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To The Senate and General Assembly of the State of New Jersey,
Through His Excellency, George S. Silzer, Governor of the
State of New Jersey.

The North Jersey Transit Commission, appointed under the
provisions of Chapter 104 of the Laws of 1922, and continued
under the provisions of Joint Resolution No. 3 of the Laws of
1924, hereby reports as follows:

The work of this Commission proceeds on a recognition of

‘the fact that New Jersey must give immediate and thoughtful

consideration to its transit problem in order that its growth and
prosperity shall be continued and in order that its natural develop-
ment may not be retarded.

Transit facilities The usefulness and value of land depends
;’;‘iﬁzﬁ o upon the population that can be housed, served,

or employed on the land. Population follows
transportation and conversely transportation must be supplied
to induce population. The better the transportation the greater
the use of the land, and therefore the larger the population. This
is the fundamental principle that makes necessary and justifies
all transit development. It applies with particular force to
Northern New Jersey, especially when the conditions there are
compared with those existing in the neighboring areas across the
Hudson River.

A 20-mile circle from City Hall, New York, completely cir-
cumscribing New York City, when extended west of the Hud-
son River, encircles a New Jersey population of 1,940,000 people,
or nearly 83 per cent of the population of the niine northern coun-
ties of New Jersey, or over 61 per cent of the entire population of
the State. The same circle within New York State, chiefly in New
York City, includes a population of 5,879,000 people, or 75 per
cent of all the population within the circle, as compared with the
25 per cent in the New Jersey area within the circle.

If New York City had been developed as a circular city
extending over into New Jersey, instead of being cunfined solely
within New York, and thereby had developed Northern New
Jersey within the 20-mile circle to the same population density as
the New York District, New Jersey’s larger area would be accom-
modating a population of nearly 4,500,000 instead of the 1,940,-
000 people that it now accommodates.
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These figures very clearly illustrate to what an extent im- J
proved transit facilities make the land more usable and valuable,
because these two districts, the one west of the Hudson River in i
New Jersey and the other east of the Hudson River in New York,
have practically the same proximity to Manhattan, and the most ‘ {

important and controlling difference between them is in the char-
acter of the transportation facilities serving them.

In the case of New York, the greater population of the dis-
trict is supplied with the most modern type of rapid transit
facilities, that furnish high-speed, frequent interval service for
the whole population between their homes and their community l
activities without change of cars. As a general proposition the
people can come and go quickly when and wherever they please
within this district without having to study time tables, wait
for trains or use several different kinds of facilities in a single
journey. In New York City 90 per cent of the entire population
is served by, and lives within, walking distance of rapid transit

lines.

New _.:ersey New Jersey, on the other hand, is not nearly |
transi . . e

dsudoniives so well served. As far as circulation within the

district is concerned, there are practically no
facilities available. One must ride to Manhattan and take another
train in order to reach his destination in some other part of New
Jersey. In going to Manhattan, everyone travels by time-table.
After the leaving time of his train has been discovered, he gener-
ally has to wait. Then he is deposited at a terminal. There he
may have to wait.for a ferry. Before he finally arrives at his |
destination, he may have to take one or two other transit facilities
with consequent inconvenience and loss of time. Returning, the
experience is repeated. The only exception to this condition in
New Jersey is the service of the Hudson & Manhattan Railroad.
What New Jersey needs is more of this kind of service.

Already the nine northern counties* of New Jersey are con-
fronted with a serious situation and that situation is growing
more serious each year.

*The original legislation authorizing the Commission contemplated only seven
counties, but very early in the studies it was found necessary to include Somerset and
Monmouth Counties because of the large number of commuters interested im and
affected by the conditions which led to the appointment of the Commission.
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This area is made up of the following counties:

Bergen Middlesex Passaic
Essex Monmouth Somerset
Hudson Morris Union

and contains:

Total area: one-third of the entire state.
Tax ratables: three-fourths of the entire state.
Population: three-fourths of the entire state.

. From this area 350,000 people travel daily into New York
City. The transit facilities serving these people are dangerously
near the saturation point. As the present system has been built
up piecemeal by the various railroads, further extension after the
saturation point is reached will be very difficult except through
an entirely new plan.

Will take When the solution of the problem is decided
fotfn‘ﬁ gt ges upon, from five to ten years must elapse before
the new facilities can be put into operation.

The normal increase in passengers is so great that by the
time adequate facilities can be provided present discomforts will
have given way to actual danger.

If the solution of the transit problem is delayed longer, some
of the railroads will, of necessity, be compelled to limit the number
of passengers to be carried during rush hours or provide addi-
tional facilities at a cost which would make commutation fares

- prohibitive, and which would even then be only an increase in

carrying capacity, without solving the problem. In either case the
result would be disastrous to New Jersey.

C“ﬁ of The railroads acting separately have en-
ot i deavored for a number of years to keep pace

with the increasing travel. The crux of the
problem is at the terminals in Hudson County and in the distribu-
tion of passengers from the New Jersey side of the river to their
destinations in New York City.

The average time interval during the rush hour between
trains arriving at these terminals is less than two minutes; in
fact at one terminal the time interval is only one minute and
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forty seconds, which is eight seconds less than that between
express trains on the New York subways.

Solution Such land as is available for additions to
:,’:;‘;‘;s)f;ﬁi‘; B the present terminals is wholly inadequate and

too costly for commuter travel. Furthermore,
it is needed in the development of commerce.

The initial facility provided for the transfer of commuters
from New Jersey to New York across the Hudson River was the
ferry. These ferries originally were located so as to serve down-
town New York, where most persons at that time went to busi-
ness. With the trend of business activities northward in New
York, the ferries could not follow because of the prior occupancy
of the river front.

Conditions became acute and the Hudson & Manhattan tubes
were built to connect three of the New Jersey railroad terminals,
those of the Delaware, Lackawanna & Western, Erie and Penn-
sylvania Railroads, as well as to serve portions of Essex and Hud-
son Counties with direct service into New York.

This improvement was a considerable step forward, for the
Hudson Tubes penetrated into the new uptown business district of
New York, at Herald Square, as well as into what might be called
the heart of downtown New York, by carrying transit facilities
almost to Broadway rather than to the river edge, as the ferries
had done prior to that time.

The opening of the Hudson Tubes in 1910 was only a partial
solution. Two of the terminals, those of the Central Railroad
Company of New Jersey, and West Shore Railroads, were still
isolated and dependent upon ferries.

The tubes have become crowded to the point of discomfort;
in fact, during rush hours the tube trains are as congested as the
New York subways.

Fare Commuter fares into Long Island and West-
;:.’s‘i;;’;’rf KIS, chester County are somewhat less than those into

Northern New Jersey. The drawing on page 5
shows this difference.

Westchester County and Long Island have a greater advan-
tage over New Jersey in the time consumed in reaching points
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equi-distant from lower Manhattan. It is possible to travel out of
Manhattan north into Westchester County or east into Long Island
the same distance in an hour that it takes to travel west into New
Jersey in an hour and fifteen minutes. This time advantage is
shown by the drawing on page 7.

The effect of these differences in time and fare brought about
by direct rapid transit travel is shown by the fact that in 1911,
when rapid transit facilities were afforded by the Long Island
Railroad, its yearly commuter traffic was about 10,263,000 and
in 1923 it was about 45,734,500, an increase of about 350 per
cent. The increase in New Jersey during the same period was
about 74 per cent.

New Jersey's This transit problem is one of great magni-
%gg"’]’,’;r’f tude and many complexities. Its solution lies

almost as much on the New York side of the
river as in New Jersey. The shifting of the business center in
New York City has increased it enormously.

People from New Jersey now desire not only to reach that
portion of New York City below Chambers Street, but business
necessities compel them to go as far north as 59th Street.

It is, moreover, necessary to distribute this New Jersey popu-
lation from the Battery to 59th Street in such a way as not to
interfere with New York’s north and south bound travel.

In the past, the Hudson River has formed a great natural
barrier, as well as a great political barrier, to the solution of
this transit problem. The natural barrier is gradually being
broken down by the construction of tunnels. Economic pressure
has overcome the political barrier, evidenced by the joining of
the two states in building a vehicular tunnel; in the creation of
the Port of New York Authority and in the co-operation of the
transit bodies on both sides of the Hudson.

Railroads There are six great railroads transporting
j;:';:; ;;’::;’f commuters from New Jersey to New York City.

These railroad systems have grown up under
separate development, each independent of and competing with
the others, handling not only commuter traffic, but also through
passengers and freight.
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The railroads unaided cannot solve the entire problem, nor
should they, since the proper solution requires a comprehensive
transit system that will unite all present railroad systems so that
passengers on any of the railroads can use a common facility that
will enable them to be carried to their destination without trans-
fer, if possible, or at least with the convenience of easy transfer
rather than with the cumbersome changing that now prevails.
Furthermore, the State of New Jersey has a far greater interest
in the problem than the railroads, because the future of the State
is dependent in large measure upon the developmnt of its transit
facilities.

The problem has been growing greater and greater through
years that have been literally lost. During this time, because
of lack of thought on the part of the State of New Jersey for the
future of its transit lines, an expense for improvements has been
incurred by the individual railroads which would have been
unnecessary if there had been a comprehensive plan.

There are over 250 separate municipalities in this area.
These bodies cannot undertake the solution because of their dif-
ferent interests and limitations of power; in fact, the number
alone precludes unified action.

This is in striking contrast to conditions existing on the New
York side of the river where Greater New York unites its vast
population in a municipal entity that makes for concerted action.

Transit needed The transit problem in New Jersey involves
f’,f’j‘v‘”;’;” J‘;':;i‘; not only the commuters to New York City, but

also better transit facilities between the various
cities in New Jersey. Any plan which does not encourage decen-
tralization in the New York Metropolitan District will be wholly
inadequate.

The State of New Jersey must change the present inhar-
monious, inefficient and almost impossible transit chaos to a com-
prehensive, efficient and workable whole that will adequately serve
commuters to New York as well as properly build up this section
of the State. This is the particular problem of the North Jersey
Transit Commission.

The Commission began its studies on July 1, 1924. Prior to
that time, because of public interest, several prominent engineers
8
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had presented papers on this subject before various engineering
societies and civie groups, suggesting, in outline, plans for the
solution of the problem.

Five of these plans are here presented to show the divergence
of opinion and at the same time the similarity of some aspects of
the plans. '

Commission seeks In the beginning it was decided by the
f) ?";slaf:f Bists Commission that rather than start with gener-
ally accepted premises which might be false and
lead to an unsound solution, it would be better, although slower
and more laborious, to analyze completely the problem and provide
a plan that would meet actual requirements as based upon facts
determined after diligent research and comprehensive engineer-
ing study.
The Commission decided that before any plan could be recom-
mended, it would be necessary to make preliminary studies of the
following:

1—Area.
2—Population.
3—Passenger Traffic.
4—Passenger Facilities.
5—Passenger Service.

Satisfactory sources of information were found for all of
these except for Passenger Traffic, the most important study
contemplated.

There was not only an entire lack of data bearing on the des-
tinations of New Jersey passengers in New York City and the
facility used in reaching those destinations, but there was a sim-
ilar lack of data bearing on travel between cities in New Jersey.

The Commission therefore determined that the first essential
step was to obtain the data which was lacking. A passenger
traffic count covering all facilities used by New Jersey passengers

to reach their destinations in New York was determined upon.

Probably at no time before had so comprehensive a traffic count
been undertaken, although railroad officials had realized for years
the necessity of such data to a thorough understanding of their
problem.
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Forty different card forms, similar to the one which is shown
below, were devised, covering the different branches of the rail-

road, the ferries and the Hudson & Manhattan. Almost a half
million of these cards had to be printed.

BLOCK |
ACILITY USED IN GETTING|
TO STATION

/PLEASE CHECK AND HAND TO ANY MEMBER OF TRAIN CREW

BLOCK 1t

STATION AT WHICH YOU BOARD AND LEAVE
CKAWANNA R. R.

{se sung ano creck Twice)

TYPE OF TICKET USED
1. mowrhir

2 some
a0

[] & nouso e

] 4. comvent
] s0. mavison
61, crarnam
] sz summnn

] 5. swomt mies

[ 30 noseviee ave
[ a1 wewans

[ 32 nanmson

] 20. wosonen

[ 21. enaisroruen st

BLOCK IV
APPROXIMATE DESTINA-
TION

{5e sune ano cric Twice)

BLOCK V

ROUTE USED IN
NEW YORK CITY

(5. 3300 57. 10 420 57,
] . 42mo 1. 10 0w 57,
] . wom or sem st.

] 6. snoonivm

] 7, aueens

17 waux

LACKAWANNA R. R.

MORRIS & ESSEX

TO ALL PASSENGERS

[+ steer can L] 1 sevono boven [ s7. mounraim srarion AR (O L] 1. wesr sioe suawar WITH THE PURPOSE OF BETTER-
7] 2 eus ] 2 covea [ s, nioncano ave A ] 2. east sioe suswar it v gl L
2 = - g * T 2. EAST OF & NORTH JERSEY TRANSIT COM-
S5 eawareavro ] < oenviue [ 5o onance = sroapway ] s 8. m. . suswar WISSION . HAS Saden ink
bro =

[ e warx ] s wounr rason [ so. smick enumc 1o oevow cnamaens st. || o« ecevares FULL CO-OPERATION OF THE

s rau 1 47. wosnis pLams [ 1. easr onance 1 1. cuamnens—ram sv. || s sunrace unes LACKAWANNA R. R.

BLOCK 1} (] 46. mormsrown [ 62. onove staeer (2 st wasmost, || ssus WILL YOU ASSIST BY CHECKING

ANSWERS TO THE QUESTIONS ON
THIS CARD
B. H. SAUNDERS,
CHAIRMAN
NORTH JERSEY TRANSIT COMM.

W. H. TRUESDALE,
PRESIDENT

[ 5. one war ] s« micourn [] 22 mancunr st 1 5. huoso co.. w. DiVISION LACKAWANNA R. R.
s eass [ s5. mareewoon [ 2. west 2300 51 ELSEWHERE -+
[ )7 season E] 56.50UTH ORANGE D 24 _H._AKD M. TUBES D S e e 17

L

Tl i T T v TV

[=] M [l N 1
THE USE OF ELECTRIC TABULATING AND ACCOUNTING MACHINES

Cost found
prohibitive;
railroads aid

The cost of printing, distributing, collect-
ing, punching, sorting and tabulating these
cards was found to be so great that the funds of
the Commission would not permit this work to be done at the
expense of the Commission. In fact, this expense would have taken
most of the funds provided by the Legislature. The railroad execu-
tives, because of their interest in the undertaking, agreed to bear
the expense of distributing, collecting, punching, sorting and tab-
ulating the cards.

Because of certain conditions on the Hudson & Manhattan
and the Public Service Ferry at Edgewater, it was necessary to
have one hundred additional men to aid in the collection of these
cards at the New York terminals. The Board of Transportation
of New York City and the New York State Transit Commission
most generously provided these men from their own staff.

Wednesday, September 24th, 1924, was selected as a day of
average travel. The traffic count covered the entire twenty-four
hour period and included not only all steam railroad passengers,
but also all Hudson & Manhattan and ferry passengers.
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Public By prior newspaper and radio publicity the
pg ey Commission had prepared the commuting public

for the count. Each passenger was requested to
check his card as directed thereon. The response showed the keen

interest of the traveling public.

It had been expected that the tabulation would be completed
by the first of November, but because of the tremendous amount
of work involved, it was not completed by all the railroads until
the seventh of January, at which time the staff of the Commission
began the consolidation and analysis of this vast amount of data.

A superficial examination clearly indicates that the time and
effort spent in this particular study have been justified, although
it has delayed progress in the formulation of a definite plan, for
the facts relative to the distribution of passengers and use of New
York transit facilities are quite different from the assumptions
of practically every one who had given consideration to this
question.

Mass of In pursuance of these preliminary studies
f;‘f;’m d much information has been assembled. It is im-

practicable to publish full tabulations of all of
the analyses and observations. The following summaries are suf-
ficient for present purposes:

Area The area available in the Metropolitan Distriet for commuting pur-
poses is limited to that which can be reached within an hour to an hour
and fifteen minutes from lower Manhattan.

The commuting area is practically confined within a radius of 40 miles of the
City Hall in Manhattan and contains 3,432 square miles.

At present the traffic from the entire commuting area, 3,432 square miles, has
for its destination an area of about 8.5 square miles in lower Manhattan south of
59th Street.

The portion of the Metropolitan District available for commuting purposes within
New Jersey is practically co-extensive with the area within the boundaries of these
nine counties and contains 2,277 square miles or 66 per cent of the entire Metropolitan
District.

The area of these nine counties represents one-third of the total area of the State of
New Jersey.

This area in New Jersey has great natural possibilities for residential, commercial
and industrial development.

Population The present population of these nine counties represents 75 per cent
of the entire population of New Jersey. Diagram No. 1 on page 17
shows the combined population of the nine counties and the population of

the entire State from 1890 to 1920 with forecasts for 1950.
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From 1910 to 1920, the increase in population for the entire State. was 24.4
per cent. Of this increase, 78 per cent occurred in the nine counties of northern
New Jersey.

The nearer the counties are to the center of the New York Metropolitan
District the greater their population and the faster their population is increasing;
this is indicated by Drawing No. 103 on page 19 which shows the population by
annular zones.

Although nearly twice as large as the other sections of the Metropolitan District
commuting area combined, the nine counties of New Jersey have only about one and
one-third times the combined population.

These nine counties are far from being as densely populated as the remainder
of the commuting area and are therefore more capable of extension, expansion and
development.

The Urban population in the nine counties is about 85 per cent of their total
population.

In this area there are eighteen of the twenty-one cities in the State having a
population of 25,000 or over.

Three of these eighteen cities are the largest in the State—Newark, Jersey City
and Paterson—having an aggregate population of about one-third of the entire popula-
tion of this area.

Estimates show that the population of the nine counties will be doubled by 1950.
Diagram No. 2 on page 21 shows the present and estimated population of each county
in this area. The tabie below gives tie same information for the eighteen cities of
over 25,000 population within the area.

Actual Forecast Forecast Forecast
By Cities 1920 1930 1940 1650

BBYONNE - csioniirisin st 76,754 95,3956 114,889 134,235
OITEON. ..ok e 26,470 37,405 51,784 69,657
Eagt. OFSHpe oo enaababoadas . 50TH) 71,917 99,244 133,312
EHEABEER: ..rivmtemmsminstomsmimbe | DAIIRS 135,552 187,595 251,985
Hoboken ... 88,166 84,641 101,938 119,104
I 554107475 0 SISO B RS 7 | | 36,088 49,942 67,086
Jerey Oy v snaia s 298,103 369,427 444,922 519,840
Kearny e 26,724 33,120 39,888 46,600
MONEEIBIE e o it 28,810 40,761 56,469 75,768
New Brunswiek .......cocmwmmmmmnn Qo118 39,857 48,051 57,078
Newark ... - 414,524 514,126 619,193 723,458
CEABEP o ity | S0009 47,078 65,149 87,612
T M O T el M ) Lt 63,841 90,324 124,998 167,901
Paterson ....... e, FE5BTH 192,179 265,955 357,242
Perth ATDOT .o vsnomsnsmmssronseyomnpises, S T0T 50,724 61,152 72,639
Plainfield . ... 27700 39,273 54,351 73,005
West Hoboken .. 40,074 49,605 59,712 69,703
West New York ... 20020 37,215 44,798 52,367

These forecasts are practically identical with those made for commercial purposes
by the engineering staff of a company working independently of the Commission.

Passenger In 1923, the total passenger traffic by rail and ferry through and

traffic from within the nine counties was about 222,897,000 passengers or about
348,400 one-way passengers per day. The table below shows this traffic

divided into classes and the percentage of certain combinations of these classes.
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1923 Av.One Way Present Percent Percent

Passengers Passengers Steam R.R. Total Rail
Per Year Per Day Passengers Traffic Passengers
POOMPAULEEE  .-vcirrinncmnmemsmiinss 87,094,000 136,100 66.6 39.1 48.7
EReptIaY e 48,020,000 68,000 334 19.5 24.6
Total covmasanmrars 130,623,000 204,100 100.0
tHudson & Manhattan...... 47,528,000 74,300 21.3 26.7
DO oo st scsmsnasiion A LR 51000 278,400 100.0
SEEIEY o 44,746,000 70,000 20.1
TOMRL sl e, R EDT000 348,400 100.0

The traffic for 1923 represents an increase of nearly 70 per cent in steam railroad
commuters and an increase of about 65 per cent in all rail passengers since 1911. This
means that the average increase has been im excess of 9,000 all-rail passengers per
yvear, of which increase the steam railroad commuters have furnished more than one-half

At this same rate of increase in 1934 the all-rail traffic for which provision must
be made will be about 870,000 and the commuter traffic about 176,000 one-way pas-
sengers per day; also in 1950 or only 25 years hence the all-rail passengers will
aggregate a total of 516,000 and the commuter traffic about 250,000 one-way pas-
sengers per day.

Passenger Serving this traffic in New Jersey are six railroads whose passenger
facilities business in this area during the rush hour is almost entirely made up of
commuters. These railroads are shown on Drawing No. 107 on page 23.

The number of route miles per 10,000 population is a relative measure of the
extent of the railroad facilities with respect to the existing population; on the other
hand the number of route miles per 100 square miles of area measures the degree of
development that has been attained in terms of railroad facilities. This latter measure
emphasizes the fact that the problem is not so much to furnish new facilities in the
area as it is to provide better outlets for travel into New York. The table below
shows these measures for various areas.

Route Miles Route Miles

Per 100 Sq. #*Population Per  Per 10,000

District Miles Route Mile ***Population
1. Coninubes Aves. ...l 38.8 4,689 2.18
2. Nine Counties (New Jersey)........cc...... 34.5 2,987 3.31
3. State (New Jersey) ... ecoeerereennns 30.8 1,364 7.33
4. Long Island ......... soes BRAY 8,512 2.85

B WEREABRIII bt imbseubaisnvmsind 33.2 5,771 1.73
B New: York Gy o innimun s 53.5 35,125 .28
7..Metropolitan District ........lioeivecciann 345 6,616 1.51

**%1920 Census.

*COMMUTERS—AIl yteam railroad passengers who travel at less than regular fare.
This term also includes Hudson & Manhattan passengers from bevond Summit Avenue
(Journal Square), Jersey City, as such passengers travel at less than regular fare and
are really rassengers of the Pennsylvania Rallroad delivered to the Hudson & Manhattan
at Summit Avenue (Journal Square).

**REGULAR—AIl steam railroad passengers other than commuters.

THUDSON & MANHATTAN—AIll passengers from Summit Avenue (Journal Square),
Grove Street and local passengers from Hoboken, Erie and Exchange Place; does not
include steam railroad passengers.

{FERRY—AIl local passengers; does not include the passengers from steam railroads.
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Population, Actual and Forecast, for Each of the Nine Counties
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Of the 515 stations in the entire area of the nine counties about one-half are in
the sector from 10 to 25 miles measured from City Hall, Manhattan.

The average distance between stations on the various railroads is 1.32 miles with
a maximum of 4.8 miles and minimum of 0.33 miles.

Bergen County, served largely by the Erie Railroad, leads not only in the number
of stations but also in the number of route miles per county and with but one excep-
tion it has the least population per route mile of any of the counties. This indicates
that it is the character of service furnished by the various facilities that is the con-
trolling factor in the development of an area.

Passenger During the past summer (schedule 1924) there were a total of 736
service trains each day with passengers for New York City originating in New
Jersey or beyond and arriving at terminals in the New Jersey area. The division of
trains for each railroad is as follows:

Trains in 24 hours

Total Within 25 Through
Railroad Terminal Trains Mile Zone* Trains*
Do L &E Wi R B Bobolel ..o oeiineions 109 66 10
C. R Root'N. X ..Jersey City** 117 23
C: R Roel N el Newark 24
B Jersey City ... 108 9
Pennsylvania.................. AFOrEes M i it 16
Pennsylvania................. Penna. Station, N. Y....... 76 65
Lehigh Valley.... ..Penna. Station, N. Y........ 6 6
Lekigh Valley.....oo..Jersey CibY oovivinnniia 3 1
West Shore......c.cooennc. Weshawken ... 29 8 6
N.Y.0. & W. ..Weehawken ................. 8 8
BB O bt an PEG T coba b o N Wi 7 7
602 335 134
Pa. Rapid Transit......... Hudson Terminal.............. 134 134
e O R e R N e o (O, M RSO - 469 134

*Included in Total Trains.
**Includes 14 Boat Trains arriving in New York from Atlantic Highlands.

From 8:00 A. M. until 9:00 A. M. is the peak load of inbound trains. Drawing No.
107 on page 23 shows graphically this rush hour service, omitting all the Hudson &
Manhattan trains because they are considered as Rapid Transit service. A study of this
drawing indicates that heaviest suburban traffic originates within the 25-mile zone. Of a
total of 736 trains arriving in 24 hours, 469 trains (not including Hudson & Man-
hattan trains) or 64 per cent originate within this 25-mile radius. The corresponding
rush period service originating within the 25-mile radius is 75 trains or 29 per cent out
of a total of 126 trains.

Of all the inbound service, including suburban and through trains reaching the
New Jersey steam railroad terminals during the 24 hours, only 18 per cent originates
beyond the 40-mile circle from New York City. The railroads of New Jersey carried
in 1923, from, into and through this New Jersey area, more than 130,000,000 pas-
sengers or about one-eighth of the total passengers carried by all the railroads in the
United States.

The intensity of this service can be more easily appreciated if we consider that
at the steam road terminals combined there is a train arriving every thirty-three
seconds during the rush hour, exclusive of Hudson & Manhattan trains. Consider some
of these terminals separately; during the rush hour the Lackawanna has on the average
a train arriving every two minutes and eighteen seconds (twenty-six in one hour), the
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Trains shown on this drawing are first class passenger trains arriving at or traveling toward
New York Terminals during the hour from 8 to 9 A.M. on an average week-day according to
the time tables of June 30, 1924,

Trains marked “Sunday Only,’” ‘“Monday Only,” “Saturday Only,”” and ‘“Holiday Only" are
omitted. Mail, Ry. exprese and special trains are omitted.

Figures at terminals give total number of trains arriving at each terminal.

Figures on lines give number of trains thru or at stations and points marked. Most of
these trains go without change to the New York terminals, but on some branches there are
lyc’)ca.}l{ trains terminating at a junction where connection is made with a direct train to New

ork.
Circles represent distances from New York City Hall
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Central Railroad of New Jersey every two minutes and eighteen seconds (twenty-six
in one hour), the Erie Railroad every one minute and forty seconds (thirty-six in one
hour), and the Pennsylvania Railroad at Jersey City, every six minutes and forty
seconds, (nine in one hour). In comparison with the above figures, the minimum
interval between trains that has been reached by the express service of the New
York subways is one minute and forty-eight seconds.

Possible solution— Because of the lack of time for complete
fj‘fgf;ﬁ e analysis and the necessity of obtaining further

data and conferring with all parties interested,
the Commission does not at this time report a definite plan. But
the interest that has been manifested makes desirable some state-
ment.

A superficial study of the data and facts so far established
points to the desirability of what might be termed a double loop
system, as shown in Drawing No. 114 on page 25.

The Inter-state loop shows a possible initial step in the solu-
tion of the so-called commuter problem by the establishment of a
rapid transit loop to connect all the railroads of Northern New
Jersey so as to permit the interchange of passengers from one
road to another and distribution of New Jersey passengers in
Manhattan, thereby relieving the present congested water front
and permitting the proper and more valuable utilization of this
space for the handling of freight. At the same time this should
be of great advantage in the building up of Hudson County, not
only by relieving the already existing facilities which are now
congested, but also by affording a more extensive rapid transit
system for a large part of Hudson County, which at the present
time is not conveniently served by either the ferries or the Hudson
& Manhattan.

Proposed loop The route which at this time seems to be
Z;’l“i‘iig,‘:)’;':ﬁ"’ most logical and desirable for this new rapid
transit loop is as follows:

Beginning at the West Shore Railroad just back of the
Bergen Hill in Hudson County and running south to connect with
the Pennsylvania, Delaware, Lackawanna & Western, Erie and
Hudson and Manhattan Railroad and thence across Jersey City
to the present terminal of the Central Railroad of New Jersey,
thence by means of a sub-aqueous tunnel to connect, possibly,
with one of the present subway systems of New York City, thus
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producing a counter movement of passengers which would be
desirable from a revenue standpoint, or possibly with an entirely
new system which should in all probability distribute the com-
muters from the Battery to 59th Street, running thence into New
Jersey either by another sub-aqueous tunnel or possibly by the
proposed Lindenthal Bridge and across North Hudson to the point
of beginning at the West Shore Railroad.

Stations undoubtedly should be so established in New Jersey
as to serve not only the railroad commuters, but also those from
the populous sections of Hudson County.

All new construction for this rapid transit loop should be so
built as to permit the operation of standard equipment so that
ultimately, if and when the railroads shall have been electrified,
it would be possible to run trains direct from the suburban sec-
tions of New Jersey by way of the loop through the business sec-
tions of New York City. When this time arrives, entirely new
facilities will have to be provided for the loop in New York City,
if the initial connection is with the existing subways, as they will
not now accommodate standard equipment.

Subsequent Any system should be planned with a view
f,ffe‘z"i‘::”{;’e’; to the possibilities of expansion with new direct

routes into Bergen, Hudson and Essex Counties.
It should be planned also with a view to the possibilities of ulti-
mate expansion into Bayonne and perhaps into Elizabeth, Perth
Amboy and the seashore resorts by way of Staten Island, which
would afford a shorter route from Western Staten Island into
Manhattan by way of Bayonne than the tunnel now being con-
structed under the Narrows.

Combination The suggested locations of the sub-aqueous
vehicular and tunnels h that th bihd ol
iyt B unnels are such that they might also conven-

iently serve for vehicular tunnels connecting the
two States. For this reason it might be possible and practicable
to have these tunnels serve as combination vehicular and rapid
transit tunnels simliar to the tunnel proposed under the Mersey
River at Liverpool, which is 44 feet in diameter and approxi-
mately 3,000 feet long. Such a combination tunnel, if found
practicable, might be built at a great saving over the cost of
separate facilities of equal capacity.
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Inter-City traffic The New Jersey loop shown on Drawing
;‘;‘;;}i.faf’e‘; No. 114, on page 25, would contribute largely

to the solution of the second phase of the problem
—the improvement of the inter-communication between the cities
of North New Jersey. Such a loop, by its connection with sea-
shore lines, would afford possibilities of the operation of through
trains to the shore and would thereby give the thousands of people
of this area a more direct access to these resorts. Also by reason
of its articulation with all the railroads traversing this area, it
would afford better access to the other cities and sections of the
State and even the United States.

It would permit direct travel to the seashore resorts and to
Newark, Elizabeth, New Brunswick, Rahway, Perth Amboy,
Plainfield, from such cities as Hackensack, Paterson, Passaic,
Montclair, Bloomfield, the Oranges, and other cities. It would
permit a more direct route from this area to Trenton, Camden,
Philadelphia and places to the south and west.

In providing such a loop it is possible that existing railroad
facilities might be co-ordinated and used to a large extent or that
the Morris and Essex Canal bed might be used to advantage.

These statements are not intended as conclusions, but only
as indications of possibilities. ‘

Further consideration must be given to the engineering, legal,
economic, financial and political aspects of the problem. These
considerations undoubtedly will necessitate modification of the
ideas suggested, but it is thought that the adoption of these ideas,
or ones somewhat similar, may solve the problem.

It will be necessary to take into consideration that the transit
problem of Newark already extends into the Oranges, Maplewood,
Bloomfield, Irvington, Belleville and other sections of Essex
County and also the West Hudson section of Hudson County.

Newark, which has proposed a transit plan for itself, has
not the authority to go out into these sections. The proper plan-
ning of rapid transit facilities for the North Jersey Area will do
much, undoubtedly, for the future prestige and development of
Newark and its environs.
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Hudson County also presents a peculiar problem in that it
is composed of several contiguous cities. The problem is not only
Jersey City’s but also Bayonne’s, Hoboken’s and North Hudson’s.

In time residential sections will be established along existing
bus routes which now operate in almost rural sections. It will
then be necessary to replace these bus routes with real rapid
transit facilities.

If decentralization in the Metropolitan District is to be
encouraged and New Jersey cities built up, these local transit
problems must be considered in their entirety for the good of the
State. .

Not only should these local studies be made, but there is also
need for the study of motor bus and street railway transportation
in order that these classes of transportation may be correlated
and co-ordinated with a rapid transit system.

Important - In order to make specific recommendations
jﬁ“f;e; 3’;; it will be necessary to make very careful study
of the following:

: 1—An analysis of the mass of figures and information
contained in the traffic count.

2—A physical survey, including the determination of
surface and sub-surface conditions, borings, ete.

3—A definite plan and a complete layout of routes show-
ing type and design of tunnels, subways, stations and other
constructions.

4—Type of electrical operation and equipment.
5—Estimate of cost of construction and equipment.

6—Methods of operation; public ownership and public
operation; public ownership and private operation; private
ownership and private operation.

7—Methods of financing—private capital; State bonds;
assessment district for area benefitted; or some combination
of two or more of these sources of finance; or by methods sim-
ilar to those planned by the Port Authority.
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It will be necessary to have further conferences with the
heads of various railroads, with officials of the various municipali-
ties affected, as well as with New York City, and with such com-
panies as may be interested in the ownership and operation of
such a system as suggested, or similar system, and with such
agencies as may be affected.

The Commission believes that this work should be continued
to completion.

Respectfully submitted,




