R

b

s

* INTER-AGENCY TASK FORCE REPORT

MARCH 1, 1971

THE NEW JERSEY DEPARTMENT OF TRANSPORTATION
John C. Kohl, Commissionerﬂ'

- THE METROPOLITAN TRANSPORTATION AUTHORITY

William J. Ronan, Chalrman_-'

THE PORT OF NEW YORK AUTHORITY
Austin J. Tobin, Executive Director -

N@W Je&’@@y




»



118

Sa

In March 1970, the Iﬁter-Age’néy Tésk
Force was eé;ablished by'Covernof William T. Cahillj
of New_Jeréey and Govéfnor Nelson A. Rockefeller of 
New York to determipe the improvemeﬁts fequired in‘
interstate public tranéportation be;weén the States
of New Jersey and New York. The Inter-Agenéy Task
) 1

Force is comprised of Commissioner John C. Kohl,

New Jersey Department of Transportation; Dr. Williaﬁ 

J. Ronan, Chairman, Metropolitan Transportation

Authority; and Mr. Austin J. Tobin, Executive Director -

.0of The Port of New York Authority.

The Inter-Agency Task Force, together with

staff representatives of the three agencies, commenced

~ this investigation immediately after the establishment

of the Task Force in the Spring of.1970. This is the

first report of the Inter-Agency Task Force.
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SUMMARY OF RECOMMENDATIONS

The principal objective of the Task Force is to develop
a program for thebimprovement of passenger travel across the Hudson
River with the goal of an uninterrupted through trip for as many
passengers as possible. Thié stems from Task Force findings that
therevwill be a substantial deficiency in peak-hour trans-Hudson
rail capacity in the coming years. A map of the area and facilities

investigated is shown in Figure 1.

In order to achieve the several goals of the Task Force
program as well as to overcome the deficiency in rail capacity, the

principal recommendations of the Task Force are:

1. Construction of a new station on the Penn Central
main line to provide demonstration-type rail
service for the new Newark Airport complex in con-:

nection with an Inter-Terminal Transportation System.

2. Maximize the currently under-utilized capacity of

Penn Station, New York, by:

- Cohstructing the necessary connections and
making other related improvements to permit
trains from the Erie Lackawanna Railway system
to operate to the New York terminal.

- Modernizing the Central Railroad of New Jersey
main line commuter service, including electrifi-

cation, and re-equipping it with Jersey Arrow
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type cars, to permit through service from

Raritan, New Jersey, to the New York términal.

3. Initiate detailed physical'féasibility and engineer-
ing investigations on a new trans-Hddson.rail'tunnel

to mid-Manhattan.

The Task Force regards the availabili;ytof vasFly~inéreased
Federal funds for public transportation improvemenfs gﬁderiiegislation
approved this year as of great significéncé, fThese fqnd§'should pro-
vide major assistance in implementing the recomméndationé éontéinéd

in this report.
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'REGIONAL GROWTH AND TRANS -HUDSON TRAFFIC

Each of the region's major planning agencies - the Tri-
State Transportation Commission, the Regional Plan Association,
the New York Cit& Planning Commission, The Port of_New York Authority -
agrees that there will be an upward and outward trend in regional
population and jobs through the foreseeable future. Further, there
ié agreement thét the white collar industries will absorb the_greatest

share of this growth and that, even with substantial development in

suburban centers, the Manhattan Central Business District will con-

tinue as the focal point of such employment in this region.

A major element in providing for the regional growth and
development anticipated is adequate trans~-Hudson transportatibn
capacity. " Based on computer analyses and forecasting models, it is
estimated that the overall peak period (7-10 a.ﬁ.) demand for travel
across the Hudson River between New Jersey and New York will grow,
as shown in Figure 2, by more than 30 per cent between 1969 and 1985.
In terms of eastbouﬁd passenger trips dufing this peak period, the
growth wquld be from the current level of 186,000 to about 244,000

trips.

In addition, given adequate transportation, developments in
Rockland and Orange Counties, New York, including Stewart Airport,

could produce substantial additional demands for trans-Hudson travel.
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‘ Based on‘anélyses of origins, dééfiﬁéfigﬁé;‘comparative
travel times and costs, and other relevant fécto¥;;’it éppéaré that
the largest portion of this overall growth will oécurvin the rail
mode, for which a 43 per cent increase in'bgsic_démaﬁd’for peak.
period travel is projected.- As a bésié demaﬁd fofeéést?f;his»
percentage growth is developed under the assﬁmption‘that‘thére‘would
be no significant new trans~ﬁudson rail capacity additibns; With
the assumption of new or expanded trans-Hudson faii capécity, the

demand figures could be significantly higher.

New Jersey's program for’upgrading its suﬁgrban railroads
and.providing additional through services to‘Manhattéﬁ ;ééognizes
tﬁeée projected needs in the early part of the forecast period. The -
same is true of the exclusive bus lane in theiLin¢oln Tunnel approaches
and expansion of the Port Authority Bus Términal_in’Maqhéttén.v Addi-
tional studies, together with further experiencé,‘ﬁilliﬁg,required
to determine ﬁhe nature, location, timing and effect on.travel pat-
terns of additiona} trans-Hudsbn capacity to mee‘t‘l.ohg'-te‘rm'needs°
The addition of such capacity in the future is a:major10bjective of

the Task Force.

At the same time, the Task Force recogﬁizes_thevdesirability
of modern suburban rapid transit operations Suéﬁbas‘the Lindenwold line
in southern New Jersey, and would recommend the'dé&elbpment‘of such
facilities where practical, both ffbm a'physiégl éﬁ§ instituti6na1 ‘

point of view.
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_ INCREASED UTILIZATION OF PENN STATION, MANHATTAN

One of the principal objectives of the Task Force is

 the provision of a through trip to and from Manhattan for as many

persons as possible. This would enhance travel convenience and

remove one of the greatest single deterrents to the use of public

- transportation from the rider's point of view.

The Penn Central Railroad has completed, at the request
of and in cooperation with the New Jersey Department of Transporta-
tion, a study of the capacity of Penn Station. The principal con-
clusion of this study is that the Hudson River tunnels are capable

of accepting 26 trains in one direction in the peak hour. This

.capability is based on a two-minute spacing between each of the 26

trains, with periodic gaps left to enable on-time performance to be

maintained. The study also concluded that Penn Station could handle

“this number of trains as well as existing Long Island‘Rail Road

service and planned service to Kennedy Airport with little modification.

To obtain this under-utilized ?enn-Station capacity, certain
rail connections must be built in New Jersey, an quipment storage yard
mus t bé built in the Meadowlands, basic chaﬁges must be made in the
signal énd ¢tommunications systems; and all trains operated during the
period of maximum traffic density must consist of high performance
eduipment. Trains of conventional equipment, hauled by locomotives,
then must be scheduled outside of peak periods or be replaced by high

performance equipment if they are to operate during the peak periods.
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The 26 trains per hour rate descfibed iﬁ7£hef§£ﬁ4yf;{f~¢j
appears to be a reasonable goal for planning future operatiﬁﬁsfinfo
Penn Station, and woqld provide sufficientlgapacity_téiﬁandie éll
expécted growth in trafficvdestined t0'Pénn:Statiéﬁmétoh;it$f¢ﬁrrent
market areas. However, this train cépacity would‘ﬁé iﬁ$dffi§iéﬁt to
serve the total needs for through service froﬁ aiifnorthérﬁfNew Jersey
and Rockland and‘Ofange Counties, for which aﬂmiﬁimﬁ¢~capagipy,of 38

trains would be required.

Several means of utilizing this additional PenﬁﬁStatidn

capacity are possible. Direct connections to the Penn Central tracks

~are feasible from the Morris & Essex lines of the Erie Lackawanna in

the viéinity of Hudson interlocking, east'of»Hafrison;*NeW'Jérsey; and
from the Bergen County lines of the Erie LackaWAnna'ét.Sécaﬁcﬁs. A
éonnection with the Jersey Central already existét-‘ﬁénéﬁtgctibﬁ‘df a
transfer station at Secaucus is also possible_but<wou1d rééuiré_an-

additional stop for Manhattan-bound trains Qﬁ the‘Pénn'Central.

None of the lines mentioned above~¢uﬁrenti& q$é;highlﬁér-
formance equipment éépable of operating into Pénﬁ-Stétidﬁ; vTﬁeﬂJérsey
Cenfral is scheduled to be electrified with higﬁ,éeffdrméh¢é eqdipment
at some future date. The Morris‘& Essex 1iﬁes argslérgély;électrifiéd

and are scheduled to be re-equipped in the neaf‘futufe with high per-

formance equipment. The Bergen County lines, which‘glsofSérve>0range

and Rockland Counties in New York, are in the process: of receiving new

‘diesel locomotives and coaches which are not'compatiblé;With;Peﬁn 
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represents the major opportunity to provide a through ride to Man-

Station operation. The MTA, however, is preparing to purchase gas

turbine electric cars for possible use on these lines. These cars

will have the high performance capability necessary for operation

into Penn Station.

Several factors, in addition to equipment and operational

compatibility, must enter into the decision as to which lines will

have access to Penn Station. Among these are the benefits to current

rail passengers, the potential for additional usage, and the cost of

providing the connection or transfer facility.

It appears unlikely that capacity is availabie to provide
sufficient service from all possible routes. Thus, a choice must be
made. To assist in this choice, each alternative was considered
with regard to the above described factors. For example, of these

alternatives, the Morris & Essex connection would produce the highest

- level of benefits to current rail users, the CNJ connection would

have the lowest construction cost, while a direct connection for the
. [

Erie Lackawanna Bergen County lines would have the greatest potentﬂal

|

Implementation of the Penn Station program, including the

for additional usage.

construction of the necessary connections with the other railroads

hattan from those areas of New Jersey and New York west of the Hudson
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- River which are not now enjoying thfoughﬁséﬁﬁidg;:’Tﬁi$ thfough“j

service could be provided in a reasonably short t].me, poSSlblya R
decade sooner than service via a new rail tunnel crossing:§f tﬁef
river. |

Since none of the rail lines unéef‘éqﬁéidéfafibﬁJhés" 
equipment capable of oférating‘into Penh Statipn;‘somégiéaa time
is available for thorough design of an.impleﬁéntati¢hi§f¢gfém fof'
Penn Station access. | - :

The Task Force, therefore, recomﬁeéds:théfiwéfkvbegiﬁ
immediately to develop such a program. The'folleiné-shoﬁla'be

included.

1. Operating plans for thé‘provisioq §f:séf§icé'from
each connecting route into Pennvsﬁéfiqﬁ,:iﬁélpdingv
proposed train schedules. suéh 6péra£ing p1anS'
should provide for énvequitablé'divisién“bffcaéaéity
amohg routes. Attention‘shouldnﬁéLpgia‘téfthe p§$§i¥
bility of consolidating and‘réscﬁeduliﬁé‘trainétsb |
that capacity and usage of Penn:Stétiqh; Manhaftéﬁ,

can be placed in better balance.

Operation of trains from routéé'tﬁgt wiL1'no§
operate into Penn Station shouldiﬁe»exémiﬁ;a; ‘1nv
particular, the removal of Morris QvESsexvfréiﬁs ﬁrbm
Hoboken to a Meadowlands transfer,ﬁéiﬁ? éhbﬁld‘be
cbnsidered. | |

iThe:effects of Pemn Stétioﬁ acéessfpp §théf

transportation facilities needs to be-examined. In = -
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particular, an operating plan would be required for
Port Authority tréns-Hudson (PATH) serviée based
on the substantial redistribution of travel that
would result from Penn Station - access. Also, the
effects on trans-Hudson bus service should be in-

vestigated.

Detailed engineering design and cost estimates of all
elements of the project. This would include iteﬁs
essential to the operation of Penn Station services
as well as optional items of construction that would
improve operations but are not essential for Penn

Station access.

In addition, necessary equipment and facilities
of the connecting lines would be part of these consid-
erations. The items to be investigated include:

Harrison Connection between the Morris &

Essex and the Penn Central lines.

Secaucus Connection between the Bergen
County lines and the Penn Central.

Secaucus transfer facilities.
Train storage yard facilities in the Meadows.
A new Hackensack River railroad bridge.

A third track on the Penn Central "high line,"
on western approach to the portal tunnel.

Penn Station platform and passenger access
improvements.
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While preparation of the implementation prséfémxis under -
way, it ‘is strongly urged that no program be adopted that wéuld pre-
clude the entry of any of the .Erie Lackawanna or JerSey‘Centralrlines
into Penn Station. 1In this regard, it is recommen&ed thét rolling
stock to be acquired in the Morris & Essex re-equipment pfogram be

capable of operation into Penn Station.

A special group should be formed to undertake the prepara-
tion of the detailed operating and engineering plans.for'Penn Station

access. This group should be composed of representatives of the New

_Jersey Department of Transportation, the Metropolitan Transportation

Authority and The Port of New York Authority.

ADDITIONS TO TRANS-HUDSON PASSENGER CAPACITY

The estimated 30 per cent increase in fofai peak period
eastbound trans-Hudson passenger trips and the estimated 43 per cent
increase in the basic demand for peak period trans—Hudson rail passen-
ger trips make the provision of additional trans-Hudson.capacity im-
perative. The only.readily available additionél capaéiéy is-rgpresented
by a possible increase in the number of peak hour ftainé that could be
handled at Penn Station and the greater train lengths made possible by
the PATH's new World Trade Center Terminal. It.sﬁéﬁld also be noted
that the provision of through rail service will;vin‘i;;élf; affect.

basic travel demand patterns, concentrating‘greatér_yolumes of traffic

~at the terminals with through rail service at the ékpense'of other modes

and facilities.
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Indications are that only a limited number of additional

buses will be handled by the Lincoln Tunnel and its access roads.

‘As a result, a substantial deficit in trans-Hudson peak period

x,passenger capacity is projeéted over the next decade.

‘It appears, therefore, that the 1ohg term needs of trans-

Hudson travelers could‘beét'be met by a new rail tunnel into mid-

' Manhattan north of 42nd Street, with a terminal closely coordinated

with existing and planned transit and other facilities in Manhattan.

This rail tunnel would accommodate the substantial growth expected

on the existing railvsyétem, and would handle the likely diversion
of travel from other crossings and modes to the more desirable through

~rail services.

The Metropolitan Transportation Authority is in the process

of developing plans for a crosstown “people-mover" systeﬁ along 48th
1.Street in mid-Manhattah. This facility could well serve as a principal

.distributor of trans-Hudson rail passengers using the new tunnel.

An alternative is an'additional trans-Hudson rail fuﬁnel
iﬁto Penn Station. Hohever, the problems of expanding the station
and distributing largervnumbers of people from this already heavily
utilized location may make this alternative iess desirable. Ihere

also may be other alternatives which should be considered.
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Based on recent experience, a decade of leaq_;imé is;bb
required from the inqeption of a project of this size tq'its'dbﬁl“”
pletion. Therefore, it is necessary to begin intepsive study .
immediately for the dévelopment of new trans-HudSOnvfail passehger

capacity into mid-Manhattan so that the additional capacitvaill

. be avéilable when it is needed.

it isbrecommended that a special group composed‘of repre-
sentatives of the New Jersey Department of Transportation, tﬁe
Metropolitan Transportation Authority and The Port:éf New York
Authority be formed under the chairmanship of The'Pért of New York
Authbf}ty to progress detailed physical feasibility and éngineeripg

investigations of a new rail tunnel as soon as possible. At the

-same time, steps should be taken to implement the Task Force recom-

mendations on the maximum utilization of Penn Station.

- MODERNIZATION OF THE JERSEY CENTRAL COMMUTER SERVICE

The Task Force has considered at some length the alternative
approaches to a modernization of the main line service of the Jersey
Central. For more than a year, the New Jersey Department of Trans-

portation and the Port Authority staffs had collaborated on a study

of the possibilities of:

(1) Modernization of the Jersey Céntra1~asia commu ter

railroad which would'involve new electrification with new Jersey



&
:
' N
&
&
. ¢
\




)

»

-13-

Arrow type cars, high level platforms and other station improve-

ments; and ,

(2) Conversion of the Jersey Central commuter service to.

a transitdtype operation as part of PATH, extending from Newark to

Raritan.

It has been concluded that the Jersey Central moderniza-

- tiomn should‘proceed as a commuter railroad improvement and that the

alternative of a transit service on the main line be discarded.

. This decision is based largely on the constraints imposed by the

- small size of PATH equipment. Such equipment would require a sub-

stantial increase in the number of trains needed to handle the
present Jersey Central traffic as compared to a railroad service.
Furthermore, the downtown PATH tunnels do not have the capacity to

accommodate the number of trains needed to handle the projected

'Jersey Central traffic.

The proposed commuter railroad improvements, including
electrification compatible with the Penn Central, will enable trains
from the- Jersey Central main line to continue beyond Newark as through

service into Penn Stationm.

It is recommended that a program be implemented at the

earliest possible time to provide modern commuter rail service on the

Jersey Central between New York, Newark and Raritan.
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NEWARK ATRPORT RAIL ACCESS

The Task Force has carefully considered the matter of
rail access to the redeveloped Newark Airport, where‘thé first of
three new terminal buildings is expected to be compieﬁed;and :

opened in 1972, There is a general consensus améng the Task Force

_ representatives that when completed, the arteriéljhighwéy system

serving Newark Airport will give unparalléled acéésé;"Iﬁterstate
Route 78, U.S. Route 1, U.S. Route 22, the New Jersey Turnpike

and, hopefully, Route 81 in the future, will provide excellent

highway arterials in all directions with sufficient3capacity to

serve airport-oriented traffic as well as the far larger volumes of

other traffic.

-The Task Force believes that, in additioh’tb £his excellent
highway access, it nevertheless is desirable‘thprpcééd_witﬁ‘plans
to establish a demonstration-type rail service for tﬁe airpoftboh
the main line of the Penn Central, which would be'connéétgd tb the
airport by an Inter-Terminal TranspértationFSystém. .The Inter-
Terminal Transportation System would carry passengers and baggage'
from a proposed rail station on the Penn Centralvto'ﬁhé various
airline facilities and would also serve the manyithousands of workers

expected to be employed at the new Newark AirpOrt comp1ex.

It is recommended that detailed planﬁiﬁg'studies be under-

taken to identify feasible alternatives with the objective of

~,determining whether a rapid transit service, an extension of the
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Newafk‘subway, or both, could supply direct service to the point

at which the Inter-Terminal Transportation System and the Penn
Central main line are plqnned tovconnect. In thisbway, service

on the Penn'Centrél could b; supplemented by these other facilities.
The New Jersey Department of Transportationm, the Port Authority

and the Penn Central will continue to explore the feasibility of

such service during the next few months.

STEWART AIRPORT RAIL_EXTENSION

Interstate public  transportation planning should take into
account the fact that on March 1, 1970, the MTA assumed control of
Stewart Airport (formerly Stewart Air Force Base) and 6perates this

field as a general aviation airport. The New York State Legislature

-in 1970, authorized the construction of a railroad extension from

the Erie Lackawanna's Graham Line to Stewart Airport. The MTA has

begun aerial mapping of the route and is selecting a consultant to

design the extension.

"MTA plans for the airport contemplate, among other proposals,

the development of an intermodal transportation center at Stewart
Airport to be served by the réilroad extension. The construction of
a direct connection at Secaucus, New Jersey, however, is necessary
in order to pfovide,through rail service between Penn Station, New

York, and Stewart Airport.
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GAS_TURBINE ELECTRIC RAIL CARS

The Metropolitan Transportation Authority is in’the
process of obtaining a prototype group of high perfo;mancg Passenger—
carrying gas turbine electric rail cars. These caré Would>bé placed
in revenue service, including service to Orange aﬁd Rbckland Counties

and should be capable of operating into Penn Station, Manhattan.

The MTA has conducted considerable reéearch on this type
of railroad equipment and the GT-1 and GT-2 tests on the Long
Island Rail Road have demonstrated the technical feasibility of
suéh cars. Further work ﬁas been done (wigh financial assistance
- from the State of New Jersey) on the preparation'of'séecifications‘

for revenue passenger cars.

Such equipment, if it proves to Be re1iablé and economical
in operation, would eliminate the need for‘electfificéﬁidn of low
density rail lines, and at the same time, providé fﬁrough service
into Manhattan's tunnels and underground terminals. Traﬁs-Hudson
services which could be made possible by such equipment‘include the
outer portion of the New York & Long Braﬁch, the Reading, gnd tﬁe

Erie Lackawanna lines into Orange and Rockland Counties.

EXCLUSIVE BUS LANE

The Inter-Agency Task Force, in its early‘deliberations,

established as an objective a substantial improvement in bus operation
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between northern New Jersey and Manhattan. With this objective
in mind, the Task Force played an important role in a decision
in August of 1970, to proceed with the implementation of an exclu-

sive bus lane on the New Jersey approaches to the Lincoln Tunnel.

| It was placed in operation in December 1970..

While operation of the bus lane itself is"uﬁder the con-
trol of The Port of Ngw York Authority, it was developed as a
joint project of thévﬁ.S. Department of Transportation, the New
Jersey Department of Transportation, the New Jersey Tg?npike
Authority, the Port Authority and the Tri-State Transportation
Commission. Its implementation has resulted in significant time
savings of 15 to 20 minutes in the daily journey to work of some

35,000 bus commuters between northern New Jersey and Manhattan.

The Task Force is particularly pléased that the Federal

" Govermment has given its full support to this program and agreed

to finance the costs up to $500,000. This pubiic transportation
improvement is an excellent sample of inter-agency cooperation and.
effective relationships between the Federal Government and local
agencies. As the pféject proceeds, additionalvrécommendations will
be made by the participating agencies for improvement and expansion

of the basic installation.

GEORGE WASHINGTON BRIDGE BUS STATION

In its studies, the Task Force investigated the public

transportation service aspects of the George Washington Bridge Bus
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Station and its cénnections witﬁ the Independent Subway line in
Manhattan. It is recommendéd that_pperating procedures for sub-
way service to 175th Street bé reviewed by the Transit Authority
to insure the aVailability of adequate service to the Bus Staﬁion

during peak periods.

It must be noted, however, that the introduction_of the
exclusive bus lane, the expansion of the Port Authority Bus Terminal
in Manhattan and the recommended expansion of rail service from New
Jersey into Manhattan are likely to result in a decreased usage of

the George Washington Bridge Bus Station.

IMPROVED ACCESS TO UPTOWN PATH

Future trans-Hudson rail improveménts such as the opera-
tion of Erie Lackawanna trains into Penn Station or the construction
of a new trans4Hﬁdson rail tunnel are likely to decrease the use of
PATH's uptown line. Accordingly, capital intensive improvements

such as realigning the Christopher Street curves would not be

warranted.

However, the usefulness of the uptown line couid be en-

v hance& with better passenger transfers to the City subwéy system.
Tﬁe bést location té accomplish this appears to be at'Ninth Street.
The Ninth Street station of PATH is a short distance frpm the

mezzanine of the West 4th Street station of the IND 6th and 8th
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Avenue lines. ' Every Manhéttan service of the IND Syéteﬁ pésSeS
through this station, affording excellent distribution not only
to the business areas of Manhattan, but also to a11 parts of New
York City. The new transfer passageway would connect the existing
PATH entrance with the north end of the IND mezzanine neér Eighth
Street.

Accordingly, the Task Force recommends that an investiga-
tion be conducted jointly by the Port Authority and' the New York
City Transit Authority (MTA) to determine the feasibility and cost

of developing such a new passageway at Ninth Street.

STAGGERED WORK HOURS

The Task Force has noted the effective program established
by the Downtown Lower Manhattan Association and the Port Authority
in staggering the hours of work in lower Manhattan.’ Since April
1970, more than 60,000 employees from over 60 major firms and govern-
ment agencies have shifted away from the traditiona} 9 to 5 work
period. This has resulted in a noticeable reduction in the peaking
of travel on various modes of transportation. Figure 3 dramatically
illustrates the effects of staggered work hours on PATH evening peak
period volumes.

The New Jersey Department of Transportation,ﬂthe Metro-

politan Transportation Authority and the Port Authofity have all
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