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1035 Parkway Avenue

Trenton, New Jersey 08625
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Dear Commissioner Sagner:

We are pleased to submit our report "Immediate Action Plan,
New Jersey Public Transportation Study."

The report presents the findings of our work on Task 3 of the
Agreement dated December 6, 1972, which also provided for an
interim overview report, dated January, 1973, and a comprehen-
sive inventory of the statewide bus system. The inventory has
been presented in a series of eight segment reports, which
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E. M. Whitlock
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THE REPORT IN BRIEF

Evaluation of existing bus transit operation in New

Jersey lead to the following findings:

A total of 226 bus companies operate as 48 regular
service companies and 14 independent groups of
operators in providing fixed route transit service

in the state.

Operating revenues of the five principal groups
in 1971 ranged between $6,500,000 for DeCamp Bus
Lines and nearly $79,000,000 for Transport of New

Jersey.

The 1973 bus fleet totalled 3,970 buses, of which
2,076 were Transport of New Jersey vehicles and
the total fleet consisted of 2,263 urban transit

vehicles, 1,358 suburbans and 349 parlor or cruisers.

The fleet has an average capacity of 48 seated pas-

sengers and an average age of nearly 11 years.

Service is provided on a regular route schedule to
all communities with population densities in excess
of 6,000 persons per sguare mile and to most com-
munities in the range of 3,000 to 6,000 persons per
square mile.

Bus service is provided by private operators with

only two exceptions, the Mercer Metro system operated
by the Mercer County Improvement Authority in and
around Trenton and a small one-bus operation maintained
by the city of Hoboken.

Examples of both apparently harmful competition and
integrated or coordinated route sharing may be found
throughout the State.




. Total bus transit revenue in New Jersey totalled
nearly $164,000,000 in 1971, with Transport of
New Jersey responsible for nearly half ($79,000,000).

. 1971 statistics found 27 operating groups reporting
profits, 15 groups in the marginal loss category
and the balance of 20 groups recording significant

losses.

. Between 1968 and 1971 Transport of New Jersey pur-
chased 430 of the 480 new buses placed in operation
in New Jersey. Very few new buses have been placed
in service since 1972 except through a bus purchase

program initiated by the Department of Transportation.

. Intra-state bus transportation in New Jersey is
controlled by the Board of Public Utility Commissioners
and the Department of Transportation with the Depart-
ment of Transportation's role in the ascendency since
its organization in 1966 and particularly és adminis=-
trator of a bus subsidy program instituted by the
State Legislature in 1969 and amended in 1971.

. The bus subsidy program has grown from-a total of
slightly over $530,000 in fiscal 1970 to over
$4,250,000 in fiscal 1973, with further increases

anticipated during the next few years.

Proposals for immediate action in response to indicated
problems of the bus transit system in New Jersey included the

following:

. Clarification of responsibility for the operation
of the state's bus system between the Public Utility
Commission and the Department of Transportation with
major controls to be shifted to the Department of

Transportation.

iy



Development of a comprehensive program at the
State level to "market" the available bus transit
service and achieve a higher level of utilization

of present facilities.

Within the framework of the bus subsidy program,
arbitration clauses should be a required part of

labor agreements with subsidized operators.

DOT review of transportation impact statements
provided by developers should assure that state,
regional and local planning coordination is achieved
and non-conforming projects can be modified or

accommodated.

Essential elements of the bus transit network are
identified for the purpose of establishing priorities

in maintenance of key services.

Detailed review of present subsidized operators in
relation to essential bus network elements to facil-
itate trimming of subsidy budgets and minimization

of new funding requirements.

Establishment of field inspection forces to monitor
and provide route supervision of smaller independent
operators in the interest of optimizing per formance

of existing systems.

Initiation of a cluster service concept for improved
economy and safety of evening and weekend transit

service.
Resolution of service duplications in selected corridors.

Initiation of express bus service on I-280 in Newark
and its suburbs along with park and ride and mode

change facilities at the temporary terminus of I-280.

Continue to expand park and ride services along major
arteries providing access to New York, Newark and
Philadelphia.

5 5 4



Consolidation of intercity bus operations in
Atlantic City in the Union Station bus terminal

operated by the city.

Establishment of criteria for distribution of
buses to be made available under the Department
of Transportation's bus purchase program.

continuation of the stﬁdy efforts to develop short
range plans for optimization of public transit
facilities in five prototypical corridors through-
out the State.

iv




Chapter 1

INTRODUCTION

The State of New Jersey is experiencing an increasingly
serious inadequacy in its public transportation system aggravated
by a concurrent reduction in the construction of facilities for
private automobiles. The major factors contributing to the in-
adequacy are insufficient funding levels, poor operating practices
including lack of route supervision, lack of coordination of
competing modes and services, conflict between state regulatory
and administrative agencies,and lack of an effective public infor-

mation marketing program.

Highway traffic volumes are growing faster than new
facilities are being provided, resulting in continually increasing
highway congestion while,on the other hand.no relief is available
in the form of improved or expanded public transportation services.
Changing priorities in the allocation of available funds.,and
environmental constraints have contributed to the curtailment of
the highway program. This impact is felt most strongly in urban
areas where costs are highest and public advocacy pressures most

severe.,

At the same time, four of the state's five commuter
railroads are bankrupt, and more than 20 private bus companies
which are receiving subsidies for essential operations, are

doing little to improve or expand service.

State bus and railroad subsidy programs are administered
by the Commuter Operating Agency (COA) on different bases. They
are aimed at preserving existing services, and there is no motiva-
ation to improve service nor optimize costs. At the present time,

COA is making no attempt to coordinate these services.



The bus indﬁstry comprises 289 companies operating
independently.| This results in duplication of service,
unnecessary cost, and lack of service to important segments

of urban and rural communities in the State.

- study Objectlv s

The oblectlve of ‘this study is to provide an immediate
action plan fo‘ improving public bus service in New Jersey to
ensure greater |response to public needs. The study examines
existing public transportation characteristics and, following_
‘extensive anal sis, recommends appropriate action for the pfen'

servation and extension of bus serv1ces.»

The role of rail rapid tran51t is 1nvestlgated as a
component of t e total public transportation system to provide

recomméndation for modal integration and intermodal transfer where
appropriate. :
The study recommendations will lead to improved coordlnatlon,-

operation and x

the most effect

Awarene
program for fis
five years is ¢

The imm

. Phase A will be
comprehensive a

a short-range (

-Scope of Study

This ph
ihto work tasks

egulation of essential bus services and will guide
ive use of state and federal assistance.

ss of the State's official transit development
cal year 1974, and possible programs for the next

eflected in the Study.

ediate action objectives of this report, designated

followed by a Phase B work program establishing a
nalysis of public transportation requlrements for
five-year) 1mprovement program.

ase of the publlc transportatlon study is divided
as follows:

e



Task 1 - An introductory overview statement dimensioning the
transportation situation in the State of New Jersey

(1)

and identifying governmental policy alternatives.

Task 2 - Initiation of a detailed inventory of all present bus
transportation operations in the State. This inventory

includes:
a. Bus company financial status reports;

b. Inventories of bus fleets including data on

age, capacities, and related equipment details;

c. Regular weekday routes, schedules, headways,

and related operating statistics; and,

d. Presentation of the above data suitable for
storage in a computerized data bank with pro-

cedures for regular and routine updating.
Task 3 - Development of recommendations for immediate-action
improvements making optimum use of existing equipment
and facilities.

The Study Concept is depicted in Figure 1.

Type of Bus Service Covered

This Study addresses bus transportation operating in
reqular scheduled service in New Jersey. The Study Area includes

the entire State as shown in Figure 2.

The Study includes all scheduled intrastate service and
interstate commuter service carrying New Jersey residents to and

from destinations in New York or Philadelphia.

1) Interim Report: OVERVIEW AND POLICY ALTERNATIVES ON TRANS-
PORTATION IN NEW JERSEY, prepared for New Jersey Department
of Transportation by Wilbur Smith and Associates/Ford, Bacon &
Davis, Inc., January, 1973.

-
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Other bus service in the s tate not included in the

inventory study is:

1. Greyhound, Trailways and other thru interstate

service.

2. Charter service where no regular route service

is provided.

3. School bus service

The Role of Buses in the New Jersey Transportation System

With a 1970 population of 7,172,000, and nearly 4,000
buses in scheduled service, New Jersey has about one bus for
every 1,800 residents compared to one bus for every 4,140 persons

in the rest of the nation.

This comparatively heavy reliance on scheduled bus trans-
portation in New Jersey results principally from the state's high
population density and highway traffic volume. The state averages
950 persons per square mile with many cities in the state averaging
more than 10,000 persons per square mile. One county, Hudson,

averages over 13,000 persons per square mile.

The state also has the nation's most crowded roads and
streets averaging 120 motor vehicles per mile of roadway, compared

to a national average of 31 vehicles per mile of roadway.

An estimated 1.5 million daily person trips, representing
10 per cent of all person-trips in the state, are made by transit
vehicles. Scheduled buses account for 1.2 million, or 80 per

cent of these daily transit trips.



Reasons for the Decline in Transit Patronage

Before the use of the private automobile became wide-
spread in the United States, public transportation systems were
successful private enterprises with assured markets. These
systems were characterized by fixed routes serving concentrated
residential corridors and centralized downtown business areas.
with the flexibility permitted in work and shopping journeys by
the private automobile, however, urban areas have become charac-
terized by low density sprawl. In the last two decades, most
population and employment growth has occurred outside the boundaries
of older urban communities. Even with this significant change
in travel patterns, however, the downtown areas of the nation's
largest cities still receive more than half of their peak-hour

travelers by public transportation vehicles.

The effects of these changes have been widely documented.
Nationally, private automobile travel has doubled about every 15
years, while public transportation patronage has decreased from
19 billion riders in 1945 to less than 5.3 billion in 1972. With
rising costs and reduced patronage, the nation's transit systems,
in the aggregate have operated at a deficit for nearly a decade.
As patronage has declined,route mileage and service frequency have
been reduced drastically by the bus operators in attempting to
optimize net revenue. As a result the quality of service has also

been seriously reduced.

Community Benefit Concept of Transit Service

While greater automobile use has increased mobility for
a large sector of the population, mobility of urban residents who
cannot use automobiles has been reduced by cutbacks in public
transit service. Persons excluded from driving due to age,
physical handicap, or income or members of one-car households

where one family member has priority use of the automobile often find



_extreme difficulty in travellng for work,

medical. educatlonal,v

and other”purposes. The avallablllty of a convenient publlc

"trahsportation serv1ce would be a substantlal communlty beneflt

~ to these persons.

The major role of public trahsit is serving peak—period

: weekday work trips along major travel corridOrs. These are the

hours andvlocatlons where traffic congestion is most acute. It

is here that 1ncreased public transportation serv1ce can best

inerease the person tr1p>capac1t1es of overcrowded roadways by

autos.

_substituting mass transportation vehicles'fordindividual private

ot

vIngadaition, as the world's deficit in fossil fuels be-

comes more acute, individual reliance on the automobile must be

replaced,by iﬁmroved and expanded public tranSportation servige,

Thefé'

is growing,tecognition_today’by public offioiais

at the federaﬁ; state, and loeal levels that public transit

to pOlice~and

be gained are

provides essentlal community serv1ces 31m11ar in many instances

fire protectlon.‘ The communlty beneflts that can
justlflcatlon for the supplemental public flnanc1al

, asSistance'Where transit farebox revenues alone will not cover capi-

tal_inVestme?t‘and operating and maintenance costs necessary to

maintain an adequate transportation system.

Organizationaof Report

The subjects covered- in subsequent chapters of this

report are-vf

.. §tudy Methodology,

e Evaluation of Ex15t1ng Condltlons,

imlnlstratlon of Publlchransportation;

. immediate-Action Recommendations; and,

cview of Bus Purchase Program.
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The Study was done with the support and guidance of
two committees. A Policy Committee consisted of representa-
tives of New Jersey's Departments of Transportation and Community
Affairs and,the Tri-State and Delaware Valley Regional Planning
commissions. This Committee created a Technical Committee composed
of staff personnel from each of the above agencies supplemented
by representatives of selected county governments and the bus

industry.




Chapter 2

STUDY METHODOIOGY

This transportation study focuses on three major work
elements:

1. An overview of the current New Jersey trans-
portation situation;

2, Compilation of operating data from bus companies:
and,

3. An immediate action improvement program.

The methodology employed in each of these tasks is pre-
sented in this chapter.

Task 1l: Overview Report

The product of Task 1 was an Overview Report(l) on the
current status of the total transportation situation in New Jersey
along with identified governmental transportation policy alter-
natives. This report was desired by the state for submission to
the legislature in early January, 1973. It was, therefore, pri-
marily a brief status report on the total transportation picture
in the state, identifying some basic transportation problems.

(1) Interim Report: OVERVIEW AND POLICY ALTERNATIVES ON TRANS -
PORTATION IN NEW JERSEY, prepared for New Jersey Department
of Transportation by Wilbur Smith and Associates/Ford, Bacon
& Davis, Inc., January, 1973,

]



Procedures followed in preparation of the Overview Report

included:

l-

5.

A library search of recent reports related to
public transportation in the state;

Interviews with all division heads and bureau
chiefs within the Department of Transportation
to obtain their insights on the transportation

problem;

Interviews with officials of all county governments
in the state to obtain copies of recent transpor-
tation related reports and information on special
projects in their jurisdictions related to trans-

portation relevant to a statewide study;

Interviews with officials of Tri-State Regional
Planning Commission, Delaware Valley Regional
Planning Commission, Port Authority of New York
and New Jersey, Delaware River Port Authority,
Transport of New Jersey and other major bus
operators in the state, and other transportation-
related agencies including New Jersey Turnpike
Authority, New Jersey Highway Authority, and the
Atlantic City Expressway Authority; and,

Interview with federal transportation officials.

Task 2: Inventory of Bus Operations

Initial estimates set forth in the study contract in-

dicated that 283 bus companies in New Jersey operate approximately

5,500 buses and 200 maintenance garages. Based upon these

preliminary data, forms to be used in interviewing bus companies

-,



were prepared and reviewed with technical staffs of the Department

of Transportation and Tri-State Regional Planning Commission.

Pilot Studv Program - To test the interview forms and

study procedures, a pilot study was conducted in early February,
1973, in the Monmouth County corridor which includes the Garden
State Parkway, U.S. Route 9, and New Jersey Routes 34 and 35.

There is a heavy commuter bus operation through this
corridor from Monmouth and Ocean Counties to New York. There
are also local bus services in and around Red Bank and Asbury
Park. The travel characteristics of this corridor afforded
an opportunity to compare the service of the New York and Long
Branch Railroad with the competing services of the Asbury Park
New York Transit Company and the New York-Keansburg and Long
Branch Bus Company.

The pilot study obtained data on 12 bus companies currently
operating within the selected corridor. These companies were
found to include two local bus services, three charter bus
operators, six commuter inter-city operators, and one seasonal

shore and racetrack service,

The study also afforded an opportunity for observing the
increasingly heavy bus traffic on U.S. Route 9 between Sayreville
and Lakewood, Transport of New Jersey and Lincoln Transit provide
competitive morning peak-hour service through this area of spreading
apartment development from Lakewood along Route 9 to the New Jersey
Turnpike and on to New York via the exclusive bus lane to the Lincoln
Tunnel.

As a result of the pilot study:

1. A check list of questions was prepared to enable
interviewers to obtain a broad cross section of
on each company's operations.

~13-
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Field follow-up contacts, generally by telephone, were
made in response to questions raised during the coding operations. |

Data Bank OQutput - Basic information obtained in the course

of the inventory study were developed into 18 tabulations. These
tabulations summarized bus fleets, bus routes, and company statisti-

cal and financial data.
The data bank permits convenient updating and cross refer-
encing of data for localized and regional summaries of route,

fleet, and company information.

Task 3: Immediate-Action Recommendations

The third task involved development of immediate-action
recommendations for improvement of the operation of the bus system.
Subjects outlined as pertinent candidates for immediate-action
recommendations included public information, routes, service levels,

funding, transfer points, and coordination of transportation planning.

Identifying Immediate Action Goals - Interviewers were

instructed to ask bus operators suggestions for potential immediate
action improvements. All such suggestions were catalogued and

reviewed to identify potential recommendations.

An implementation period of one year for immediate action
projects was assumed. With this restraint, many of the recommen-
dations suggested by bus company operators could not be included
in this study. Proposals for the immediate action program were

evaluated on the basis of state, regional or local impact, costs

for property acquisition or operation, environmental impact and
benefits.




Chapter 3

EVALUATION OF EXISTING CONDITIONS

This chapter presents a statewide perspective of existing
bus services in the State of New Jersey. The findings contain a
collection and interpretation of the inventories of 226 operating bus
companies and nearly 4,000 buses operating in regular service
over a total of 290 basic routes throughout New Jersey and into
New York City and Philadelphia.

Comparison of operating companies, charter and school
operators and non-operating or holding companies, shown in
Table 1, indicates a total of 289 companies operating in 62 groups. A
group is defined as one or more companies sharing management or
operating rights. Thus, the system complexity is not so great as

the total number of companies might indicate.

The major bus operator in New Jersey is Transport of New
Jersey (TNJ) which, in 1972, carried over 96 million passengers and
operated 46,745,000 bus-miles with over $52 million in total reve-
nues. The 1972 operations of TNJ were substantially reduced by a

75-day strike.

In 1971, the last full year of operations, TNJ had opera-
ting revenues of over $78 million, nearly 50 per cent of the
total statewide bus revenues. The 26 major operating groups are
listed in Table 2 in order of operating revenues in excess of
$1 million for 1971. The top ten companies exceeding $2 million
in revenues, account for approximately 79 per cent of total

revenues.,

-1~




Table 1

OPERATING BUS COMPANIES AND GROUPS
New Jersey - 1972

NUMBER NUMBER OF

GROUP TYPE OPERATING COMPANIES
Operating:

Regular Service Companies 48 59

Independent Associations 14 167
Non-Operating:

Charter and School Bus - 40

Other ) - 23
TOTAL 62 289

=20~



Table 2

PRINCIPAL NEW JERSEY OPERATING GROUPS

Ranked by Revenue

OPERATING GROUP

Transport of N.J.
Maplewood Equipment Corpﬂl)
Hudson Transit Lines
Rockland Coaches Inc.
Decamp Bus Lines

Manhattan Transit Co.
Lincoln Transit Co. Inc.
Suburban Transit Corp.
Somerset Bus Co.

Hudson Bus Transp Co.

N.Y., Keansburg, & Long Branch Bus Co.

Asbury Park, New York Transit
So. Hudson County Blvd, IBOA
Domenico Bus Service, Inc.
Atlantic City Transportation Co.
Mercer County Improvement Authority
Lakeland Bus Lines

Lafayette and Greenville, IBOA
Trackless Transit Co,

Bergen Ave. IBOA

Newari:, West Orange IBOA

Starr Transit Co.

No. Hudson Blvd IBOA

Garden State Coachways

Central Ave. IBOA

Trenton -Phila Coach Co.

1971
OPERATING
REVENUES

$ 78,913,116

9,715,261
7,332,113
7,172,160
6,501,685
6,270,606
4,266,098
3,995,323
3,670,446
2,426,631
1,986,154
1,922,021
1,800,976
1,751,580
1,664,334
1,657,621
1,469,370
1,404,466
1,176,558
1,162,456
1,146,741
1,121,219
1,082,193
1,067,419
1,060,74¢
1,002,344

(1) 1Includes Inter-City Transportation, Northeast Coach,

Orange and Black Bus Lines, and Warwick,

Lake and New York Transit.

-21-
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Bus Fleet

The 197
New Jerséy.’ Th
. cent of the stz
by the state by
DeCamp Bus Line
owns 119 buses.

Bus Tyf
vehicles: f
l. Reg

ddl

stz

2. Suk

siy

/3 fleet totals 3,970 buses in regular operation in
1e 2,076 buses in the TNJ fleet, represent 52 per

1te's total. r or
1t‘bpera£ed as a subsidiary of TNJ, owns 265 buses.

Maplewood Equipment Corporation, owned

>s owns 129 buses, and Manhattan Transit Company
be - The bus fleet includes three types of

jular urban transit buses characterized,by
ible doors, low seat backs and aiSle-épacevfor.
andees (2,263 buses); h

yurbans with high seat‘backs and generally a
1gle front door (1,358 buses); and,

3. PérlOr or cruiser type buses designed for intercity

service with reclining seats, single doors and,

in

many cases, lavatories (349 buses).

Fleet Capacity - The 3,970 buses in regular route opera-

tion have an éverage capacity of nearly 48 passengers.

As shown

in Table 3, and Figure 4, 75 per cent of the buses have capacities
of 46 to 53 passengers.

Age of

Fleet - The average age of regular route buses in

New Jersey isfnearly 11 years.
1ile 1,547 or 39 per cent of the fleet was manufactured.

before 1950, wh

in 1960 ox eaﬁlier.
in 1970 or later.

Sixty-five buses were manufactured

Among the newer buses, 289 were manufactured

There has been a significant reductionvin

"purchases of buses manufactured after 1970 reflecting the weak

- financial posﬂtion of many companies. During the 1960's the

purchase of new buses averaged over 200 per year.v In 1971, only

-22~
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NUMBER
OF SEATS

Less Than 25
25-32
33-36
37-40
41=-45
4o-4C
50-53
More Than
53

TOTAL
Per Cent of
Total Buses

SOURCE: Bus Company

Table 3

BUS TYPE BY NUMBER OF SEATS
New Jersey

BUS TYPE
Transit Suburban Parlor All
No. Per Cent No. Per Cent No. Per Cent No. Per Cent
1 - - 0 - 1 -
16 0.7 0 1 0 - 17 0.4
46 2.0 0.1 0 - 47 1.2
101 4.5 0.4 46 13,2 152 3.8
550 24 .3 50 3.7 138 39.5 738 18.6
294 13.0 999 73.6 160 45.9 1,453 36.6
1,220 54.0 302 22.1 5 1.4 1,527 38.5
35 12 0 - 0 - 35 0:2
Z2;263 100.0 1:358 100.0 349 100.0 3,970 100.0
57.0 34.2 8.8 100.0

Records.
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49 buses were purchased and in 1972 only 64. Table 4 and Figure

5 show the distribution of each type of bus by year of manufacture.

Oof the 113 buses purchased during 1971 and 1972, 48 were
the parlor type for intercity, suburban, and charter service.
The 28 transit buses added to the fleet in the entire State of
New Jersey in 1971 and 1972 represents only 26 per cent of the
fleet additions made during that two-year period.

Terminals and Garages

Bus terminals and garage facilities are located around
the largest population centers. Essex County with 16 and Bergen
and Hudson Counties with 15, contain the largest number of gar-
age and terminal facilities. Passaic and Union are next with

eight each.

The 104 terminal and garage facilities listed in Table 5
are only those with space dedicated to these purposes as a primary
use. Drug stores, hotels and other locations where buses stop

are not included.

Route Coverage - Statewide System

Figure 6 shows the areas of the state served by the
existing bus system. In the rural portions of the state,
routes providing less than eight round trips per day are not

(1)

considered to be providing minimum service. In some cases,
particularly in seasonal shore traffic, service levels of less
than an average of eight round trips per weekday may be consi-

dered acceptable.

(1) Eight bus round trips per day has been indentified as a
minimum number to provide an "adeqguate" area coverage.
Wilbur Smith and Associates.

_25- =



Table 4

BUS TYPE BY YEAR OF MANUFACTURE
New Jersey

o _ TYPE OF BUS - -
YEAR OF . Transit Suburban - Parlor ALL BUSES

MANUFACTURE - No. Per Cent No. Per Cent No. Per Cent No. Per Cent
 Before 1950 47 2.1 1 .17 2,0 55 1.4
1950-1954 - 261 11.5 11 .8 21 6.0 293 7.3
1955-1959 756 33.3 29 2.1 33 9.5 818 20.6
1960 141 6.2 230 16.9 13 3.7 384 9.7
1961 93 4.1 155 11.4 2 .6 250 6.3
1962 95 4.2 96 7.1 0 - 191 4.8
1963 | 118 5.2 136 10.0 0 - 254 6.4
g 1964 17 .8 174 12.8 40 11.5 231 5.8
® 1965 92 4.1 138 10.2 35 10.0 265 6.7
1966 113 5.0 157 11.6 16 - 4.6 286 7.2
1967 63 5.8 92 6.8 23 6.6 178 4.5
1968 176 7.8 24 1.8 50 14.3 250 6.3
1969 156 6.9 34 2.5 37  10.6 227 5.7
1970 106 4.7 45 3.3 22 6.3 173 4.4
1971 15 .7 11 .8 22 6.3 48 1.2
1972 13 .6 25 1.8 26 7.4 64 1.6
1973 1 - 0 - 2 .6 3 .1
TOTAL 2,263 100.0 1,358 100.0 349 100.0 3,970 100.0

Per Cent of Total . 57.0 . 34,2 - 8.8 100.0

SOURCE: Bus Company.




B0 : —— —

750 [—

700 —

60—t

550

500 —

450 |-

400 +

NUMBER OF BUSES

350 -

300

250 H

100 H

SOT_m[_ .. éﬁ

n@@l am

1971 1972 1973

Prel 222007
3=

1968

OBEFORE 1950 1950-1954 1955-1959

LEGEND
[T TRANSIT

1962 7

YEAR OF MANUFACTURE BY BUS TYPE

ks NEW JERSEY PUBLIC TRANSPORTATION STUDY
FORD, BACON 8 DAVIS,INC. GURE 5




_82—

Table 5

GARAGES AND TERMINALS BY COUNTIES
New Jersey

GARAGE TERMINAL GARAGE AND TERMINAL
COUNTY NAME FACILITIES FACILITIES FACILITIES TOTAL

Atlantic -
Bergen 11
Burlington 2
Camden i
Cape May -
Cumberland -
Essex 1
Gloucester
Hudson
Hunterdon
Mercer
Middlesex
Monmouth
Morris
QOcean
Passaic
Salem
Somerset
Sussex
Union
wWarren
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Outside the densely developed areas of Hudson, Bergen,
Passaic and Essex Counties, and parts of Union, Middlesex,

Mercer, and Camden Counties, transit routes generally follow

major highways.
Despite reductions and route abandonments in intercity
service major population centers remain linked, Detailed intra-

city service is explored below.

Service - Population Density Relationship

The population density of individual cities and towns
is shown for the entire State in Figure 7. Present service
provides coverage of all communities with population densities
over 6,000 persons per square mile and most areas with densities

between 3,000 and 6,000 persons per square mile.

An alternative measure of density used to identify need
for service is five dwelling units per acre, or about 11,000
persons per square mile. Thus, New Jersey is well-served by the

bus network based on the population density standards.

Service Characteristics

While measurement of geographic areas covered by bus
service is important in evaluating service, it is also neces-
sary to measure the type and quality of the service. In making
these assessments of operating characteristics, local transit,
commuter service and intercity service between New York and

Atlantic City are treated separately.
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COVERAGE AREA
e ALONG INTERCITY
ROUTES

.. DEVELOPED AREAS
"% WiTH BUS SERVICE

TRANSIT COVERAGE VS.
POPULATION DENSITY

NEW JERSEY PUBLIC TRANSPORTATION STUDY

4 ith and _Assciates
%R%%ON& DAVIS,INC. FIGURE 7




Figure 8 shows how urban, suburban and intercity services
differ in their basic operating characteristics. Round trip length
in miles, average speed, revenues and passengers per bus mile are
shown as developed from a sample of Transport of New Jersey bus
routes. Table 6 shows the detailed data selected from typical
routes in 1971. Round trip length and average scheduled speeds
increase from urban to suburban to intercity routes while revenue

and passengers per bus mile decrease.

These statistics are based on TNJ data for routes which
are not always completely of one specific type. For example, much
of the New York-Atlantic City intercity route serves a heavy suburban
operation from Lakewood to New York. No way is available at the
present time to separate the data for the suburban operation
from the true intercity data for the longer portions of the opera-

tion.

Even with this qualification, however, it is clear that
the characteristics of the three types of service are quite different
and must be recognized in evaluating the transit service across the

state.

Corridors of Competition

Several levels of competition exist between public trans-
portation modes and among individual companies in New Jersey. In
many areas, buses operate in competition with rail commuter service.

In some corridors, there is both bus-rail competition and competition




256.0

H

MG

44.3

(o))

18.92

15.96

MNANN

ROUNB TRIP LENGTH AVERAGE SPEED

NN

REVENUE PER BUS MILE PASSENGERS PER BUS MILE

-LEGEND-
URBAN

SUBURBAN

B NTERCITY

CHARACTERISTICS OF SERVICE TYPES

TRANSPORT OF NEW JERSEY ROUTE
NEW JERSEY PUBLIC TRANSPORTATION STUDY

Wik St wed  Aiialia
FORD, BACON 8 DAVIS,INC. FIGURE 8



e

Table 6
OUTE OPZRATING CHARACTERISTICS
TYPICAL BUS ROUTES OF T.N.J.

1971
Total Total Round Trip Av. Speed bus Total &y, Rev 1 a . et
Route Class Route No. Route Name Passengers Bus Miles Time, Min. Length, Miles m_/hg, Hrs. SEvErnG e ;ifgLe/ Rouizsiiﬂgﬁrs f;;s "
13 Broad 7,051,630 1,323,614 116 22.77 118 112,171 2,280,175 L2 P 309.689.5 5.33
27 Mt. Prospect 4,537,882 698,085 82 14.78 10.8 64,638 1,408,941 2.02 307.028.6 6.50
Urban 25-26 Springfield 4,103,213 730,464 94 15.24 9.7 75,306 1,311,867 1.80 269.239.7 g2
S 1 Newark - J.C. 3,559,632 676,592 112 20.58 11.04 61,286 1,113,705 1.65 172 965.6 5.26
(0-25 miles) 21 Orange-Port L c '
Newark 3,529,374 746,471 124 23.41 11.3 66,059 1,197,443 1.60 150.763.5 4.73
24 Market 3,505,905 550,688 68 16.75 14.8 37,209 1,062,611 1.93 209,307.8 6.37
44 Bergenline 3,458,969 627,941 100 15.80 9:h 66,099 1,252,913 2.00 218,922.1 5051
24 Elizabeth- : = A
West Orange 3,025,811 577,337 114 21.42 T8 51,092 996,186 1774 141,261.0 5,24
14-16 Clinton Place 2,953,798 523,781 74 13.48 10.9 48,053 948,158 1.81 219.124.5 5 64
9 Newark Ave. 2,836,139 545,992 82 13.60 10.0 54,599 941,691 1.72 208.539.6 5 19
Subtotal 38,562,353 7,000,965 I77.%3 I2.T (av.) 578,338 12,513,690 T.79 (av.) IIE,BAT.E T
29- Newark-Caldwell-
114-116 Denville-Butler 4,951,092 1,774,817 228 70.50 18.6 95,420 1,891,357 1.07 70.228.3 2.79
49 Union 2,812,909 1,118,622 230 57.67 15.0 74,575 1,076,019 .96 48.775.9 2051
165 Wes twood-NY 2,596,656 1,668,412 150 42.81 17.1 97,568 1,463,406 .88 60 655.4 1.56
Suburban 166 Dumont-Tenafly- ? 5 :
New York 2,440,515 1,314,251 146 41.44 17.0 77,309 1,282,071 .98 58.892.7 1.86
139 Sayreville-NY ’ ) ‘
via Carteret 2,406,392 5,017,810 134 120.04 53.7 93,442 2,920,279 .58 20.046.6 48
(25 mi. & over) 107 Irvington-NY 2,190,450 1,618,262 94 49,59 31.7 51,049 1,460,225 .90 14.171.2 1.35
or 6-7-71 Moorestown- ? .
Mt. Holly- Phia. 2,183,910 1,658,996 164 73.38 26.8 61,903 1,213,179 =13 29,761.7 1.32
fto/from NY or 21-31 Blackwood- i ’
Phila. ) Williamstown-
Phila. 2,087,692 1,356,767 160 47.67 17.9 75,797 1,100,017 .81 43,794.7 1.54
9 Trenton- ! .
Burlington-Phila.
phila. 2,022,652 1,691,538 250 82.22 19.7 85,865 1,204,758 | 24 .600.5 1.20
70-72-75  Newark-Summit- e :
Morristown 1,616,488 933,039 220 54.46 14.9 62,831 724,745 .78 29682 1.73
Rk 75,308,756 18,152,514 ¥35.78 73.4 (av.) 775,759 14,336,056 T79 (av.)  “XTLSSECS i =
118 Newark-NY Exp. 2,830,229 1,748,623 60 27.54 27,5 63,586 1,679,430 .96 102.767.9 1.62
102-104 Newark-Hacken- & i *
sack-Paterson 1,871,350 726,402 120 30.77 15.4 47,169 749,161 1.03 €0.817.4 2.58
Special & 120 Lincoln Tunnel 1,278,104 317,098 30 9.3 18.6 17,048 698,033 2.20 137:430,5 4.03
Intercity 101 Atlantic City-
Phila. 917,933 2,324,605 140 128.49 55.0 42,266 1,595,730 .69 2.144.0 39
150 Allentown-NY 286,881 1,240,795 324 190.51 35,13 35,150 986,997 .80 1,505.9 23
1192 NY Fort Dix 272,962 887,867 210 157.23 44.9 19,774 632,423 7L 1,736.1 a1
Subtotal 7,457,459 7,245,390 543.84 36.9 224,993 6,341,774 0.8 I3, 7120.6 T.03
Subway i} Newark Subway 3,154,668 546,876 24 8.34 20.9 44,777 962,139 1.76 378,257.6 5.77

SOURCE: New Jersey Public Utilities Commission, Report of TNJ, 1971.




between bus companies operating along essentially common routes,

providing similar service in terms of headway and destination.

Twenty-six corridors in which competitive public transit
services operate have been identified after study and review of
route-maps, timetables, and general origin-destination patterns of

the routes. These corridors are shown in Table 7 and in Figure 9.

Because of the large subsidies being paid to commuter rail
lines amounting to over $19 million in fiscal 1973 in New Jersey,
and increasing pressures for subsidies for some bus companies,
there is a‘need to optimize relationships between service provided
and subsidy payments, and to eliminate duplicate service, particu-

larly where subsidies are involved,

~ Competition has many aspects,and in many areas, what may
appear to be destructive competition may be a healthy, thriving
service with good patronage for both lines. Several situations
where competition and inefficiency were initially thought to exist
have been found after a more detailed study, to provide a‘basically
coordinated service. Competition may become apparent in peak-hours
while in off-peak periods, the competing carriers offer akco—

ordinated service.

Service duplication can exist in any one of several
sign_ificant'characteristics° Origin and destination, fare
structure or cost of travel, street routings, speed or travel
time, and frequency of service are elements which may identify

alternative services which are partly or wholly duplicative.

Very seldom in any duplicative situation would all character-

istics be comparable or sufficiently similar to be judged as
competitive. The degree of duplication can then be evaluated
by determination of the number of characteristics which are

comparable.
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- CORRIDOR

Table 7

CORRIDORS OF DUPLICATE PUBLIC TRANSPORTATION SERVICE

_Hudson Transi
NSk

Bus-Bus or Bus-Rail Duplication
New Jersey : .

CHARACTERISTICS
OF DUPLICATION

COMPETING OPERATORS

(2) DESCRIPTION‘OF COMPETITION

Erie-LackawahnarR,R,rrﬁr

+ T neao.
A =}

A; D

Parallel operation of ser-

vieces—Buses operate along

NUMBER (1) CORRIDOR -
1 Erie-Lackawanna
- "R.R. (Bergen Co-.
Branch)
2 Erie-Lackawanna
R.R. (Pascack
Valley Branch)
4
o , o
I 3 Port Authority
' Trans~Hudson
{PATH)
} 4 Eastern Bergen Co.
B County
| .5 Northern Hudson
} County
|

O . T T
- R S o

Hudson-Pra ines,
Inc,. :
Intercity Transporta-

tion Co.

Erie-Lackawanna R.R. A
TNT
Rockland Coaches, Inc.

PATH A
TNT .

No. Hudson Blvd. IBOA
Downtown Bus Co.

Rockland Coaches,Inco B, C, E,

TNJ
Intercity

No. Hudson Blvd. IBOA
TNJ

Orange & Black
Manhattan Transit

(chtinued)

B, C, D, E

Route 17 between Mahwah
and Riggewood, and along.
Route 208 and Maple Avenue
between Ridgewood and
Fairlawn,

Parallel operation of ser-
vice. Buses operate along
Kinderkamack Road between
Montvale and Hackensack. .

Parallel operation of ,
intrastate and interstate
service between N.Y.C.

and Hoboken, Jersey City,
Harrison and Newark.

Duplication of service
and parallel operations

along portions of some major

north-south arteries .

Parallel operation of North

Bergen-New York service on

Kennedy Blvd. and Bergen-

line Avenue.




CORRIDOR

NUMBER

6

10

11

12

(1)

CORRIDOR

Southern Hudson

County

N.J. Rt. 4

Erie-Lackawanna R,.R.
(Morris & Essex
Divigion)

State Route 9W

Newark CBD
South Orange Ave.,
Newark

Clinton Avenue,
Newark

Table 7 (Cont.)

CHARACTERISTICS
OF DUPLICATION

COMPETING OPERATORS

DESCRIPTION OF COMPETITION

Central Avenue IBOA B, G,

Bergen Avenue IBOA

Lafayette & Green-
ville IBOA

TNJ

South Hudson Blvd.
IBOA

Montgomery & West
Side IBOA

Hudson Bus Transporta-
tion Co.

Broadway IBOA

Maplewood Equipment c, D
(Intercity)
TNJ

Erie-L,ackawanna R.R. Ci B

TNT

Rockland Coaches, Inc. Ey D
Mohawk Coach Lines

TNJ A, C, D, E

No. Newark IBOA

TNJ A, D, D, E

So. Orange Avenue IBOA

TNJ e, B
Clinton Avenue Bus Co,

(continued)

E

Parallel operation of
service on north-south
streets in Jersey City and
Bayonne. Duplication of
service along portions of
roadway operated by TNJ
and various IBOA's.

Duplicate of route between
Paterson and Fort Lee,

Parallel operation of
intrastate service between
Morris Plains and Millburn.

Duplication of service
between Alpine, N.J. and
N.Y.C. along Route 9W.

Duplication of the route
#18 service.

Duplication of the route
#31/32 service.

Duplication of portions of
the route #14/16 and
route #l1l3 services.




CORRIDOR

NUMBER

13

14

L5

...8{.....

le

L7

18

(1) CORRIDOR

Central R.R. of N.J.
Route 22

Route 22

Penn-—
Central R.R.

New Jersey
Turnpike

New York & Long
Branch R.R,

Route 35 -
N.J,., Turnpike

Table 7

COMPETING OPERATERS

(cont.)

CHARACTERISTICS(2
OF DUPLICATION

DESCRIPTION OF COMPETITION

Central R.R. of N.J.
TNJ
Somerset Bus Co.

TNJ
sSomerset Bus Co.

Penn Central R.R.
Suburban Transit Corp.
TNJ

NI
Suburban Transit Corp.

Central R.R. of N.J.-
Penn Central

Asbury Park-N,Y,
Transit Corp.

North & South Jersey

Bus Co.

Asbury Park New York
Transit Co.

(continued)

A

Parallel operation of
service between Somerville
area and Newark. N.J.

Bus operate along

Route 22.

Parallel operation of
service along Route 22
between Somerville and
N.Y.C.

Parallel operation of
service between Trenton and
New Brunswick and N,Y.C.
Buses operate along Route
206, Route 27, and the

N.J. Turnpike.

Duplication of service
between New Brunswick and
N.Y.C. (Suburban service
is express).

Parallel operation of
service between Asbury
Park and Newark.

Parallel operation of
service from Asbury Park.
No. & So. Jersey operates
to Jersey City. A.P.-N.Y.
Transit operates to New
York.
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Table 7 (Cont.)

CORRIDOR (1) CHARACTERISTICS( 2)
NUMBER CORRIDOR COMPETING OPERATORS OF DUPLICATION DESCRIPTION OF COMPETITION
19 Route 36 Domenico Bus Service A, B Parallel interstate opera-
tion of service between
Keansburg and New York.
20 U.S. Rt. 9/ Garden TNJ &, B, B, Duplication of service
State Parkway Lincoln Transit Co. By between N.Y.C., and Atlantic
City and intermediate points.
21/22/23 pennsylvania Pennsylvania-Reading- P\ Partial parallel operation
Reading-Seashore Seashore Line PATCO of service between Phila-
Line/PATCO TNJ delphia, Pa. and Atlantic
City, Ocean City, or Cape
May.
24 Route 45 TNJ 3,6,D Duplication of service on
Philboro Coach Corp. Route 45 and Route 130
between Mantua, N.J. and
Philadelphia, Pa.
25 Route 36 Boro Buses c, D Parallel operation of
N.Y.-Keansburg and local service along Route
Long Branch Bus Co. 36 between Belford and-
Highlands.
26 Paramus-N,Y. Manhattan Transit B, '€, Dy Duplication of route and
TNJ ¥ ; service between termini.

(1) see Figure 9,

(2) Characteristics of Duplication =
A - Origin and Destination C - Route E - Service Frequency
B - Fares D - Travel Time
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Typical Competitive Corridor Review - Two sample corridors

were identified for closer analysis of route overlapping and/or
duplication. These are Bergen County east of the Garden State
Parkway and the U.S. Route 9 Corridor between Lakewood and

Sayreville. They are discussed below.

Bergen County Corridor - The eastern area of Bergen County

contains numerous overlaps and/or duplications of route segments.
Major competing companies are TNJ and Rockland Coaches. Most
Rockland Coaches (RC) routes originate in northern Bergen

or in Rockland cCounty, New York, and operate to either the George
washington Bridge Bus Terminal (GWBT) or to the Port Authority

Bus Terminal (PABT) via the Lincoln Tunnel. All of the PABT

trips operate express from Palisades Park, New Jersey via

the New Jersey Turnpike. Except for the more northerly sections,
the RC routes duplicate portions of TNJ routes. In the duplicated
sections, TNJ fares are either equal to or slightly less than RC
fares. Peak-hour headways of the TNJ routes are generally shorter
than for corresponding RC services. Table 8 sets forth characteris-

tics of the overlapping services.

Prime examples of overlapping service in this corridor
are the service from Westwood to the PABT (TNJ Rt. 165 and RC
Route 11) and the service from Tenafly to PABT (TNJ Rt. 166 and
RC Rt. 20). RC Route 11 offers 36 daily Turnpike trips compared
to 42 trips by TNJ Route 165. Travel times are comparable but
the TNJ fares are lower and peak-period headways shorter.

Transport of New Jersey Route 166 offers 20 daily Turn-
pike express trips compared to 11 daily RC trips. The TNJ fare
is slightly lower. The RC service is operated during peak periods
only.

Transport of New Jersey also provides more frequent local

service on all of the above routes.
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COMPETING
ROUTES

TNJ #165

Rockland
Coaches #11

TNJ #B-72

R.C. #10

TNJ #122

ORIGIN

Westwood or
Oradell

Spring Valley
New York

New Milford

Oradell

Dumont

Table 8

BERGEN COUNTY (CORRIDOR #4) COMPETITION OF ROUTES

New Jersey

DESTINATION AREA OF COMPETITION DAILY TRIPS 0/W TIME FARES
PABT Along Kinderkamack 92 (42 via Eastbound Eastbound
Road between West- TPK) . to PABT: to PABT:
wood and Hackensack 36 to PABT 55 via TPK. 90¢ $8.25
30 to GWB 75 wvia local (10T)
57 Min., $1.00
PABT Oor GWB $9.85(10T)
carlstadt/ The #B-72 and the 8 N. Milford New Milford
Moonachie #10 compete for local to Bergen- to Bergen-
passengers along field: field: 40¢
Madison Ave. and 11 Min. N. Milford
GWB wWashington Ave. in 18 to Bergen-
New Milford, Dumont N. Milford field:40¢
& Bergenfield. In to Bergen- Dumont to
addition, the #10 field: 12 GWB: 80¢
and routes #167, #122, $20,00(25T)
#86 and #166 operate
along Washington Ave.
between Madison Ave.
and Clinton Ave.
Jersey City Both the #10 and #86 6

operate to the GWB
bus terminal

(continued)

HEADWAYS

Peak Hr. Off-Peak

3-6 min. 30 min.

(via TPK)

13-15 min.
(to PABT)

30 min.

60 Min.

60-75 Min.
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COMPETING

ROUTES

TNJ #167

TNJ #86

TNJ #166

R.C. #20

TNJ #78

R.C. #10
R.C. #84

R.C. #l4K

R.C. #20

ORIGIN

Harrington
Pk./Haworth
Harrington
Pk./Haworth

Dumont

Nanuet,
New York

Hackensack

Oradell

Northvale
Harrington

HarringtonPk.
or Westwood

Nanuet, N.Y.

3 _ — I S e 1 {:’7
Table 8 (Cont.)

DESTINATION AREA OF COMPETITION DAILY TRIPS o/wW TIME‘

PABT (see preceding page) 66

GWB / 77 (via Dumont to

! Route 4) GWB:237 Min.
31 via
Route 4

PABT The #166 and the 76 (20 via Tenafly

R #20 operate on River TPK) to PABT:
Edge Rd., Huyler Ave., 58 Min.
Engle St., Hudson Ave., (local)
Dean St., and Van Nos- 46 via
trand Ave. in Tenafly TPK.
and Englewood.

GWB or PABT (same as TNJ #166) 26 to GWB 44 Min.

11 to PABT

GWB Along Palisade Ave. 35 Englewood
Grand Ave., Dean St., to GBW:
Van Nostrand Ave., 12 Min.
and Route 4 in Engle-
wood and Fort Lee,

GWB 22 13 Min.

GWB 40 13 Min.

GWB 24 13 Min.

GWB 26 13 Min.

SOURCE: Wilbur Smith and Associates - Ford, Bacon and Davis.

FARES

Dumont to
GWB: 75¢

$17.25
(25T)

Tenafly to
85¢
$7.65 (lot)

PABT:

90¢ ($9.00

lot)

Englewood

to GWB:
55¢

55¢
55¢

55¢

55¢

HEADWAYS
Peak Hr. Off-peak
3 Min, 30-50 Min.
4-10 Min, 20-25 Min.

Tenafly to PABT:
3-5 Min. 20-30 Min.
5-10 Min,

Englewood to GWB:

25 Min. 35 Min.
20 Min. 60 Min.
15 Min. 30 Min.

60 Min.

20 Min.

20-25 Min. 60 Min.




On the Dumont-GWBT service, TNJ Route 86 operates as

many express tr

fares.

Only on
does RC have a
headway, the tr
the TNJ Route 8
Road while the
state service i
and downtown Hé
daily Bergen Mé

In addi
instances of p%
Park, Transport
Avenue three bi
for PABT. RC R
thrdugh Tenafly
and Dean Stree%

Several
Plaza at the ih
and 01ld CloSte#
connects this é
Transport of Né
and the PABT aé

ips as RC Route 10 at shorter headways and lower

peak-hour service between Paramus and the GWBT
clear advantage. Although operating on a lohger
avel time for RC Routes 22/23 is much faster than
2 service. The TNJ route operates via Fort Lee
The TNJ off-peak intra-

s more favorable because it serves the Bergen Mall

RC service uses Route 4.
ckensack. The RC service provides only two
11 trips.

tion to route duplication, there are significant
rallel service. Between Englewood and Palisades
of New Jersey Route 166 operates along Broad |
ocks west of RC routes using Grand Avenue bound
outes 14, 20 and 84 operate on Tenafly Avenue
operation of TNJ's Route 166.

routes converge in Harrington Park at the Station
tersection of Carman Avenue, Schraalenburgh Road,

Dock Road,
rea with the GWBT as do RC Routes 84, 14K, and 20.
w Jersey Route 167 operates between this location
do RC Routes 14T and 20T. |

Transport of New Jersey Route 86

d-Freehold~-New York Express Service - Both the

Lakewoo

Lincoln Transiﬁ

Company (LTC) and TNJ's Route 119 operate express

bus service between New York and Lakewood and intermediate points

utilizing the New Jersey Turnpike and Route 9.

respective vari

Travel times for

ations of the services are similar and the fares

are identical és shown in Table 9.

-44~
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Table 9

TNJ AND LINCOLN TRANSIT BUS FARES

FARES TO PORT AUTHORITY BUS TERMINAL FROM:

COMPANY Lakewood Freehold 0l1d Bridge Englishtown Sayre Woods

TNJ $3.30(0OW) 52 15 ‘ S24,20 82.55 $1.90

and 5.95(RT) 4.95 4,00 4.65 3.50

LINCOLN 19.20(ten- 16.30 13.00 14.65 12,30
trip)

SOURCE: Company timetables.

During peak periods, there is considerably less
coordination with trips from common origins departing together
or within minutes of each other. During peak hours, TNJ provides
most of the service to intermediate points while the companies
operate nearly an equal number of Lakewood trips. Figure 10 shows
the New York arrival and departure times of the‘routes operated
by the two companies from and to Lakewood, Freehold-Gardens

Corner and Browntown-Sayrewoods.

Lincoln operates most of the 0l1d Bridge/Englishtown
service. The TNJ service to these towns consists of four

peak period trips.

TNJ also provides four daily trips from Lakewood to the
Public Service terminal in Newark and nine trips from Lakewood
to Newark and Journal Square (Jersey City). Lincoln operates three

daily trips from Lakewood to Newark Airport and New York City.

-5 -
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Coordination

Coordination of services exists where schedules of transit
services are integrated and jointly established by the competing
companies to minimize transfer times and duplication. There are
several important areas of the sState where coordinated service is
found. These are listed and described briefly in Table 10 and
shown in Figure 11. Additional details are set forth in the

following discussion.

Fort Dix Service - Lincoln Transit and TNJ (Route 1193)

operate service from the PABT to Fort Dix, McGuire Air Force Base,
and the Bayonne Military Ocean Terminal on a coordinated schedule.

The bus companies also alternate service to Newark Airport.

New York-Keansburg - Domenico Bus Service and the Hudson

Bus Transportation Company combine their services to connect the
PABT to Keansburg. The Domenico service operates from Keansburg
to Bayonne via Staten Island. Passengers can then transfer to the

Hudson Bus service to complete their trips to New York.

Central Avenue, Newark - Transport of New Jersey and the

Newark-West Orange Independent Bus Owner's Association (IBOA)

both operate Route 24 between West Orange and Elizabeth. The

IBOA service operates only to the Newark-Elizabeth city line.
Transport of New Jersey prepares the operating schedule and assigns
trips for the IBOA buses.

Atlantic City-Cape May - Lincoln Transit and TNJ Route

119 each operate three daily trips between Atlantic City and
Cape May on a coordinated schedule. Transfers can be made in

Atlantic City for trips to or from New York.

The following corridors consist of local bus operations

which serve as feeder buses to commuter railroad stations.

> -




Table 10

CORRIDORS OF COOPERATIVE SERVICE
Coordinating Bus Operations

Cape May

New Jersey

Lincoln Transit

CORRIDOR
NUMBER CORRIDOR COORDINATING OPERATORS DESCRIPTION OF COORDINATION
1 Fort Dix Service Lincoln Transit Duplication of service on a
coordinated schedule.
TNJ Service operates from N.Y.C.
to Fort Dix, N.J. wvia the
N.J. Turnpike.
2 New York-Keansburg Domenico Bus Service Coordination of schedules
Hudson Bus Transportation permitting convenient trans-
Co. fer in Bayonne to complete
Keansburg-New York trips.
3 Central Avenue, TNJ Duplication of route 24 serv-
Newark Newark West Orange IBOA ice between West Orange and
Newark on a coordinated schedule.
4 Springfield Ave., TNJ Duplication of route 25 service
Newark Springfield Avenue IBOA between Penn Station and Irvington
on a coordinated schedule.
5 Atlantic City- TNJ Duplication of service on a

coordinated schedule.

Service operates from Atlantic
City to Cape May via the Garden
State Parkway.



Table 10 (continued)

CORRIDORS OF COOPERATIVE SERVICE
Coordinating Bus Rail Operations

CORRIDOR
NUMBER CORRIDOR
6 PATH
|
KN
0
I
7 PATCO
8 Erie Lackawanna R.
R., Morris County

New Jersey

COORDINATING OPERATORS

PATH
No. Hudson Blvd. IBOA
So. Hudson Blvd. IBOA

Downtown Bus Co.

Washington Street IBOA

TNJ

Central Avenue IBOA
Lafayette & Greenville IBOA
Bergen Avenue IBOA

DESCRIPTION OF COORDINATION

The bus routes serve as feed-
ers to the PATH stations

Hudson Bus Transportation Co.

Montgomery & West Side IBOA
PATCO
TNJ

Erie Lackawanna R.R.,
Jersey Bus Co.

The bus routes serve as feed-
ers to the PATCO stations.
PATCO and TNJ operate a
cooperative fare program.

The TNJ routes are subsidized
by NoT: D0 T:

The bus routes are county-
subsidized and serve as feed-
ers to the railroad

between Netcong and

Denville and Morristown. The
bus schedules are coordinated
with the train schedule.
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CORRIDOR

NUMBER

8

10

CORRIDORS OF COOPERATIVE SERVICE
Coordinating Bus Rail Operations

CORRIDOR

Erie-Lackawanna
R.R., Bergen
County

Central R.R. of
N.J., Monmouth
County

Table 10 (continued)

New Jersey

COORDINATING OPERATORS

DESCRIPTION OF COORDINATION

Erie Lackawanna R.R.
Associated Bus Company
of Hawthorne

Central R.R. of N.J.
Boro Buses Company
Coast Cities Coaches

The bus route #92 serves as
a feeder to the railroad be-
tween Ridgewood and Ramsey.

The bus routes serve as feed-
ers to various rail stations
between Red Bank and Asbury
Park.
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Port Authority Trans Hudson (PATH) - There are numerous

bus companies operating in Hudson County which serve the PATH
stations at Journal Square, Grove Street, Exchange Place, and

Hoboken. These companies are:

North Hudson Boulevard IBOA

South Hudson Boulevard IBOA
Downtown Bus Company

Washington Street IBOA

TNJ

Central Avenue IBOA

Lafayette & Greenville IBOA
Bergen Avenue IBOA

Hudson Bus Transportation Company
Montgomery & West Side IBOA

Similarly, there are many bus routes (predominantly
operated by TNJ) which serve the PATH station at Pennsylvania

Station in Newark.

Port Authority Transit Corporation (PATCO) - Transport of

New Jersey operates a network of routes in the Camden County area
under DOT subsidy which serve as feeder operations to the Linden-
wold Transit Line. Bus passengers intending to use the train pay
nothing for their return bus trip. PATCO reimburses TNJ for the

return fares.

Morris County-Erie-Lackawanna Railroad (E.L.R.R.) -

The Jersey Bus Company operates a route planned and subsidized
by Morris County to serve as a partial feeder operation to the
Erie-Lackawanna Railroad (Greenwood Lake Branch and Morris &
Essex Division) between Netcong and Denville and between Denville
and Morristown. Eastbound bus trips are scheduled to coordinate

with train departures at Dover.

il e




Bergen County-E.L.R.R. - The Associated Bus Company of

Hawthorne operates Route 92 parallel to the Erie-Lackawanna

| Railroad (Bergen County Branch). This route serves as a feeder
\ operation to the Ridgewood, Waldwick, Allendale, and Ramsey

| railroad stations. The bus route operates between Paterson and
| Ramsey. Bergen County's B-2 Cross County route also schedules

service to commuter trains at Ridgewood.

Monmouth County-Central Railroad of New Jersey (C.R.R.N.J.) -

Boro Company Route 8 serves as a feeder to the Red Bank and
Little Silver stations of the C.R.R.N.J. New York & Long Branch
Railroad.

Coast Cities Coaches operates four routes which also
serve as feeders to the stations of the New York and Long Branch.
Route 4 connects Deal and Neptune City to the Asbury Park station.
Route 31 serves the Long Branch station and operates along Main

| Street to the North Asbury Park station.

Route 2/16 operates parallel to the railroad and serves
the railroad stations between Asbury Park and Manasquan. Route 7
parallels the railroad and feeds stations between Asbury Park and

Elberon.

Summary of Competition and Coordination

The basic types of competition and coordination are bus
vs. bus and bus vs. rail. Examples of each of these are

summarized below:

Bus-Bus Competition - There are five major areas of direct

bus competition. All but one involve TNJ operations and they

include the following:
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1. Bergen County north-south corridor where routes of

TNJ and Rockland Coaches serve identical portions
of Kinderkamack Road, Forest Avenue, Washington

Avenue, Engle Street and River Edge Road.

2. South Hudson County corridor where TNJ Route 9

competes with the Montgomery and Westside IBOA,
and TNJ Route 7 and 14 parallel and partially
duplicate the routes of other IBOA's. The TNJ
operations extend beyond one or both termini of
the IBOA routes.

3. The Newark area corridors of competition as well

as those of coordination (Table 10 numbers 3 and

4) consist of IBOA's operating routes duplicated
by T™NJ. The TNJ services extend beyond one or both
of the IBOA route termini. While these corridors
can be classified as competitive, limited coordina-

tion occurs on some routes.

4, Route 9 - Garden State Parkway corridor. Both TNJ

and Lincoln Transit operate routes between At-
lantic City and Newark/New York City. Coordina-
tion of scheduling between the two companies
occurs on trips connecting with the shared service
between Atlantic City and Cape May. Commuter
service in this corridor north of Lakewood finds

competition scheduling in effect.

Bus-Bus Coordination - The principal examples of coopera-

tive operations are the coordination of schedules between TNJ and
Lincoln Transit and, TNJ coordination with some of the Newark
IBOA's.

Bus-Rail Competition - Major bus-rail competition corridors

involve commuter buses and trains to and from New York City. All
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bus services operate to either the GWBT or the PABT. The PATH

rail service operates to the World Trade Center or to 33rd Street.

The Penn Central line from New Jersey terminates at
Penn Station. The other rail lines in New Jersey require transfer
(to either Penn Central or PATH) to complete a New York-bound trip.
The most obvious example of bus-rail duplication of service is
within the Penn Central corridor where the Penn Central Railroad,

Suburban Transit, and TNJ all operate commuter service.

Bus-Rail Coordination - Very little coordination of

service exists. Most coordination throughout the state consists
of local bus routes terminating at or near railroad stations and

serving as feeder operations.

Financial Condition of Bus System

The bus industry in New Jersey is experiencing a financial
crisis as a result of declining patronage and revenues and rising
labor and other operating costs.

Operating results for all transit including subway opera-
tions in the United States indicate that the industry received net
revenues of $198 million in 1945. By 1963, an annual operating
deficit of $880,000 existed. This deficit increased to an estimated
$513 million for 1972. The bus industry revenue and deficit trends
are similar, as shown in Table 11. '

Average revenue per bus passenger nationwide is slightly
higher than the transit industry average. Since 1959, the
ratio of average bus fares to the average of all transit
fares has increased by about nine per cent, indicating that

bus fares are rising at a slightly faster rate than rail fares.
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Table 11

NATIONWIDE TRENDS
BUS VS. TOTAL TRANSIT STATISTICS

RﬁVENUE PASSENGERS PASSENGER REVENUE AVERAGE FARE VEHICLE MILES OPERATED
: Grand Bus R Grand Bus ‘Grand Bus j Bus
CALENDAR Motor Total, Per Cent Motor Total Per Cent - Motor Total Per Cent Motor Grand Per Cent PASSENGERS
YEAR ._Bus Transit of Total Bus Transit of Total Bus Transit of Total Bus Total  :@f Total PER BUS MILE
(millions) (millions) (milliqns)}
1940 . . 3,620.1 10,503.7 . 35 § 248.8 § 70L.5 36  _ 6.87¢  6.68¢  1.03  1,194.5 2,596.0 46 3.03
1945 8,344.7 18,981.9 44 590.0 1,313.7 45 7.07 6.92 1.02 1,722.3 ‘3,253 .8 53 — 47&5
1950 7,681.0 13,845.0 ) 56 734.2 1,386.8 53 9.56 10.02 .95 1,895.4 3,007.6 - 63 4.05
‘1955 5,734.0 9,189.0 62 826.3 1,358.9 61 14.41 14.79 .97 1,709.9 2,447.5 70 ) © 3.35
1956 5,568.0 8,756.0 ) 64 845.3 1,351.1 63 15.18 15.43 . .98 1,680.9 . 2,366.6 71 . 3.31
1957 5,438.0 8,338.0 65 849.6 1,319.8 64 15.62 15.83 .99 1,648.4 2,289.5 72 - 3.30
(‘5{ 1958 5,135.0 7,778.0 66 839.2 1,282.2 66 16.34 16.48 .99 1,593.6 2,201.0 72 ‘ ) 3.22
] ol\ 1959 5,108.0 7,650.0 67 877.0 1,308.3 67 17.17 17.10 1.00 1,576.5 2,158.9 73 3.24
o 1960 5,069.0. 7,521.0 67 910.3 1,334.9 68 17.96 17.75 1.01 1,576.4 2,142.8 74 3.22
1961 4,834.0 7,242.0 67 897.8 1,320.9 68 18.57 18.24 1.02 1,529.7 2,077.1 74 . 3.16
1962 4,‘773.0 7,122.0 67 910.t 1,330.2 68 19.07 18.68 l.‘02 1,515.2 2,047.4 74 3.15
1963 4,752.0 6,915.0 69 932.2 1,316.3 71 19.62 19.04 1.03 1,523.1 2,021.7 75 S 3.12
1964 4,729.0 6,854.0 69 950.4 1,326.0 72 20.10 19.35 1.04_ 1,527.9 2,015.8 '76 3.10
1965 4,730.0 6,798.0 70 971.9 1,340.1 73 20.55 . 19.71 1.04 1,528.3 2,008.2 76 3.10
1966 4,702.0 6,671':'.0 71 998.1 1,385.4 72  21.23 20.77 1.02 1,521.7  1,983.6 17 _‘ 3.09
1967 4,633.0 6,616.0 70 1,037.3 1,457.4 71 122,39 - 22,03 1.02 1,526.0° 1,996.8 76 N . 3.04
1968 4,524.5 6,491.0 70 1,049.7 1,470.2 71 . 23.20 22.65 1.02 1,508.2 ].,988.7 >76 - » 3.00
1969 4,335.3 6_,310.,3 }V69 1,114.8 1,554.17 72 25.71 - 24.64 1.04 1,478.3 1,966.7 75 . 2,93
1970 4,058.3 5,931.7 68 1,193.6 .1,639.1 73 29.41 27.63 - 1.06 1,409.3 1,883.1 .75 , : 2.88
1971 3,734.8 5,497.0 68 1,226.8 l,6§l.9 74 - 32.23 29.78 ' 1.08A l,3‘7$.5 1,846.3 : 75 2.72
1972 3,579.0 = 5,271.0 68 - 1,218.2 1,650,7 741 34.04 3]‘..32‘ ) 1.09 1,308.0 1,755.6 75 2,74
Ty oD . o oo RSN N S S A S Gt N =y
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Vehicle miles operated by buses has ranged between 70
and 77 per cent of total transit vehicle miles since 1955.

Other significant nationwide trends are:

1. The annual bus passenger volume has decreased
each year since 1945 and is now below the 1940
volume. In 1972, total transit trips represented
approximately 50 per cent of 1940 transit trips.

2. Over the same period passenger revenues for bus
" operations as well as for all transit increased
steadily. From 1940 to 1972 average fares in-
creased from 7 cents to 34 cents for bus transit

and from 7 cents to 31 cents for all transit.

3. Vehicle miles operated decreased for buses as well
as for all transit vehicles, but while buses
accounted for only 53 per cent of total transit
vehicle miles in 1945, they have steadied at 75

per cent over the last few years.

4., Passengers per vehicle-mile operated has been a
meaningful statistic for local bus operators over
the years. In 1945, the nationwide average peaked
at 4.84. Since then, the ratio has dropped steadily.
The 1972 rate was 2.74 passengers per mile, a slight

increase from 2.72 in 1971.

Profit and Loss - Statewide - Annual financial reports to

the New Jersey Public Utilities Commission for all reporting regular
carriers in the state, 226 operating companies in 62 operating

groups, are summarized in Table 12, which shows that:

1. Bus revenues of over $156 million in 1970
increased to $163.6 million in 1971. This
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TABLE 12
NEW JERSEY BUS INDUSTRY

PROFIT AND LOSS SUMMARY REPORT
1970 and 1971

YEAR
1970 . 1971
Bus Revenue 156,461,080 163,595,657
Operation & Maintenance 139,954,074 147,201,474
Depreciation 6,889,828 6,774,718
Amortization 11,808 20,046
Taxes and Licenses 9,356,760 10,265,384
Operating Rents 6,961,975 7,100,678
Rent Lease (income) 1,400 6,728
Net Operating Income (6,711,965) (7,759,915)
Other Income 1,231,482 1,368,924
Income Deductions 1,024,951 617,515
Net Revenue (6,505,434) (7,008,506)
subsidy (1) 594,488 1,332,935

CHANGE 1970-71

Amount  Per Cent

7,134,577 4.6
7,247,400 Bud
(115,110) {171
8,238 69.8
908,624 9.7
138,703 2.0
5,328 380.6
(1,047,950) (15.6)
137,422 11.2
(407,436) (39.8)
(503,072 (7.7)
738,447 124.2

(1) Based on amounts reported in bus company annual reports to
Public Utility Commission and subject to variability of accounting
procedures and the normal fiscal year-calendar year differences.
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is an increase of 4.6 per cent, due mainly

to increased fares.

2. Net operating income showed a deficit of almost
| $7 million in 1970 and $7.8 million in 1971, an
' increase of 15.6 per cent.

3. Transport of New Jersey (exclusive of Maplewood
Equipment Company) accounts for about 50 per cent
of the total industry revenue in the state. TNJ's
h revenue was $75.4 million in 1970 and $78.6 million
in 1971, yet TNJ realized a net deficit of $3.2
million in 1970 and $4.2 million in 1971. TNJ
’ accounts for 50 per cent of both gross revenue

and net deficit of all bus operators in New Jersey.

capital Investment and Financial Status

The current financial status of the bus industry in New
Jersey is detailed in the balance sheet reports prepared for the
PUC at the end of each calendar year. While assets and liabilities
were balanced at over $50 million in 1968 and 1969, the 1972 report
palances at less than $33 million, indicating that total cash flow 1
has been reduced by approximately 33 per cent over the five years, 1
\
\

as shown in Table 13.

The ratio of current assets to liabilities indicates the
trend of company financial conditions. As shown in Figure 12,
the ratio of current assets to current liabilities for TNJ held
at above 2.0 from 1968 to 1971 but dropped sharply in 1972 to a

point where liabilities now exceed assets.

only three of the thirteen companies listed, showed

net income for 1971. The other ten companies operated at a

deficit as shown in Table 14.




Current Assets
Tangible Property

Intangible Property

Investments Counties & Advances
Special Funds

Deterred Debits

Miscellaneous

Debit Items

Total Assets

_(39_.

(1) Public Service Coordinated
in 1968,69 and 70

1968

$14,897,313
34,636,169
234,333
275,505
18,188
685,135

$50,746,663

Transport

1969

$14,635,767
35,520,264
197,333
150,380
15,813
824,107

$51,343,664

TRENDS IN CURRENT ASSETS

Table 13

TRANSPORT OF NEW JERSEY(l)
1968 teo 1972

Change

68-69

$(261,566)
884,095
(37,000)
(125,125)
(2,375)
138,972

$ 507 ,00)

1970

$11,462,7138
35,407,090
160,333
169,375
6,719
768,389

$47,974,644

Change
69-70

$(3,173,029)
(112,174)
{37,000)
18,995
(9,094)
(55,718)

$(3,369,020)

1871

$ 10,842,078
32,000,663
123,333
109,168
33,594
970,813

$44,079,649

Change
70-71

$  (620,660)
(3,406,427)
(37,000)
(60,207)
26,875
202,424

$(3,8:4,995)

1972

¥ 4,273,446
27,616,426
86,333
271,881
4,750
695,852

$12,948,688

Change
71-72

$ (6,568,632)
(4,384,237)
(37,000)
162,713
(28,844)
(274,961)

$(11,130,961)
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COMPANY
Transport of New Jersey
Atlantic City Transp. Co.(4)
Boro Buses
Coast Cities Coaches
DeCamp Bus Lines
Hudson Transit Lines
Lincoln Transit

Manhattan Transit

Mercer Co.

Orange & Black Bus
Rockland Coaches
Somerset Bus Co.

Suburban Transit

Gross
Investment (1)
in Facilities

Table 14

SELECTED N.J. BUS SYSTEMS

FINANCIAL CONDITION

Net

Investment (2)

1971

in Facilities

Total
Capital (3)
Involvement

Annual Net
Passenger Income
Revenue (Deficit)

Imp. Auth.

(1) carrier Operating Property
(2) Carrier Operating Property Less Reserve for Depreciation & Amortization
(3) Total Assets at end of year

$ 92,967,317

1,261,276
882,296
125,670

4,054,168

2,246,763

3,447,870

2,280,170

1,787,106

1,800,130

2,063,724

1,005,368

3,042,819

$ 3

1,979,183
131,452
94,735
930
1,198,568
1,042,059
929;559
828,696
1,463,405
170,922
218,831
144,157

773,934

$ 44,079,649
358,717
298,998

94,279
2,096,461
3,380,229
1,363,942
1,893,811
1,962,918

903,160
1,252,604
443,533

1,294,144

$ 71,899,469 $(4,213,075)

1,219,613 40,830
253,553 (57,460)
233,269 (34,665)

4,849,086 (95,151)

6,242,568 95,533

3,858,820 (200,621)

2,374,115 10,121

1,376,146 (227 ,429)

1,942,163 (126,155)

5,515,003 (6,639)

3,123,400 (53,108)

3,216,068 - 28,743

(4) Reported net loss for 1971 in division of commuter services, New Jersey Department
of Transportation records, subject to accounting procedures and normal calendar

year-fiscal year variation in records.

SOURCE: Public Utility Commission, Annual Report.
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Operating Ratios - Operating ratios are defined as

operating costs divided by operating revenue. Twenty-seven
of the 62 operating groups had profitable operations (opera-
ting ratio below 1.00) .during 1971, Fifteen companies were
in the marginal loss category with ratios between 1.00 and
1.05. The remainder recorded significant operating loss

ratios with eleven groups exceeding 1.20 as shown in Figure 13.

As shown in Figure 14, those companies recording gross
revenues in excess of $2 million for 1970 and 1971, reported
operating ratios between 0.97 and 1.13 suggesting that the major
carriers are all close to the breakeven point. This illustration
omits statistics on Transport of New Jersey whose gross revenues
of over $78,000,000 are in a class by themselves. TNJ's operating
ratio was recorded as 1.05. Wwhile many groups report net losses,
the magnitude of the losses is not great. Continued losses at
the rate of 10 per cent of gross revenue, however, suggest that
some operating support will be required if service is to be main-
tained. Many smaller companies (less than $2 million gross reve-
nues) are developing critical losses, reflected in operating

ratios of up to 1.3, or 30 per cent of gross revenues.

The companies on the edges of Figure 14 include Maplewood
Equipment Corporation; (Intercity, Orange and Black, Northeast
and Warwick-Greenwood Lake-New York in 1971) with gross revenues
in the $9 to $10 million range and Hoboken's Municipal bus line

with revenues covering only about half the cost.

Base Fares and Driver Wages - A comparison of the relation-

ships between base fares charged by urban bus systems and the
driver wage rate in dollars per hour also assists in evaluating

company economic status. Bus fares in several cities have been

—-H3 -
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found to average,approximately 10 cents per dollar of driver
wage rate. As shown in Figure 15, only two companies, Inter-
City and Atlantic City Transportation Company, record fare
structures at or above this rule-of-thumb indicator. Most
companies have fare-wage relationships of about eight cents
of fare per dollar of driver wages. The ratio for TNJ falls
very near to this value which could be called the modified

rule-of-thumb line for New Jersey.

Operating Income - In 1971, over half of the operating

groups reported incomes of less than $1 million, and only one,
TNJ, exceeded $10 million. The income of 25 groups were within
the range of $1 million to $10 million. With TNJ, these companies
represent the core of the New Jersey system. Figure 16 depicts

the distribution of operating groups by income.

In summary, the financial status of the New Jersey bus
system appears unstable at best. With TNJ, in its very perilous
situation, providing half of the state's service, concern for the
viability of the total system can be appreciated. The number of
subsidized operations will likely increase substantially during
1973 and 1974 subject to availability of state funding and coopera-

tion of the counties in providing a local share of the subsidy.
Elements of the statewide system and the relative merit
of various segments of the system need to be evaluated to estab-

lish priorities for subsidy allocation.

Capital Improvements

The financial status of most bus companies in New Jersey
has extensively inhibited capital investment. As noted in dis-
cussing the age of the fleet, the addition of new vehicles, key
elements in the bus transit system has been sharply curtailed

in the last two years.
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The PUC, which records all buses in operation as common
carriers in intrastate traffic in New Jersey, records 405 new
buses placed in operation in New Jersey in the period 1970-1972.
These records include charter as well as regular route buses.
For this three-year period, regular route operators purchased
264 of the total 405 buses. The regular route purchases in-
cluded 75 in 1970 by TNJ (PSCT in that year) which were not
repeated in the following years. In fact, in 1972, charter
bus operators purchased 67 buses as compared to only 51 by the
regular route operators as shown in Table 15. It should be
noted that these data reflect buses registered with PUC and
do not relate directly to the year of manufacture as shown in

Table 4.

Table 15
BUSES PURCHASED AND REGISTERED

WITH N.J.P.U.C.
1970-1972

1970 1971 1972 TOTAL

Regular Route Operators 163 50 51 264
Charter Companies 36 38 67 141
199 88 118 405

Transit Bus Purchases, 1968-1972

TNJ placed a total of 430 new buses in service during
the 1968 through 1971 period. O0Of these, 345 were transit-type
buses, 50 were suburbans, and 35 were parlor or cruiser-type
buses. The assignment of these buses to garages is shown in
Table 16. The transit-type buses were bought during the early
vears of this period, and no new transit—type vehicles were
added after 1970.
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Table 16

TNJ BUS PURCHASES AND GARAGE ASSIGNMENTS(l)

1968 - 1971
1968 to 1971 MODEL BUSES
TNJ GARAGE 1971 1970 1969 1968 Total
A. Elizabeth = 13s 58 9p 58
1.7 211

B. New Brunswick — N - o o
C. Oradell . - e o -

D. Greenville - 107 - 36T 46
E. Union City 7P 9s 5P 11p 89
58 327
29T
H. Big Tree - 33T - — 33
I. Lake Street - = 14T - 14
J. Hilton - 22 1z - 33
K. Orange - - 40T 17T 57
L. Market -— -— 58 33T 38
P. Newton Ave. - - 10T 57 15
Q. Townville - = 20T —— 20
R. Riverside = 9s I 55 9
S. Maple Sshade 3p - - 1Ly 14
T. Atlantic City - - e — e
U. Wildwood e 4s - - 4
V. ©Ocean City - — o i e

10 110 135 L75 430

(1) As of April, 1973,
SYMBOLS
Bus Type:

= Transit
= Suburban
= Parlor or Cruiser

"
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The largest single investor in new transit buses,
other than TNJ, was Mercer Metro, which purchased 20 new
vehicles in 1970 shortly after taking over the operations
of Capital Transit. These purchases were purchased with the
one-third local share provided ent'irely by Mercer County.

The distribution of new buses around New Jersey as a
result of the bus purchases reported during the 1968 to 1972

period is shown in Figure 17.

Marketing Activities

Marketing public transportation in New Jersey has been
fragmented and individualized due to limited coordination between
bus companies. The operating groups have undertaken to market
their services individually with no coordination at the state level.

The marketing efforts that do exist range from the sub-
stantial program of TNJ to no program at all as reported by
several of the Independent Bus Owners Associations. The TNJ

program includes:

1. Updated timetables proposed for new or revised

route schedules are forwarded to interested
agencies such as the PUC and DOT and distributed

to passengers in the area served by each route.

2. Brochures are issued advertising special charter

bus services and weekend tours.

3. Maps are printed on the timetables providing de-
tails of route operations. Pocket-sized maps
identifying interlocking company routes were
published in 1969-70 for the Paterson, Hackensack,
Elizabeth, Newark and Jersey City areas enabling

.
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riders to find their way throughout the North Jersey
area via the then Public Service system.

4. Charter services are advertised in newspapers

and other printed news media.

Recently TNJ began a market research program to determine
existing ridership characteristics, identify existing and future
ridership potentials and appraisé.the company's public image.
This project has included arrangements with an advertising and
sales promotion consultant to initiate a ski trip program and
marketing of other new services which have been inaugurated by
the company and Bergen County under the state's subsidy program.
They involve realignment of several TNJ routes in Bergen County
to provide direct service to the Garden State Plaza. Previously
all such passengers to the shopping center had to change buses
in Hackensack. The marketing program has arranged with the
operator of Garden State Plaza to post and distribute literature

advertising this service.

The several Independent Bus Owners associations in Hudson
and Essex Counties operate a minimal marketing program. Most of
these associations do not publish a standard timetable or, if
they do, the timetable is merely posted at key locations along
the route and not circulated to the public. It is acknowledged,
however, that a bus service operating up and down a single street
does not have a real need for a timetable if its headways are

short.

Besides TNJ and the independent associations, other transit
services provide varying degrees of marketing effort. All Class

(2)

A companies publish timetables which are available to passengers
at terminals, ticket offices, drug stores, and other convenient

points. They also advertise special racetrack service, and package

tours through the news media. An example of marketing using bus rou:

maps, prepared by Public Service Corporation, the previous name of

TNJ, is shown in Figure 18,

(2) Annual revenues in excess of $1,000,000,

i s
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Public Assistance in Transit Marketing - With the devel-

opment of an increasing interest in public transportation, new

marketing efforts are being made by local governments.

Bergen County, for example, appointed a Public Transpor-
tation Coordinator in 1970, and participated in the state's newly
developed bus subsidy program. It initiated a public information
effort to acquaint county residents with available transportation

services.

An initial undertaking of the new agency was the prepara-
tion of a transit map of the county, identifying for citizens of
any community in the county, transit links to adjacent communities.
This map was a variation of the maps prepared earlier by Public
Service Coordinated Transport, as shown in Figure 18. An index
showed service connecting any two communities in the county, by

company route numbers and symbols.

A similar effort to show a comprehensive map of avail-
able bus service has been undertaken by the City of Newark through
its Model Cities Program. Figure 19, a modified street map, shows
route numbers and bus companies and the exact route followed
by each operating company in traversing the city. This map does
not provide information on headways or limited service, but does
give route names and numbers as reference for public in calling

the company for additional information.
The Newark Model Cities map, though more difficult to

read and understand than the Bergen County map, is effective for
persons familiar with the Newark street system.

Conclusions - Despite individual localized efforts, a

concerted marketing effort has not yet been undertaken in New
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Jersey to inform the public of available transit service. Before
people will seriously consider reducing their use of the private
car, they must be educated to the convenient alternatives avail-
able by public transportation. A greatly expanded public informa-
tion program along with improved service is essential if the
present usage of public transportation is to be significantly

increased.

Sector Designation

In this statewide study of the public transportation
system, the state has been divided into seven sectors and
corridors of reasonably common characteristics for analysis

of services provided as shown in Table 17.

Analysis by County - To determine the most effective

division of sectors or corridors for detailed inventory analysis,
operating groups were reviewed in terms of their base county. Of
the 62 operating groups, 42 are based in Bergen, Passaic, Hudson,

and Union Counties.

Transport of New Jersey - The dominant bus operation in

the state is provided by Transport of New Jersey (TNJ). Based
in Maplewood, and as one of the 12 Essex County operating groups,
TNJ provides service to all counties of the state except Sussex
County in the far northwest corner of the State.

Since TNJ operates 52 per cent of all buses in regular
route operation and provides one-half of the entire service in

the state, it is treated separately.

s
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aining seven counties, Atlantic, Cape May, Cumber-
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however, is preferable to the subdivision by regional

The ongoing

analysis of existing public transportation facilities has there-

fore been orgax

1ized on the basis of the sectors set forth in

Table 17 and‘ﬁlgure 20.

Sector Reports

on Bus Transportation

Separat

portation bus facilities in each sector.

of each report

and their constituent companies.

The format and content
is consistent with respect to the operating groups
Each report develops basic

characteristics of the service offered in each of the corridors

and provides information which has been obtained from the PUC

reports, from contacts with operating officials of each of the

companies, and
transportation

from public officials responsible for public

in each of the counties or regional organizations.
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Chapter 4

ADMINISTRATION OF PUBLIC TRANSPORTATION

The bus industry's structure is complicated by wide
variations in the size of operating companies. Transport of
New Jersey, through its own operations and through its control
of Maplewood Equipment Company, accounts for 54 per cent of
the transit revenues in the state. On the other hand, there
are many single proprietor companies operating one bus generally
in association with a number of other small priv ate operators.
These companies often provide a high frequency coordinated
service along a single route in Jersey City, Newark and other
North Jersey communities. Outside of this area and Atlantic
City, with its jitney operation, the independent associations

are not found elsewhere in New Jersey.

Publicly-Owned Bus Systems in the United States - In

recent years there has been a growing trend toward public take-
over of local transit systems in the United States. The posi-
tion of publicly owned systems in the total transit industry in
1972 is shown in Table 18,

It will be noted that 160 publicly owned transit systems
represent only 15 per cent of the total systems or companies in
the transit industry. However, these publicly owned systems
account for 85 per cent of the operating revenue, 73 per cent of
vehicle miles operated, 86 per cent of revenue passengers carried,
and 70 per cent of vehicles owned in the total United States

transit industry.



Table 18

PUBLICLY OWNED TRANSIT SYSTEMS
IN THE UNITED STATES IN 1972

PER CENT
OF INDUSTRY
Number of Systems 160 15
Operating Revenues (Thousands) $1,469,225 85
Vehicle-Miles Operated (Thousands) 1,281,588 73
Revenue Passengers (Thousands) 4,533,060 86
Number of Employees 119,041 86
Passenger Vehicles Owned (Total) 42,499 70
Motor Buses 30,917 63
Subway and Elevated 9,423 100
Surface Railway Ly 208 96
Trolley Coaches 1,030 100

SOURCE: Transit Fact Book, 1972-1973: BAmerican Transit
Association.

In New Jersey, however, publicly operated systems exist
only in Mercer County (Mercer Metro) and in Hoboken where a
token public service is maintained. Over the last few years the
state has supported private ownership by initiating its subsidy
program designed to provide operating subsidies to carriers which
document their needs and demonstrate that the public transporta-

tion service they are providing justifies governmental support.

Recent and Present Administration

As with most political jurisdictions in the United States,
the governmental role in transportation system operations in New
Jersey has been, until recently, regulatory and judicial, expressed
through the New Jersey Board of Public Utility Commissioners.
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In the past few years, the trend of governmental policy
is to provide a level of public transportation service of a
magnitude and scope beyond the capability of private enterprise

on a self supporting basis.

In New Jersey the Department of Transportation (DOT) has
been given the responsibility to broaden the scope of its pre-
decessor agency from that of planning, design, construction and
maintenance of highways to include financial assistance for rail

and bus public transportation.

Jurisdictional Issues - The present delegation of responsi-

bility for dealing with transportation problems in New Jersey
results in duplication of effort. and conflicting interests. This
is particularly true in delineation of jurisdiction between the
Commuter Operating Agency (COA) of the Department of Transportation
and the New Jerse Public Utilities Commission (PUC). The COA is
responsible to the Commissioner of Transportation through the
Assistant Commissioner for Public Transportation. It can function
effectively only if levels of responsibility and jurisdiction are
well defined, and if it is properly staffed to carry out its

assigned tasks.

Present DOT Responsibilities

The responsibility of the New Jersey Department of Trans-
portation for bus operations is derived from the Transportation
Act of 1966 (P.L.. 1966, c. 301) which created the Department.
This Act also established the Commuter Operating Agency and
authorized it to enter into contracts with bus companies to

maintain existing, or to establish new routes, services, and fares,
The Act further provided that these responsibilities would

be removed from PUC jurisdiction for any contract service but that

safety and inspection would continue to be a PUC responsibility.
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Present PUC Responsibilities - The New Jersey Board of

Public Utility Commissioners (PUC) is presided over by three
commissioners appointed by the Governor. It recently has been
reorganized into three Divisions, each under the supervision of

a Director. The three Divisions are:

1. Rates and Accounting.
2. Engineering and Energy Resources.

3. Common Carriers.

The Common Carrier Division of PUC is comprised of two

Bureaus:

1. Household Movers and Refuse Disposal.
2. Rail and Motor Carriers.

The jurisdiction of the Rail and Motor Carriers Bureau

covers:

a. Rail--Safety of track and equipment.

b. Bus--All aspects of operation: franchises,
routes and service; equipment specifications;
safety requirements and regulations; safety
inspections of vehicles and shop (garage)
machinery; maintenance of approved vehicles,
and; inspection, and investigation of

complaints and accidents.

Rates and finance are under the jurisdiction of the
Rates and Accounting Division, which also is responsible for
approval of transfers of ownership or control, mergers, consolida-
tions, conditional sales agreements, insurance, and annual

financial reports.

Areas of PUC Authority -~ The scope of authority of the

New Jersey PUC is very broad regarding bus operation on regular
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The authorizing legislation removed the regulation of
fares, routes and schedules for bus carriers receiving state
subsidy from the jurisdiction of PUC and assigned it to DOT.

~
| SR

)

Extension of the subsidy program to more than 20 carriers

over the last few years has resulted in sometimes conflicting

)

regulations for the still solvent companies, which remain under
the jurisdiction of the PUC and for the ever-growing number of

subsidized companies subject to DOT control.

\ -

- Bus Subsidy Legislation - The Transportation Act of 1966
(P.L. 1966, c. 301) provides that the Commdter Operating Agency
of DOT may contract with a motor bus carrier to opérate a service
considered necessary to the public, and that payment by COA shall
be based on actual cost plus six per cent return on investment.

(\,——/\}
L
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)
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Section 24 of the above act (N.J.S.A. 27:1A-24) was amended

f} ‘ in 1971 to specifically give COA authority to discontinue, curtail,
. abandon, or change fares or service during the contract period,
,[? without regard to reference to jurisdiction vested in the PUC.

) An Interim Emergency Bus Subsidy program was incorporated
[] ’ in legislation as P. L. 1969, c. l34yintroducted on May 5, 1969.
The bill was passed on July 2 and signed by then Governor Hughes
on July 3, 1969. |

-

)

Determination of Subsidy - In addition to provision for
subsidy payments, the COA also may contract to acquire, purchase,
or rehabilitate motor buses for lease, to be operated in specified

‘,‘

—J

passenger service, provided that any state funds expended for such

programs are at least matched by federal funds.

ﬁ

’ Amount of subsidy - The need for P.L. 1969, c. 134
?} was stimulated by the increasingly critical financial

]
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difficulties of individual bus companies. The Act authorized

DOT "to contract with any motor bus carrier operating bus or rail
transit service in the state which is in imminent danger of
terminating all bus services or all rail transit services, provided
by said motor bus companies to insure the continuance of that
portion of the bus and rail transit services which is essential.”
("Rail transit" in this Act was a specific reference to the Newark

Subway, operated by Transport of New Jersey.)
"pPayment by the Department under such a contract shall
not exceed the actual cost to the motor bus carrier for providing

such services and shall not include any return on investment."

Action on Service Abandonments - P,L, 1969, c. 134 further

provided that DOT could negotiate a contract with any carrier to
render "minimum essential" service on a route abandoned by another
carrier, and that any such service should not be subject to PUC
regulations; and that contract payments for service are to be
considered as revenues by the PUC in any application for decreas-
ing or abandoning service.

1
1

In addition, no contract could remain in force more
than 30 days unless the county or municipality in which the
contract services were to be provided agreed to reimburse DOT

for at least 25 per cent of the contract cost.

The legislature appropriated $750,000 to carry out
the purpose of the Act through June 30, 1970. This appropriation

has been amended each year, on a year-to-year basis.

Ccontract Service Payments - A 1971 amendment to Section 19

of the Transportation Act of 1966 provided that payment for contract
service "shall be based on the actual cost of such service to the

motor bus carrier plus a six per cent return on investment."
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Amendments to Section 24 of the same act enumerate specific

factors to be considered in reviewing subsidy requests:

(a) Availability of alternate means of public

transportation.

(b) Potential cost of continuing the service

sought to be curtailed or discontinued.
(c) Cost to the State of providing alternative
transportation facilities, either by common

carrier or highway improvement.

(d) Resulting effect on state and local population

trends, econcomic values, and tax revenues.

Basis for Subsidy - Aside from the factors for consideration

designated in P.L. 1971, c. 216, there are no guidelines on which

to justify subsidies.

In the last analysis, the subsidy is dependent on the
judgement of the DOT Commissioner and his staff. Their decision
is based on information furnished by the applicant on a form

report after the report has been checked by sState auditors.

This procedure has evolved with the growth in number of
companies seeking subsidy relief, but much of the information is
vaguely presented, and is subject to misinterpretation unless

given careful analysis.

Method of Payment - Under current practice, subsidy payments

are made in monthly lump sum contract amounts. Carrier subsidy
requirements are submitted on the same calendar year basis as

their reports to PUC,;
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The implications of fare increases and solvency of

individual companies are matters of general public concern.

The stated objective of the bus subsidy program has been
to assure continuation of the present level of bus service state-
wide, and to expand service to meet needs of the growing population.
Increasing public reliance on bus transport is implicit in these

objectives.

Available ridership records do not fully support the
subsidy program in terms of public convenience and necessity, but

DOT can expect considerable clarification from continuing studies

of the critical corridors in the public transportation system.

Labor and the Bus Industry

Since the operation of transit vehicles is highly labor
intensive, the role of labor in transit is important. Where
federal funds are sought under the Urban Mass Transportation Act
of 1964, as amended, the rights of labor are expressly safeguarded
under the provision of Section 13 (c¢) of the UMTA Act. 1In view
of these circumstances, the labor situation among the New Jersey
operating companies was examined to achieve a better understanding

of existing conditions.

Although a majority of the small individual bus operating
companies in New Jersey are not covered by union agreements, most
transit employees work for the larger unionized firms. These
include the largest privately operated transit firm in the United
States, Transport of New Jersey, which carries more than 50 per

cent of transit riders in New Jersey.
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Table 19

COMPARATIVE WAGES AND WORKING CONDITIONS OF SELECTED TRANSIT OPERATIONS
New Jersey and Selected U.S. Cities

MAXIMUM
HIGHEST HIGHEST CosT MAXIMUM NUMBER SPREAD
OPERATOR MECHANIC OF LIVING PAID OF PAID OF RUNS
COMPANY RATE RATE ESCALATOR VACATION  HOLIDAYS  (HOURS UNION
New Jersey Companies
Transport of N.J. (TNJ) $5.05 $5.29 .29(1) 5 wks./25 yrs. 12 N/B Amalgamated Transit Union.
N.Y.-Keansburg-Long Branch 4.72 N/I(Z) No 4 wks./12 yrs. 13 (3) Highway & Local Motor
Freight Drivers, Dockman
& Helpers.
Rockland Coaches, Inc. et al 4,70 5.18 Yes N/B 12 N/A United Transportation Union.
So. Hudson County Blvd. Bus
Owners Assn. and Boulevard 4 wks./5 yrs.
Transit Lines 4.26 N/A Yes 5 wks,/25 yrs. 12 11% Amalgamated Transit Union.
Manhattan Transit Co.
Mohawk Coach Lines, Inc.
Consolidated Shore Lines, Inc. 4,90 6.03 N/2A 4 wks./20 yrs. 13 N/RA Transport Workers Union
of America,
Merc=r County Transit Authority 4.65(2’ N/A No 5 wks./20 yrs. 12 N/A Analgamated Transit Union,
Other U.S. Transit Cperations
Detroit (D.S.R.) $5.06(DJ N/A Yes 4 wks./15 yrs. 10 105 Amalgamated Transit Union.
Baltimore (M.T.A.) 4.18(6) $4.59 Yes 5 wks./20 yrs. 8 10% Bmalgamated Transit Union.
Pittsburgl (PAT) 4.89 5.44 Yes 5 wks./20 yrs. 10 10% Amalgamated Transit Union.
6 wks,./40 yrs.
i :
New York (NYCTA) 5.54(3’ 5.99(5) No N/A N/B N/A Transport Workers Union
of America.
4
Chicago (CTA) 5.27{ ) 5.62(ﬂ Yes 5 wks./22 yrs. 7 10 Amalgamated Transit Union.
Boston (MBTA) 5,37 N/n Yes 6 wks./20 yrs. 11 12 Various unions for dif-
6 wks./37 yrs. ferent skills, nct covered
by sincgle Union.
Los Bngeles (RTD) 5..10 N/A Yes 5 wks./20 irs. 7 10 United Transportation Union.
Cleveland (CTS) 4,97 N/A Yes 5 wks./25 yrs. 8 13 Amalgamated Transit Union.

N.A. = Not Available. (1) Not part of basic rates.

(2) Maintenance employees not part of Union Agreement.

(3) Nothing is contained in contract that limits run spread.

(4) Top drivers rate, $4.65 per hour effective September 1, 1974.
(5) Plus seniority bonus.

(6) april 1, 1972,

(7) Expired December 31, 1972.




and Hartford-New Haven, Connecticut (1972-1973), even though
fare increases did not immediately follow agreements. There

is a strong argument for arbitration of all transit labor
disputes, because of the loss in ridership following a transit
strike, the severe loss of mobility by handicapped and economi-
cally disadvantaged people during the strike, and the crowding
of other transport modes as regular bus riders seek alternative

transportation.

Realistic labor agreements must allow for wages and
conditions comparable with those in industries requiring similar
skill and training. Otherwise, the transit industry would
experience increasing staff shortages as their most mobile
workers leave the industry for more remunerative employment.

As long as productivity gains allow increasing wages - in other
industries, transit wages will probably have to be increased

in proporation.

As a result, driver wages and other bus operating costs
will tend to continue to increase even if bus productivity does
not. Productivity and level of service improvements within the
industry are, therefore, essential if existing transit employment
levels are to be preserved without a continually accelerating

subsidy need.

Statutory Requirements - Improvements in service and

economics of operation may require mergers of duplicating or
overlapping operations under public or private ownership. Such
mergers must comply with Sections 3 (e) and 13 (c) of the Urban
Mass Transportation Act of 1964, as amended, if part of the
acquisition costs are funded by UMTA grants,., Section 3 (e)

is intended to protect the interests of existing private

transit operators. It requires that:
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1. UMTA assistance for facilities or equipment
competing with or supplementing the services
of existing companies, must be found essential
to implement a program for a unified or offici-
ally coordinated urban transportation system as
part of the comprehensively planned development
of the urban area. ‘

2. This program, to the maximum extent feasible,
must provide for the participation of private
mass transportation companies.

3. Just and adequate compensation must be paid for
acquisition of private franchises or property.

4. Section 13 (c) of the Act must be complied with,
to the satisfaction of the Secretary of Labor.

Section 13 (c¢) requires that the interests of employees
affected by UMTA grants be protected, with regard to jobs,
seniority, wage levels, pension rights, and collecting bargain-
ing rights. The employees of acquired mass transportation systems
who had been terminated or laid off are to have priority for re-
employment. Paid training or retraining programs may be required

for current transit employees.

The main intent of Section 13 (¢) is to protect the jobs
and wage levels of bus operators when rapid transit lines are built
with Federal Aid which would have the effect of reducing the number
of operators required to move peak passenger volumes. This section
also applies where a public transit body acqguires the assets of one
or more private operators if UMTA matching funds are involved in
the transaction. For example, if PATCO were to take over the TNJ
operations in the Camden-Burlington-Gloucester area, Section 13 (¢)

would govern employee status on the acquired lines.
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In such instances, all employee wages and fringes would have
to conform to the most generous labor agreements covering any one of
the bus operations acquired. Employees of any non-union firms would
have to join the union representing the merged organization after a
specified period of time. The total labor force could be reduced
only by attrition (no mass dismissal of redundant staff).

The operating costs of a merged system are, therefore, likely
to exceed the total of the original component companies, at least
until turnover and retirements have brought labor force back into
balance with merged system requirements. During this interim period,
deficits can be minimized by making full use of available staff and
equipment to experiment with new routes or increased service

frequencies.

Essential Elements of Bus Network

The existing statewide network of bus service in New
Jersey is strongly related to the patterns of population density.
The network appears to serve reasonably well areas of population
development which exceed 3,000 persons per square mile. Areas
with development densities of less than this level can generally
not support a profitable bus transit operation.

In view of the apparent correlation between the present
patterns of population density and the service provided by the
many private and independent bus operators, it could be suggested
that the present bus transit network is in all respects essential
to the continued growth and economic development of the state. 1In
several areas where bus service is provided, however, the service
is minimal and the status of local development may have little
relationship to the level of bus service. Under these conditions,
where the bus transit operation appears to have little chance of

succeeding, the essentiality of continuing the service should be
seriously questioned.
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On the other hand, an underlying objective of this study
is to seek to maintain and preserve the existing system to the
maximum extent possible,and to extend and build upon that system
to provide a more comprehensive system which would be responsive
to the growing demands of the State's population. The idea that
all existing bus service in New Jersey is essential, however,

should not be accepted blindly.

Critical corridors throughout the State have been identi-
fied in terms of competition and coordination which exist between
independent private operators. The examples of competition are
more numerous than cases where coordination is achieved. Another
stated objective has been to sort out, identify and develop
rationale for eliminating undesirable competition and for promoting
greater coordination among private carriers. Evaluation of signi-
ficant competing services has been outlined elsewhere. In some
cases competition has been found to produce greater public service.
Because of this it has been difficult to identify one or the other
of the independent carriers as providing a non-essential service
and to recommend its elimination. This type of action would reduce
the level of service provided to the public in the corridor and
be counter-productive to the goal of maintaining and preserving
the existing system until more precise guidelines and definitions
can be established to identify the relative merits of competing
independent carriers.

Criteria for Determination of Essential Service

The identification of essential elements of bus transpor-
tation service in a densely developed corridor state such as New
Jersey is not easily accomplished. Consideration should be given
to developing a series of criteria which provide guidance in the
identification of essential services. The character of public
transportation in New Jersey, however, is considerably different

than that in many of the adjacent states. The proximity of much
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of New Jersey to New York City results in a very high percentage
of interstate suburban travel on a statewide basis. 1In
Pennsylvania, which has just undertaken a major effort to upgrade
its public transportation in urban areas, a detailed set of
criteria for acceptable bus transit service in metropolitan areas
has been developed. While such criteria can be applied in the
densely developed urban areas in'New Jersey including Hudson,
Bergen, Passaic, Essex, Morri