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Mr. John C. Kohl, Assistant Administrator
Office of Transportation

Housing and Home Finance Agency
Washington, D. C. 20410

Dear Mr. Kohl:

The State of New Jersey, acting by and through the State
Highway Department and its Divislon of Railroad Transporta-
tion, herewith applies for a grant of $3,622,12, under the
Urben Mass Transportation Act of 196l to assist in financing
Phases I and II of the so-called Aldene Plan which is a key
project in our railroad improvement program in northern New
Jersey. Basically 1t involves diverting the main line trains
of the Central Rallroad Company of New Jersey over the rights-
of-way of the Lehigh Valley. and Pennsylvania Rallroads to the
Pennsylvania Station in Newark. '

This project will provide the' densely populsated corridor
centered on Somerville, Plainfield and Westfield with a

direct rail service to Newark. Passengers destined for New
York City can transfer to the rehabilitated PATH rapid transit
service now operated by the Port of New York Authority for
downtown destinations and to the Pennsylvania Railroad main
line service direct to midtown ilanhattan. Under this plan

the Central Railroad Company of New Jersey's shore trains

operating over the property of the New York and Long Branch
Railroad will also be routed to Newark, The combination of

these actions will permlt the Jersey City passenger terminal
and the obsolescent ferry service to be abandoned.

Included in the application are the Attorney General's opinion

setting forth the Highwey Commissioner's suthority to act on

behalf of the State of New Jersey in thls matter and a letter

to the Housing and Home Finance Agency from the Attorney General
- pertaining to legal actions pending in connection with the

Aldene Plan.,

Dwight R. G. Palnfer
Cqmmissib?er

- ~ -
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PROJECT JUSTIFICATION

The State Railroad Program

For many years New Jersey has recognized a pressing mass
transportation problem in its northern metropolitan region.
Tens of thousands of citizens move to and from work by rail,
but the number has declined seriously over the years as
commuters have changed to highway travel. Rail passenger

- services have been reduced and in some cases abandoned.

The core of the metropolitan commuter problem lies in the
movement between New York and New Jersey. Some 163,000
commuters funnel back and forth between the two states each
‘day. At the heart of this funnel is the rapid transit system
" which until 1962 was operated by the Hudson and Manhattan
Railroad Company. This system links Newark, Jersey City,
Hoboken and midtown and downtown New York City. In 1962 the
states of New Jersey and New York adopted legislation under
which the Port of New York Authority was authorized and
directed to acquire and operate this system. The Port
Authority Trans-Hudson (PATH) Corporation was established
and is now engaged in the work of rehabilitation of this
system to improve this vital transit link betWeen the two
states,

All of the major commuter lines in the northern New Jersey
metropolitan area feed into the PATH lines except one -

the Central Railroad Company of New Jersey. This raiftroad
brings some 13,000 commuters to the metropolitan area with
about 10,000 of them bound for New York City, most of whom
travel in the peak period. These commuters are presently
carried by rail to Jersey City where they must transfer to
ferries for travel to downtown New York. This operation is
costly to the railroad and the age and obsolescence of the
ferry boats make it necessary that these be replaced in the
very near future if the service is to continue to be operated
in this manner.

The 1959 legislation which created the Division of Railroad
Transportation charged this agency with the responsibility
of developing methods of preserving and improving essential
rail passenger service., The Divisiontg first report issued
in April 19%0 emphasized the impracticability of complete
dependence upon highway transportation for carriage of



commuter travel and urged financial assistance be given

to the railroads to enable them to continue service. As

a result a total of $30,348,234 has been expended including
coomitments made through June 30, 1965 for payments to the
railroads to operate the essential service until more per-
manent solutions could be found. As one of the permanent
solutions the 1960 Report of the Division recommended the
rerouting of the Jersey Central into Newark where it could
be tied into the PATH rapid transit facilities. This recom-
mendation was reiterated in the Division's January 1962
report. In both instances the need for the preservation

of the Jersey Central service was cited and the way in which
this plan could accomplish that goal was outlined, In addi-
tion, however, it was pointed out that this rerouting would
create a new transportation artery into Newark for the
populous Cranford-Westfield-Plainfield-Somerville corridor.
Also, that through the availability of transfer at Newark

to Pennsylvania Railroad trains to New York City, a new rail
service would be available to midtown Manhattan. The plan
was therefore not merely a maintenance of service but a
positive step forward in improving rail passenger service.

In December 1962 the Legislature authorized State funds to
be utilized in accomplishing this project (Ch. 191, L,1962)
and therein expressly found that it was necessary in order

"to protect the State's present and planned investment
in the master plan for highway construction, to co-
ordinate with interstate transportation improvements
~in connection with the Port of New York Authority
program for the Hudson and Manhattan Railroad, and

to achieve greater efficiency in rail passenger
operations by eliminating unnecessary duplications,
consolidating facilities and co-ordinating rail
passenger operations."

The expenditure of public funds to improve private property
ag called for in this project, is solidly based on the
demonstrated public need to preserve and promote efficient
mass transportation, Two Governors and several Legislatures
have supported this policy through legislation and appro-
priations to permit the State to contract for essential
rail passenger service. This project, also supported by
specific legislative authorization, is another step in the
program of the State to carry out its obligation to help
assure its citizens of adequate transportation. The fact
that it will result in a private benefit does not render
invalid the use of public funds for projects which have a
public purpose,



In addition, effectuation of this project will reduce the
dependence of the railroads involved upon the State for the
continuation of passenger service and the savings to the
taxpayers through reduced service contract payments will
eventually offset the amount of public funds now proposed
to be expended on this project.

‘Legislation Benefiting Railiroads

In addition to statutes authorizingzg the Commissioner of the
Highway Department to enter into contracts with rail passenger
carriers to provide a schedule of essential service at es-
tablished rates under which over $30 million has been expended
since 1960, the following action has been taken:

1. A bill was enacted which provides that any
improvement or addition to capital facilities
undertalken by a railroad pursuant to a contract
with either the Highway Commissioner or a
municipality will not be subject to taxation.
Thus all improvements made on railroad property
in commection with the Aldene Plan will not
increase the carrier's tax liability.

2. A bill was enacted authorizing counties and
municipalities to acquire, purchase,.lease,
maintain, improve and operate any public
transportation station and lease back space
to the carrier for the conduct of its business.

3. A bill was enacted in December, 196l that elimin-
ates the Class I and III Railroad Taxes effective
January 1, 1966. This will reduce the tax
liability of the carriers to the extent of
$2,3000,000 annually. In addition, the State
Tax Policy Commission will be reporting on
the Class II Railroad Tax in the early spring
of 1965 and public statements made by the chair-
man of the Commission have revealed that the
Commission will recommend reducing the Class II
Tax by 50%. Such a reduction would further
reduce the taxes of the carriers by over $7
million annually.

. Bills have also been enacted to require the
State to maintain all railroad bridges that
are constructed as a result of new or improved
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highways; to provide that the state shall .
provide 85% of the funds required to enlarge
grade separation structures and to provide
grade crossing protective devices; to eliminate
from tax assessments improvements to grade
separation structures and grade crossing
protective devices; and, a bill is pending
that upon enactment would transfer the main-
tenance responsibility of all existing rail-
road bridges constructed in the past to carry
railroads over new highways to the Highway
Department.

In addition to the legislative program the Railroad Division
has completed two passenger route consolidation projects and
a8 third in the Camden area is in proceas,



PROJECT DESCRIPTION

The Central Railroad Company of New Jersgey

Present Passenger Service

The Central Railroad Company of New Jersey (Jersey Central)
operates passenger trains over two principal routes termin-
ating on the east at Jersey City. Its main line extends
some 90 miles across the State through densely populated
parts of Union and Somerset Counties, then traverses rural
areas of Hunterdon County to Phillipsburg where it crosses
the Delaware River to Pennsylvania, thence to its western
terminal at Allentown., The shore route which shares main
line tracks for 10 miles extends to the south about 60
miles to Bay Head, utilizing the tracks of the New York

and Long Branch Railroad which is jointly owned by the
Jersey Central and the Pennsylvania Railroad. This route

. roughly parallels the seacoast and serves Middlesex and
Monmouth Counties. An 1ll-mile branch originating at Atlantic
Highlands connects at Matawan, approximately midway on the
shore route. Another T-shaped spur connects with both main
line and shore tracks at Elizabethport, with one branch
extending about 7 miles to Newark and the other the same
distance to Kearny.

The main line eastbound weekday service of the Jersey
Central consists of 38 trains. Three of these originate
at Allentown, three at Hampton, 21 at Raritan, six at
Plainfield, one at Cranford and five at Elizabethport.
About 10,400 passenger trips are made on these trains

on a typical weekday, with about 7,000 terminating at

. Jersey City for transfer to the ferries to Manhattan.
Saturday eastbound service is represented by 21 trains

(3 from Allentown, 1 from Hampton and 7 from Raritan)
carrying 1,500 passengers, while 11 Sunday trains (1 from
Allentown and 10 from Raritan) accommodate 600 passengers.

Two additional trains are operated over main line tracks
from Bound Brook to Jersey City. These trains originate
at the Philadelphia, Pennsylvania terminal of the Reading
Company and accommodate about 400 passengers at stations
on that railroad.- They run non-stop from Bound Brook and
perform no local service on the Jersey Central.



Jersey Central eastbound service on the seashore route
consists of nine trains from Bay Head weekdays carrying

a total of 3,500 passengers, eight Saturday trains with
800 and five Sunday trains with 360, Three through trains
from Atlantic Highlands to Jersey City, one to Newark and
six shuttle trains to Matawan carry 1,260 passengers on

a8 typical weekday. On Saturday this service consists of
eight trains carrying 140 passengers and on Sunday five
trains with 60 passengers.

Weekday service on the spur extending northward from
Elizabethport consists of 11 shuttle trains carrying 900
passengers to Newark, with 11 trains and 280 passengers
on Saturday and six trains and 70 passengers on Sunday.
Service to Kearny is limited to weekdays and is repre-
sented by two trains from Newark, one from Elizabethport
and one through train from Plainfield carrying a total
of 460 passengers.

Westbound service and traffic volumes are comparable to
those enumerated above for eastbound trains.

Proposed Passenger Service (Map 1)

The Aldene Plan (the popular name for the project under
application) would change the westernmost terminal of the
Jersey Central main line passenger service to_Hampton

with trains following their present route to approximately
one mile east of Cranford station. At this point a con-
nection is to be constructed so that trains may ascend to
the Lehigh Valley Railroad tracks which now pass overhead.
The trains will then proceed over the Lehigh Valley for a
distance of about six miles to Newark where a track con-
nection exists with the Pennsylvania Railroad, thence to
Pennsylvania Station, Newark, their new eastern terminal,
Under this plan seashore trains will likewise terminate

at Pennsylvania Station, Newark, by using Pennsylvania
Railroad trackage from Woodbridge Junction ( just north

of Perth Amboy) to Newark.

The present main line tracks east of Cranford will be used
for passenger service as far as 33rd Street, Bayonne,
Present plans call for elimination of all trains on the
Newark-Kearny spur from Elizabethport but continuance of
passenger service on the Atlantic Highlands branch,
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Tentative eastbound weekday schedules under the Aldene

Plan call for two trains Hampton to Newark, three Hampton-
Raritan, 22 Raritan-Newark, four Plainfield-Newark, five
Raritan-Bayonne, 22 Cranford-Bayonne and one Elizabethport-
Bayonne. The two Reading trains from Philadelphia would
also continue to operate. On Saturday, the service would
consist of one train Hampton to Newark, one Hampton-Raritan,
20 Raritan-Newark, one Raritan-Bayonne and 18 Cranford-
Bayonne. Sunday service would be represented by one train
Hampton-Newark, 17 Raritan-Newark, one Raritan-Bayonne and
17 Cranford-Bayonne.

Proposed seashore schedules would have eight weekday, five
Saturday and three Sunday trains, with the quantity of
Atlantic Highlands branch service yet to be determined.

Specifically, Phase I of the project includes the following
items of work:

1. On the Lehigh Valley Railroad

a. The construction of a two track connection
between Jersey Central and Lehigh Valley
at the point where the two railroads cross
in the vicinity of Aldene Tower,

b. Installation of a set of cross-overs between
tracks 1 and 2 in viecinity of -faitoute
Street, Roselle Park.

¢c. The reconstruction of the interchange
facilities between the Lehigh Valley and
Rahway Valley Railroads inecluding relo-
cation of the team track.

d. The construction of a temporary track
signalled for reverse running from the
vicinity of PFaitoute Street (plan station
164+00), easterly a distance of 9,100
feet for use by all Lehigh Valley traffic
during grade separation construction.

e, The elevation on earth embankment of the
main line tracks from west of Locust Street
in Roselle Park (approximately plan station
166+00) to a point approximately 2,600 feet
east of Galloping Hill Road (plan station
253+00).



k.

The congtruction of bridges to carry the
railroad over Locust Street, Chestnut .
Street and Galloping Hill Road all within
the elevated track section.

The lowering of the profiles and the
widening and resurfacing of Locust Street,
Chestnut Street and Galloping Hill Road.

The construction of a new passenger station
between Locust Street and Chestnut Street
with controlled access high level platforms
and a passing track for freight trains

with wide shipments.

The construcﬁion of a cross-over between
tracks 1 and 2 east of Walnut Street.

The reconstruction of freight service
sidings connecting same to the elevated
main line tracks from Galloping Hill
Road easterly 6,000 feet,

The closing of Long Avenue to vehicular
traffic and the construction of pedestrian
crossing facilities,

The extension of Central Avenue in the
Borough of Hillside and the construction
of a new viaduct to carry this extension
over the Lehigh Valley main tracks and
the west leg of the Irvington Branch wye
and connecting Central Avenue extension
with Broad Street,

The construction of high speed turnouts in
the vicinity of "NK" Tower in the City of
Newark to the interchange track with the
Pennsylvania Railroad.

The installation of a signal system on
both tracks 1 and 2 between Aldene and
"NK" for reverse running and connecting
the system with the Jersey Central and
Pennsylvania Railroad interlockings at
each end.
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The installation west of Aldene on the
Lehigh Valley tracks of a hot box de-
tector device.

The resurfécing of Lehigh Valley roadbed
from the end of the detour east to "NK"
Tower,

Relocation of freight agent's office.

2. On the Jersey Central and Pennsylvania Railroads

a,

The construction on Jersey Central pro-
perty and on property to be acquired

for the purpose of a two track connection
between the Lehigh Valley Railroad and
Jersey Central main line tracks 2 and l.

The reconstruction of the Rahway Valley
interchange track with Jersey Central
yard tracks at Aldene,.

The reconstruction of Cranford Station
platforms to improve the transfer between
main line trains and Bayonne shuttle
trains.

The construction at the Raritan Terminal
of new train and engine service facilitiles
including car-washing machine, locker
rooms, shops and sanding and fueling
facilities.

The signaling for reverse running track
# on the Pennsylvania Railroad between
Hunter and Hudson Towers.

The altering and rearranging of track work,
signals and electrification on Pennsylvania
tracks east of Newark to facilitate move-
ment of Jersey Central trains from Newark
station to Meadows storage yard.

The rearranging of turnouts and the con-

struction of additional tracks to provide
storage, car service facilities and crew

lockers in Meadows Yard,

10.
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h. The converting of Jersey Central equip-
ment for push-pull operation and the -
rehabilitation of main line cars, It is
anticipated that the diesel powered push-
pull operation will be in effect for
four years minimum, a length of time
sufficient to justify the conversion
and rehabilitation of cars.

Phase II of the Aldene Plan includes improvements at primary
stations from Raritan Terminal easterly to Cranford and the
consolidation of certain other stations. It is proposed
that eventually all improved stations will have platforms
at the same level as the car floors and passenger traffic
flow to and from the platforms will be controlled so that
all passengers will pass a booth where clerks will be on
~guiy at -all hours the station is open. The purpose of this

.&=rrangement is to substitute station collection of fares

~rather than the on-train collection now practiced by all
suburban railroads in New Jersey. Planning to date antici-
pates that the commuter entering & station would pass by
the manned booth flashing his commutation ticket. At the
exit station the same procedure would be followed thereby
verifying that the commuter was using a ticket valid betwesn
his access and exit stations. The occasional rider would
pick up from the teller or a vending machine a ticket for
that particular station and would present it at the exit
station and pay his fare. Subsequent improvements would
substitute ticket validating machines at each.-station to
be used by the person travelling on multiple ride tickets

- Wwith the occasional rider following the same procedurs.

- The final stage would involve use of magnetic tickets by

© both the commuter and occasional rider with machines .avail-

. able for making change and acquiring tickets.

Initial work under Phase II involves alterations at all
stations to determine how the existing facilities could
be adapted to control the passengers for station validation
of tickets. At stations between Raritan terminal and
Netherwood the initial objectives can be gained without
removing tracks and platforms would remain at track level
except at Raritan where a high level platform is required.
At Netherwood, Fanwood and Westfield stations one track
would be removed and a center, high level platform constructed,
- The access to platforms would then follow three general
schemes: '




1. The first involves a station where parking
is confined to one side of the railroad right-
of -way and the station would be located on
that side and all access to and from the trains
would be through the station building with all
passengers routed past the manned booth,

2. The second lay-out involves parking areas on
both sides of the railroad right-of-way with access
to the station building by either underground
or overhead walk-ways., Passengers parking on
the side opposite the station would cross above
or below the tracks to the control station
(manned booth) and then proceed to the train
platforms.

3. The third involves a lay-out with parking on
both sides of the railroad right-of-way and
a new station building located between the
tracks and at the track level. Access would
be through undertrack passageways and then by
stairs or escalators to the upper level station
then past the booth to the platform.

In all three lay-outs the only access to any part of the
station facility during the initial stage - whether it be
passageway, waiting rooms or the platforms - would be during
the hours that the station was open and atténded. At all
other times access to all parts of the station except the

- parking areas would not be possible thereby eliminating the
problems of vandalism, loitering, etc.

In preparing the detailed plans for station alterations
necessary to route all access and exit passengers past a
control station, maximum use of existing facilities will
be made., Woven wire fences both inside and outside will
be used to control passenger flow.

Actual conversion to station collection of fares will be
accomplished in the future. Employees who may be affected
by this work will be protected as outlined on page Llj.

12.
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Estimated Costs ~ Phase I

Work on Lehigh Valléy Railroad Property

Detour and Permanent Side Tracks $ 764,000
Main line elevation, structures and
station, street reconstruction 1,525,700
Changes at PRR Interchanée ("NK"
Tower) 35,000
Signal Changes; reverse rumning 561,900
Additional Property Acquisition 150,000
Hillside Grade Separation 800,000
Switch Heaters 53,200
Upgrading, Detour to PRR 95,000
Freight Agent's office 5,000
$3,989,800
Work on Jersey Central Property
Aldene Connection (Includes work
on Lehigh Valley) $ 572,330
Raritan Terminal 388,200
JC Push-Pull Equipment 454,200
Rehabilitation of Passenger Cars 435,600
Storage Yard - Meadows (to be 1eased) 450,000
Xc Interlocklng X-over - 20,000
Property Acquisition , 50,000
2,370,330
Work on Pennsylvania Railroad Property
Reverse Signal - Track # $ 95,000
Track and Signal Work - East of Newark 480,000
575,000
Sub-total $6,935,130
“Contingencies 7% 185,459
Sub-~total $7,420,589
Engineering (Design, Const. Inspection
Reports, etc.) 593,647

TOTAL Phase I $8,014,236
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Bstimated Costs -~ Phase II

Raritan Terminal

High level platform $ 20,000
Station Building 80,000
Parking 22,000
Track work 55,000
$177,000
Somerville
Alterations, Exist. Bldg. $ 25,000
Passenger traffic control 14,000
South side development 50,000
89,000
Bound Brook
Alterations, Exist. Bldg. $ 27,000
Passenger traffic control 11,000
38,000
Dunellen
Alterations, Exist. Bldg. $ 31,000
Passenger traffic control 17,000
48,000
Plainfield
Alterations, Exist. Bldg. $ 35,000
Pagsenger traffic control 17,000
52,000
Netherwood
High level platforms $ 42,000
New Station Building 25,000
Track work 30,000
Signal Adjustments 25,000
122,000
Fanwood
High level platform $ 42,000
New Station Building 40,000
Track work : 30,000
Signal Adjustments 25,000
Ramps - pedestrian 15,000

8tation Alterations - Passenger Traffic Control

152,000
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Westfield
High level platform $ 42,000
New Tunnel (pedestrian) 60,000
Passenger traffic control 12,000
Track and Signal Adjustments 45,000
$159,000
Cranford
Station Alterations : $ 30,000
Passenger traffic control 10,000
40,000
Sub-Total $ 877,000
Engineering and Contingencies 25% 219,250
TOTAL - Phase II $ 1,096,250
TOTAL COSTS - PHASES I and II $ 9,110,486

The preceding estimates have three sources: the railroads
involved, the Division of Railroad Transportation and its
consultant, DeLeuw, Cather and Company. The_improvements

on the Lehigh Valley property including the structures and
.track work were estimated by the consultant; the signal

work was estimated jointly by the Lehigh Valley and the
consultant; and, the roadbed up-grading, switch heaters and
other miscellaneous items were estimated by the Lehigh Valley.
The Jersey Central estimated the cost of all work on its
property except the cost of the storage yard to be constructed
on property to be leased from the Pennsylvania Railroad; the
Pennsylvania Railroad estimated this work along with the cost
of reverse signaling track L4 and the cost of track and signal
work east of Newark. The Railroad Division estimated the

cost of all Phase II work utilizing some material supplied

by the Jersey Central and an inspection of each site where
work is involved.

This project will effectuate Phases I and II of the complete
Aldene Plan and will in itself constitute a complete and
Wworkable capital improvement permitting operation of commuter
service from the Jersey Central at Aldene, via its own right-
of-way to Aldene thence over the tracks of the Lehigh Valley,
to a convenient connection with PATH and the Pennsylvania
Railroad at Newark.
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The remaining portions of the Aldene Plan, which are not
included in this project and which - although necessary to
the full effectuation of the plan - are not essential to
the inauguration of adequate service over the Lehigh Valley
connection, are:

Phase ITI

1. Electrification, main 1line _  $12,000,000

2. Electrification, South Amboy 7,000,000
to Red Bank

3. Ticket vending and validating 3,000,000
devices

4. Additional Stations 750,000

5. Overhead Connection, LV to PRR 2,250,000

$25,000,000
In addition, a fleet of new cars will be required as follows:
Pennsylvania Railroad %

Provide new M,U. electric cars for all
services east of Trenton

80 cars @ $250,000 $ 20,000,000

Jersey Central

Provide a fleet of M,U, cars for
main line service

4o @ $250,000 - $ 10,000,000

# An item of $2,000,000 is included in the budget
(State of New Jersey) for the 1965-1966 fiscal year
to purchase the first new commuter cars provided
at least an equal amount is made available from
Federal sources.

Status of Work

In January of 1964 the consulting engineering firm of DeLeuw,
Cather and Company was retained to prepare the detailed design
and write the specifications for the grade crossing elimin-
ation project involving elevating the railroad profile and

the track changes necessary to accommodate the added passenger
trains. Because the Lehigh Valley Railroad d4id not have
personnel available to engineer the signal work nor the

track and signal work outside the limits of the grade crossing
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eliminations the assignment given Deleuw, Cather and
Company was expanded.

The Lehigh Valley Railroad started in July to rearrange

grade crossing signals and gates and in August to put in
switch timbers for the main line turnouts. Work with small
crews has been continuing since. The Lehigh Vglley has
entered into a contract with General Railway Signal to supply
the components necessary for the signal system,

A contract to construct a runaround track in the area where

the railroad is to bs elevated and to construct permanent
- gide tracks has been awarded to the low bidder, Eastern
Railroad Builders, Inc. of South Plainfield, New Jersey.
The Jersey Central received bids for the earthwork, retaining
walls and drainage for the connection between the Jersey
Contral and the Lehigh Valley and its contractor, Franklin
Contracting Company of Little Falls, New Jersey has commenced
work. A contract for fabricating structural steel for the
superstructures of the three bridges to carry the railroad
over three county roads in Union County has been awarded to
Bethlehem Steel Company, the low bidder, and the embankment,
bridge substructures, drainage, etc. will be advertised in
May 1965. The advertising and award of contracts has followed
State Highway Department procedures and awards have been made
to the lowest bidders.

it The Jersey Central 1s also preparing plans for.its new ter-
i minal at Raritan, for storage, crew and car cleaning facil-
i ities in Meadows Yard and for equipment modifications for
push-pull oreration. The Pennsylvania Railroad is preparing
for track and signal changes necessary to accommodate Jersey
Central trains to Newark Station and east to the storage
yard, All work is scheduled to be completed and traffic
diverted to the new route in the spring of 1966.

Summary of Work Committed

Engineering
Del.euw, Cather Design Contract $225,000
Highway Department Inspection 35,000

$ 260,000

Jersey Central Property
Miscellaneous work at comnection $ 90,000
Contract, Franklin Contract. Co. 91,903

181,903
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Lehigh Valley Property :
Signals, materials, etc., $650,000
Bastern Railroad Builders Contract 512,584

Bethlehem Steel Co. contract 191,168
$1,353,752
Sub-Total $1,795,655
Contract Adjustments (+5%) ” 89,783
Total Committed $1,885,438

The estimated breakdown on how the work on Phase I is to be
accomplished is as follows:

Lehigh Valley forces $ 900,000
Jersey Central forces 750,000
Materials supplied (Lehigh Valley) 600,000
Pennsylvania Railroad 545,000
By advertised contracts l,040,130
Engineering (Consultants and State

Highway Dept.) 593,647
Contingencies 585,459

PHASE I TOTAL 48,014,236
Phase II:

By Jersey Central $ 230,000
By advertised contracts 716,250
Engineering (Design, Inspection,

Reports, etc.) 150,000

PHASE II TOTAL $1,096,250

# Work at Pennsylvania Station, Newark, to
provide inspection of tickets for passengers
exiting there is dependent upon arrangement
adopted by PATH for handling its passengers.

s The cost is expected to be small and will

- be absorbed in funds reserved for contingencies

so that this total will not be increased.
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STREET GRADE CROSSING ELIMINATIONS (Map 2)

Chapter 89, L,1964 (Exhibit 11) authorized the Highway
Commissioner to undertake directly or by contract the
entire expense of eliminating or relocating such highway
and railroad crossings at grade as shall be necessary or
desirable to carry out the purposes of Chapter 191, Laws
of 1962 (the original Aldene Plan authorization bill).

The routing of the Jersey Central trains over the Lehigh
Valley right-of-way to Newark will add 60 passenger trains
per weekday over the route that now is traversed by an
average of twelve freight trains per day. The schedules that
will go into effect with the rerouting will result in nine
eastbound and three westbound passenger trains per weekday
using the route between 7:23 A.M, and 9:03 A.M. in addition
to two or more freight trains. In the westbound direction
there will be thirteen trains between L:55 and 6:32 P.M,

. The remainder of the day and evening the initial schedules

- will provide for one train in each direction per hour.

~ There are five crossings of the railroad by county and

- municipal streets on the Lehigh Valley section which are

- all protected by crossing gates, lights and bells. From
west to east these are Locust, Chestnut and Walnut Streets,
all in the Borough of Roselle Park; Galloping Hill Road
whose center line divides Roselle Park and the Township of
Union; and Long Avenue in the Borough of Hillside.,

Traffic counts were made at each of the crossings over a
2lj-hour period early in February 1963. Following is
tabulated the daily vehicular and pedestrian count and the
rush period figures for each crossing:

2l; hour totals
Street Vehicles Pedestrians 7:00 - 9:00 A.M, L:00 - 6:00 P.M,

Tocust 6,724 1,036 1,057 1,180
Chestnut 6,350 630 1,052 1,141
Walnut 92} 100 148 21y
Galloping

~Hill Rd. 10,582 89 1,908 2,089
‘Long Ave. 5,275 387 805 994
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At the time of the first announcement in April of 1960

that passenger trains would be routed over the Lehigh '
Valley tracks objection was made by the local jurisdictions
to increasing the number of train movements over the
crossings and requested that the grades be separated.
Pressure by the local authorities increased immediately
after the legislature originally authorized the Aldene
project to proceed in December of 1962, At a meeting

held on January 2, 1963 with the mayors of the affected
municipalities and the State Senator from Union County

it was made clear that the communities could not accept

an additional 58 trains per day (prevailing schedules at
that time) with the continuous blowing of the whistles
(required by I1,C.C. regulation) the bells ringing at the
gates, the resulting congestion on the streets and the
increased hazard particularly to the hundreds of school
children that cross the tracks going to and from school.
The commitment was made by the State to explore every
possibility of obtaining funds so that the crossings could
be eliminated concurrent with the service rerouting.

An examination of the counts indicated that there was
insufficient traffic at Walnut Street to justify the cost
- of a grade separation structure considering the proximity
of Chestnut Street to the west and Galloping Hill Road to
the east. The new grade line of the railroad required to
~overpass Chestnut and Locust Streets to the west resulted
in raising the railroad grade about 8 feet &t Walnut Street
so it was proposed that the street be permanently closed
as soon as it became necessary to ralse the railroad grade.
. Such a plan was presented to the mayor of Roselle Park and
- agreement was obtained., It was also explained at a public
. meeting in Roselle Park in March of 1964 and objections
- were raised by only a few individuals.

- Whereas the engineering solution to eliminating the grade

. crossings in Roselle Park was found in elevating the grade

. 1line of the railroad about 15 feet and depressing the cross

streets about four feet, the topography in vicinity of Long

Avenue in Hillside prevented adoption of similar adjustments.

i The existence of the bridge carrying North Broad Street over

' the Lehigh Valley easterly of Long Avenue along with the

E' number of industrial sidings and narrow right-of-way limited

to a few feet the extent to which the railroad grade line

could be elevated. Drainage conditions and the restricted

right-of-way also limited to a few feet the lowering of the
rallroad profile. On each side of the railroad tracks exist



streets parallel with the Railroad which intersect with
Long Avenue adjacent to the grade crossing. Therefore,
either elevating or depressing Long Avenue to overpass or
underpass the railroad, respectively, would also require
either elevating or depressing the intersecting streets
to maintain the traffic flow. Either plan would have
required the acquisition of a large number of commercial
and residential properties and left a conspicuous scar
detrimental to the community. 3¢ '

A solution was found in extending Central Avenue and
elevating it to overpass the west leg of the Irvington

Wye and the main line Lehigh Valley tracks in an industrial
area east of the present Long Avenue crossing. Most of the
traffic on Long Avenue uses a residential street (Hollywood
Avenue) to move between North Broad Street and Long Avenue.
The extension of Central Avenue will keep much of the traffic
out of the residential area. After constructing Central
Avenue to North Broad Street, Long Avenue will be closed

to vehicular traffic. Provision, however, must be made for
pedestrians to cross and plans for an at-grade crossing
controlled by fences and gates are being studied as prefer-
able to a conventional pedestrian overpass requiring either
long ramps or stairs at each end.,

Because the peak period of passenger train moévements proposed
to be operated over Lehigh Valley right-of-way very nearly
coincides with the peak hours of vehicular traffic, and
considering that the great majority of the pedestrians are
school children we concluded that neither the State nor the
Federal Government could promote the project unless it
included provision to eliminate the at-grade crossings of

the Street and railroad traffic,

Grade Crossing Elimination Program

Under prevailing statutes in New Jersey (except for the
special legislation pertaining to the Aldene Plan grade
crossing eliminations ~ Exhibit 11) the legislature is

authorized to appropriate annually $2,000,000 to carry

out the following activities:

1. to eliminate existing grade crossings with
the State paying 85% of most of the costs
(100% of paving, sidewalks, etc.) and the
affected railroad 15%;

# Several studies illustrating these
conditions have been separately filed
with HHFA,

22.
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2. to construct or install grade crossing protective
devices (automatic gates, bells, lights etc.)
at grade crossings with the State paying 85%
of the costs:

3. the enlargement, rehabilitation or reconstruction
of existing grade crossings that are inadequate
or unsafe; and

j. the construction of new bridges or protective
devices where new roads or streets have been
laid out to cross railroad tracks (in such cases
the State participation may be limited to 70%
of the costs.)

Separate laws govern the construction of new State highways
or interstate routes at railroad tracks and also for the
elimination of grade crossings on existing State highways.

In 1959 the Public Utility Commission completed a survey of
all grade crossings. This survey indicated that there ex-
isted some 2,36l public grade crossings in the State., This
report also listed the grade crossings that had been ordered
to be eliminated but were delayed because of unavailability
of funds. These orders totaled $21,070,716. There were
also listed grade crossings under consideration to be elim-
inated by order and this category totaled $42,800,000. Only
one crossing in the "ordered" list has been eliminated by
the State since the date of the report. Several crossings
under "consideration" are being eliminated by the Delaware
River Port Authority in connection with converting a Pennsyl-
vania-Reading Seashore Lines route to Rapid Transit and the
State has committed $3,000,000 to assist in the elimination
costs,



2.
TRANSPORTATION SYSTEM AFFECTED (Map Page 26).

Motorbus Service - Jersey Central Corridor

There are two motorbus common carriers who operate service
between Somerville and Newark - Public Service Coordinated
Transport and Somerset Bus Company, Inc. The latter, how-
ever, reports principal patronage to be on its interstate
lines that operate from Somerville to the Port Authority
Bus Terminal in Manhattan. Public Service does not operate
interstate from Somerville except via New Brunswick as
noted hereinafter.

Route #28 is the principal highway used for collection and
distribution by these carriers and it is adjacent to and
parallels the Jersey Central in Somerville, Bound Brook,
Dunellen, Plainfield, Fanwood, Westfield, Garwood, Cranford,
Roselle and Roselle Park. U, S, Highway 22, the Garden
State Parkway and the New Jersey Turnpike are also used
during rush hours on express runs, Both bus operators
report heaviest patronage originating in the area between
Plainfield and Cranford.

The Somerset Bus Company also offers service to such
communities as New Market, Watchung, Scotch Plains,
Mountainside, Clark and Union all located in a six mile
- wide corridor centered on the Jersey Central Aldene route.
.~ Buses actually originate in a number of comminities in
- this corridor. The Somerset Company transfer passengers
westbound at its garage-terminal located on Highway 22,
~ Mountainside, where units from Newark and New York meet and
- one bus operates to Westfield while others operate to
-~ Somerville or other communities. Eastbound, this transfer
- is made on the shoulder of the highway and after arranging
~ the passengers one bus proceeds to Newark and others to
- New York. This company reports that its Newark service
. carried a total of 139, 439 passengers in the calendar
. month of January 1964 and 135,089 in February 1964, in
~ both directions.

‘fIn its New York service the Somerset Company reports 222,142
- carried in January 1964. Summer volumes increased noticeably
. which has been attributed to travel to the Worlds Fair.

. There is no firm number of units assigned to a bus route;
i the operator of each bus reports by radio his passenger
. loadings and additional units are dispatched as necessary.
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Public Service Coordinated Transport operates two routes
in its Newark service, the only interstate service being
from Manville via Zarephath and South Bound Brook to New
Brunswick thence to the New Jersey Turnpike to New York.

Discussions have taken place with both carriers in con-
nection with the State's Railroad Program and specifically
with regard to the Aldene Plan. The survey of Jerssey Central
railroad passengers conducted by the Division of Railroad
Transportation was made available to both companies and as

a result they concluded that effectuating the Aldene Plan
would have no adverse measurable effect on them. (See
Exhibits 1 and 2). The adjustments as between bus and rail
travel upon the effectuation of the Aldene routing are
anticipated to be minor, the net causing no reduction or
addition in routes or buses operated., The principal bus
routes operating in the Jersey Central corridor to Newark
are indicated in color on the map attached (Page 26)

New Highway Construction

U. S. Highway 22 traverses New Jersey and is located in the
high density corridor served by the Jersey Central. This
Highway is badly congested daily during rush hours, a con-
dition which encourages continued use of the Jersey Central
for commuting to Newark and New York. Two freeways are now
under construction that will affect the transportation system
. in the six mile wide corridor centered on the Jersey Central
. Aldene route from Raritan to Newark. Interstate Route 287
is an outer ring circumferential route proposed to be con-
structed from Perth Amboy (Outerbridge crossing to Staten
Island) west to Somerville then north to Morristown, Boonton
and connect with Route 17 and the New York Thruway at Suffern,
New York. It is completed and open to traffic from Route 1
(see map - Page 26) west to Route 22 in the Somerville area.
This freeway now affords an alternate route to Newark and
New York from the Somerville-Bound Brook area served by the
Jersey Central and transportation by private auto and bus
will be further facilitated when Route 287 is extended from
Route 1 approximately one mile to connect directly to the
New Jersey Turnpike. This section is scheduled to be fin-
ished in early 1968.
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Interstate Route 78 (also shown on map) is located northerly
of the Jersey Central passenger service corridor except for

a segment between Plainfield and Westfield. Although short
sections of this Freeway are under construction it is not
expected to be complete from Pluckemin (intersection with
Routes 202, 206 and 287) until 1969. At this time there will
be diversion from Route 22, which closely parallels the
Jersey Central, to the new Freeway, however, the annual
growth in traffic is expected to result in traffic density
near capacity continuing on Route 22,

Other Railroads

North of Interstate Route 78 the main electrified route of

the Erie-Lackawanna serves such cities as Newark, East Orange,
Maplewood, Summit, Madison and Morristown and a single track
electrified branch serves such places as New Providence,
Berkeley Heights, Bernardsville and Gladstone. No effect

on the Erie-Lackawanna passenger routes is anticipated as

a result of the Aldene Plan.

The Pennsylvania Railroad main line is shown on the accom-
panying map and serves New Brunswick, Metuchen, Rahway,
Linden, Elizabeth and Newark, among others, and with the
advent of the Aldene Plan there is expected to be some
adjusting of commuter patterns., Certain people residing

in the Westfield-Roselle area with destinations in Newark
and midtown Manhattan now patronize Pennsylvania Railroad
stations. Many of these people will find it more convenient
to utilize the Aldene Plan direct service to Newark and by
transfer to New York. Conversely, many people residing in
the Roselle~Elizabeth area now patronizing Jersey Central
trains with destinations in lower Manhattan will utilize the
Pennsylvania trains to Newark or New York. Approximately
1,050 revenue passengers residing in Bayonne with New York
destinations will be required to patronize the several bus
routes operating through Bayonne comnecting with PATH at
Journal Square and Exchangs Place or take buses through

to the Port Authority Bus Terminal in Manhattan,

PATH

At present rail service of a rapid transit type is operated
between Pennsylvania Station, Newark, and Hudson Terminal in
downtown Manhattan with three intermediate stops in Jersey
City. In the peak period trains are operated at an 8-minute
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headway with somewhat longer intervals during the remainder
~of the day. This service is presently operated jointly by
- the Pennsylvania Railroad and the Port Authority Trans-
Hudson Corporation (PATH) but negotiations are underway for
PATH to assume the responsibility for the entire operation. .

Since the great majority of Jersey Central passengers have
lower Manhattan destinations, the State has always considered
it vital that the PATH system be able to absorb the influx

of new riders which it would receive at Newark as a result

of the Aldene Plan. To gauge the probable impact of this

new traffic, a survey was made first of current peak period
loads on these Newark-Hudson Terminal trains. It showed

that during the 7:00 - 9:00 A.M. period over 5,000 passengers
left Newark station on 15 PATH trains. Nine trains left with
standees (the seating capacity being about 240 per train)

and two trains had virtually capacity loads exceeding 90
persons per car. Remembering that these trains are also
intended to perform service for passengers from Jersey City
to New York, it is obvious that additional capacity must

be provided to accommodate the added Jersey Central volume.

To determine what this additional patronage might be, a
mass survey was made on November 5? 1964 of passengers on
eastbound Jersey Central commuter trains. A questionnaire
wag distributed to all passengers and responses received
- from an estimated two-thirds (about 4,500), and at an even
"~ higher rate from the passengers who could be expected to
use the rerouted service. Of these over 90% indicated they
- would use the new service. _

- 2,518 (almost 77%) of the 3,280 passengers with a New York
-~ destination stated they would use PATH service from Newark
during the 7:00 - 9:00 A,M, period.

- A count of passengers on Jersey Central seashore trains was

- made during December 196l, which showed about 2,500 peak

- period passengers arriving at the Jersey City terminal for

- transfer by ferry to New York. These trains will be rerouted
to Newark under the Aldene Plan and it is expected that

- virtually all of these passengers will be using the PATH

- gervice from Newark,

. Adding the present 5,000, a minimum of 2,500 passengers

.~ from the main line and 2,500 more from the Jersey Central's

- seashore service, results in at least twice present PATH

~ volume., It 1s aggravated by the fact that a majority of this

- added traffic will occur in the peak 20 to 30 minutes when
the present PATH service is operating at capacity. Therefore




it 1s essential that this service be at least doubled in
the heavy demand period with headways of lj minutes or less.

PATH officials are expediting rehabilitation work so that
the plant will be in condition to accommodate the Aldene

- passengers. An agreement between the Pennsylvania Railroad
and the Port of New York Authority under which the latter
will become solely responsible for the PATH service from
Newark to New York is expected to be consummated shortly.
The work under this application will be coordinated with
the Port Authority's rehabilitation work.

29.
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REVENUE FINANCING

The Central Railroad Company of New Jersey has reported a
net deficit after fixed charges and other deductions for
each year beginning with 1958 (Railroad Annual Reports
Form A to the Interstate Commerce Commission), The losses
80 incurred have been as follows:

1958 $2,010,000
1959 2,872,000
1960 l,186,000
1961 7,142,000
1962 7,410,000
1963 6,098,000
1964 8,289,595

During this period the company has only been able to remain
in operation by liquidating assets, depleting its cash supply
and obtaining Government guaranteed loans. Over $12 million
worth of assets have been disposed of, mostly in the form of
properties in the Elizabeth Meadows and freight cars, In .
addition, the Interstate Commerce Commission approved a
Federal guarantee in 1961 of a $15,000,000 loan, in 1963 of
$2,000,000 and in 1964 of $3,000,000.

The most optimistic estimate of the improvement in the fi-
nances of the Central Railroad of New Jersey as—-a result of
this project and other factors is contained in the railroad's
1963 application to the Interstate Commerce Commission for
guarantee of a $5,000,000 loan. At that time it was estimated
that the Aldene Plan would benefit the railroad $1,500,000
~annually although because of severance and job protection
payments this amount would not be realized immediately. 1In
that application the railroad estimated the following financial
results from its operations:

t

1965 $2,672,000 Deficit
1966 1,081,000 "
1967 625,000 "
1968 273,000 n

The above was based on a very favorable forecast of various
developments including tax relief, satisfactory labor settle-
ments and implementation of this project during 1965. The
gpproval of the Commission of the loan guarantee referred to
indicates that agency's acceptance of the railroad's projec-
tions. However, since these 1963 estimates, the railroad

has been forced on several occasions to revise downward these
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- expected improvements., Tax relief has been postponed until

- 1966; the gains from more efficient use of labor have been

. partially offset by increases in wages and fringe bensfits;

. and the economic effect of this project has been delayed
.until 1966. On December 7, 196lj, the President of the Central
- Railroad of New Jersey stated that the 1965 deficit would

“be about $4.7 million. He said that this reduction in losses
- would be accomplished by higher freight traffic volume noting
- that the 196l harbor strike depressed freight revenues un-
~usually; increased State aid of about $800,000 for passenger

i service; deferral of $443,000 in rentals for leased right-of-
way; obtaining of the full benefits of the national work rules
settlement, i.e., $400,000 in elimination of firemen for a
full year vs 7 months in 196L4; and strict budget controls.
However, in a statement made on March 17, 1965 before the
Joint Appropropriations Committee the Central's president

said that passenger service losses in 1965 would total
$7,000,000.

There has been no change in the estimated financial improve-
ment from the effectuation of this project but it is obvious
that even this will not enable the Jersey Central to realize
anywhere near a break-even operation from its passenger
business. With the prospect of at least a decade of unin-
terrupted deficits, this railroad is in no position to
finance capital improvements from its revenues and in fact
will have to continue its policy of liquidation of assets

to meet anticipated future losses.

Under this project the Lehigh Valley Railroad will receive
about $180,000 in trackage rights payments from the Jersey
Central for the first year of operation of the service, with
a minimum of $125,000 in future years, It will also have
he benefit of an upgraded grade-separated right-of- way
xtending over five miles. On the other hand, it will have
ncreased expense for the maintenance of this high-speed
rackage and supporting signal facilities, maintenance of
hree railroad bridges and interference with its freight
rain service by the many passenger trains whose schedules
ill have priority in use of tracks.

The Lehigh Valley Railroad is a deficit operation its losses
or the past five years exceeding $3,000,000 ammually. The
elatively small financial benefit accruing to this carrier
rom the project is insufficient to place it in a position

o make any contribution from its revenues toward the finan-
ing of capital improvements.
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The Pennsylvania Railroad owns and maintains extensive
facilities to provide suburban passenger sgervice for New
Jersey residents. Since 1961 the State has analyzed the
financial results to the railroad from the operation of
this service based on revenues and costs reported annually
to the Interstate Cormmerce Commission and apportioned to

- the New Jersey service on the basis of formulas developed
by Peat, Marwick & Mitchell, accounting consultants for the

State, These studies have consistently shown an allocated

yearly loss of about $8,000,000. During 1963 and 196l the

State employed the consulting firm of Edwards & Peabody,

Washington, D. C., to determine the loss which the Pennsyl-

vania would avoid if it were not required to operate

. the New Jersey suburban pagsenger service. After an inten-

. sive study, this firm reported that the railroad would be

- about $Li.5 million better off annually without this service.

The Pennsgsylvania has been under contract with the State to
. provide pagsenger service since 1960, During this time
. contract payments have averaged about $1.8 million per year,
~ As with other railroads under contract, it is the goal of
- the State (as stated in Chapter 88, Laws of 196L) to eliminate
- as much as possible of the losses being incurred by the
. Pennsylvania in providing passenger service essential to
- New Jersey so that this service may be preserved and improved,

" When this project is implemented the Pennsylvania Railroad
will receive minimum annual trackage rights payments from
the Jersey Central of $700,000 plus other sums covering the
use of Newark station and the lease of yard facilities east
of Newark, Certain additional expenses will be incurred
but the net result will be a substantial improvement in the
financial results of Pennsylvania passenger service in New
Jersey. :

The State is alsoc plamming a commutef car replacement program
f for the Pennsylvania Railroad to assist in further reducing
- its losses and to provide better service for its passengers.

It is the position of the State that since the expenditures
made by it on this project make possible the financial
benefits to be realized by the Pennsylvania, the State will
consider these gains in negotiating future service contracts,
In other words, the payments made by the Jersey Central to
the Pennsylvania will be treated in the same manner as other
revenue accruing from passenger operations when the ammual
financial results for the latter railroad are computed.
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Therefore, inasmuch as the gains to the Pennsylvania from
this project will not nearly equal its losses from providing
New Jersey passenger service there is no net revenue to the
Pennsylvania available for financing of the capital improve-
ments in this project.

Property Salvage

The Jersey Central property in New Jeréey which is now used
for commuter service and which can be disposed of under the
Aldene Plan consists of:

1. Approximately L4l miles of main track and side
tracks will be retired producing 28 miles of
salvagable track material consisting of rail,
ties and fittings (to be used by Railroad
within the following two years to replace
worn rails and ties on lines used in New Jersey
passenger service, as well as in freight service).

2. One signal interlocker will be retired, four
remotely controlled and two rearranged (the
cost to effect these retirements are not
included in the project and will exceed the
value of the materials salvaged). .

3. 60 acres of land in Jersey City together with
terminal shops and office builldings thereon
and a station building and land in Newark.

4. Approximately 190 passenger ocars, averaging
4O years o0ld; will be disposed of for sorap.

5. Two passenger ferries (Wilkes Barre and
Elizabeth) now in use between the Jersey City
terminal and Manhattan,

Jersey Central does not own the facilities used by it for

- passenger service on Manhattan, These facilities are owned

. and leased to the railroad by the City of New York Department
of Marine and Aviation.

The passenger ferries are in poor rondition. One boat was
recently refused certification by the U, 8, Coast Guard and
has been taken out of service. It is anticipated that a
second boat will be refused certification when it comes up
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for inspection this spring. (The railroed has recently
leased two ferryboats from the City of New York, made
surplus by the opening of the Verrazano-Narrows Bridge,
to replace the defective boats until the Aldene Plan
goes into operation).

The land involved in the passenger facility at Jersey
‘Citg is now subject to real estate taxes of approximately
$448,000 a year.

The Jersey Central has attempted to secure a purchaser

for the land, but because of its location and configuration
has not yet been able to do so. If a purchaser can be

- found, the land will be sold., Otherwise, it is anticipated
~that the Jersey Central will abandon the land in order to
secure relief from taxes.

It is proposed that the net proceeds of sale (after deduc-
tion of (a) actual expenses of sale incurred by the Jersey
Central; (b) all costs of vacating the property and
establishing necessary facilities at other locations
to the extent that such costs are not included in this
project; and (c¢) any Class II taxes which accrue and are
" paid on the land after abandonment in passenger service
and prior to sale) of the land and physical facilities now
used in commuter service and abandoned as a result of this
project, including the fair market value of any land or
materials retained by the railroad for its own use, shall
.be used to reduce the costs to the State of New Jersey
and the Federal Govermment in carrying out the capital
‘improvement program necessary to effectuate the Aldene
Plan,

Since the amount which can be realized from this source
cannot now be estimated, nor is it certain when such amounts
may be available, this source of funds is not reflected in
the computation of net project costs.

It 1s, therefore, proposed that any funds which become
available from this source (salvage) be paid by the Jersey
Central to the State of New Jersey, for proportionate '
repayment of the State and Federal grants to this project
under6ﬁection La of The Urban Mass Transportation Act

of 1964. .
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PRIVATE FINANCING

As set forth on pages 30-32, providing of suburban passenger
service by the Jersey Central and the Pennsylvania Railroads
has been a deficit operation for many years and is expected
to continue in the red until costs are substantially reduced
through consolidation and technology. The Jersey Central has
no further collateral to offer and is unable to finance any
improvements through the private lending institutions unless
the repayment of loans is guaranteed by the Federal Govern-
ment. The guarantee provisions of the 1958 Federal Act have
now expired and no other such program is at hand.

The Pennsylvania Railroad has incurred larger deficits from
its suburban operations in New Jersey than any other carrier.
These deficits have totaled about $39,000,000 in the five
year period ending December 31, 1964 and in this period State
subsidies have amounted to nearly $8,000,000, The Pennsylvania
Railroad has taken the position that since there is no like-
lihood that suburban service can be put on a break even basis
“that all improvements for the beneflit of the public must be
financed by the public. This railroad also recognizes that
the trackage and facility rentals paid by the Jersey Central
will be considered in the allocation of funds in the future
under the subsidy and commuter car acquisition programs.

Since the schedules, rates and operations of b6éth carriers

are closely regulated by public agencies, the railroads working
without the assistance of a public body would probably fail

in their attempts to accomplish the plan, Even with the
‘support of the Highway Department and the Division of Railroad
Transportation and with appropriation of State funds it has

- taken five years to bring the project to the construction:
stage. ‘



PROJECT COST ESTIMATE

Phagse I (a)
1. Work on Lehigh Valley Property $3,989,800
2., Work on Jersey Central Property 2,370,330
3. Work on Pennsylvania Railroad
Property 575,000
Contingencies 7% 485,459
Engineering 8% 593,6L7
Sub-Total
Phase II (a)
1. Station and Facility Improvements $ 877,000
Engineering and Contingencies 25% 219,250
Sub ~Total

TOTAL - PHASES I and II
GROSS PROJECT COST '

Deduct Work Committed (D)

Eligible Gross Project Cost

Deduet Revenue Financing (o)

Estimated Net Project Cost

Relocation Expenses

' I~~~ —~
0 oO'P
N Vi s e

'3 small businesses (d) $ 9,000

3 family occupants (4) 600

Estimated Net Project Cost including
relocation expenses

See pages 13, 14 and 15.
See pages 17 and 18.

See pages 30 - 3.

See pages L5, 46 and L47.
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$8,014,236

1,096,250

$9,110,486

- $9,110,486

1,885,438

_$7,225,048

0

$7,225,018

9,600

$7,234,648



NET PROJECT COST AND GRANT FUNDS

Estimated eligible gross project cost
(Page 36)

Deduct Revenue Financing

Estimated Net Project Cost

Federal Grant Requested (2/3 NPC)
Plus Relocation Expenses

Total Federal Grant Requested
Local Contribution (1/3 NPC)

37.

$7,225,048
0

$7,225,048

$4,816,940
9,600

$4,826,540
$2,1,08,108

Pending completion of the planning requirements under Section
la of the Urban Mass Transportation Aect of 1964, it is under-
stood that the Federal Grant cannot exceed one-half of the
net project cost, or $3,612,524., It is underatood further
that if such planning requirements are met within three years
after the execution of the grant agreement that the applicant
(State of New Jersey) may apply to have the Federal Grant

increased from 50% to 2/3 of the net project coat.

The local contribution ($3,612,524) will be made in cash from
funds appropriated by the State of New Jersey to carry out
- 'the project. It is understood that an amount equal to 1/6
of the Net Project Cost may be returned to the State when and
if an additional grant of this amount is made by HHFA pursuant

- to Section 5 of this Act.
The proposed grant financing is therefore:

Federal Grant (1/2 of Net Project Cost)

Local Contribution (1/2 of Net Project Cost)

Estimated Net Project Cost
Plus Relocation Costs (100% Federal)
Federal Grant including Relocation Costs

Estimated Net Project Cost (including
relocation costs)

$3,612,524
3,612,524

$7,225,048
9,600
3,622,12)

7,23L,6U8
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ft is further understood that no refund or reduction of the
local contribution (exolusive of the additional contribution
résulting from increasing the Federal grant from 1/2 to 2/3
of the net projest cost referred to hereinbefore) shall be
mide at any time unless there is at the same time a refund
of a proportional amount of the Federal grant.
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CONTINUED REGULATION AND CONTROL

Since September 1960 the passenger train service .of the
Jersey Central and Pennsylvania Railroads has been operated
under annual contracts with the State of New Jersey. These
contracts have given the State Highway Commissioner direct
jurisdiction over train schedules and passenger fares as
they affect New Jersey suburban passengers. The existing
contracts between the State and the Jersey Central and Lehigh
Valley Railroads require that passenger service be continued
for a period of at least five years from the inauguration of
service over the new route., In addition to these evidences
of past and future public control over the operation of the
facilities and equipment described herein, it can be stated
without equivocation that the State will not relinquish
jurisdiction over a project in which $5,500,000 of State
funds will have been invested for capital improvements and
in which many more millions have been and will be expended
to continue service. -

It is understood, however, that the grant agreement will
contain provisions to assure the continuation of such use
during the useful life of the project facilities and that

in the event such facilities are devoted to another use
during their useful 1life, the applicant will be required to
refund to the Government a proportionate share of the Federal
grant based on remaining useful 1life or the preeceeds of the

" sale,
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PLANNING

The Division of Railroad Transportation was created by
Chapter 1l of the New Jersey Public Laws of 1959. This
statute authorized and directed the Division to:

1.

"examine and study the facilities of the
various commuter and passenger railroads and
their related transportation facilities and
seek agreements and accords between the op-
erators thereof whereby the separate facilities
of each may be interrelated, co-ordinated,
combined, consolidated or unnecessary dupli-
cations eliminated, and as will tend to

improve commuter and passenger services or
result in greated efficiency in operations";

"lend assistance to such operators, separately
or jointly, in developing plans for the con-
struction of additional facilities or the
development of existing facilities and in .
obtaining agreements and accords in connection
therewith between them, as will improve their
commuter and passenger railroad services or
the services of their related transportatlon
facilities"; and e o

"engage in a continuous study of the commuter
and passenger railroad operations throughout
the State with the end in view of seeking
solutions to the various problems facing the
railroad companies and the railroad traveling
public, including but not limited to, the
need for commuter and passenger railroad ser-
vices in the various areas of the State, the
need for extensions of existing services,
defiecit operations and the reasons therefor,
and the railroad tax situation and the State
tax policies in connection therewith."

The Railroad Division has been carrying on continuous studies
the results of which are reflected in the actions taken and
the reports issued.

The New York-New Jersey Transportation Agency was also created
in 1959 by the States of New Jersey and New York by statute
and was activated in 1960. Its activities during its first
year centered around the trans-Hudson problem and journey-
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to-work (Manhattan) studies. The complexity of the préblem
and the general lack of information needed to plan properly
led the Director of the New York-New Jersey Transportation
Agency to recommend that an area-wide, comprehensive study
be made as a basis for developing the long-range plan required
in the Bi-State statute.

Late in 1961 by action of the Governors of New York, New
Jersey and Connecticut there was established the Tri-State
Transportation Committee. This Committee was given the
responsibility to conduct a broad scale examination of the
transportation problems of the metropolitan region and to
make recommendations for meeting the region's immediate and
long term land development and transportation needs. Imme-
diately after its formation the staff of the New York- New
Jersey Agency was moved to the Tri-State headquarters and :
it has been functioning as an integral part of the Tri-State
Committee's work.

The heads of the State Hyghway and Planning Departments of

the respective States are members of the Committee as 1is

the person in each State that has the responsibility for
railroad improvement programs. Federal members of the
Committee include representatives of HHFA, FAA and the

Bureau of Public Roads. The Committee works with various
State, county and municipal planning agencies and in devel-
oping immediate action projects it works with the transpor-
tation companies involved. Much of the Tri-State Committee's
efforts to date, however, has been for long range planning.
This work consists, first, of data gathering mostly by field
surveys; second, analysis of the data; and third, projecting
growth and change and preparing alternatives to present growth
trends. The data gathering phase is essentially complete

and coding and processing of the data to prepare it for
analysis are now underway., Sketch planning of a "broad brush”
nature has been accomplished and land development (including
transportation) alternatives for future growth have been
outlined.

The "immediate action" activities have included four mass
transportation demonstration projects in the Tri-State area
with 2/3 of their costs provided by HHFA, One of these is

a Park and Ride project outside of New Brunswick established
to test the use of a new railroad station located outside a
suburban city. A number of separate studies concerning
railroad transportation has been completed including an
inventory of suburban railroad facilities (routes, tracks,
stations and other structures), an analysis of the age and
condition of railroad cars and locomotives with costs esti-
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mated to replace the outmoded squipment, and studies‘éf

equipment and facility compatibility in the Tri-State area,
Several alternatives are under study for improving rail
access from New Jersey to uptown Manhattan and to the new
office bulldings on the east side. These studies have con=-
centrated on access from the Bergen, Passaic and Rockland
County sector. Capacity studies of the principal railroad
stations in Manhattan are also underway as is a method of
improving distribution of passengers in Manhattan aimed
toward reducing the "door to door" travel time. The Tri-
State Transportation Committee (including the staff of the

- New York-New Jersey Transportation Agency) has reviewed in

detail the Aldene Plan and studied alternatives to it.

The Committee has embraced the project and has considered

it not only desirable but essential; it is continuing its
studies on the basis that the Aldene Plan is "fait accompli",
See Exhibit 3.

On September 27, 1960 the Port Authority announced its inten-
tion to acquire and rehabilitate the bankrupt Hudson &
Manhattan Railroad and one of the four qualifications prece-
dent to this action was:

"{f Commissioner Palmer's recommendation of linking
the Jersey Central Railroad via the Lehigh Valley
tracks with the main line of the Pennsylvania Rail-
road would be carried out, thus making it possible
for Jersey Central commuters to transfer a4t Newark,
either to the Hudson and Manhattan service to down-
town Manhattan or the Pennsylvania's uptown service
to Penn Station in New York,....".

The Port Authority has since acquired the H&M, changed its

~ name to PATH and is in the process of rehabilitating its

plant, 162 new cars have been ordered and delivery will
cormence in February 1965 and be completed by mid-year;

~ contracts to rehabilitate the power -and signal systems have

been authorized and design work on a new transportation
center at Journal Square is in process. In addition, in
connection with the World Trade Center complex there will
be constructed a new PATH terminal to replace the existing

- Hudson Terminal facility. The new terminal is being designed
-~ to accommodate ten car trains versus the practical limit of

-
3

J. Hughes his Advisory Committee on Transportation. The

six under present operations.

. One other group is concerned with transportation in New

. Jersey. Late in 196l there was activated by Governor Richard



Committee is made up of three members appointed by the
Governor and they have employed a Director, a planning
agsistant and stenographers, The purpose of the Committee
is to develop a transportation policy for the State to
guide those with responsibilities in transportation and

to assist the Governor in developing programs that should
be pursued at all levels of government. Specifically, the
matter of coordinating railroad improvements with the many
motorbus companies has high priority. This Committee will
also advise the Governor on highway expansion in addition
to the approved interstate routes that are now in various
gtages of construction,

Attached are letters from the City of Newark, Somerset
County and New Jersey Citizens Highway Committee indorsing
' the Aldene Plan. See Exhibits 4, 5 and 6, respectively.

L3,
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LABOR AND RELOCATION

Effect on Labor

With the completion of Phase I of the Aldene Plan and the
rerouting of the passenger service to Newark, three cate-
gories of Jersey Central employees will be affected: the
operating brotherhoods; the non-operating crafts, clerks

and maintenance men; and, the marine unions. A total of

about 300 such employees will be terminated.

The Jersey Central has executed agreements with the Trans-
port Workers Union and the Marine Engineers Beneficial
Association, both involved in the ferry work, and copies
of these agreements are attached as Exhibits 7 and 8,

An agreement with the Masters, Mates and Pilots, the last
organization in connection with the marine work, is ready
for signature.

The effectuation of the Aldene Plan also requires approval

by the Interstate Commerce Commission of trackage rights
agreements that will authorize the Jersey Central to operate
over the Lehigh Valley and Pennsylvania Railroad property.
Applications have been filed with the I.C,C. and to meet the
requirements of Chapter 5 paragraph (2) (f) of the Interstate
Commerce Act the Jersey Central recommended the job protec-
tion conditions of the New Orleans agreement bé imposed.

With regard to the railroad operating and non-operating
unions, the national work rules settlements recently '
negotiated will control the protection that the Jersey Central
must afford all catagories of workers affected and the rail-
road will be limited to the number of employees it can
release annually even with job protection conditions provided.

The Aldene Plan will have only slight effect on Pennsylvania
Railroad employees with the possibility of two or three
operating crews being eliminated. On the other hand, the
Plan might require additional fixed facility employees.

The Pennsylvania has also been requested to expedite agree-
ments with the operating brotherhoods so that such agree-
ments can be made a part of the Federal grant agreement.
This railroad has also stated that it will offer to any
separated employees the benefits provided in the Washington
agreement that are cormonly in use with the I,C.C. See
Exhibits 9 and 10.
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No reduction of Lehigh Vglley employees is antioipaﬁéd as
a result of the implementation of the Aldene Plan. An
increase of one or two tower operators is likely to occur.

The only competitive public transportation operating in

the Jersey Central corridor between Raritan and Newark
(Aldene route) is the motorbus service provided by Publiec
Service Coordinated Transport and Somerset Bus Company.
Both these companies have reviewed the survey of Jersey
Central riders made by the Division of Railroad Transporta-
tion and have concluded that putting into effect the Aldene
Plan would have no "measurable adverse effect" on their
employees. See Exhibits 1 and 2.

Relocation of Families and Businesses

The construction of the connection between the Lehigh Valley
and the Jersey Central, the elimination of the grade crossings
and the construction of new interchange tracks with the
Rahway Valley Railroad, the rearrangement of existing side-
tracks to serve industry and the regrading of the underpass
streets require a few small parcels of land and a few
easements none of which involves the relocation of a resi-
dence or a business., The development of the parking area

at the new Roselle Park station to the size to meet antici-
pated use of the station will require the acquisition of

two residences. o .

The station will be located on West Lincoln Avenue between
Chestnut and Locust Streets. Two dwellings are planned to
be acquired to provide parking for about 300 automobiles,
One is a frame building recently renovated as apartments

and is occupied by 3 families on 3 separate levels all
having access to the house from the street by one common
door., The first floor is occupied by a couple and young
child; the second floor is occupied by a couple both employed;
and, the top apartment is occupied by the sister-in-law of
the owner, It is understood from a neighborhood source that
the two lower apartments rent for about $110 to $120 per
month.

The other building is at 38 West Lincoln Avenue and is now
vacant, No renovation is evident.

In the viecinity of these dwellings to be acquired there are
several occupied apartment houses and several under construc-
- tion and nearing completion, all within six city blocks of
the station site.
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There is a garden apartment complex on Colfax Avenue known

as Colfax Manor. Apartments range from 3% to 5% rooms with
rents starting at $110 per month (garage accommodations

are $20.per month extra). This complex is located 5 city
blocks from W. Lincoln Avenue. Additional apartment buildings
are planned for the vicinity and the activity in multiple
dwelling construction appears to be the result of the Aldene
Plan.

Local and interstate bus service operates via Chestnut Street;
one local service is offered by Trackless Transit between
Roselle Park and Irvington via Maplewood and another by Public
Service Coordinated Transport between Roselle Park and
Elizabeth, Express service is provided by Somerset Bus
between Somerville, Plainfield and the Port Authority Bus
Terminal, New York City.

The agreements to purchase the residences will provide
reimbursement of relocation costs in accordance with the
following schedule:

1 room - all furnishings and property $ 50.00
L] ”®

2 rooms " " 90.00
3 1 " n " 1" 12 7 50
L‘_ " 1t " L] 1" 1 60 ¢ oo
5 1" 1" 1" L] n 187 * SO
Over 5 " ] n " " 200 : 00

(Bathrooms, halls and closets excluded)

Relocation expenses of individuals or families not owning
furniture will be limited to $5 and $10, respectively.

The elimination of the Long Avenue grade crossing in the
Township of Hillside requires the extension of Central

Avenue, the construction of an overpass viaduct and a con-
nection from the viaduct to North Broad Street. This
extension requires the acquisition of a real estate office,
and to provide satisfactorily functioning of a "drive-in"
banking window, the small separate "drive-in" structure
gshould be relocated. There is also an engineer's office
established in a small commercial building that may require
relocation depending on the profile and width of the extension
adopted. Accordingly, there has been included an item for
relocation of three businesses estimated to cost a maximum

of $3,000 each., The agreements to purchase these properties
will inoclude relocation costs on a reimbursable basis provided
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each owner or occupant obtains bids from at least three
reputable concerns primarily engaged in the moving business.
The reimbursement would be on the basis of the lowest bid.
Sufficient property will remain on other lands not being
required for the project on which the small businesses can
relocate.

There is included in this application, therefore, request
for funds to cover relocation costs as follows:

Relocation of 3 families at $200 (maximum) $ 600
Relocation of 3 small houses at $3,000

(maximum) 9,000

TOTAL $9, 600
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friuR 2. siLLs ' Htate nf Nem Jeraey

o o CrmAcr DEPARTMENT OF LAW AND PUBLIC SAFETY

LIP A, DONNELLY DIVISION OF LAW

N F. CANNON STATE HIGHWAY DEPARTMENT
Peputy Attorneys General 1035 PARKWAY AVENUE
TRENTON

Housing and Home Financing Agency

h Re Application of )

HIGHT R. G. PALMER, )

ate Highway Commissioner ) State Highway Commissioner's

ir Assistance Under The ) Authority To Act On Behalf

ban Mass Transportation ) Of The State Of New Jersey.
| )

bt of 1964 :

The Legislature of the State of New Jersey enacted a statute

fJ}S.A. 27:1-1 et seq). By the provisions of the law the ''Said
%missioner shall succeed to and exercise all the powers and perform
{1the duties now exercised or performed by the State Highway Department .
%dthe State Highway Commission, or either of them."

Subsequently, the Governor of New Jersey appointed Dwight

;G. Palmer as Sfate Highway Commissioner.  With the advice and consent
{the Senate Mr. Palmer was confirmed and commissioned on April 12, 1954,
ﬁsuch State Highway Commissioner. The.Commissioner has been carrying
Etthe duties of the office since that time.

Chapter 14, Laws of 1959 (N.J.S.A, 27:24-2) created and
J&ﬂﬂished in the State Highway Department a Division of Railroad

;mmportation under the direction and supervision of the State
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Highway Commissioner. The said Division has been functioning since

March 12, 1959.

On May 29, 1964, The Governor of New Jersey abproved
Chapter 88, Laws of 1964, (N.J.S.A. 48:12A-16.1 et seq.) to become
effective Jﬁly 1, 1964. A Statement appended to the Legislative
bill which became Chapter 88 aforesaid, contained the paragraph
following:

"An efficient and healthy transportation
system is necessary for the growth of New
Jersey's economy and the well-being of its
citizens. Commuter rail service is a vital
part of that system and New Jersey has
already responded to the need for its pre-
servation. The public interest now requires
that additional steps be taken to assure the
continuation and improvement of essential
rail passenger service. The flexibility of
action permitted by this legislation, if
supported by adequate appropriations, should
achieve that goal."

N.J.S.A. 48:12-16.11 provides that in addition to other
powers the Commissioner, in order to carry out the objectivés of

Chapter 88, Laws of 1964, may:

% % %

'""(d) Have the power to 'receive and expend
money from any federal or state agency or in-
strumentality and from any private sources, in
addition to the money appropriated by the legis-
lature; and as may be necessary for that purpose
to enter into agreements with any person what-
ever, including but not limited to railroads,
ferry companies, governmental agencies or
political entities;"

% % K
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The New Jersey stétutes cited above, in the opinion of

;ﬂm undersigned, give the State Highway Commissioner of the State

%ﬁ New Jersey full power and authority to participate in the program
%ontemplated by the Urban Mass Transportation Act of 1964, and to
?aﬂér into agreements with the Federal Agency or Agencies in charge

| thereof .

.
\f‘,“/ S ,// R
y ‘. e e / Y /{// Az iy

. 7
Ph111p A, /ﬁonnelly //7
Deputy Attorney General

| (Note: Title 27, Highways is one of the 58 titles of Revised
[ Statutes enacted into law by the Legislature of the State of
iNew Jersey by virtue of the Laws of 1937, Chapter 188.

| Approved December 20, 1937.

The Title of the Act is:

"An Act to establish all the public statute law
of a general nature of the State of New Jersey in the
form of a revision, consolidation and compilation to
be known as the Revised Statutes."

1 Analyses, tables and schedules indicating changes made in
i the statute law since the enactment of the Revised Statutes are
Eprrnted as part of succeeding pamphlet 1aws.

Also, see New Jersey Statutes Annotated )
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SILLS
General Btate nf New Jersey
g MACK DEPARTMENT OF LAW AND PUBLIC SAFETY
JONNELLY DIVISION OF LAW
\NNO.IN S8TATE HIGHWAY DEPARTMENT
torneys General 1035 PARKWAY AVENUE
TRENTON

Housing and Home Financing Agency
Office of the Administrator
Washington, D. C.

Attention: William B. Hurd
Deputy Assistant Administrator -
Transportation

Dear Sirs: Re Application of Dwight R. G. Palmer, State
Highway Commissioner for Assistance Under
The Urban Mass Transportation Act of 1964

There are no legal actions pending against the project
included in the above captioned application, except: o

1) An action instituted in the Superior Court of New
Jersey, Chancery Division: Hudson County, Docket No. C-3136-63,
wherein CITY OF BAYONNE, a municipal corporation of New Jersey,
and MICHAEL F. BONNER, are Plaintiffs, and

DWIGHT R. G. PALMER, COMMISSIONER of the STATE
HIGHWAY DEPARTMENT OF NEW JERSEY;

CENTRAL RATILROAD COMPANY OF 'NEW JERSEY, a cor-
poration of New Jersey; LEHIGH VALLEY RAILROAD, a
corporation of Pennsylvania; PENNSYLVANIA RAILROAD
COMPANY, a corporation of Pennsylvania; JOHN A,
KERVICK, TREASURER of the STATE OF NEW JERSEY:
BOARD OF PUBLIC UTILITY COMMISSIONERS of the STATE
OF NEW JERSEY, an agency of the STATE OF NEW JERSEY:
and ARTHUR J, SILLS, ATTORNEY GENERAL of the STATE
OF NEW JERSEY,

are Defendants.



g & Home Financing Agency, Wash 1 ¢,
hation of Dwight R. G. Palmer 2 4/9/65
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‘ The Plaintiffs sought a temporary restraint against the

| State from proceeding with the project pending final hearing which
i was denied, after a hearing, by the Court. Answers were filed by

. the various defendants and the case is awaiting a Pre-Trial Confer-
- ence before the Court.

] 2) An action instituted in the Superior Court of New

. Jersey, Chancery Division: Union County, Docket No. C-313-64, where-
- in TOWNSHIP OF HILLSIDE, in the County of Union, a municipal cor-

¢ poration, ANTHONY TITTEL, ROSEMARY TITTEL, SIDNEY KLEIMAN and LENA

. KLEIMAN, are Plaintiffs, and ‘

JOHN A, KERVICK, TREASURER of the STATE OF NEW JERSEY:
DWIGHT R.G. PALMER, COMMISSIONER of the STATE HIGHWAY
DEPARTMENT; CENTRAL RATLROAD COMPANY OF NEW JERSEY, a
New Jersey corporation; LEHIGH VALLEY RAILROAD, a
Pennsylvania corporation; PENNSYLVANIA RAILROAD COMPANY,
a corporation of Pennsylvania,

‘are Defendants.

3 Plaintiffs did not press for a temporary restraint probably
i because of its denial in the Bayonne Action. Both -matters have been

. combined into one proceeding, briefs filed by the parties and orally

t argued on March 25, 1965. A decision is expected shortly.

Very trllly yours,
i j‘
2 1 .
el O C/// L) e v {’J/
Philip A. Donnelly
Deputy Attorney General

S
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Letter, Public Service Coordinated
Transport to Commissioner Dwight R. G.
Palmer, March 5, 1965

Let;er, Somerset”Bus Company, February 12,
196

Letter, Tri-State Transportation Committee
to Mr. Kohl dated March 1, 1965

Letter, City of Newark
Letter, Somerset County
Letter, Citizens Highway Committee

Agreement - Jersey Central and Tren sport
Workers Unlon of America

Agreement - Jersey Central and Marlne
Englineers Beneficlal Association

Letter, Pennsylvania Railroad to
Commissioner Dwight R, G. Palmer

Letter, Pennsylvania Railroad to
Division of Railroad Transportation

Chg ter 89 of the New Jersey Laws of
196l.
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f /Z(IM :Mw%ﬁy
Holert & Harpor
 Basidins March 5, 1965

Hon. Dwight R. G. Palmer
Commissioner
State Highway Department
1035 Parkway Avenue
Trenton 25, New Jersey

Dear Commissioner:

I am familiar with the Aldene Plan,
originally announced in 1960, which will permit
the rerouting of Central Railroad of New Jersey
trains via the right-of-way of the Lehigh Valley
to Newark. I understand that applications have
been made to the Housing and Home Finance Agency
for a grant under provisions of the Urban Mass
Transportation Act of 1964 to accomplish certain
phases of the Aldene Plan.,

This Company, through the Division of
Railroad Transportation in your Department, has
been supplied with data of a survey of the Cen- -
tral Railroad's main line patrons based on a
questionnaire returned by some 60% of the passen-
gers using that service on November 7, 1964. I
have studied that data and have concluded that
: while there may be some diversion of bus patrons
f to the proposed improved train service, there
: also will be some diversion from the trains to
the buses.

e R R R I R TR RIS AT U Ee T A T

It is my considered judgment that no
measurable adverse effect on this Company or
its employes will result from the effectuation
of the Aldene Plan.

Sinc f%ly yo

?rs,




EXHIBIT 2
SOMERSET Bus Co.. INC.

BRISTOL ROAD,
MOUNTAINSIDE, N. J.

‘ February 12, 1985
INAL ~ 1082 U. 8. HIGHWAY 22 - MAILING ADDRESS
- TeLePwONE: ADAMe 2.2030 P O. POX 689. WESTFIELD, M. J.

Honorable Dwight R. G. Palmer
Commissioner

New Jersey State Highway Department
1035 Parkway Avenue

Trenton, New Jersey

Dear Commissioner Palmer:

We have followed the development of the Aldene Plan
gince it was first announced in 1960 and understand that construction
necessary to route the Central Railroad Company of New Jersey .
trains to Newark over the Lehigh Valley right-of-way has been
initiated. We also understand that applications have been made to the
Housing and Home Finance Agency for a grant under provisions of the
Urban Transportation Act of 1964 to carry out certain phases of the
Aldene Plan. .

The Division of Railroad Transportation in your Depart-
ment has provided this company with a summary of the survey made of
the Railroad's main line patrons and the answers to questionnaires
returned by over 60% of the passengers included staterhents by 160
boarding stations between Raritan and Roselle that they would change to
motorbus transportation when the rerouting went into effect. It is
apparent from this that we will gain some patronage. On the other hand,
a few of our present bus passengers may be diverted to the trains.

With the facts before us, it would not appear that putting into
effect the rerouting of the Central Railroad Company of New Jersey's
main line service to Newark would have any measurable adverse effect
on Somerset Bus Company or its employees.

Very truly yours,

- S0 ]

BUS CO., Inc.,

. l,’7 (;_ é_(/
- President
FIN:eu




EXHIBIT 3
TRI-STATE TRANSPORTATION COMMITTEE
CONNECTICUT e NEW JERSEY o NEW YORK

100 CHURCH STREET, NEW YORK 7, N. Y.

TELEPHONE WO 4-2002

March 1, 1965

Dear Mr. Kohl:

It is understood that in connection with an application
that the Highway Department, State of New Jérsey, has filed
for a Federal grant under the Urban Transportation Act of
196l; to carry out its Aldene Plan, the views of the Tri-State
Transportation Committee on this project are requested.

The Tri-State Committee has followed the development
of the Aldene Plan and has studied alternatives to it. We
recognize that it is a key to rail consolidation in sectors
of New Jersey served by the Central Rallroad Company and the
5 Pennsylvania Railroad, and not only will the great majority
of Jersey Central rall patrons have more flexibility in rail
travel, but the economics of the suburban service provided

by the Pennsylvanlia, the Jersey Central and PATH should be
improved.

The work of the Tri-State Transportation Committee to
date encourages us to support the Aldene Plan., We have
incorporated this in our tentative proposals for Reglon-wide
rail passenger transportation improvements. This Improvement
must be timed so that the increased capebility of PATH

-services from Newark can serve the edditional passengers
expected, and we are assured that the Port of New York
Authority will be prepared to meet this problem by the end
of this year.

Sincerely,

{

William J. Ronan
Chairman

The Honorable John Kohl
Assistant Administrator
Housing and Home Finance Agency
1500 Massachusetts Avenue
Washington, D. C. 20005

cc: Dr. J. Douglas Carroll, Jr., Tri-State Transportation Comm. -




EXHIBIT L4

CITY OF NEWARK. NEW JERSEY
HUGH J. ADDONIZIO, MAYOR

j TMENT OF ADMINISTRATION ' DIVISION OF CITY PLANNING
. FERDINAND J. BIUNNO GEORGE H. F. OBERLANDER
BUSINESS ADMINISTRATOR February 19, 1 96 5 PLANNING OFFICER

Mr. Herbert A, Thomas, Jr.

‘Director

'Division of Railroad Transportation
- New Jersey State Highway Department
1035 Parkway Avenue

Trenton, New Jersey

Dear Mr., Thomas:

-In reference to our recent conversation, I am pleased to advise
you that the City of Newark whole-~-heartedly supports your depart-
‘ment's Jersey Central Railroad Improvements as expressed in the

- Aldene Plan, ' :

The report on the proposed Master Plan currently before the Newark
Central Planning Board states on page 32 that, "if this proposal

. [The Aldene Plan] becomes a reality, the present .Central of New
 Jersey railroad tracks and the Broad Street station could be aban-
-doned, thus opening up certain areas in the downtown area for new
 development". By rerouting the Jersey Central main line passenger
. service through Newark, such an improvement would provide faster
and direct service to Newark from the Westfield, Plainfield, and
Somerville areas, In addition, faster and more convenient service
'to New York can be provided through the transfer in Newark to

' Pennsylvania Railroad Trains traveling directly 1into Pennsylvania
' Station in Manhattan.,

 The fulfillment of the Aldene Plan would afford considerable im-
. provement of service for passengers to and from Newark, an improve-
‘lent which 1s very much needed in our total rail operation.

?The Aldene Plan, therefore, is directly in conformity with the cur-

-rent Master Plan of the City of Newark, and the City hopes that the
' fulfillment of thils plan can be realized 1n the very near future,

Sincerely yours,

Fora e T B S

iﬁC: Mr, George Haney, Chairman George H.F, Oberlander, A.I.P. -
‘Mayor's Transit Advisory Committee City Planning Officer _
211, CITY HALL. NEWARK, NEW JERSEY 07102 . .. . (AREA CODE 201) MITCHELL 3-6300, EXT. 406

G



EXHIBIT S

COUNTY ADMINISTRATION BUILDING
SoMERVILLE, N. J.

AREA CODE 20Ql ROBERT G.CLARKSON, CHAIRMAN
RA 5-4700 JOHN J, SENESY, Vice CHAIRMAN JOHN H.MCMURRAY
RICHARD LOTHIAN, SECRETARY * HENRY L.FETHERSTON, FREEHOLDER
EUGENE F, HAMPSON WILLIAM W. LANIGAN, FREEHOLDER
W. RUSSELL LAIRD DONALD H. STIRES, CO.ENGINEER

WILLIAM E. ROACH. JR.,PLANNING DIRECTOR

February 23, 1965

The fdonorable Dwight R. G. Palmer
Commissioner, New Jersey State Highway Dept.
1035 Parkway Avenue

Trenton, New Jersey

i Dear Commissioner Palmer:

The following statement regarding New Jersey's applica-
f\tion for a Federal Mass Transportation Grant in conjunction with
. the Aldene Plan has been reviewed and approved by the Chairman

L of the County Planning Board's Transportation Committee, Mr. John
o J. Senesy.

"The County Planning Board has authorized its Transporta-
L tion Committee to investigate the possibilities-Of stimulating

l improved rail serxrvice in the County, particularly in view of the
provisions in the 'Urban Mass Transportation Act of 1964'. Our

. interests include the Erie-TLaclkawanna, Pennsylvania, Reading, and

' the Jersey Central Railroads. Of immediate concern is theée need

i to enact a program includiny additional trains, faster schedules,
 lower fares, and improved station facilities in conjunction with

i the completion of the Aldene Plan. ‘

Of great importance is the fac£ that Route 22, serving
t the same commuter-shed as the Jersey Central, has been congested
gto capacity at the peak commutation hours for years. With the
ﬁalignment of '‘new Route 22' (I-73) still unresolved through the
t City of Newark, there is little likelihood this arterial will be
b available before 1970. And then, if State Highway Department

L traffic projections are realized, I-78 will be at capacity in
1975."

We realize that the Aldene Plan is a first and absolutely
t necessary step to an overall program f£or improvement of service on
i the New Jersey Central Railroad. We firmly endorse this £first



Commissioner Dwight R. G. Palmer February 23, 1965

;’step and call upon the State to develop a program foxr improved rail
| service to coincide with the completion of the Aldene project. We
. would be most interested in cooperating in planning for station
improvements, which we understand the State is now considering.

In the course of studies for a County Transportation Plan we have
given this matter considerable attention.

i

Very  truly yours,

ille

William E. Roach, Jr.
Planning Director

WER/ss



e

EXHIBIT 6

February 22, 1965

ion. Dwight R. G. Palmer, Commissioner
New Jersey State Highway Department
Wost Trenton, New Jorsey

Door Commissionert

' Now that Foderal transit grants are beginning to be made,
wo are hopeful. that the New Jersey projects for which your Railroad
Trensportation Division has made application will receive early
approval.

As you know, the New Jersey Cltlzens lighway Committee
supported the Urban Mass Transportation leglslation because we
beiieved 1t to be absolutely essential to the achievement of
baj.anced commuter transportation in the New York-Northern lew

" Jersey and Philadelphia-Southern New Jersey areas.

flush hour highway traffic on those metropolitan erterics
is now 30 congested that a furthor shift from rail to rubbexr would
invite absolute trafiie chaos with devastating economic consequerces
to New Jerasaye.

Sincerely yours,
i ‘ '

J« Anton Hagios
Executive Director




: EXH
AGREEMENT IBIT 7

Betwesan
THE CENTRAL RATLROAD COMPANY OF NEW JERSEY
and
TRANSPORT WORKERS UNION Or AMERICA
RAILROAD DIVISION, LOCAL 1463

In settlement and disposition of request of May 20, 1963 by

fransport Workers Union of America, Railroad Division, Looal 1463, to
@megotiate a severance pay agreement for the employes we represent in
$ihe Ferry Service". IT IS AGREED:

; 1. On the effective date of the abandonment of said ferry
Jorvice between Jersey City, New Jersey and New York, New York, because
3f the passenger train service of the Central Railroad Company of New
flersey being rerouted in accordance with the Aldene Plan, ferry service
¥rmployes retaining an active employe relationship under the scope of the
B.W.U, agreement with the Carrier, whose names appear on the rosters, will
Wresign and in lieu of any and all other benefits, except as prov1ded in
Rraragraph 6 hereof, and as a complete and final settlement, accept in a
glump sum a separation allowance earned in accordance with the following
Michedule:

Length of Service Separation Allowance
1 year and less than 2 years 3 months! pay
2 years and less than 3 years 6 months! pay
3 years and less than 5 years 9 months' pay
5 years and over 12 months'! pay
Less than 1 year 5 days!' pay, at rate of

p031t10n last occupied, for each
month in which they performed ferry
service.

a2 The lump sum separation allowance payments will be made in threse
#qual installments. The first installment will be paid within 30 days of
Whe effective date of abandonment. Each subsequent installment will be
HWade at successive six-month intervals thereafter unless the Carrier's
Biinancial structure is such that earlier payments can be made, in which
Wvent the Carrier will have the right to do so.

- | 2. (a) If there are any reductions in the number of ferry crews
#hrior to the date of abandonment of the ferry service, resulting from the
@rorouting of passenger train service of The Central Railroad Company of
Miew Jersey in accordance with the Aldene Plan, the active ferry service
gmployes who are at that time adversely affected will have the option of
sxercising their seniority to other positions in the Carrier's ferry
forvice in compliance with effective agreement, or will resign within ten
Blays of the date adversely affected and receive a lump sum separation
Wllowance as provided in Paragraph 1 hereof. Employes resigning in accord-
ince with this paragraph will be subject to all of the provisions of this
igreement that are applicable to employes that resign to accept a lump

jum separation allowance.



] (b) Adversely affected employes as contemplatéd in Para-
graph 2 (a) who exercise their sensorlty tc other positions in the Carrierts
rry service and who after the exercise of their seniority rights to the
jghest compensation position they can hold based on their seniority, and

ho receive less compensation than the compensation received in the po-

ition from which displaced, will be paid a monthly displacement allowance
ual to the difference between the monthly compensation received in the
Bsition in which retained and the monthly compensation received in the
hsition from which displaced; the latter compensation to be determined

p the following manner:

Compute the total compensation received by the employe in
ferry service during the last twelve months in which he performs
service immediately preceding the date he becomes adversely affected
and divide by 12.

(¢) The period during which the protection outlined in
iragraph 2 (b) is to be given shall extend from the date on which the
@ploye is first adversely affected to the expiration of four years, pro-
Wided further that such protection shall not continue for a longer period
i':n the period during which such employe has been in the employ of the
prrier in its ferry service prior to the effective date of his first
Ping adversely affected in ferry service.

] (d) The provisions of Paragraphs 2 (b) and 2 (c¢) will not
: mly to employes:

I - Leaving the service of the Carrisr dus to resigna-
tion, retirement, death, or dismissal for justifi-
able caugse;

IT - To the extent of time lost because of voluntary
absence;
III - After reaching their 65th birthday.

(e) The displacement allowance compensation received in the

f;mllcation of Paragraphs 2 (b) and 2 (¢) will be deducted from the lump
| separation allowance provided in Paragraph 1 when ferry service is

: 3. In the application of Paragraphs 1 and 2 (a), employes who are

tthat time 6l years of age or over shall receive a separation allowance
3 provided therein, with the exception that no such employe shall receive
B allowance in excess of the months to his 65th birthday.

- li. In the computation of "length of service" of each employe for
W purposes of this agreement service credit will commence with the date
B individual re-entered The Central Railroad Company of New Jersey ferry
@rvice in those cases where there has been a break in the continuity of

, uemploye's service by reason of dismissal, resignation, or any other
@boson, Service credit will be allowed for any calendar month in which
e employe performed compensated service, whether for one day or more
Mo one day, and twelve such calendar months will be counted as one year.
@ an employe did not perform any service during a calendar month, and

M5 not on the payroll for at least one day in a calendar month, such
$&:londar month will not be counted.



4 5. In the computation of "separation allowance", as provided in
foeragraph 1, a "month's pay" shall be computed by multiplying by thirty

ghe daily rate of pay received by the employe in the position last occupied
In ferry service immediately preceding the date he is entitled to such
faparation allowance as provided in Paragraphs 1 and 2 (a).

6. Employes who resign under the provisions of Paragraphs 1 and
¥ (a) shall be granted full vacation pay earned up to the time they leave
ghe service including pay for vacation earned in the preceding year and
Jot yet granted, and the vacation for the succeeding year if the employe has
 Jualified therefore under the effective vacation agreement.

i | 7. In the event any employe covered by this agreement should die
following the effective date of his resignation as contemplated in Para-
$raphs 1 and 2 (a) and prior to receiving his lump sum separation allowance
#s provided in Paragraphs 1 and 2 (a) such allowance will only be paid to
ghe deceased employe's surviving widow or dependent minor child or children,
4f any.

1 8. Any dispute as to the application or interpretation of this
fereement shall be subject to the provisions of Article 23 of agreement
§ifective January 1, 1956,

JRANSPORTATION WORKERS UNION OF AMERICA, THE CENTRAL_RAILROAD COMPANY
4RAILROAD DIVISION, LOCAL 1463, AFL-CIO: OF NEW JERSEY:

$§/ 7. V. Fliynn S/ J. A. Graddock
gnt'l. Rep. Vice President & General Manager

§/ Henry Hengartner
gecutive Socretary

%ﬂ/ A, Markowitz
gommltteeman

§/. V. Lightfoot
Fomitteeman

?ﬁgned at Jersey City, N. J.
his 6th day of April, 1964




EXHIBIT 8

AGREEMENT
Botwesn
THE CENTRAL RATILROAD COMPANY OF NEW JERSEY
and
MARINE ENGINEERS'!. BENEFICTIAL ASSOCIATION
DISTRICT 1, RAILWAY DIVISION

1 In settlement and disposition of request of March 16, 196l,
%y MEBA, District 1, Railway Division, to negotiate a "severance pay
fegresment for the employes we represent in Ferry Service'", IT IS AGREED:

4 1. On the effective date of the abandonment of said ferry service
Between Jersey City, New Jersey and New York, New York, because of the
fhassenger train service of The Central Railroad Company of New Jersey
fheing rerouted in accordance with the Aldene Plan, ferry service engineers
Mretaining an active employe relationship under the scope of the MEBA
Fgreement with the Carrier, whose names appear on the rosters, will
gresign and in lieu of any and all other benefits, except as provided in
eragraph 6 hereof, and as a complete and final settlement, accept in a
Jlump sum a separation allowance earned in accordance with the following
Mchedule:

Length of Service : Separation Allowance
1l year and less than 2 years 3 months' pay
2 years and less than 3 years 6 months' pay
3 years and less than 5 years 9 months' pay
5 years and over 12 motiths' pay
Less than 1 year 5 days! pay, at rate of

p031tion last occupied, for each
month in which they performed ferry
service.

3 The lump sumseparation allowance payments will be made in three
qual installments. The first installment will be paid within 30 days of
@he effective date of abandonment. Each subsequent installment will be
Wede at successive six-month intervals thereafter unless the Carrier's
Winancial structure is such that earlier payments can be made, in which
gvent the Carrier will have the right to do so.

- 2. (a) If there are any reductions in the number of ferry crews
Srior to the date of abandonment of the ferry service, resulting from the
@erouting of passenger train service of the Central Railroad Company of

i fow Jersey in accordance with the Aldene Plan, the active ferry service
#ngineers who are at that time adversely affected will have the option of
$xercising their seniority to other positions in the Carrier's ferry service
Sin compliance with effective agreement, or will resign within ten days of
@he date adversely affected and receive a lump sum separation allowance

s provided in Paragraph 1 hereof. Engineers resigning in accordance

Aith this paragraph will be subject to all of the provisions of this
Wpreement that are applicable to engineers that resign to accept a lump

$um separation allowance.



-
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(b) Adversely affected employes as contemplated in Para-

aph 2 (a) who exercise their senlorlty to other positions in the Carrier's

;wry service and who after the exercise of their seniority rights to the

ighest compensation position they can hold based on their sgeniority, and

o receive less compensation than the compensation received in the po-
Mition from which displaced, will be paid a monthly displacement allowance
‘Sual to the difference between the monthly compensation received in the
‘Msition in which retained and the monthly compensation received in the
Wsition. from which displaced; the latter compensation to be determined
‘3l the following manner:

: Compute the total compensation received by the employe in

S foerry service during the last twelve months in which he performed
2 sorvice immediately preceding the date he becomes adversely affected
 and divide by 12.

(¢) The period during which the protection outlined in
'wagraph 2 (b) is to be given shall extend from the date on which the
gineer is first adversely affected to the expiration of four years,
mvided further that such protection shall not continue for a longer
briod than the period during which such employe has been in the employ
f the Carrier in its ferry service prior to the effective date of his
irst being adversely affected in ferry service.

. (d) The provisions of Paragraphs 2 (b) and 2(c) will not
mly to engineers:

I - Leaving the service of the Carrier due to resig-
nation, retirement, death, or dismissal for
justifiable cause;

IT - To the extent of time lost because of voluntary
. absence;
E IITI - After reaching their 65th birthday.

(e) The displacement allowance compensation recelved in the
,mllcatlon of Paragraphs 2 (b) and 2 (c¢) will be deducted from the lump

,é im separation allowance provided in Paragraph 1 when ferry service is
‘andoned.

3. In the application of Paragraphs 1 and 2 (a), engineers
ho are at that time 6l years of age or over shall recelve a separation
llowance as provided thereln, W1th the exception that no such engineer
mll receive an allowance in excess of the months to his 65th blrthday.

A L. In the computation of "length of service" of each employe for
4o purposes of this agreement service credit will commence with the date

e individual re-entered The Central Railroad Company of New Jersey ferry
brvice in those cases where there has been a break in the continuity of
nemplove's gervice by reason of dismissal, resignation, or any other
bason, Service credit will be allowed for any calendar month in which the
@1ove performed compensated service, whether for one day or wmore than one
iy, and twelve such calendar months will be counted as one year. If an
uﬂoye did not perform any service during a calendar month, and was not

h the payroll for at least one day in a calendar month, such calendar

inth will not be counted.




] 5. In the computation of "separation allowance',.as provided
E Paragraph 1, a "month!s pay” shall be computed by*mulf:plying by
$irty the daily rate of pay earned by the employe in the position last
ccupied in ferry service immediately preceding the date he is entitled
 such separation allowance as provided in Paragraphs 1 and 2 (a).

3 6. Employes who resign under the provisions of Paragraphs 1 and
§(a) shall be granted full vacationpay earned up to the time they leave
fe service, including pay for vacation earned in the preceding year and
ot yot granted, and the vacation for the succeeding year if the employe
ps gqualified therefore under the effective vacation agreement.

7« In the event any employe covered by this agreement should die
0llowing the effective date of his resignation as contemplated in Para-

graphs 1 and 2 (a) and prior to receiving his lump sum separation allow-

$ce as provided in Parawraphs 1 and 2 (a) such allowance will only be paid tc
ge deceased employe's surviving widow or dependent minor child or children,

¥ any.

8. Any dispute as to the application or interpretation of this
&reement shall be subject to the provisions of the grievance procedure
§ the applicable Agreement between tho M. E. B. A, Dist. #1 and the
;}rrler.

INE ENGINEERS" BENEFICIAL ASSOCIATION THE, GENTRAL RATILROAD COMPANY
DISTRICT 1, RAITLWAY DIVISION: OF NEW JERSEY:
¥ Dpavid J. Lytle s/ J. A. Craddock

General Chalrman Vice President & General Manaﬂer



ey EXHIBIT 9

T PIHNNSYILYANLA RR IR AL AN COMIPPANY

SPRECIAL SERYICKS DEPARTMENT

March 3, 1965

J. D. MORRIS
DIRECTOR
PHILADELPHIA 4, PA,

REPLY TO

Six Penn Center Plaza

Mr. Dwight R. G. Palmer, Commissioner
New Jersey State Highway Department
1035 pParkway Avenue

Trenton 25, New Jersey

Dear Commissioner:

Although the Pennsylvania Railroad does not
consider that any portion of the "Aldene Plan" involves
a "coordination" as that term is defined in the
Washington Agreement and that, therefore, the Washington
Agreement is not applicable, we are nevertheless willing
to provide job protection benefits as provided in
Sections 6 through 9 of the Washington Agreement to any
of the employees of the Pennsylvania Railroad who might
be adversely affected by the "Aldene Plan."

Very truly yours, SWWVAJ



EXHIBIT 10

TeE PIENNSYLVANIA IRARTIROGAD COMPANY

SPRECIAN. SERVICEKS DEPARTMENT

March 11, 1965

J. D. MORRIS
DIRECTOR REPLY TO

| PHILADELPHIA 4. PA.

Six Pennh Center Plaza

Mr. Herbert A. Thomas, Jr., Director
Division of Railroad Transportation
New Jersey State Highway Department
1035 parkway Avenue

Trenton 25, N. J.

Dear Mr. Thomas:

In accordance with the request by the Department
of Labor at the January 22 meeting, concerning the number of
employees who might be adversely affected by the granting of
trackage rights to the Jersey Central for operations in
connection with the "Aldene Plan", it is contemplated that
train and engine crews would be the only personnel adversely
affected, with the following probable reductions:

Position . DESat & Sun Saturday Sunday
Conductors 3 3 2
Trainmen 6 6 4
Enginemen
Electric loco 1 3 2
Diesel loco ' 3 3 2
Enginemen Helper
Electric loco 1 3 2
Diesel loco 3 '3 2

Cordially, CM//



EXHIBIT 11

Chapter 89, L. 196}

'AN Acr concerning railroad ca}‘;ital facilities, supplementing ‘“An act to sup-
plement ‘An act concerning passenger railroad and ferry service required -
for the convenience and necessity of the people of New Jersey, and provid- -
ing for the continuation and improvement of passenger service on a con-
tractual basis and for the cost and expense thereof,” approved June 22,
1960 (P. L. 1960, c. 66), aé said title was amended by chapter 1, P. L. 1962,
and making an appropriation therefor,”” approved December 10, 1962 (P. L.

1962, c. 191), and making an appropriation therefor.

1 BE 1T ENACTED by the Senate and General Assembly of the State of New
| 2 Jersey:
1 1. (a) In connection with the improvement to capital facilities authorized
2 by chapter 191, P. L. 1962 to be undertaken by the Division of Railroad
3 Transportation in the State Highway Department, the State Highway i)e-
4 partment is hereby authorized to undertake, directly or by tontract, the en-
5 tire expense of eliminating or relocating such highway and railroad cross-
6 ings at grade as shall be necessary or desirable to carry out the purposes of
7 said chapter 191.
8 (b) To carry out the purpose of this act, the State Highway Department
9 may expend such funds as are appropriated herein or otherwise provided for
10 this purpose by law which funds shall be in ad(dition to any funds heretofore
11 authorized and appropriated to meet the public share of the cost of the im-

12 provements to capital facilities by chapter 191, P. L. 1962.

1 2. There is hereby appropriated from tile sum_previousii; aﬁpropriaf;d
2 to the State Highway Departmenf in its capital construction account for

. 8 grade crossing elimination, notwithstanding any existing allocation of such
"4 ;sums, so much as éhéll be 'required to carry out the provisions of this act.

1 3. This act shall take effect immediately.



