ', 
\fl~ .. 
\ PRSL to Cape May 

\r_..1~ . \ 
.-- /tBrideeton Junction \4--PRSL to Moilvdle 

Brodceton 0 I \ 
I \ 

' \.-CIU to "'12uraceto10n 
\ 

LINE DESCRIPTION 

These two portions of 

the Southern Division are 

subsegments of a larger seg-

ment, which was studied 

earlier by the USRA. One 

extends from Chatsworth 

(MP 84.3) to Winslow Junction 

(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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PORTIONS OF THE SOUTHERN DIVISION 

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 haif 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 

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(* - using USRA valuations) 
Per carload subsidy based 
on 1973 traffic. 

RSPO 
Estimate (Mod. III) 

6.64 

8,293 
67,178 
55,023 

113,908 

294.34 

Trustees' 
Estimate 

7,028 
52,618 
55,023 

100,613 

259.98 

• 
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PORTIONS OF THE SOUTHERN DIVISION 

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. In 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' DESCRIPTTON 
/CNJ to 

_ ~ Lakehurst 
. -- -... --. 

TOMS RI~~~ 
PORTION 0 F TOMS RIVER & 4.1 miles 
BARNEGAT BRANCH, CNJ__. ~ 

PIN EWALD 

This portion of the Toms River and 

Barnegat Branch extends from Toms River 

(MP 47.4) to Pinewald (MP 51.5), a dis-

tance of 4.1 miles, in Ocean County, N.J. 
• 

Private Track to Oyster Cr~ek-.•. 
• 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 

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(* - using USRA valuations) 
Per carload subsidy based 
on 1973 traffic. 

ANALYSIS 

RSPO 
Estimates (Mod. 'III) 

12,264 
21,274 
10,197 
19,207 

95.08 

Trustees' 
Estimates 

9,271 
17,506 
10,197 
18,432 

91. 28 

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 . 

RECOMMENDATION 

It is not recommended that the State of fer to subsidize this 

line secpnent 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 OF WASHINGTON-~HILLl~SBURG LINE 

USRA Line No. 1212 

I PC·L&Hr. ta 8el~idese 
• and Haybroclo. 

L V ta Belfast Junction. Pa. I / 

Erie Lackawanna 

EL IP Port Morri~ Junction 

.(. \,..;. ._,
Wuh11gton 

WASHIP:GlOH 
MP 67) 

.,.\ j/PHILLIPSBUP.G 
l, • MP 78.0 
' ,I J. PORTION OF WASHINGTON -. ,.. 

Eas~:_~~b:·O-·-·-· PHILLIPSBURG LINE. EL 

-·- ! :\Phillipsbur;-· - -._CHJ to Elizabeth 
l V 11> Be!fllehem, Pa. I , . \ I' \'"-LV ta Jersey City 

PC ta Trenton 

LINE DESCRIPTION 

This portion of the 

Washington to Phillipsburg 

line (Phillipsburg Branch) 

extends from Washington 

(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 

Old 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 Branch 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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l?ORTXON OF WASH.INGTON-J?HI.LLIPSBURG LINE 

Of the five act:,i..ve 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 paten-

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 

Est. Revenues 
Est. Avoidable Costs 
Return on Investment* 
Subsidy 
(* - using USRA valuations) 
Per carload subsidy based 

on 1973 traffic. 

ANALYSIS 

RSPO 
Estimate (Mod III) 

3,072 
18,360 
34,988 
50,276 

529.22 

Trustees' 
Estimates 

2,310 
22,902 
34,988 
55,580 

585.05 

This line serves a predominantly rural area which apparently 

does have potential for industrial 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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PORTJON O;F WASHJ:.NGTON-PHXLLlPSBURG LINE 

RECOMMENDATION 

It is not reconunended that the State offer subsidy payments 

for continued freight service on thi.s 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 

APPENDIX A 

STATE OF ;rnw JEN.SEY 
FREIGHT TRANSPORTATION SURVEY 

This questionnaire applies to ea~h facility requiring freir,ht 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 tn name 
and/or address 
please correct. 

Per•ott teapondina __________ ...._ _____ ---------

Title ------ --- --------·- ·----------
.telephone Number-----------

Parent Company (if this facility is a division or subsidiary, give 
parent company's name and address). 

Street 

City or town _________ . __ State _____ Zip ____ _ 

PLEASE PLACE APPROPRIATE NUMERIC CODE IN BOX TO RIGHT OF QUESTION. 

Facility pescription 

1. TYPE OF FACILITY 

1 raw material processing 
2 manufacturing 
3 z wholesale di~ttibutiort 
4 = retail distribution 

5 public warehouse 
6 • private warehouse 
7 - other ----..,-

(dcstribe) 
8 • more thart one f unc-

tion performed (describe) 

2. Standard Industrial Classification (SIC) number, if known 
(four digits): 

If more than one SIC number for this facility, please list 
all, beginning with most important . 

A.1 
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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.) 

!Primary 
Railroad 
rPrimary 
Billina Station 
Primary 
Rail Facility Location 
(Street. City) 
Distance of haul from 
rail facility to your 
business facility (miles) 

Secondary 
Railroad 
Secondary 
Billina Station 
Secondary 
Rail Facility Location 
(Street. City) 
Distance of haul from 
rail facility to your 
business facility (miles) 

Complete 
you rece 
ship via 

--
if 

iv 
T 
e/ 
OFC 

Complete if 
you receive/ 
ship via COFC 

·-~ 

- ----

- r---------

Complete if you 
receive/ship by 
public delivery 
(team) track 

-

·------------~ 

Comp let 
you rec 
ship vi 

e if Complete 
eive/ you rece 
a TOFC shi via 

Complete if you 
if receive/ship by 

ive/ public delivery 
COFC (team) track 

---

Complete if you 
maintain private 
rail sidini:t 

Complete if you 
maintain private 
rail siding 

4. Do you ship or receive cars with lading in excess of 160,000 
pounds? (Check YES or NO) 
If "YES", what is typical load weight? 

5. Do you ship or receive oversized loads by rail? (Check YES 
or NO). If "YES", what clearances do you require? 

Length -

Width -

Height -

6a. Can your oversize or overweight shipments be hauled by any 
other mode than railroad? (Check YES or NO) 

6b. If your answer to question 6a is "YES", please specify the 
other mode: 
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7 a. If you have private siding facilities, are these facilities 
capable of handling multiple-car blocks? (Check YES or ~10) 

7b. If the answer to question 7b is "YES", what ii; tlw maximum 
block size (in railroad cars)? 

7c. Do you presently receive or ship in multiple-car blocks? 
(Check YES or NO) 

7 d. lf the answer to question 7d is "YJ.:S", what is tlie maximum 
block size (in railroad cars)? 

Commodity Relate~-~~~~~~~ion 

8. Please list below the primary origin and destination zones which 
you ship to or receive from. Also, please indicate the Railroad 
wl1ich provides service to your facility and the 1973 Carloads. 
Please use the zone numbers as indicated on the maps si1own below. 

RECEIVED FROM 

Pri~ Origin ~:one 

G]GJ 
[------, _____ _J 

G]GJ 
c-=J 

1973 Carloa,ls -- - - _,_ - - --

9. Please complete the appropriate entries in Chart 1 located on p;ir,c 4. 
Tonnages are those received in calendar year 1973. 

Alhl'rl.i 
~hniroha 
S~,·h,·w.i11 

Origin and Destination Zonal Maps to 
be used in answering question numbers 
8 and 9. 
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sfcc2 -r------- -- ------------193TONS1BYi100E - --------- - ----- ---
Number rigi-;- i~iCca-i.~ TOFc 3 COFC~ - ~10TOR -CARRIER ____________ _ 

UH gi ~ _ ~o-~ _I~- _ _ ___ 'l~-- __ _l ~ _ _ _}ommon -==r-= _fo_I! t_r:_l!_c_ t_= _j__ .R.ri~~ ~~-_ 
Other 

_!_<!~I!.:..- Ton~-

~--------------+- --- --- -

-·------ -·-- -- --- ---- -- -~--------·- ---f 

__________ , _______ - - --~ - - -----~ 

STccZ--k ___ - -- ---- -------------1973 TONslB"y-MOi)f ________________ _ 

1--~~~~~~~~~~--0-~~~~~~~~~~~!~~J~~~~~~""'!_r-~~~l~~o~MOTORl_CA~!~~ra;t--~~~tl~::e - Other 
Iden. -----

1973 
Total 
Tons 

----+-------~- --------+---- - ·- ----~-- - - ----+--------t 

lrn Short Tons (1 Ton z 2000lbs.) 

2sTCC (Standard Transportation Conunodity Code) Numbers, normally shown on freight bills, can also be obtained from rail classification 
tariff (UFC No. 11) all STCC numbers arc seven digit. 

3y0 r 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. 

lllf 

CJ 
::r: 
> 
:::0 
>--3 

H 
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Tonnage Projections 

lOa. Please list, in tons, the followi~g projections of freight to 
be received and delivered by specific modes and types. 
(Assume all existing transportation options will remain) 

Year 
By Rail 

Car 
By Rail 
TO~/_COFC 

By Truck 
(All~ 

By Other 
Modes 

1974 

1975 

1976 

1980 

TONS TO BE SlIIPPED -------·----

Year 
By Rail 

Car 
By Rail 
TO~Cl~OFC2 

By Truck 
(All Types) 

By Other 
Modes ----

1974 

1975 

1976 

1980 

!Ob. What factors will cause the results forecast in question lOa? 
(For each year select one principal factor and enter selected 
numbers in appropriate box on the right). 

1. Normal Growth 1974 
2. Major Plant Expansion 
3. Closing of Facility 
4. Shortage of Materials 1975 
5. Shift of Operations to New Locations 
6. Other (Specify)---------------

1976 

orr 
DD 
DD 

1980 DD 
Socio-Economic Impac_!. 

11. 197 4 ANNUAL AVERAGE NUMBER OF EMPLOYEES, AT THIS FACILITY. 

Comments: 

---------------

12a. Would discontinuance of present rail service cause a decrease 
in the annual average employment at this facility? (Check YES 
or NO) 

12b. If "YES", please estimate percentage decrease: 

_____ % 
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13. 197 4 ANNUAL PAYROLL, THIS FACILITY 

1 • 0-99 thousand dollar• 
2 • 100-499 thousand dollars 
3 • 500 thousand-2.4 million dollars 
4 • 2.5-4.9 million dollars 

5 • 5-24.9 million dollars 
6 • 25-49.9 million dollars 
7 • 50 million dollars or 

more (if 50 million 
dollars or more please 
specify)------

14. 197 4 ANNUAL GROSS SALES, THIS FACILITY (If applicable) 

1 • 0 - • 9 million dollars 
2 • 1-4.9 million dollars 
3 • 5-9.9 million dollars 
4 • 10-49.9 million dollars 

5 • 50-99.9 million dollars 
6 • 100 million dollars or 

more (if 100 million 
dollars or more, please 
specify)--------

15. What are your approximate, total transportation costs 
(include all transportation costs except those within this 
facility)? 

D 

D 

$_, ----

16. If rail services now utilized by your facility were discontinued, 
by what pwrcent would your total transportation costs increase? 

17. If carload rail service that is presently available to you 
were discontinued, would you close this facility? (Check 
YES or NO) 

18. If your answer to 1fUestion 17 is "YES", please place in the 
box at the right the number indicating the course Jou would 
take. 

1 • Would relocate within New Jersey 
2 • Would relocate outside of New Jersey 
3 • Would go out of business 
4 • Would consol~date operations at another 

facility of the same company (Specify 

location --------------~· 

19a. If pour facility would remain open after discontinuance of 
rail service, what alternative means of transportation would 
you use? 

1 • Motor Carrier 
2 • Public Delivery (Team) Track 
3 • TOPC/COFC 
4 •Other (Specify)--------------

19b. If you would use Public Delivery (Team) Track, indicate the 
maximum distance you would travel to such a facility (in miles). 

19c. If 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 
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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). 

1. Greater availability of equipment 
2. Better quality equipment 
3. Improve consistency of transit time 
4. Reduce total transit time 
5. Increase frequency of local switching 
6. New TOFC/COFC ramp facility/facilities 
1. Reduce rates to meet non-rail competition 
8. Reduce rates to improve marketing area of 

this facility 
9. Publish multicar vol1.111e rates 

10. Reduce loss and damage 
11. Other (Specify) ------------

1st Choice 

2nd Choice 

3rd Choice 

20b. 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 
2 • DF or special equipped box 
3 • Covered hopper 
4 • Gondola or open-top hopper 

5 • Mechanical refrigerator 
6 • Tank 
7 • Other (Specify) 

D 
D 
D 

D 

20c. If you selected better quality equipment as one of your choices, 
please indicate the most important area of desired improvement D 
by writing the appropriate number in the box on the right. 

1 • Interior lining 
2 • Cleanliness 

3 • Other (Specify) 

20d. 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). 

20e. 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 -----------~~~ 
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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. 

RAILROAD 
PREFERRED 
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 
2 - 1 - 5% 

5 - 21 - 30% 
6 - 31 - 50% 

3 - 6 - 10% 
4 - 11 - 20% 

7 • 51% or more 

Shipped Tonnage 

1 • None 
2 - 1 - 5% 

5 21 - 30% 
6 - 31 - 50% 

3 - 6 - 10% 
4 - 11 - 20% 

7 • 51% or more 

21a. Do you or your parent company presently own rail equipment. 
(rail cars, TOFC trailers, COFC containers). (Check YES 
or NO) Describe: 

2lb. 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 
2 • Willing to consider 

3 • Willing to consider but 
doubtful 

4 • Definitely not interested 

22. If improved service could be provided by paying increased 
rates, would you be interested? 

1 • Definitely interested 
2 • Willing to consider 

3 • Willing to consider but 
doubtful 

4 • De~initely 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 
2 • Willing to consider 

3 • Willing to consider but 
doubtful 

4 • Definitely not interested 
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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 vou 
offer, please complete and return the questionnaire within ~wo weeks 
of receipt • 

~-q 



A .10 

FIBUllE A. I 

LOCAL FREIGHT 

SERVICE 

CONRAIL 
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FROM FINAL 
SYSTEM PLAN 
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1•13 l!EBlWK!I LIT'tU: f!911 
1•13 LITTLE fl!&&! COllCIT 
1413 ttll'ICIT l.J/11! S1 Liii! 

TRANSFEROR! tEBID!l CO. 

1'27 BCi!Lt Jlll!S!OJC 

TRAlllSFEAOA: t!llD!L CO. 

1127 SBCR! .JEllS!! 
1127 JIBS!! BIDtCllflUD 
1162 UYCIII U:llf!liTCI 
1165 ~T. BCLit ltllll!flTCI ID 
1169 BIISCI, I. J • !ID 
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lA..INSFEAOA: llEll ICU. & LOIC Bl!UCR I. II. 

0222 
0222 
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lSBUI!! U&lt 
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TR.llllSFEROR: illlSILUIIl' 6!1DIIG SUSBCS! llll!S 

9CJ02 Bl!LSCI St Cl!D!I UCll 

9902 Cl!IDEll B&Clll 1115101 

9903 U•SLOll 'IOCUllOE 
9903 'IOCUllC! CU! tUt 

99011 cut 11n ClPl! Ill l EC lit 

41906 HCUBC! ULZF:!O 

'11ll t. '1LOUl£!.TE.ti GliLUJt>o~ 
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o.o 
o.o 
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8.1 D!!IR&B CO U 
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A.12 

lNTn.ICTS 

1111 TO CIC 
Ull i·c: cic- -----. --
lIU 'IC CIC 
nu TC CIC 
LUI 'IC CIC 
1111 TC CIC 
Liii '?0 CIC 
UH TO CIC 
111! TC CIC 
Liii TO CIC 
IIJI !C CIC 
IIll TC CIC 
llll !C CIC 
UH TC CIC 
LUI TO CIC 
1 Ill! TO CBC.IH 
IIll TC CIC 
tlll 'IO CBC 
Ill! TC C:BC 
1111! TO CIC 
Lii! TO CIC 
IHI TC CIC 
Llll tO CllC 
IIH to CIC 
un TC CIC 
LlH TC CIC 
nn TC CliC 
tlll TC CBC 
1111 tO CBC 
Ill! TC CBC 
111! TC CllC 
III! TC CllC 
IIlll TC CBC 
1111 IC CIC 
1118 TC CRC 
11111 TO CiC 
111! '!C c;&e 

Lll! 'IO CBC 
Liil! TC C&C/Ti 
LUE 'IC CliC 
III! 'TC CBC 
111! TC CllC 
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LIN! JO CIC 
11 u: TC CIC 
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UYCllil 
cutu •no11• 
llOOtBUH. 
GUSSBOfiO 
YJl!lllC 
UUUID 
!. Ul!LllD 
llIUYILL! 
ICCUOU II HD 
EU, Gt llll.U 
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ClllI:U UCll 
ICCDl!OFl 
CUSSl!OFC 
YlNHlllC 
UHLlllC 
5, 9111!1UD 
UllYilll 
llAlfUlltSIJI 
POIS Cf cu.n 
DE?F lllUF 
SUEii 
£RI DH'JCI .JCt. 
!lltDHTU 
L!£SBDliC 
SllHLSJ CIIG 
UOLSl!CJC 

TRANSfEROP: Llllll~! & tiOOllD BiOOI llallti01P 

Olli 
0326 
C326 
0326 

_J)26 

Pt\/9tl i..• 
•i!ST 'fl!!ll'l:OI 
H!>l 'lF!!l'TCll 
Hlt! llE&ll! 
U:STCI 

Wf.ST T11&MTo"' 
VlS'I Tl!Eii?Cli 
!HU l!lU: 
ll!STCI 
l!COllD .BfCOll JCT 

S1SHI: LHJGI Jl.Ll.11 I. I. 

TAAN5rEAOA: LllJCI YU.LI? I. I, 

OS01 J!ISll CIT? COISTHU .Jct 
0501 CCIS'JlBII .JCT Gl!!111'Illf •111• 
0501 U!!nll.U •Hr• lllllAU IH 

05021 llUH II! lIDU! 
05021 lLDIH BCOlD tfCCI 
05021 BOUlt lliCCI lllMUtU 
05021 llllYIU! fL!llING'JCI .JI 
O!nl 1LEllillGTCI .JCT llSTCI JU 
O!Ofi cuu·----- -- caffil'Srfif1-·--
0502C UII'Jll JU SILVER U lU 
0502D !DSCCl?tCCIGJCT HCCD GITf U - --~--nncnrm ·--- -,n-n~S' u- -

0509 J!RSEJ CU! HI flft JCT 
05C9 fill JCT CC!ISU!l! .JCT 
0509 CCISUBU JCT !l!Ollll! 
CSC9 lll'J DOCKS Bl urc1u c11.i 
0510 URTB ll!E01 SO ?tlUl'll!ID 
0511 BIL LSI DI lrfllllaTCI 
0~12 l&ll'SDCll CLUTCI = Fl.at\1MC1DN-JC.T- F'LeM1et•To" 

J1tts~ t!IT'f t!/4.~ l'CIMT 

l!f1 

13.6 
27.2 
S8, o 
56.9 
o.o 
C,,. 
o. 7 
2.5 

10.5 
18.0 
J 1, 8 
311. 0 
38., 
39.8 
8.8 

29.8 
8.8 

17.8 
J6.0 
,.6.lt 
c. :> 
o.o 

27.2 
58.0 
59.0 
62.2 o.• 

J.8 
2.! 
10.~ 
18,0 
31.1! 
311. c 
38, 1 
39.e 
•8 .• 1 
3C.1 
32.11 
37.:li 
]6,0 
38,! 
51. !: 
2.0 
o.s 

31.'4 32..0 
32.0 32.!; 
J2.5 S0,1 
50,1 56,3 
56.3 so.-

1.• 5.5 s.s 6.5 
E.5 1, •• 

11.• 16.9 
16.9 l3.1 
33.1 36.' 36.• 51.0 
51.0 77.0 

-~- Io.3 
19.8 2f>.' 
69.9 .. .,,,, 

----- f,6 2.c 
1. 7 2.0 
2.0 5.2 
s.2 1.e 
7.8 8,!i 

!UICI 11111 

Blll llll 
lllll LJll 
lTL Cl'lf Ill Tl 
PL!l~lMtYI SJC Tl 
LillliOOD SIC 'U 
lillllCCD SIC Tl 
llILLYILLI SlC Tl 
l!ILL YILU HC Tl 
!!IILYILLI SIC H 
llILL YILLI !IC Tl 
llILLYILL! !lC ti 
llIIIYILI! SIC Tl 
110, 1 JllG 11 
BlNO!UJSJII !IC ti 
PHIS GliCU U 
DE!P lllT?I pt SIC 
SlL!I! SIC 'II 
BUDHTCI SIC Tl 
&P.IDH'JCll !!C 'fl 
LUSEORG SIC Tl 
SllELl SIDIIC 
PAQUBORO uuc• 

~""YOCK •t. 
U:li YOU ES 
llEll 1C&a. f'R 
uw ran f!.I! 
1!11 JOH i:I 

MUN LINE lVllll 
MAIN LINF lVlllt 
11AIN LIN~ LYRA 
lllll Ill! LUI 
11111 Lii! LUI 
llUI lll! LUI 
tllII Lii! 1'11 
!llII Lii! 1'81 
81.CODGOODS flllCI 
IUITll EUICI 
ftOSCOlETCC IG Bl 
llJ JC'f SHICI 
NU DCCKS 81t 
PjA T DOCKS 81l 
NAT DOCKS Sil 
l!RllCB 10 Ci 

.17.'f - 21.1 ~!RTB lllBCl !i 
$1. 12. 7 -1£5' IBYIIGTCI U ·" .. 5,.~ CLil'ICI BSUCll 

~.a 51·7 pi.il ... 1M4'T- Sit. 
o.o o.c. Ct\VSlt pr, &t. 

05"77 JS~W'(Cl'f'( JE1ZS&y t!IT'( .IZAMCtl ti). I o.o ,,.~ 

Off9 COfoUTMSL& .JGT. CLAUMO~T TEJZ.H. o.o 01 C:. L#t~E.M"°"'1' 'TEO. \12 • 

TRANSff.ROR: llUITUI TERllillAL t 'IP.US. CC. 

0211 liUITall lilY!.11 I 10ltfl SPCFZ 21. 7 23.2 lllll'llll ICi'tti SHOR! 

A.13 

JUIUSTS 

tll! 'IC CIC 
nu 'JC CIC 
un 'JC CIC 
llll tC CIC 
ll 11 TC CIC 
lill tC CIC 
lill! 'JCl CIC 
nu 'fC CIC 
lII! 'IC CIC 
nn tC CIC 
IJU tC CIC 
llll '10 CIC 
llll TC CIC 
Liii !0 CIC 
lill to CIC 
lli! 'IC CIC 
115! fC CIC 
1111 'IC CIC 
lJ I! TC CIC 
lJll tC CIC 
lll! tC CIC 
IH! TC CIC 

LIMI. To C14J;/Tll, TO OT~ 
Liii TC CEC}T& TO OTHEIS 
LJR! '10 CRC/tR TO OTB!BS 
III! TC C£C/T6 TO CTB!IS 
Liii TO CBC/TB_TO -~!~EIS 

IJll TC CIC 
Lii! to CIC/Tl TO OTHll 
IH! TC CIC 
Lii! '10 CIC 
III! 'IC CIC 
lJI! TC CiiC/TS TO CTIHS 
1111! %0 CBC/'tl TO OtBEIS 
IIU re CIC/'fli TO CTl!IS 
un TC CIC 
tl!ll 'IC CIC 
III! 'TO CllC 
t1i!"fc cacjn To friiis 
III! tC CIC 
llll TC CllC/TI TO CTlllS 
ll I! TC CIC 
LIU 'lO CIC 
lili! IC CIC 
LI II! 'JC CIC 
UH IC_ CIC 
LIMllL "10 CCC.. 

'-'"~ TO C:ttc 
'-INIL 'TO C~ 
~INE "lb OlC.. 

llll !C CBC 



TO STATION 

SISTI!: C!ITF'L F, J, CC, Of l!W J!IS!Y 

TR&NSFEROMI CEl'I&ll I. I. CC, Cl lfV J!JS!I** 

C201 
0201 
0201 
C201 
0201 
t201 
.. .,1\1 

0201 
0201 
C202 
0203 
112.011 
o~ 
01,0S" 

0206 
C207 
0207 
0208 
0211 
0211 
0212 
0•11 
021' 
0•1s 
0'15 
0215 
0215 
0215 

sm 
0218 c,,, 
0, 19 
0220 
0221 ·owo 
OU."7 
0'221 
011.."I 
01-so 
~>I 

C>n'2.. 
oa.n 
023.cj 
~ 

~~7 
ot.3& 
02.3., 
01'10 
01111 
<n~ 
01-"i3 
02.'44 
02.'{5" 
0~'°4(,,, 
01"7 
02.~& 
a:z~.:r 
~ 

0'-St 
~ 
02.'5"3 
C299 

J!llSP!Y CH! 
El IliTUICCUIG 
EUCN!IE 33S'I 
fllZAEUHIT !'II 

. liUJ'rAM 
l!lCt! ~:i:t.GI' 

"":" llllT'l'ioP. 
ll!HTCI 
IHillIFSl!IOllG 
COP.llOMHll 
UILlS JCt 

. -~:~~ Jct" 
CA\(. lSLJ.Mt> Jc.T' 

1CST!li.5 LIN! 
BCP&'ICClfG JCT 

"i/K.l(A"11..I/ 
i&KE.JCT 
!LIZlBET!llC!>'l 
•OOCBlHDGE JCT 
HIUB!TE IIH! 
U.Hlllf 
\ILLil!!SCUlll 
HD Elllt 
IUEHUBST 
UISLCW JC'I 
1I NH lli t 
l!RIDG!'ICI JCT 
Ul!lG!'ICll JC_'t 
IATCC 
US?LCIGUUCH 
lU:!HDiS'I 
llKEllU fiS'I 
l!II DGETCI JC'? 
UIDH!TCW JCT 
WE.~,.. t.LK 'ell. 
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Ull!Llll 
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IRillG!'l CI JCT umnc.• 
l!IUCllHIT 
lU!flOHt 
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C!!IUUC 
lllUIJC!1CH 
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'T'&.MCO 
1"ECO..u> 'f.T', 

~""°'"'r 
~~ Mie. 
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£t', I 
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~u.·~ 
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l~~"'VE· 
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Ii.VE..? 
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8,9 35.! BAii 111! CIJ 

35,8 52,2 11111 Lii! CIJ 
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!h •• w '/1.~ .. :·.~:: -·- :~."' 
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9,5 20.0 PEBTI lB!Ct fl 
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0,0 J.5 S011t SIOI! flllCB 
O.O 1.5 Clltll!T l!I 
1,3 2.7 ll!OPllATOll II 

38,1 66,C SODTEEBI B/l 
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120.1 123,9 SOOTE!li 8/1 
13C,S 130,8 SODTE!ll 1!1/1 

u~·:i 1U:I -tmtm tfucc -·. 
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O.O O.f> 
o.o ~.o 
o.o 1.1 
o.o o.9 
o.o 1.7 
0.0 0.8 
o.o 1.0 
0.0 1.q 
o.o ,.,, 
e.o o.." 
o.o 0.4' 

o.o '·" o.o o.9 
o.o \.2.,, 

o.o 0$ 
o.o 1.7 
o.o 0.7 
o.o o.a 
o.o 0.3 
o.o o.7 
O.() 0.2. 
o.o 0.3 
o.o ~.-. 

o.o ~.o 
0,0 0.7 JEISll lf! EllMCB 

l_!J_ _-. .ti. I .BIGe. ~IIPG! II 

11, 1 U,E lllAl'lCHICITllll 

o.o J,6 IT ICH III II 

o.o 2.1 Ill SICI! CCII II 

A.14 

UI! '10 CRC 
II II 'l'C C5C 
UI! to CIC 
1111 tC CIC/Tl tO CTB!IS 
1111 to CIC/T5 TO CT!ll!IS 
tJI! '10 CIC/Tl TO CTBBIS 
tll! TC CPC/T~ TO CTB!IS 
tt•• ~~ CIC,TW TO CTlllS 
1JJI 10 CIC/TM to ct••-~ 
UH TC CIC 
111! '?O CIC 
UH 'IO CIC 
LI~ Tl) CQC.. 
L1'4£ 'tO Ci!IC/T'R TO Ott~~ 
un \C CBC 
II n 'I~ . cac . 

. _ 1..IME -r• CftC. 
lill TC CJC 
1111 TC CIC 
un TC CIC 
UI! TO CIC 
nu fC CIC 
1111 !O CIC 
nn 'IC CIC 
1111 'IC CIC 
nu ic etc 
nn TC CIC: 
UH 'IC Cl!C 

-----1tff ~--
tlll TC CIC 
1111 TC CIC 
UI! TO CIC 
LJll !C CIC 
n'n TC CIC 
-LINa~ qC 
L.IMI. 'n)CU.... 
L.INf:. TO ~e 
LINS TD cr.c. 
LINE ~ CRC.. 

"'' .... 'TO ce:: 
&.!ME TO Ctc: 
Llp(S. 'tO ~ 
U~CTO~ 
L.111ol&:,.., ecz.e 
L 1 "i'. TO CCC., 
l~E 'TO C(t:. 

LINE 'TO C~ 

Ll"'E "'0 CtZL 
L.INE. TO Cflt'., 
LIN&. "TO cru; 
1.INE TC> CClC.. 
Lit.It: 'T?> ORC. 

LINE. TO C.1l.C. 
LlME. "TO cec 
LIN.E TO Ct:. 
LINE. To C1ZL 
l..INE' TO CfZ.C.. 
LI to&E "'t'O efl,C 

LI flla 'TO ctZ.C. 
L.INJE. To C!ltL 
L.lNa TO au;. 
l,.lHli TO C2L 
1111 TC CIC-

UH 't_O CIC 

UH. tO CIC 

1.111 1Cl CIC 

1111 TC CIC 



• 

..... 

111UISTS OISIGllt!D TO co111n.- C:ONT'lJ 

Liil COI>I UCI STHICI 10 suuc• .... , !IF2 UUCI Ull JIUIUTS 

StST!B: LIBIGI I l~tSCI IUU •• '· 
TAANSF'EAORr LUIGI & HUDSCI JiifEI •• f, 

0101 BUBJiOOI 1111J n un o.o :U.f Ull UH IC CIC 
0101 U/IJ st llU !!UID!lil 23.1 72.0 LHI 1111 !C CIC 
0•02. EASTON Pt\ ILl IPS8UR.Ga o.o o.'1 dKt. LINE TO C2C. 
01°' Pltl'-L 1~\IR.c!i P•U LLlt"'SJ!, UCUi o.o l.'f i.u.~w~ VAf.'t> L nu: TO c etc. 
0105 J:'tZAMl(LlM 0Ea~El'CS1Wrztit o.o 2..Cf OGil>E.WS'g\J~lf 'Sit· LLME. TO Ca::, 

SJSTll: !JiJl-L&Clllllll 1111111 

TAANSfEAOA: llI!-llClllllll 1111111 

6101 
6101 
6101 
61C1 
6102 
6102 

-·inf 
6151 
6151 
6152 
(,,J5l, 
wlcrt 
"tcr2. 
6801 
6801 
6801 
6801 
6841 
68112 

Gt Gll!lT ICTCI 2.9 16.e IOOUCI Liii (101'1 1) 
GHU IC'ICH !IODITIH nn 16.8 21.• 1001101 Liii (IOH 1) 
11co1:;.11 nu l)!lffrlL! 21.0 l•.I) BCCll'ICI Liii 
E01!1 FCRT BCJUS 38.5 •5.7 Ull LU! IPOll!ll DUI) 
UIG!ll JC'I RIDGEllOCE JCT ],] 19.• l!IGU COUt! (IOTI 2) 
IIDG!VCOt JC!• SOPl!ll 20.2 10.5 lllII LlU (PCll!I UII) 

- iisr-1111- · · frrilifol. Jct: -CT ··13,6 -UIILU!- 11Cii ]) . 
H'!USCI JC! II 13,6 U.9 llUI Liii! lliCU ]) 
u IIDG!llCU .JC!. 111. g 20.2 11111 Liii! (ICIHI llII) 
IJ t 11! JC'I I RICUJ:<ACJ 7,6 16,0 llJ&IY l!UICli 
~- AAa{E~SltC.~ N~\.>&:t" .lC.T. u ... o ~--2. ..u-~.:&•(G-rz.A~el-l. 
'SV-:.!>£le t!tfZ •• \C..T. ME'TC..0"'1Gt lJ1.q q8.'2. '-U5$EJ(. $(ZM1C.~ 
'POllT MOCZ.~ SOS-Se.)( $2. JCr; '4~-7 "7-~ W#.S~l~~ToN. l...INE.. 

1t!st IID •~on- 1:1 ::i.u t'IU.r!A.L~.ir..U•• t..&.•A 

U:lldk t:lilltG ! ;.c 11.C aOLJU";Oill 111'! 
SOllllit Dl.UILL! 20.0 36. I; !!01!.RIS'l'Olll I llll 
C!IULLI CCJ!I 111.0 38.5 !!OU ISTOll I 11111 
!UltllIT llILL IB~'IC I 20.0 30.C GUD~TOlfE UllfCI 
fCSIYlll.l IYI llOITCUII 9,0 13,4 llO~?CllIB UUCI 

Notes to Rail Lines Tables 

Notes for Erie Lackawanna Branch Names 

Lii! to CIC/Ti to OTllZIS 
111! JC CIC/Tl 10 CTl!~S 
Lll~ 'IO CIC/ti 'IO CTB,RS 
1111 TC CIC/tJ TO OTlllS 
1111 TC CIC/Tli TO CTll"IS 
Lii! TO CIC/ti TO CTlllS 

·- ·-- i.Jll TO CIC/Tl !'O OtlllH 
LJJI TO CIC/Tl TO C?B!IS 
1111 TO CIC/ft TO CTll!IS 
Lii! TO CIC/Tl TO CTB!IS 
Ll.(E "TO Cf.C/TV.. "tO OTl'\EClS 

LINE. 'TO C'lC./T<Z. TO OTI4ER5 

Lfl'Ji.::. TO Cet..../-re. "f"O 01"rt€.125 

.... ......... ( .... 
ll!I! TC t:!!C/TS TO C? fl!•S 
Liii! TO CRC/TI TO OTll!IS 
Lii! to CBC/Tl TO CtB!IS 
1111 TC CBC/Tl TO CTBUS 
Liii 'IO CBC/Tl TO CTlllS 

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 
stm 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 valu:i.tion records. 

4. Formerly designated as Newark Branch cf former Erie RR; still carried by this n~me in 
EL track charts and valuation records. 

5. West End to Bergen Junction designated in operating timetable as Bergen County Line . 
. - 1. Irob0ke~1 to Wt>st En<r;vas onginally n -portic·n-uf whrit hislonC.·iTf),-\\·nsdesignated ns-H1c --

- ... ~-

former DL&W Boonton Line; t!"ack charts and valuation records still carry this designa
tion. 

---··-- .. -... .. ~ --- -- -~..:.- --------------- -

A.15 



INTt:PfSTS DFUG"IUEO TO TH Ct-FSSJ!; 

L JNE CO'>E i:.poM STa.TJCIN TC STATION 

PIDJICT:USl I 

SYSTf-MJ P~N~ CC-hTl>Al Tllth~PC~TATtCN to. 

TltaltfSfEltORt UNITfr. .... J. P • II. CalflAl co • 

H22 GFHNY ILLF 11 11•v• GH '°'NYILL E YO 

TAAJ•SfEROA: pc~N CENTFtL H &NSprn; T&T ICN CO. 

1412 Hf'.l'\OitfN tP llllilJ)O 

!VSTEM: L'!:HIGH YlLLr:y II. "· 
TRANSFEROR: Ll"HIGH VALL€T 11. "· 

1501 CClllSUl!LF JCT G•FENYILLP "11\V• 
05\l~ I'll Tl•lNAL JCT NAT DCCll~ ett 
J5l9 Pl'R JC'T CC'NSU9ll' JCT 

SYSTEM: ER l"'-Llt:Klllll.1111111 rdrL.,AY 

TRANSFEROR: '!11. IE-LACO .. ANloll ltAILWn 

61 ll GL GHAT ~OTCH 
UH Gl'FH NC''!'CH 114CUNTUN lllEli 
6101 MCUNTAJti "Jl'W OF~V ILLE 
olOl D!1 VFIO PCllT l'('lll'J4i 
6101 Pr:ti>T "10•11: IS NJ/Pl 5t LIN': 
6101 NJ/F.fl ST LIHF SlAT~F-0110 JCT 
b lJ2 ei:i:: G"N JrT R t[.lr.Ewoon JCT 
61\12 F HlGfwOOC JCT. SUFFERN 
6151 11"51'" tNtf PH::llSON JCT. 

·-

bl51 PHER~ON JCT ... 
6151 xw II !OGE WflOO f, T • 
6152 lllJ & NY JC: 1 I\ tOCt<Ehl}tK 
6lS2 l\-HA~i£11.~1iU- - H'TKifFT- Jr.T 
6loJ J:ODSC:Y CTTY AfQGft. JCT I HLI 
bloO C P·~XTCN ll[FHlWkF.N ... , CM__XnaM $P~» --- bl66-- oe Ji:"r- PA • N --JCT" 
61H AUTl-!:PS::OPC JCT CAPLTClll Hill 
6lb8 PA~'illC x .. 
6169 K !Nr.~l INC JCT Ht.Diil$~ 

6170 C(>lll'ST HI LL l!LCC"4FIELt 
6172 Mf'U"ITqN Vlh Pf,.l'TCN JCT 
6112 PCMFT(lN JCT PCl'PTQN JCT 
6173 \hHt~-W~h l'CUl\HJN VIEW 

'oT9l Nt:T-CnNG 
6192 P0RT "ICllllJ S «;LSS<:X Bii JCT 
bl92 SUSSEX fll JCT i..A~l-411\GTOH 
0192 WASHT!<GTCN Pl-JLL IPSPIJPG 
6192 PH! lll P$PLllG q,JlllPS BUPG 
6193 C1'4!'STF.ll JCT SUfCASU"INl 
6 l91t kf\S~l,..GTCN W~SHINGTCN 

•2'12. 1>&\.l.\J#.Re SL#\Ti:R>!Ul ..IC.T. 

SYSTFMI R~AOlhG COl'P&NY 

TRANSfERORI CEL&WAkf '~CUNC l'llOO• 11•1t•oao 

0'2,(p 
0326 
0326 
')326 
.:>326 
03U 
:>348 
0348 
0Stl8 

P.VNJ 1..1.i.i;: 
"'"ST TPICNTON 
wi:.sr TPEltfTCM 
!':I LF "'flCf 
wFSTrnc 
~ .. Dl'.'NT('N 
.. TllFNTCN 
U~NTON 

T1tbtT~ 

TRANSFEROR: PORT l'EliCING '• Po 

0336 ilfSTJN 

WEST' T'llEt.l"tt>N 
WEST TllFNTCN 
l\ELL E MEAD 
WFSTCt. 
llQUlllO aRC!':K JCT 
W TllFWTOtol 
Tll~"TCN 
TAfNTOM 
E.ut" °tU~TO .. 

PCllT PElOING 

r2AM~: °TI4ENT<'N-1'~\t-lc..EToN ~CT\Oe.l CO· 
Ol'J<f JCT IE. T1it ..... ,6tl LA.~tz.e~c.e.\11L.L.E 

MFl 

4.:i 

3.C 

'· ~ i.e. 
2.c 

2.9 
H.E 
21.c 
:u.s 
45.l 
H.2 :.z.•-
20.2 

f.<; 
13·6 

/'j.0-
l.~ 

lb.C 
o.o 
o.o 
a...a. 
4.5 
8. 7 

11.5 
o.o 
tl.4 

;.2./.8 .. 
211.1 
18.? 
·o~" 
.t,5 .1 
47.'o 
67. 5 
78.0 
"l • 3 
66.5 
7'f. !. 

-,1.q 
32.0 
32.5 
50.1 
56.3 
32.t 
32 .11 
36.2 
35.1, 

I.I 

""2 OliliiCH lllAMf 

f.5 GlllHJIU ,.. 

4.T 1nu 1.111 

f., IUI lll! UH 
2.:> ~·J · J': T 811 ANCH 
5.2 UT r:ccts iF 

U:ol !l("INTr)N LINE INOTf I) 

-21.8-J?CClllT!'lN LIN~ INOT r: u 
?.t,.O HCNTOlll LIN;: 
45.l "4e 'Ill Ll'H: C FOltMfll Ol&lfl 
n.2 I'&! I': LINE li'QRMl'F CL£1fl 
14.3 "'~till LI~E I FOPMFP l"LOI 
19.lt ll!'lil':i;N ·:ClJlllTY (~jQT E 21 
~o. 5 MllIN LPH: 1 i'QRl'f-R HIEJ 
13.~ M/'l~· Lf°'ff: INOYF 3;-- . --
-15.Cf M6IN l !NE (NOT"' 3t 
20.2 
1!> .o 
2!.2 
3.l 
5.2 

ff:t 
10.2 
l't.9 
5.5 

lO.O 
l8 .1 
28. 3 
21.0 
t;s. 2 
lt7 ,It 
&7.5 
78.0 
'l').3 

45. 0 
67,6 
&f.8 

)2..0 
32.5 
50. l 
56.3 
SE.4 
:!2.8 
36.2 
36.lt 
38.'1 

l'A JN l ! !'jf CFJ!U•FR ·£111Ft 
NJ t~!Y 8RliNCH 
~!JF.NY BRANCH 
MA!"I LI"!!' I FQOM Ell EA IE J 
lot~_<-H<.Wtc.di llPlNCH 
~lrlPTHF;l'll RAA .. C:H 
Nl;w~Ri< Pf<AN5t 
OF l T1~ Hi LL 
P.oSSUC 13PANCH 
Ht.Piii SO!'j e~AN(H 
r:c ~NG~ BRA.NCH 
Gf[ftojWQ'lC LAKE 
GD'-'"1111401)0 LAtc.!" 
Tf'1"'1WA 3Pul'< 
SLS ~"' X ·e Q ~i~{H 
W~'!+'INGTON LINE 
WtSt<l"IGTGN l INE 
PH1LLIPS13Vlif. All 
Pt-!lt l?SBURG 811 
(HJ- ST'..:R 1!1'.\NCH 
".'tr G''A~ 

Ot.:~ flo#\l> 

lol&>W '{Oil.I( ~'t:. 
~ FW YORK l\R 
NEW YOillt llP 
N~ .. YOllK BP 
~f If Y1RK BR 
TRENTO~ Bill"ICH 
TPfNTf)N e~A .. CH 
ronnnN ellANCH 

SPUR 
S?Ull 

f. T"fZEMT'Otol IN~. Tl(. 

Pr.PT REACfNG °"' 

A.16 

INT'!R~5T 

0 TO Ct<ESS IE 

TR TO CHESSJE 

Tll TO CHESS-II: 
TR TO CHESS IE 
n TO CHESS TE 

Tll TQ CHESSJE 
TR TO CHfSSJE 
TR TC Cl-ESSIE 
TR TO CHESSIE 
LIN€ TO CHESSIE 
LI NE TC CHFSStE 
TP Tn CHESSIE 
Tll TO Ct<fSSIE 

-yli TC CHFSSiE 
TR TO OiESSIE 
TP TO Cl-'!:SSI'!: 
TP TQ Ci-1ESste 
lP TC i:11ESSIE 

NOTf 5l !"IS: TO CHESSlf 
LIN~ TG CH:ssrE 
I 111.F '!fl r,H':S~!f 
ll .... f' TO CHESSIE 
LINC to i:11FSSIF 
ll"li' Tf1 Cl-iESSIF 
Ll"l" TO CHFSSIE 
LIP.,c Tt:l t:HESSI E 
L l'iE T'J CHESSIF 
l1 ~i: Tn CH~SSIF 

.LI '<E _ _Tr) CHt''>~f_ 
TR TC f"H(SSif 
Tl< TO CHESSIE 
l 1 N" TO CH'SSlf 
t IN" TrJ CH!:'SSIE 
lf"IF Tr\ CHESSIE 
L !1'1€ TO cw·ss IE 
l I ~F rr CHl'SSIF 
L.IMll TD Clt~1E 

T'il TO G~&~ S\C 
Tp Tl') CWESStE 
Tll TO CHESS H! 
TR TO Cl-iESSIE 
TR TO CHESSillE 
L1 NE TO Cl-ESS IF 
L lNF TO CHESStf 
L INIE TO CHSS If 
L..IN.E- TO Clke.S~l€. 

LIN~ TO CH./Tll TO CRC 



• 

• 

INTE12..E.'S.~ 

L. IME Cb»E. F'U)M. SIA,.T\Op.t TO STATION 

SYST,,.: CE~TPAL II. P. CC. C!F NEW J~se, 

TAANSFEA~: Ct:l'tTl<IL •• 11. cc. tlF ~!'V JOSEY• 

Olll Fl ll.t!"THP'T FH UJlf&N 
J2Jl 11411 ITI~ HIGH i-c;roGF 
020l IUGH •lltCGF HIGH l'PlOGt= 
.l20l H!'iH &RIC'CF MAl'PT(N 
0201 HAMPTON Pt-Ill IP~ l\UQG 
020l •HILLI PS~uar. HILLIPS!UA!> 
0205 OAIL. l~LAl(f) ..)CT. ~ \..IZA.IU"t°~"toll:f ..I C.T. 

SYST~.,: Ll!t-I'iH V.$LL"Y ll. Q • 

TRANSrEROA: l"14'GH V&llcy II. II. 

0501 GllUYILL'l •£ ar• UllARI 111 
05021 IEllRlt II'! 11 D!lir 
05021 lll>EI! ICOU llfCOl 
0'502h ROU"<r> "l'C ( K llCANV I Llf 
05J2l '4A~IV{llE CLF"ltr.TOlli J"I 
OSOH FLl'Mlt-:GTCN J(T ':ASTON INT 
C5n'\ F/o <:Tri•1 l~!T 8FT~lF~E" INT 

--~-- ~------·-

TAlNSrERO~: 11rN~I. TUl\N~l t TF~M!~Al "· R. (~. 

··-mr- NYINJ ST L fN~ HL[SQN 
1't01 HU"SC"I 00~!' 

TAl.~lSfERui<: 'uNlrEO .. N. J. F. R. &. :Af\;Al cc. 

llt01 
lft)l 
l 4t0l 
l ft()l 
1401 

DOCK 
NCWAllK 
CC'UllTY 
TPl=NTON "F &IF." 
Tll(;NTON 

Nt"IOAllK 
COt;"ITY 
TPfNTCN "FU~" 
TFFNlCN 
"lJ/?!> ~TA1T LIN( 

1:>E.~ I G. N/'\TE.t> TC TitE. Ctt:E'S."f>lE.-

H?I MP2 

••• 35.1 
!5. e 52.2 
~2.2 52. 7 
52.7 56.6 
56.6 11.2 
71.2 72.l 

I.I 5.5 

6.5 11.• 
11.11 16. CJ 
16.9 33.1 
33.1 :H.4 
36. 4 51. 0 
Sl.O 77.0 
11.0 88.6 

l.6· e:6· 
1. 1 e.o 

9.0 
32.9 
56.e 
57.v 
5~._7 

'B£.A...ic.~ 'H.Afo\E 

14' fl't l IN!: '.:NJ 
"'All'i U•4i: CP.J 
f'IA(N ll"if' CNJ 
"''I'° llNE CNJ 
11'111\ Ll"I!: C"IJ 
•IAlN L 1-..~ C~IJ 

N&\.J,_'it(. •. ~1..r& .. '3cz. 

IAill un nu 
llllll tlNB 1'RI 
llAill LUE LUI 
.,A Pi l[Ni; l Vllll 

"~IN L l"l': l VPll 
,..~.Pl Ll"ff,LVll~ 

'It!~ LI"lF l~F 

.. ~I~ l.l"IE 
"Alie lt"ll; 

!MA lN l 1"11= 
1<1.AlN Ll"lE 
!MA IN LINE 
fllAl~ l INI= 
l"AI Iii llNI'. 

CONT't> 

INTET2.E.~ TS 

Tll TO Cl'l!i!Htf! 
Tl TO ChESSIF 
Tll To cnss1r: 
Tll TO CHl.'SSIE 
fl TO CHl!SS IF. 
Tll TC! CHESSI~ 
llZ. TO c.11.E ~SI.: . 

TR f'] C~l!SSIE 
TR TO Cl'IESSIE 
TP TCI CHESS I~ 
Tfl TC ,...,ESSJ E 
TA TO CHS:SSIC 
yq ,,. CHESS tr: 
Tll Tn CHESS TE 

.l f111r: TO AlllT!IAK 
_ l.I!JF'_ rq_ A"!'.lK 

LI ~E TO AMTPAK 
L !!'IF' TO AM TA.AK 
LI NF TO AlllTll AK 
LI 'If TO A"'Tll.AK 
LI ';C !O A"ITf<~K 



RAIL SERVICES OF RAILROADS NOT IN REORGANIZATION WHICH ARE 
CONTINUING IN OPERATION 

FROM TO BRANCH MP 1 MP 2 

Black River & Western co·rp. 

Lambertville Flemington Main Line 

Morristown & Erie Rail·ro·ad 

Morristown Essex Fells Main Line 

New York Susquehanna & Western Railroad Co. 

Croxton 
Little Ferry Jct. 
Passaic Jct. 
Hackensack 

Butler 
Edgewater 
Passaic 
Lodi 

Rahway Valley Railroad 

Roselle Park 
Branch Jct. 

Sunrrnit 
Unionbury 

Main Line 
Edgewater Br. 
Pass. Jct.-Passaic 
Lodi Br. 

Main Line 
Rahway Valley Line 

Staten Island Railroad Corp. (Chessie System) 

Cranford Jct. NJ/NY Line Main Line 

A.18 

o.o 

0.0 

0.0 
o.o 
0.0 
o.o 

0.0 
0.0 

0.0 

12.0 

10.5 

34.7 
3.0 
3.1 
2.4 

7.1 
0.7 

5.5 

• 

• 
t 



• 

• 

• 

RAIL SERVICES OF RAILROADS IN REORGANIZATION WHICH ARE NOT 
INCLUDED IN THE FINAL SYSTEM PLAN 

RR 

CNJ 
CNJ 
CNJ 
CNJ 
CNJ 
CNJ 
CNJ 
CNJ 
CNJ 
CNJ 
CNJ 

FROM 

Hook 
Somerville 
Royce 
Matawan 
Morganville 
Bradley Beach 
Toms River 
High Bridge 
Hopatcong Jct. 
Chatsworth 
Norma 

EL Orange 
EL Millington 
EL 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 

. TO 

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. 
Medford 
Princeton 

Pleasantville 
Lucas ton 
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. 

MP 1 

7.0 
o.o 
3.1 

10.9 
14.1 
29.0 
47.4 
o.o 
o.o 

84.3 
123.9 

11.0 
30.0 
10.0 
16.5 
67.5 

2.7 
1.4 

15.4 
8.3 
5.6 
1.3 
o.o 

53.1 
€.1 

59.6 

MP 2 

8.9 
3.1 

13.0 
14.1 
22.9 
38.0 
51. 5 
23.8 
0.6 

104.2 
130.5 

20.0 
42.3 
12.7 
22.5 
78.0 

6.3 
15.4 
34.4 
13.5 
18.9 

6.3 
2.9 

56.9 
13.6 
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 8.9 
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• RAIL SERVICES NOT INCLUDED IN FINAL SYSTEM PLAN FOR WHICH 
NEW JERSEY SEEKS ASSISTANCE 

RR 

CNJ 
EL 
PC 
PC 
EL 

PRSL 
PRSL 

EL 
PC 
EL 
PC 

CNJ 
CNJ 
CNJ 

PC 
PC 

PRSL 
PC 

CNJ 
CNJ 
CNJ 

EL 
CNJ 

F'ROM 

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 

TO 

Bay Head Jct. 
W. Orange 
Princeton 
Howell 
Sununit 
Ocean City 
Lucas ton 
Gladstone 
Milford 
Essex Fells 
Medford 
Morganville 
Hopatcong Jct. 
Lake Jct. 
Rocky Hill 
Lambertville 
Pleasantville 
Shrewsbury Rd. 
Royce 
Bridgeton Jct. 
Pinewald 
Phillipsburg 
Winslow Jct. 

A.21 

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 

29.0 
10.0 
o.o 
8.3 

11.0 
59.6 

6.1 
30.0 
15.4 
16.5 
1.3 

10.9 
o.o 
o.o 
2.7 
1.4 

53.1 
5.6 
o.o 

123.9 
47.4 
67.5 
84.3 

MP 2 

38.0 
12.7 

2.9 
13.5 
20.0 
66.4 
13.6 
42.3 
34.4 
22.5 
6.3 

14.1 
23.8 

0.6 
6.3 

15.4 
56.9 
18.9 

3.1 
130.5 

51.5 
78.0 

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 

1973. 
- - - ..... ~, ~ ,,.,. 

Alan Sagner 
Commissioner of Transportation 
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STATE <>F Ni~ v.· ·.TE u~.; EY 

OrTK E 01· TJJ 1: (inv 1·: w-:on 

TUENTON 

8RCNDAN T. BYRNE 

Govc:RNOP 

-·,· -
··' 
. '\ .. 

May 12, 1975 

Mr. Asaph IL Hall · J 

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 
Regic::.:l P..ai! R.:.org~::i::ati.c:1 Act c!: !97~, !'u~!i:: '!...::: 
93-236 as amended, and the Federal Railroad's Aministra
tion's Procedures and Requirements Regarding Applications 
and Di~bursemcnt, 49 C.F.R. Sect. 255.1 (g) (1975), 
promulgated thereunder, the New Jersey Department of 
~ransportation- is hereby designated to administer and 
coordinate the New Jersey State Plan for Rail Trans
portation and Local Rail Services. 

GOVERNOR 

7\ ') ") 





., 

ACT -

AMTRAK -

Branch Lines or 
Light Density Lines 

Class I Property -

Class II Property -

Class III Property -

CNJ -

COA -

GLOSSARY 

The Regional Rail Reorganization 
Act of 1973 
Public Law 93-236; January 2, ~974 

National Railroad Passenger Corporation 

Rail lines not recommended for in
clusion in the ConRail System. 

The length of the main stem of each 
railroad in each taxing district. 

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. 

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. 

Central Railroad of New Jersey 

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. 
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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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B:J:.BLIOGMJ?HY 

A Capital Markets Analysis of the Final System Plan as Proposed, ~ 
the United States Railway Association, Statement by J.W. Ingraham, 
Vice President, First National City Bank, September, 1975. 

Abstract Data Traffic Tapes for Penn Central, Reading Co., Central 
Railroad of New Jersey, Lehigh Valley Railroad Co., Erie Lackawanna 
Railway Co., United States Railway Association, 1975. 

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

Basic Branch Line Analysis Data for Non-ConRail Line segments, 
compiled by the United States Railway Association, Februarv 2E, 
1975. 

Branch Line Traffic Analysis, Penn Central Transportation Company, 
March 9, 1974. 

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

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

ConRail's Employment Impact on New Jersey, Division of Planning 
and Research, N.J. Department of Labor and Industry, November, 
1975. 

"Continuation of Local Rail Service Procedures and Requirements 
Regarding Applications and Disbursement," Federal Register, Part II, 
Volume 40, No. 19, ICC., January 28, 1975. 

"Continuation Subsidy Decisions - Criteria for Rail Service," 
Federal Register, Part III, Volume 40, No. 216, ICC, November 7, 
1975. 

Energy and Pollution Consequences of Abandonment of Various Rail 
Services within New Jersey, Joseph E. Phillips, Transportation 
Programs, Princeton University, May 15, 1975. 

Energy Factors, Office of Statistics, Federal Highway Administra
tion, 1975. 

Evaluation of the Final System Plan's Financial Analysis, Alain 
Kornhauser and P. Michael Lion, Transportation Program, Princeton 
University, September 15, 1975. 
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Evaluat:lon of the u. S. Railway Aasoci,atton' s :Final System Plan, 
Rail Services Planning Office, ICC., August 25, 1975. 

Evaluation of the u.s. Railway Association's Preliminary System 
Plan, Rail Services Planning Office, ICC., April 28, 1975. 

Evaluation of the u.s. Railway Association's Preliminary System 
Plan - Supplemental Report, Rail Services Planning Office, ICC., 
June, 1975. 

Final System Plan, 2 vols., United States Railway Association, 
July 26, 1975. 

Freight Station Accounting Code Directory, Economics and Finance 
Department, Association of American Railroads, Revised April 1, 
1974. 

Impacts of the USRA Final System Plan on Possibilities for Future 
Rail Passenger Service in N.J., Joseph E. Phillips with special 
assistance from Josh Goldberg, Transportation Program, Princeton 
University, October 15, 1975 

Manual for Railway Engineering, 2 vols., American Railway Engineer
ing Association, 1973. 

"Mod. I Estimated Subsidy Calculations," Rail Services Planning 
Office, ICC., September, 1975. 

"Mod. II Estimated Subsidy Calculations," Rail Services Planning 
Office, ICC., November, 1975. 

"New Jersey Delinquent Class II Property Taxes," Local Property 
and Public Utility Branch, N.J. Department of the Treasury, 
October 6, 1975. 

"New Jersey Statewide Capacity for Emission of Selected Pollutants," 
Bureau of Environmental Analysis, N.J. Department of Transportation, 
November, 1975. 

"1980 Rail Freight Generation," Bureau of Conunon Carrier Planning, 
N.J. Department of Transportation, November, 1975. 

( 

Preliminary System Plan, 2 vols., United States Railway Association, 
February 26, 1975. f 

"Project Independence (Blueprint Summary)," U.S. Federal Energy 
Administration, September, 1974. 

Public Law 93-236, Regional Rail Reorganization Act of 1973, 93rd 
Congress, H.R. 9142, January 2, 1974. 
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"Rail Fo;i:;m R-1" for the l?enn Centra.l Transportati,on Company, 
Interstate Commerce Commiasion, 1974. 

Rail Service in New Jersey As It Is Related to the i:>rovisions 
of the Regional Rail Reorganization Act of 1973, New Jersey 
Department of Transportation, March 28, 1974. 

Rail Service in the Midwest and Northeast Region - A Report by 
the Secretary of Transportation, 2 vols., U.S. Department of 
Transportation, February 1, 1974. 

Rail Traffic .and Patrons, Central Railroad of New Jersey, 1974. 

Rail Traffic and Patrons, Erie Lackawanna Railway Company, 1975t 

Rail Traffic and Patrons, Pennsylvania-Reading Seashore Line, 1975. 

"Railroad Right-of-Way and Track Way Maps" from Penn Central Trans
portation Company; the Central Railroad of New Jersey, Pennsylvania
Reading Seashore Lines; Reading Company; New York, Susquehanna and 
Western Railroad; Lehigh and Hudson River Railroad; Lehigh Valley 
Railroad Company; East Jersey Railroad and Terminal Company, 1974. 

"Railroad Taxation Maps" for the Non-Conrail Line Segments, Local 
Property and Public Utility Branch, N.J. Department of the Treasury, 
1975. 

Railroad Taxation Revised Statutes - State of New Jersey, Local 
Property and Public Utility Branch, N.J. Department of the Treasury, 
May, 1975. 

Standard Industrial Classification Manual, Executive Office of 
the President, Office of Management and Budget,1972. 

Standard Transportation Commodity Code - Alphabetical, Association 
of American Railroads, January 1, 1972. 

Standard Transportation Commodity Code - Numerical, Association 
of American Railroads, January 1, 1972. 

"Subsegment Analysis Data for Selected Line Segments within New 
Jersey," United States Railway Association, 1975. 

\ "Summary of Transportation Statistics," U.S. Department of Trans
portation, 1975. 

Supplement to the Preliminary System Plan, United States :Railway 
Association, May, 1975. 
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"System Averages - Capital Cost Projections," Bureau of Utilities, 
N.J. Department of Transportat!on, 1975. 

Testimony before the Rail Servicea Planning Office Public Hearings 
in the "Secretary's Report," Trenton, March, 1974. 

Testimony before the Rail Services Planning Office Public Hearin--rs 
on the Preliminary System Plan, Trenton, March,1975. 

The New Jersey Plan for Rail Transportation and Local Rail Services -
Phase I, Division of Transportation Systems Planning, N.J. Depart
ment of Transportation, May, 1975. 

The Official Railway Equipment Register, National Railway Publica
tion Company, January, 1975. 

The Official Railway Guide, North American Freight Service Edition, 
National Railway Publication Company, December, 1974 - December, 
1975. 

The Official Railway Guide, North American Passenger Travel Edition, 
National Railway Publication Company, December, 1974 - December, 
1975. 

The Public Response to the Secretary of Transportation's Rail Ser
vices Report - Vol. II, Mid-Atlantic States, Rail Services Planning 
Office, ICC., October, 1974. 
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