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Good morning Chairman Diegnan, Chairman Benson and

Members of the Committees. Thank you for the invitation to speak to you today

about New Jersey Transit.

As Chair of the Boafd of Directors, I share the concerns that have been expressed
by many about the current operation of New Jersey Transit. And let me be clear,
the Governor has every intention of delivering on his commitment to.return New
Jersey Transit to the standard of excellence New J erséy commuters deserve.
That said, the message has been equally clear that this transfoﬁnation will take
time. Undoing the damége that has been done by almost a decade of neglect

cannot be corrected in 213 days.
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The single, most critical mission at New Jersey Transit is to complete the
installation of positive train control. More than 7 years has elapsed since New
Jersey Transit awarded that installation contract and only in the past seven months.
has there been significant progress towards its completioﬁ. It lacked leadership.
Maintaining a standard of on-time performance has suffered as the result of
inefficient processes as. simple as maintaining a sufficient parts inventory to ensure

timely repair of train cars. It lacked leadership.

The management of staff turnover through retirement and normal a‘ttrition was
non-existent. Antiquated methods of attracting, training and motivatiﬁg those who
run the system has rendered the agency without a pipeline of new train operators
and others critical to runming our business. It lacked leadership.

New Jersey Transit is é long lead time agency in both major asset categories —
human capital and equipment. I am happy to advise that the staff is actively
engaged in the procuremént of both train cars and buses to serve our riders in both

the reliability and cleanliness categories.

The human capital management is in need of triage. At the Governor’s direction, I
have met with the commissioners of education, higher education and labor to

léunch a tr.aining program at the vocational/technical and community college level
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to both formalize and givé proper attention to the need for a consistent pool of train
operators, mechanics and electricians. The need for these skills is no different
from the need for licensed practical nurses, firefighters or medical techm'cians..
New Jerseyans rely on the mass transit system and being able to staff it properly
and have a pipeline to future talent is our responsibility. Leveraging the power of

these departments will result in focused attention on developing these critical

skills.

With only 213 days under our belts, I believe we are on a trajectory towards
success with a budget approved, the focused attention of the Governor’s Cabinet
coﬁﬁng together to solve the state’s most pressing customer facing issués, and the
leadership at New Jersey Transit that is committed to successful implementation of
the Governor’s vision. My request of you is support. Support for the efforts of all
involved to bring the agency to national prominence. It will be a success we can

share in together.



Testimony of Kevin Corbett
Executive Director, NJ TRANSIT
Joint Legislative Oversight Committee
August 16, 2018

Good morning, Chairman Diegan, Chairman Benson, and
members of the Committees. Thank you for providing this
opportunity to speak today.

As a Iong-time commuter on the Morris & Essex Line, which | still
ride every day, I've experienced the frustrations along with our
customers recently and over the years.

The issues we're faced with today, particularly the inattentiveness
to implementing Positive Train Control (PTC) and staffing and
recruiting locomotive engineers — which I'll speak to in a moment
— were years in the making.

I'd like to begin by setting the stage for you so you have an
understanding of just how this perfect storm we find ourselves in
was created.

But | have to be honest, if anything, | UNDER-estimated the state
of affairs at the agency when | arrived.

And, unfortunately, there’s no magic wand or silver bullet that
addresses these issues overnight. But we've set a course to turn
this ship around, and, while it will take time, we are making
progress.
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Let me be clear, this isn’t about making excuses — it's about
explaining how we got here and, more importantly, what we’re
doing to fix it.

So, let's take a look back over the past eight years.
The PTC program was simply languishing.

NJ TRANSIT entered into a contract in 2011 with our vendor for
vehicle equipment installation to be complete by 2015.

Yet — by the end of 2017 — they had finished equpmg just 35
locomotives and cab cars in all that time..

Up until 2014 — NJ TRANSIT had just a single full time employee
assigned to PTC. From 2014 to 2016 there were only four
employees assigned full time to the project.

This was not nearly enough to meet a mission critical Federal
deadline.

When | came to NJ TRANSIT — the program was at just 12-
percent completion.

We’re now at more than 58-percent.

But although we’ve made progress, we are still fighting that
legacy of being way behind in the implementation of Postive Train
Control — PTC — and of replenishing the ranks of locomotive
engineers.

The confluence of these two challenges has resulted in a large
number of recent train cancellations that | know have had a
significant impact on our customers
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With respect to locomotive engineers - recruiting, retention,

training and staffing has been ignored for years

From 2010 through 2017 there were only 11 engineer training

classes.

In 2009, those who were trained were furloughed for budget

reasons.

In 2010 there were no locomotive engineer training classes at all.

Between 2011 and 2017, there were several years with just one

class scheduled — no more than two classes in any one year.

Since that time, we’ve experienced a net loss of 57 engineers.
That number will remain at a net loss of 48 engineers with the
addition of 9 new graduating engineers that will be in service

tomorrow.

Now we have to make up for an eight-year period where we lost
significantly more engineers than we hired.

NJ TRANSIT was clearly not keeping up with the rate of attrition.

Again, I'm outlining these issues so you have the history of how
we got here.



| believe that times of great challenge are also times of great
opportunity.

When | came to NJ TRANSIT — | knew we’d be rolling up our
sleeves to turn things around.

That process has already begun.
We’ve advanced our PTC program from 12-percent to 58-percent.

As of Friday, August 3rd, we have gotten 100 locomotives and
cab cars PTC-equipped.

We have 69 percent of all required wayside antennas, radios, and
other equipment installed on the railroad rights-of-way. That's up
from 39 percent on March 31, 2018.

And we’ve trained 90 percent of all the engineers, signal
technicians and others who need to be PTC-trained. That's up
from 21 percent on March 31, 2018.

We've accomplished more in the last 6 months, than in the
previous 6 years

While we’re pleased with the progress, there is much, much more
to do. Failure to meet our required numbers by December 315t is
NOT an option.



Make no mistake; there are serious consequences to NJ
TRANSIT if we do not achieve these goals — such as restrictions
on our ability to operate on Amtrak’s Northeast Corridor and/or
FRA daily fines.

So --we continue working with the FRA to meet the milestones
still in front of us.

This effort requires cycling locomotives and cab control cars
throughout the system to our two installation facilities, then on to
testing at other locations, and then back into service.

This complex logistical ballet reduces the vehicles available for
service. And it means some of the already-depleted engineering
force must be dedicated to PTC car movements.

Those sorts of constraints have forced us to make some hard
decisions. We've adjusted train schedules throughout the rail lines
to free up equipment for PTC installation.

That includes the coming temporary suspension of service on the
Atlantic City Rail Line. | want to be clear that this is a temporary
suspension! It is to allow installation of PTC equipment on the
Line’s locomotives and cab cars, but also all the wayside
antennas, transponders and other equipment on the right-of-way.

To date, there has been no PTC work done on the Atlantic City
Rail Line, which is why we’ve been left with no option but to
suspend service on the line, given the short time we have left to
meet our Federally-mandated milestones before the end of the
year.
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Concurrently, we’ll also be replacing a section of rail that needs to
be done and can be timed with the PTC installation

When PTC installation is complete, we will resume service on the
Atlantic City Line.

We also plan to spend a day at stations along the Atlantic City
Rail Line this Monday to talk to customers in person. Myself and
senior and executive staff will be at the Atlantic City Rail Terminal
from 8am — 11:30am; and Lindenwold Station from 3:30pm —
6:30pm |

We will follow that up with a visit to Philadelphia 30" St. Station
the next day, Tuesday, August 21t from 3pm — 6pm.

While we are driving PTC installation forward, we’re also taking
meaningful steps to address the locomotive engineer shortage.

But as I've said -- this will not happen overnight.

The training of a locomotive engineer takes approximately 20
months to complete.

We have a class just finishing up this week and those nine new
engineers will provide much needed relief.

Moving forward — we’re conducting four training classes per year
— with staggered graduation dates to keep up with and exceed the
rate of attrition to erase the deficit we'’re in.

We’'re incentivizing current conductors to become engineers. By
doing this, we can leverage their experience on the railroad and
accelerate their engineer training to less than a year.
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We have submitted a letter to the Employee Residency Review
Committee for an exemption to the residency requirement for
certain employees in critical operations positions like, engineers,
conductors, mechanics, electricians and bus operators.

We have Rail facilities in New York and Pennsylvania, and
despite the interest from these two areas, we’re unable to
successfully recruit out-of-state residents.

Expanding the applicant pool to staff these critical positions would
have a meaningful impact on the recruiting process.

We're also bringing in rail consultants to assess our training
curriculum in an effort to streamline the program and look for
efficiencies to reduce the length of time it takes — while still
remaining FRA compliant.

While we look to advance these measures to compress the
program — we will not compromise our high safety standards
when it comes to training new engineers. Whether it's during our
PTC installation or our engineer training — NJ TRANSIT remains a
safe railroad.

And — we will maintain our commitment to safety as our top
priority now — and in the future.

In addition to safety, we’'re committed to doing better in the other
areas that are completely within our control.

One of those areas where | believe we can make a big difference
right now is through improved communications.
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We’ve unified our operations communications groups into a
central location in our state-of-the-art Emergency Operations
Center.

This is the “war-room” atmosphere and approach that the
Governor mentioned last week.

By centralizing our operations communications and combining it
with our social media team in one room — we believe this will
streamline the communications process in both getting messages
to customers as well as from them through social media.

We know this system works as it has proven itself in the past.

We only have to look back at last summer to the Amtrak track
outages in Penn Station New York.

And within my first few weeks on the job, | saw this work first hand
during a barrage of snow storms.

This focus on improved communications has also led us to
becoming more proactive.

We’ve begun to alert customers the night before — when we know
certain trains will be cancelled the next morning due to PTC
equipment availability -- to give customers as much notice as
possible of service changes.

Arming customers with the necessary information, with ample
advanced notice, allows them to make an informed decision about
their commuting options that best suits their work/life
circumstances
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Unfortunately, this is not an exact science as we are always
looking to maximize the number of trains we can run in the
interest of serving our customers — sometimes that means making
adjustments in employee and equipment assignments up until the
last minute.

We look forward to continuing to find improvements and making
refinements in the ways we communicate with our customers.

While it may not be perfect all of the time, we believe this “war —
room” structure will allow for better a more timely notifications and
communication

Chairmen and members of the Committee. Thank you for
providing me the opportunity to discuss these matters with you
today.

Now | am happy to take your questions.
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LACKAWANNA COALITION STATEMENT FOR LEGISLATIVE HEARING 8-16-18

T am David Peter Alan. Ilive and practice law in South Orange. Iappear today as Chair of the
Lackawanna Coalition, which began on the Morris & Essex Line and advocates for better service on NJ
Transit on behalf of the riders and their communities, and has done so since 1979.

I have been riding on the Morris & Essex rail line and other local transit since long before then,
and I can tell you that in my experience, our transit has never been less reliable. For the first time, we
never know whether or not a particular train will run, because so many of them are annulled or
canceled, often without any advance notice. For commuters, this means waiting for an overcrowded
train to the office, getting there late, and risking the consequences on the job that result from arriving
late. For those of us who depend on transit for all of our mobility, the damage is much worse. On
week-ends, these annulments have forced us to endure gaps of two, three or even four hours between

_ trains; long enough to frustrate our plans for the entire day. This interferes with our lives to a degree
that is absolutely intolerable.

The Murphy administration, including incumbent management, has blamed the former Christie
administration and its anti-transit policies for the difficulties that its riders face. I do not dispute that,
but the Murphy administration has been in office for seven months and has continued or exacerbated
the failed Christie policies in the areas of employee relations, cap1ta1 projects management, rail service
planning and customer communications.

Even before Gov. Murphy took office, his transition chief ordered the forced resignations of
some NJ Transit managers and secretaries; an order that was never rescinded. Employee morale
plummeted Executive Director Kevin Corbett blamed the current engineer shortage on engineers

“playing hooky”; an assertion that certainly does not help the agency attract dedicated employees.

The requirement for Positive Train Control (PTC) first came from Congress ten years ago.
Even with a strict deadline coming at the end of this year, incumbent management has been so slow to
install the new system that they are cutting service to make equipment available. That is why they are
eliminating the Atlantic City Rail Line and cutting service on the Raritan Valley Line after Labor Day
without public hearings; a move that we believe violates N.J.S.4. §27:25-8(d), which does not
distinguish between temporary and permanent service eliminations in requiring notice and hearings.

Management missed an opportunity to alleviate the situation this summer, when they could have
consolidated peak-period trains because ridership is lighter in the summer, thereby accommodating
commuters on fewer trains while making more equipment available for conversion. This would have
reduced the number of engineers needed, which would have substantially reduced or eliminated the
current rash of train annulments. The opportunity they missed could cost riders dearly this fall.

Management has also kept their customers in the dark until trains are almost due at the station;
- hours afier they are actually annulled. This disrupts our lives, whether we commute or, especially, if
we depend on transit. ‘We saw advance notice of a few annultments earlier this week, but much more
improvement is needed. '

This management has demonstrated a disrespect for its riders, its employees, and the law. In
addition to the issues I have mentioned, they placed two major items onto Board agendas without
giving us notice or the opportunity to be heard, in violation of the Open Public Meetings Act, N.J.5.4.
§10:4-9(a). At the Board meeting last Wednesday, my colleague, Joe Clift, asked which Board
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members came on transit. None raised their hands. I asked the same questions ten years ago, with the
same result.

Our under-performing transit is not a partisan issue. NJ Transit's problems are systemic, and the
fault lies with both parties, including the current administration, and you legislators. The NT Transit
Board was and still is a rubber stamp, which went for more than twelve years, including most of the
Christie administration, agreeing unanimously with management on every issue. In 38 years, the Board
only voted against management twice, in 1995 and 1996. If this is proper governance, I can't imagine
what is not.

We riders do not have a single scat on that Board. My own Assemblyman, John McKeon asked
me for language for non-political appointment of rider-representatives. T submitted it to him, and I
never heard from him again. Neither of the current bills, A-1241 or S-630, do anything to reform NJ
Transit; they only add more political patronage to an ineffective Board. They will do pothing to
advance the cause of better transit for the riders, so we oppose them. If you are willing to change those
bills and allow us to have genuine representatives, including persons like me who depend on transit for
all of our mobility, it would be a huge step in the right direction. As an example, I have submitted my
own credentials. Tunderstand that there are two seats open, and Gov. Murphy can appoint two transi-
dependent rider-representatives now, if he so chooses. A transit board with no riders, and especially no
transit-dependent persons, makes as much sense as a highway Board without a single motorist.

We can't say much about specific solutions to NJ Transit's current woes, because we are not told
enough to assist in making decisions about solving them. That would require seats at the table, which
you continue to deny us in the new proposed legislation. If you're not at the table, you're on the menu,
and we transit riders are sick and tired of being on the menu.

Gl Gl

DAVID PETER ALAN

South Orange, N.J. 07079
(personal cell phone)
(personal e-mail)

Chair, Lackawanna Coalition
Box 283

Millburn, N.J. 07041
www.lackawannacoalition.org

LIST OF EXHIBITS

Exhibit A: David Peter Alan: OpEd column from Star-Ledger, January 18, 2018 at 30, cols. 1-2
Exhibit B: Lackawanna Coalition Statement to NJ Transit Board, August 8, 2018

Exhibit C: Analysis of current failures at NJT by Coalition member Joseph M. Clift, August 14, 2018
Exhibit D: Lackawanna Coalition “Talking Points” document for legislative campaign, March, 2018
Exhibit E: Memorandum to Asm. John McKeon and other legisiative leaders, March 22, 2018
Exhibit F: David Peter Alan Transportation Advocacy Credentials

Exhibit G: Current issue of Ratlgram for July-August, 2013

Exhibit H: May-June, 2018 issue of Railgrom

Exhibit J: March-April, 2018 issue of Railgram

Exhibit K: January-February, 2018 issue of Railgram
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PavidPeter Alan GudsChlmmmist

Lhave been & fraquent rider on NI Transit throughout
its 39-year history and 4 citizen-advocate for 33 of those
years, and I have seen the agenty go downhill firsthand.
Gav, Phil Murphy repeatedly criticized NJT and the serv-
lee it hes provided v its viders Jately. Fe bas riphtTy blamed

the policles of the Chistie administration, ineluding alack.

of funding. . . . . .
Citizen advoeates have made the same compladns for

years, and we were hopefil that s new governor wonid ~.

make meaningiu®, posttive réforms. However, we cannot
agree with Murphy’s initial acticn befars he toak office:
firing innocent employees who did not cause the agency’s
internal woes orthe difficulties that riders Tacedadly.
Part of the Murphy plan is o five efiployees who were

Christie patronage appointments. Star-Ledger reparter

Larcy Higes and reparters for other media otitlets named
some-of them last month. We knowwho they are, 100. ithe
new adrainistration wants to Tse appropiiate legal means

Lastwedialirings, iowevet, liear notrésémblance toany’
suchlegal method. A rnmber of RIT emplovees were given
“Tesign-or-glse” letters om exders Tram the Muorphy trangs-
ticn weam - not the same Kst of hangers-on of which we
read, s also emnployees who have given Toog and distin-
guishec service to the agency, inthifing some whopever
had policymaking anthority, This was not the seandard
Hiousecledning ofa new administration, but executive over-
reach into-the funer workings of en-agency designed by
statuie to be independent o state goverpment. -

The Transportation Act of 1978 thartered NF Transit,
speaigically establishing it as g corporation independent of
the New Jersey Department-of Transpirtation, wiich pre-
viously had direct authoriey over the state’s transii; NIT
is not astate agéncy under Fhe direct contyol of the gover-

" nok Yostead, it is anindependent body, withits own Board

of directors, and its opn rules and piodedures: The gover-
nox has influence 22 NIT and appoits the mémbers to the
board, but thestatute dozs not allow the governorto micro-
manage the agency through such decisions as hiving and
firing erzployees. .. . . L.
- Despite this legaily mandated separation, 7 pitinber of
TT emplovees were given. ultimaram Ietters, onorders
from the Murphy transition team, throagh the office of
NJT’s depariing exscutive direstor. They should ot have

Viihinattng ok périciioed and
dedicated managers would wipe
out institutional lf_:ﬁaw'f:edgfe har
 enabled N Fransit fo strvive .
yearsof aizaseamiﬁé'gﬁ@ '
been meféedﬁiggiﬁngupﬂzei:jabs. R

The MAnAEETS @ issue joined NIT before 51‘::?53&3 took
office, so they atk tlesrly not his protégés, We behevethey

are doing the best they can, especlally sinee the Christie.

administration never gdve them tiefupding or the back-
ing necessary for the Ievel of service we ridetenesd and

deserve, Other employees targeted ate secretaries with no.
line anthority, whose duties aye strictly ddminfstrative. They " -
E arenot political hacks and do not deserve o be forced.out of -
toTemote them, we wilkbe glad to see thenkge:, srheirs

Lt

-

- [iPIES perpR TESIERED tanp FXnEy it Tadt,

- have the npposite effect. Eliminating experienced fnd dedi

cated managerswonld wipe out instintionzt knowledzathat |

emabled I Transit to snurvive years of abuze and nesleer:
“This could Jead to even worse performance. Muzph¥'saction

Tray also give the public the flusion thaiths central yumblern

is simply bdd management-due solely top olitical patronage,
T reality; citizen wansit advoeates strongly believe that the
nnderlying problemis the chronic fack 6 fonding. Everrthe
best managers'can 45 only so much wich limited, dwindling
TOSOLECEs.,

Y Murphy is seripus shout fiviog NI Transit, he willmake
a major cominitment to adeqizate, stable funding. Cther-

wise, the daily delays and breakdowns, and the eisk of acei-

dents, Wil Increage, ;

We hope that the new governor will rescind the pristake
made by his staff] allowthe innozent people whi 3xe slated
Tolose their jobs to cortinne inthe service of the riding pub-
He, and enable the sort of ransporation professinnals who
gave NJT the good reprtatior; it onee had te operats thetra-
sit wenieed and degerve. L.

Deavid Petar Alanis chair of the Lackewanna Colition, an
independent orgamization thet kas wdvocated oy better tran-
sit sinee 1979, Helives and praciices Iewrin Sp wtlcOrirnge.
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LACKAWANNA COALITION STATEMENT FOR NJT BOARD MEETING 8-8-18

The changes in our right to address this Board, which begin today, include a significant reduction in the
amount of time available to us. Instead of the two five-minute opportunities to comment that we had before, we
are now allowed orily a single five-minute statement. We could say that for giving up this opportunity to be
heard, we will no longer be forced to wait through the entire executive session; a feature that discouraged the
sort of expression that the First Amendment to the U.S. Constitution is designed to protect. The current start
time has shortened our wait by sixty minutes, which is a step in the right direction. We must insist on another
change, which is an assurance from you, Commissioner, that if an executive session is still ongoing at 10:00, it
will recess until the public portion of the meeting is concluded, so we will no longer suffer the inconvenience of
being forced to wait through an entire executive session before we are permitted to exercise our right to speak.

Concerning today's agenda, I addressed the budget issues last month, I have submitted a copy of my
statement as an exhibit, and I incorporate those remarks by reference as part of today's record.

There are other issues that must be dealt with immediately. I have been riding the Morris & Essex Line
and other lines now operated by NJ Transit for more than sixty years and have advocated for your riders for
more than 33 years, and our transit has never been worse. Ihave been informed that the entire Morris & Essex
Line schedule ran last Saturday. That used to be commonplace. Now it is rare. There have been so many
annulments lately that we can no longer count on the transit specified in the schedules, which we consider the
contract between NJ Transit and us, the riders. I said that to Panl Mulshine in my personal capacity, and I stand
by it factually today. This epidemic of annulments inconveniences commuters, who might not get to their jobs
on time and must endure overcrowded trains. For those of us who depend on transit, the situation is even worse.
On week-ends, we have been forced to endure gaps between trains of two, three, and even four hours.

You motorists who decide how much mobility we are permitted to have are not affected by any of this.
But when you reduce the amount of mobility that you dole out to us who depend on transit, as if we are welfare
recipients whose benefits you can reduce at will, you interfere with our lives. This is absolutely unacceptable.

The impending suspensions of of the Atlantic City Rail Line and the New York trains on the Raritan
Valley Line are very troubling, because those discontinuances may be unlawful, and because we do not see how
this level of inconvenience to your riders will be very helpful in alleviating the shortage of engineers. Advocates
from South Jersey helped get Atlantic City rail service restored in 1990. Now you plan to climinate all of 1t
without a hearing, which might violate N.J.S. 4 §27:25-8(d), a provision that does not distinguish between
temporary and permanent elimination. Through a campaign that we support, the Raritan Valley Rail Coalition
has fought for years to get direct service to New York, and you now plan to eliminate it, also without a hearing.
This leads to the conclusion that, if advocates pushed for a service enhancement, it will forever be vulnerable.
We do not see how this inconvenience to the affected riders will help alleviate the engineer shortage, either.
Cutting back all Raritan trains to Newark might free up one engineer at a time. Killing Atlantic City service can
only make as many engineers available as are qualified to operate on the Newark or Hoboken Divisions, which
are a long distance from South Jersey. We don't know how many there are. In other words, the affected riders
could be forced to pay very dearly for only a small bensfit. We strongly urge you not to eliminate these services.

We are also deeply concerned that nobody of appropriate anthority at NJ Transit has specified a date
certain on which you expect full service on the affected lines to be restored, if you do ¢liminate them. If these
cuts are truly for a limited time only, you can tell us exactly when those services will come back. We remember
the express train from Hoboken to Gladstone that was eliminated in 2001, purportedly temporarily to
accommodate track work in the Bergen Hill Tunnels. That train never came back, as Amirak service between
New Orleans and Jacksonville was “suspended” for Hurricane Katrina in 2005 and never came back, either.

We are concerned that we will lose those trains permanently, and we are also concerned that we cannot

count on any particular scheduled train actvally ranning. We want to work with you on solving this mobility
crisis, but that is possible only if you are forthright with us, your riders, when you think of cutting our transit.

_é_’,,,g it 6" DAVID PETER ALAN, Chair
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Comments by Joseph M. Clift* Regarding New NJ Transit Administration Failures, 08/14/18

Recent management actions by the new Murphy-appointed NJ Transit administration perpetuate or exacerbate
poor practices and the resulting management failures of the previous Christie-appointed administration:

1. HR abuse (forced resignations): A group of some 20 managers and secretaries, many of them long-term
non-partisan professional employees, were ordered by Murphy transition staff to submit resignation letters upon
penalty of not having a job after inauguration, and quite a few letters were “accepted” by the new NJT
administration. These actions were meanspirited, unprofessional, unethical and illegal. This entire incident
makes NJ Transit a far less attractive place to take a job than if conventional HR practices had been followed.

2. Capital Projects mismanagement (PTC): The new Murphy-selected Exccutive Director took over
officially on Feb. 14", By March 31%, six weeks had elapsed, sufficient time to get a handle on the Positive
Train Control project (PTC) and identify the super-critical need to ramp up production tremendously to meet the
year-end legal requirement that 282 cabs be equipped for PTC. That would have required an average of 27 cabs
per month be cquipped for the remaining nine months of 2018 (282 - 35 = 247 cabs / 9 months = 27.44
cabs/month). “Cab” refers to all locomotive, Electric Multiple Unite (EMU) and “cab car” control cabs.

But THAT DID NOT HAPPEN! Instead, production fell far short, averaging only 15 per month from April 1
thru August 6 (65 + 4.21 =15.45 cabs/month), little more than half what was required. The lower output resulted
in a deficit of 50 cabs (27.44 - 15.45 = 11.99 deficit per month x 4.21 months = 50.48).

The direct result is a need now to further ramp up production through year end to 38 cabs per month (282 - 100 = 182
cabs / 4.83 months = 37.66 cabs/month) to make up the deficit; a whopping 27 times the recent 15-per-month rate!

This higher rate through year-end is the direct result of the new NJT administration failing to get on top of PTC
as soon as it could have and should have. This higher rate now required is the direct cause of killing the Atlantic
City Rail Line entirely as well as the Raritan Valley Line off-peak one-seat ride to New York, both required to
free up more cabs to meet the higher PTC production rate.

3. Rail service planning failure (train annulments): Top management and Rail Operations management failed
to recognize the need for and set up a consolidated summer schedule with about 15% fewer peak-period seats
(possible with customer vacations), that could have been handled with fewer cars on fewer trains with no
significant reduction in service frequency.

This schedule would have been the only way to address two extremely critical needs without impacting riders:

a. Reduced locomotive engineer requirement, which would have eliminated the need to annul trains due to
insufficient engineers.

b. Reduced cab requirement, which would have made faster cab conversions to PTC possible without
annulling trains or otherwise reducing service.

This was a huge self-inflicted missed opportunity!

4. Communications/Dispatching Coordination Failure (alerts come too late): Top Management,
Communications management and Rail Operations management filed to recognize the importance of providing

alerts on annulled trains hours (and not minutes) before train departure, making alerts far less valuable.

It is now recognized that much tighter coordination between Communications & Dispatching will aliow -
multiple-hours' warning, enabling riders far greater latitude to re-plan their day, by earlier or later or alternate
mode travel, instead of simply waiting for and cramming onto the next train.

* Joseph M. Clift served as Director of Planning and Director of Strategic Planning for the Long Island Rail Road and Managet of

Operations Improvement and Strategic Planning Anatyst for Conrail. He holds a B.S. d from the Massachuseits Institute of
Technology andan M B.A. from the Stanford Graduate School of Business. Contact mfoeh
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LACKAWANNA COALITION
Box 283
Millburn, N.J. 07041
www.lackawannacoalition.org

MEMORANDUM

FROM: David Peter Alan, Chair

TO: Asm. John McKeon
Sen. Robert Gordon
Asm. Dan Benson
Sen. Loretta Weinberg

Dated: March 22, 2018

Re:  Proposed amendments to A-1412 and S-630 to promofe reform and rider representatives at NJT

This memorandum is in response to a request from Assemblyman John McKeon for language
that would promote a non-political means to secure rider representation on the New Jersey Transit
Board of Directors, ensure that some members of the NJ Transit Board depend on transit for all
mobility, eliminate secrecy at NJ Transit, including by the Passenger Advisory Committees that are part
of the subject matter or this legislation, and to eliminate NJ Transit's authority conferred by P.L. 2016,
Ch. 52 to eliminate service for an interval up to two hours without notice to the riding public.

This request was made in a meeting that took place on Monday, March 5% at Assemblyman
McKeon's office. Since S-630 has been introduced since that time, this memorandum will address both
bills with identical recommendations. In addition, an new issue has arisen concerning sovereign
immunity for NJ Transit. We have added a recommendation that any new bill include language that
specifically waives any assertion or defense of sovereign immunity by NI Transit in any litigation.

Our top legistative priority is the repeal of PL. 2016, c. 52, which allows New Jersey Transit to
reduce service on any line at any time, by up to two hours, without notice to the riding public or an
opportunity to be heard concerning any such service reduction. We are deeply disappointed to see that
the offending provision is still present, in Sec. 8(d) at page 17, lines 28-35 in Bill A-1241 and at page
19, lines 13-19 in Bill S-630:

except that the corporation shall not be required to hold a public hearing for a change in
service that does not: (1) increase fares; (2) eliminate a current motorbus regular route or
any rail passenger service; or (3) change the time of a motorbus regular route or rail
passenger service by more than two hours from the corporation's-currently adopted
schedule or timetable, so long as these services are provided at least three times daily,
excluding holiday ‘

We call for the elimination of the “exception” mentioned in the above-cited text.
Interpretive statement: It is imperative that the public receive notice when New Jersey Transit
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LACKAWANNA COALITION TALKING POINTS FOR DAY IN TRENTON. MARCH 5. 2018

1. We oppose A-1241 in its present form.

This bill purports to reform governance and improve performance at NJ Transit. In fact, it would do neither.
Our top legislative priority is the repeal of PL. 2016, Ch. 52, which allows NJT to cut service by up to two hours
without notice to the public. That provision is still in the current bill. So is a provision that would allow NIT to
shorten the service day by 30 minutes at both the beginning and end, also without notice. We call for riders to be
notified of any service cut, no matter how small.

The bill also adds the political patronage positions on the NJT Board, without ensuring that any members are
actual transit riders when appointed or during their terms. There is no provision for ensuring that any persons who
depend on transit for all mobility would be on the NJT Board. There is also no recognition of otherwise-recognized

representatives of the riding public, nor is there a non-political path to appointment to the Board. We strenuously
object to all of these provisions of the bill.

2. We call for more operating funding and more prudent use of capital funds in the NJT budget.

NJ Transit does not have enough money to rim the service that we need and deserve; especially service
ouiside peak-commuting hours. Our residents, employees and visitors should not depend on one-shot funding fixes.
We deserve secure, stable and sufficient operating funds for our transit. On the capital side, funding should be
directed toward the most important uses, including new capacity intd Penn Station, New York, with money for less-
needed projects to be re-directed toward that purpose.

3. Qur plan for a “Better Gateway” and why we need if.

‘With recent changes in Washington, we do not see how the current Gateway Project will be built in its
entirety. New Jersey's riders need more capacity into Penn Station for their commute. This can be accomplished in a
cost-effective manner by building one new tunnel and track into Penn Station (two if there is sufficient funding), one
new bridge with sufficient capacity to replace Portal Bridge, and extending Tracks I through 4 to the West End
Concourse at Penn Station. The proposed Penn South station, additional infrastructure at Secaucus, and the a second
bridge to replace Portal are not needed and should not be built. In short, build what is needed and affordable, without
the other parts.

4. ‘We need legislative oversight to push NJ Transit to improve mobility WITHIN New Jersey.

N7 Transit's current operation has been called “NY Transit in NJ” to demonstrate the lack of service and
connectivity available to persons who want to go from one place in New Jersey to another. We call upon this
Legislature, as our elected officials, to use its oversight power to push NJ Transit to add service outside peak-
commuting hours, schedule transit of all modes so they connect well to get people between points within New Jersey,
and to make better use of its facilities at Hoboken Terminal.

5. Riders need reform at NJT. with genuine participation in decision-making concerning transit.

There are no representatives of the riding public on the NJ Transit Board of Directors. There are no regular
transit riders on the Board; much less anyone who depends on transit. In other words, the persons who need transit
the most are completely unrepresented when decisions are made that limit their mobility. This is absolutely
unacceptable. There should also be regular channels for full participation by riders and their representatives in the
decision-making process at NJ Transit. All NJT committees and meetings must be open to the public for full
participation, unless secrecy is prescribed by law. There should be no service cuts of any kind without notice to the
public and a hearing. NI Transit should also be completely transparent, to the maximum extent permitied by law, and
we call on this Legislature to exercise its oversight authorify to accomplish that purpose.

Overall, NJT must be removed from the political process in the State and restructured as an independent
agency with an independent, non-political Board, a separate legal department, non-political appointments to Board
and management positions, and a requirement that all Board members and managers ride transit regularly, and a
majority of Board members depend on transit for all of their mobility.
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plans to reduce their transit service. When the last runs of the service day were eliminated on several
lines in September, 2015, there was no notice to the public and some riders were stranded because they
did not know that their effective curfew had been changed to an earlier time. The differences ranged
from 45 minutes on the Morris & Essex Line (later restored to a 23-minute difference through the
efforts of the Lackawanna Coalition) to 108 minutes on the North Jersey Coast Line.

The original intent of PL. 2016, ¢. 52, as shown in the bill's legislative history, was to require
notice and a hearing whenever New Jersey Transit reduced service. We supported the bill when its
original title and language supported that intent. An exception was carved out to allow service
reductions of up to one hour without notice, and that exception was later expanded to two hours. We
do not know how the bill was changed during the legislative process, but do not believe that it is fair,
equitable or appropriate for New Jersey Transit to reduce service without first giving adequate notice to
riders who would be affected by the service reduction. Although a requirement for notice does not
guarantee that the public will ultimately be able to persuade New Jersey Transit to change its mind and
rescind the proposed cuts, it will at least enable affected riders to know in advance that they may be
Josing some mobility, so that they can plan alternatives before a cut goes into effect, if possible. This is
especially critical for the roughly 20% of New Jerseyans who do not have access to an automobile.

Similarly, at subsection 8(f) at Page 18, lines 37 to 48 in Bill A-1241 and at Page 20, lines 22 to
32 in Bill $-630, we call for the 30-minute exception at the beginning or end of the service day (at line
27) to be eliminated:

f. For the purposes of this section, “substantial curtailment” and “substantially curtail”
shall include, but need not be limited to: the elimination of a motorbus regular route,
scheduled trip, or scheduled stop along a motorbus regular route or of a rail passenger
service line, scheduled trip, or scheduled stop along a rail passenger service line; a
reduction [of 30 minutes or more] in the beginning or end of service for the
corporation’s adopted schedule or timetable for a scheduled stop along a motorbus
regular route or rail passenger service line; and any change to a motorbus regular route
or rail passenger service which may increase barriers to accessibility for a person with
disabilities.

Interpretive statement: Reduction in the span of the service day can have a significant negative
effect on mobility for transit riders, especially those who depend on transit for all of their mobility.
They have a right to know before the portion of the day when they are granted mobility by New Jersey
Transit is reduced. As we stated concerning the repeal of New Jersey Transit's power to reduce service
without notice to the public, they should also be required to notify the affected riding public before
reducing the length of the service day on any line by any amount of time.

We recommend amending Section 4(a) as follows:

4. a. There is hereby established [in the Executive Branch] as a free-standing instrumentality of
the State Government the New Jersey Transit Corporation, a body corporate and politic with corporate
succession. Fr the purpose of complying with the provisions of Article V, Section IV, paragraph 1 of
the New Jersey Constitution, the corporation is hereby allocated within the Department of
Transportation, but, notwithstanding [said] that allocation, the corporation shall be independent of any
supetvision or control by the department or any body or officer thereof, and of any supervision or
control by the Governor of New Jersey or by any member of his or her staff. The corporation is hereby
constituted as an instrumentality of the State exercising public and essential governmental functions,
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and the exercise by the corporation of the powers conferred by this act shall be deemed and held to be
an essential governmental function of the State. Notwithstanding such declaration, the State of New
Jersey hereby waives any rights that it might have to assert any claim or defense of sovergign immunity -

on behalf of the New Jersey Transit Corporation, in any State or Federal Court, at law or equity.

Interpretive statement: As representatives of the riding public, the Lackawanna Coalition
believes that many of the problems currently facing New Jersey Transit result from day-to-day
management of NJ Transit by governors over the years, going back to 1982. We believe that the
corporation should be managed by transportation professtonals, regardless of who occupies the office
of governor. We understand that some level of gubernatorial and legislative oversight is necessary and
even desirable, but it should not extend to the level of day-to-day management. That should be left to
professionals who have knowledge of public transportation and its optimal management. Therefore,
we call for New Jersey Transit to be organized and operated as a free-standing' State instrumentality.

‘We have also been informed that New Jersey Transit is asserting claims or defenses of
sovereign immunity. We do not believe that such claims or defenses are appropriate to an organization
that provides transit services for the public, even though other transit providers are also part of the
public sector. We are concerned that assertions of sovereign immunity could interfere with other
federal or state legal protections for the riders or employees of New Jersey Transit. New Jersey Transit
should not be considered under the direct control of a “king who can do no wrong” as the doctrine
connotes. It is antithetical to a representative democracy/democratic republic and NJ Transit should not
be permitted to assert it. NJ Transit should be dedicated to public service, not sovereign immunity.

We recommend that Section 4(b)-be amended to include four voting rider—representativeé, with
language added as follows: _

Four (4) rider-representative members who are regular riders of New Jersey Transit's rail, light
rail. and motorbus services. Such members shall-be selected on objective criteria including, but not
limited to knowledge and use of the services provided by New Jersey Transit and other public
transportation providers, knowledge of the operation of such services, knowledge of legal and/or policy
considerations concerning public transportation, experience advocating on behalf of transit riders, and
knowledge about management and governance practices in the transit industry, including at New Jersey
Transit, and other criteria specifically mentioned elsewhere in this Section. Such members shall be
selected by a search committee consisting of transit managers and recognized rider-advocates from
New Jersev and elsewhere in the United States. All such members shall be appointed regardless of
political affiliation or political activity, or lack of same. At least two such rider-representative members
shall be members in good standing of one or more rider-advocacy organizations known to New Jersey
Transit. All such rider-representative members shall be regular transit riders, and at least two of them
shall depend on transit for all mobility.

The language beginning at Page 4, line 21 in A-1241 and line 45 in Bill S-630, should be
amended as follows: i

“experience as a regular corporation motorbus regular route service rider” includes any rider
who is a regular corporation motorbus regular route service rider at the time of the member’s
appointment or reappointment and [any rider] who has been a regular corporation motorbus regular
route service rider [in three of the [seven]] for at least five years preceding the member’s appointment
or reappointment. “experience as a regular corporation rail passenger service or light rail service rider”
includes any rider who is a regular corporation rail passenger service or light rail service rider at the
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time of the member’s appointment or reappointment and [any rider] who has been a regular corporation
rail passenger service or light rail service rider [in three of the [seven]] for at least five years preceding
the member’s appointment or reappointment. Any such member must remain a regular corporation
motorbus regular route service rider, and/or regular corporation rail passenger service or light rail
service rider throughout his or her term of appointment, or he or she shall be removed from the Board
and replaced by a new member meeting the same qualifications.

We call for new language at the conclusion of this section, which states: Every member of the
Board shall be a regular corporation motorbus, rail or light rail service rider, regardless of how he or

she is appointed to the Board. No fewer than fifty percent of Board members shall depend on transit
for all of their mobility, regardlgss of how each such member is appointed to the Board.

Interpretive statement: We express our concern that, under the current bill, every member is
appointed through a political process. This includes the Metropolitan Planning Organizations, which
are also political organizations. We propose a non-political means for selecting rider-representatives as
additional voting members of the NJ Transit Board. As rider-representatives ourselves, we do not
believe that it serves the public interest by requiring that all NJ Transit Board members be appointed
through political processes. Instead, we propose independently-monitored selection, based on non-
political, objective criteria, without the requlrement that such Board candidates acquire knowledge
about transit through salaried, professional experience. We note that, while a few advocates for transit
riders have had professional careers in transit management, most have not. It does not serve the public
interest to preclude persons who have acquired such knowledge by means other than through salaried
professional experience from being appointed to the NJ Transit Board.

‘We note that the amended version of Bill S-630 calls for voting representatives of bus and rail
iabor on the NJ Transit Board. We believe that it is a step in the right direction to add these voting
members, and we also note that it is not customary for labor officials to have the sort of professional
management experience that the bills currently require. If labor representatives are permitted to sit on
the Board as voting members, having gained their knowledge of transit through an “alternate” means,
then it would serve the public interest to allow rider-representatives a similar path. We suggest an
application process that includes a personal résumé and an objective test of knowledge; possibly a blind
test to ensure impartiality. -

We do not believe that having ridden transit for only three of the five years before appointment
to the Board is sufficient, because it does not require a candidate to be a transit rider at the time of
appointment or during the term of service on the Board. We call for any candidate for Board
membership to bave been a regular transit rider for at least five years before appointment, and during
the entire term of such person's service. We also call for every Board member to be a regular transit
rider, and for at least half of the Board members to depend on transit for all mobility. We do not
believe that any non-rider can have sufficient knowledge about transit to make inteltigent decisions
regarding its governance and management. We also do not believe that a Board comprised entirely of
motorists can possess sufficient understanding of the impact that Board decisions, especially adverse
ones such as cuiting service or raising fares, can have on persons who depend on transit. Accordingly,
we call for at least half of the members of the Board to depend on transit for all of their mobility needs.
As we stated during our testimony at the NI Transit Board of Directors meeting last month, we find the
complete absence of board members with current experience as a rider as unacceptable as would be the
absence of motorists on a highway-agency board of trustees.

We call for new language on Page 12 of Bill A-1241 and Page 13 of Bill S-630, following the
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provisions concerning the North and South Jersey Passenger Advisory Committees, as follows:

All meetings and other activities of the North and South Jersey Passenger Advisory Committees
shall be governed by the Open Public Meetings Act, P.L. 1975 c. 231 (N.J.S.4. §10:6-4 ef seq).
Notwithstanding any prior practice, under no circumstances shall any member of the public be barred

from any proceeding or other activity of either of these committees.

We also call for language that requires representation for rider-advocates on the two Advisory
Committees covered by this legislation, as well as for members who depend on transit for ail mobility.
It should be added at the end of the section that pertains to the Advisory committees.

The North and South Jersey Transportation Advisory Committees shall each include at least

two (2) rider-representative members who are regular riders of New Jersey Transit's rail, light rail,_and

motorbus services, as specified in this subsection. Such members shall be selected on objective criteria

including, but not limited to knowledge and use of the services provided by New Jersey Traunsit and
other public transportation providers, knowledge of the operation of such services, knowiedge of legal

and/or policy considerations concerning public transportation, experience advocating on behalf of
transit riders, and knowledge about management and governance practices in the transit industry,
including at New Jersey Transit, and other criteria specifically mentioned elsewhere in this Section.
Such members shall be selected by a search committee consisting of transit managers and recognized
rider-advocates from New Jersey and elsewhere in the United States. All such members shall be

representative members shall be members in good standing of one or more rider-advocacy
organizations known to New Jersey Transit. All members of said Advisory Committees shall be regular
transit niders. and at fiftv per-cent of them shall depend on transit for all mobility.

Interpretive statement: The original Bylaws for the North and South Jersey Transportation
Advisory Committees, which took effect in 1980, called for openness and transparency in the conduct
of the business of those committees. Despite such a prohibition on secrecy, the aforementioned
advisory committees began to conduct their meetings in secret, providing no reports of their activities
to non-members, and barring non-members from attending or commenting at their meetings. Upon
notice in 2012 that these committees were violating the explicit terms of their Bylaws by these
practices, the response was to remove the prohibition of secrecy and continue operating in secret. That
change was also made in secret, and the practice continues today. The two-year term limit for officers
of those committees was also removed secretly in 2012, and the Chairs of those committees have
served in those positions for more than 20 years. We believe that continued secrecy renders these
committees uscless, and we call on the Legislature to intervene and end such secrecy in the public
interest.

We also call for representatives of established rider-advocacy organizations on the Advisory
Committees, to be selected in the same manner as nider-representatives on the New Jersey Transit
Board. Similar to our recommendation concerning the Board, we also call for all Advisory Committee
members to be regular transit riders, and for at least half of them to depend on traosit for all mobility.

DAVID PETER ALAN
Chair, Lackawanna Coalition
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DAVID PETER ALAN

TRANSPORTATION ADVOCACY CREDENTIALS

Memberships and Affiliations

Lackawanna Coalitien. Chair since 2000, Vice-Chair 1999-2000, member since 1998.

Senior Citizens and Disabled Residents Transportation Advisory Committee at NJ Transit
(SCDRTAC). Vice-Chair 2015-16 and 2009-10, member since 2003.

Essex Connty Transportation Advisory Board. Chair 1999-2003, member since 1985.

Rail Users' Network (RUN)(national). Board member since 2005, member since 2003,

National Association of Railroad Passengers, Board and council 2007-12, member 2006-12. -

Other Related Activities

Destination:Freedom at www.nationalcorridors.org. Contributing Editor and columnist, 2004-17.

Spoke or rooderated panels at several national and regional transit-related conferences, including
conferences sponsored by RUN.

Attended other transit-related conferences spensored by the American Pubhc Transportation
Association (APTA) and other national industry-oriented and advocacy organizations.

Appeared and made statements at New Jersey Legislative hearings.

Law Practice

Admitted to New Jersey and New York Bars, 1981.

Member, U.S. Supreme Court Bar.

Registered Patent Attorney, No. 30,905,

Current practice limited to intellectual property (patent, trademark; copyrwht) and business law.

Education

B.S. in Biology, Massachusetts Institute of Technology (M.LT.), 1970.
M.S. in Management Science (M.B.A:), M.LT. Sloan Schoo! of Management, 1971.
M_.Phil., Columbia, 1976.

1.D., Rutgers Law School, 1981.
B.A_C. (Hon.), University College, Rutgers, 2001,
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New Schedulé Changes for
Summer: It’s Not So Bad, and
There is an Improvement, Too

By DAVID PETER ALAN

‘We often lose trains in the summer along the Morris & Essex
Line and the Gladstone Branch. This summer is no exception, but
it could have been worse. We are losing two weekday Dover trains

so NJ Transit can mstall Positive Train Control (FTC), a system.

designed to prevent accidents that is now required by an act of
Congress. This summmer’s changes are far less severe than last year’s
and will last until Labor Day. For eight weeks last sumemer, all except
four early-morning weekday trains tock their riders into Ioboken
Terminal rather than Penn Station New York, and all outbound
trains left from Hoboken. It was Iike the days before Midtown Direct
started in 1996 for eight weeks. ' '

On the Gladstone Branch, this summer’s change, or actually
lack of change, is an improvement. For several years, NJ Transit has
been doing track work or replacing the poles that hold up the wires
that power the trains on the line. To accommodate that work, NJT'
substimted buses for all trains on weekends and during mid-day hours
on weekdays for the past several summers. This year, the schedule
shows that frains are running on the “Branch” at all times. This is a
significant improvement in convenience and running time, and we look
forward to riding trains between Summit and Gladstone all summer.

Installing the PTG system s a big project, so other lines are
affected, too. The change is more dramatic on Amitrak. Empire State
trains are going to Grand Central Terminal, and the Lake Shore
Limited is not running directly between New York and Chicago this
summer. Be sure to pick up a printed schedule or check NJ Transit’s
website, www.njtransit.com to keep up with the changes. *

To learn more, see the coverage on our website, wuw lackawannasoakifion.org

A Victory for Our Privacy

Commernttary By SALLIJANE GELLERT

[Publisher’s Note: When New Fersey Tansiz began 1o notify viders on s Hght-
rail Enes that 1t would dnplement audo surveillmce i addition to the more-customary video
survellance, the Lackawanna Coakifion fought ageinst s addtiondl tirusion on ndes’
corersations, which ae generally considered to be frivate commrimizetions. Salfjane Geller,
0w Lagislative Director; heails s as a vistory ever unuoarranied tniyusion info the kves of transit
" rides; an intrusion that motorists are notrequired o folerate]

If you are doving along in your own vehicle, listenmg to the
radio, just click the proper button on your steering wheel and you can have
alegal, hands-free, private cell-phone conversation. Your discussions with
any passengers in your car are equally private (assuming that neither you
nor your passenger chooses to record it on your or their own cell phone)

Can public transportation customers expect the same level of
privacy? Ignoring the potential for a fellow passenger to eavesdrop {most
of them are reading e-books, magazines, working crossword puzzles,
etc.), shouldn’t everyone expect that his or her conversation is not being
heard and recorded remotely by a. transit employee or security company?
The Lackawanna Coalition thinks so, and when we heard that N Transit
had plans to institute andio surveillance on the light-rail system, we
objected—at NJ T 'Board meetings, on Twitter, and to reporters,

We are glad that NJ Transit recognized that their plans were
not acceptable and retracted them before we needed to call in the
lawyers. Somehow we have all accepted video surveillance in many.
public places—with posted notice. Still, many of us, including me, are
already uncomfortable with that, Certainly we were not about to sit idly
by and allow our voices to be recorded as well.

‘We do not believe that transit riders give up their rights when,
they board the train or other transit vehicle, especially since motorists
are not required to surrender their nghts, At least as long as the Motor
Vehide Commission is not intruding on motorists’ conversations, NJ
Transit has no business intruding on ours.

Portal Bridge North Project
Ineligible for Federal Grant

Commentary By JOSEPH M. CLIFT

The Gateway Program Development Corporation’s (GDC) June
29 press package details a revised fimding plan for the §1.7 billion Portal Bridge
North project (PINB). The plan assurmes $811 million (48%) of project funding
will come from a discretionary federal gramt, but it turns out the project isno
longer eligible, because it does not meet the mintmum 10% mcrease in peak-
hour capacity legally required to qualify for a Federal Transit Administration
{FTA) Core Capacity Capital Improverment Grant (CIG).

The failure tohitthe 10% legal threshold is due entively to NJ Transit
Rail’s already-successful effort to implement part of its 2014-2020 Commuter
Rail Fleet Strategy; INJ'T Rail has increased the number of seafs on six of its 21
peak-hour (defimed as the busiest 60 mirmtes of the morning) trains into NY
Penn Station (NYP) by replacing single-level Comet cars with higher-capacity
Multilevel cars. This extrerely beneficial improvement increased total peale-
hour sears into NYP (in this case, the definition of capacity) by 4.4%.

(Articde condimues on reverse)
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Coalition Carhpaigns
Under the Gold Dome

By SALLY JANE GELLERT, Legislative Director:

[Publisher’s Note: 4. delegation from the Lackawanna Coalition cam_ﬁmgm’d in

Trenton on March 5 to educate legislators, specifically members of the Senate
and Assembly Transportation Commattees, about issues vital io us and fo the
fransit riders and communilies that we represent. They included Chair David
FPeter Alan, Vice-Charr Staphen B. Thorpe and Legislative Direcior Sally j‘cme
Gellert. Sally gave us this account of oiir visit and owr other activities,]

Under the gold dome is a maze. Not an impossible maze: one
actually can find one’s way after a bit of scrambling. Your three intrepid
Lackawarma Coalition representatives—Dave, Steve, and Sally—scrambled
frequently between the two bulldings induded in the State Fouse complez.

After a long trip from North Jersey, we had a hallway conference with
Rep. Michael Patrick Carrolt from Mords County. He is a rail and trolley
an, sugpesting that each staiion shovld hawve a parking deck, When we
pomnted out the need for a better way to travel the “frst mile”, he mentidned
“hyper-light™ rail options, such as people movers between a nearby shopping
center parking lot and a train station——an interesting and creative idea. Heis
interested in private funding, but we are'a bit skeptical; we have seen private

. companies cancel bus hnes without notice for the sake of shareholder profit.
Oursecond conference, with a.staffer, took place at a comforiable “conference
nook” in the café between the State House and the Annex.

For appointment 3, we had a room number. We learned
something important: Don’t askthe information attendant for directions -
unless you are really clear about the building in which your destination
is Tocated: the State House itself (bwlt in 1792 and curreptly with
many boarded-up windows during the Christie renovations, as well as
-4 gorgeous interior of marble, artwork, and the legislative chambers),
or the newer Annex {which has been likened to “the 1927-vintage
Reichschancelery in Bexlin®). That was an experience in misdirection.

All in all, we met with 7 legislators, 2 members of legislators’ staffs,
and 3 general staff members. We expressed-concern about the reform
legislation, A-1241, that has been put forward, called for improved service,
and refterated our dismay at NJ Transits ability. to shorten the service day
withoutnotice. Wewere generally hospitably received, everyone was cordial,

. tookliterature, and seemed interested. 'We look forward to secing results, and
will be confimiing our conversations in real life and online wntil we do.

Since our Day m Trenton, S-630, the companion bill to A-1241 has
been introduced, we have recommended specific language that would ensure
that gemrine rider-representatives wonld be part of the NJ Transit Board and
enhance transparency and openness at the agency; and have pursued more
legislative outreach. We hope you will join us in our campaign—watch our
social media and sign up for e-nails to learn how.

Gateway Moving Forward Or Fake News'?

Commentary ByJOHN BOBSIN |, .
© Amitrak’s ambitious Gateway project has been much in the
news of late. The full project, which would take many years to complete,
aims to build new tunnels under the Hudson for rail service, and then
rehabilitate the storm-damaged existing tubes; a.ddnc-m;bﬁdges acrossthe
Hackensack River in New Jersey to replace the aging Portal drawbridge;
and expand New York’s Penn Station with a seven-track annex which
would replace the city block to the south. Where the estimated $30

" billion to do all this would come from has been the sticking point.

. There had been a plan to secure the money; or so local politicians
thonght., During the Obama administration, local pols met with the federal
government and thought they had secured an agreement for the Feds to pony

" up half the total, the rest to be local responsibility, although the fine print was

that the local fands would mostly come from federal loans, “Fine print™ is
Just a metaphos it turns out, because the deal was never documented, and
the Trump administration eventually denied that any such deal ever existed.
Skeptics dernanded “show me the document” but none was forthcoming,

Nonetheless, advocates met with President Trump and thought
they had his backing to proceed, and bipartisan support inchided $900
million in the ommibus spending bill that was needed to keep the government
operating after March 23. But as the dock wound down, the president
reversed course, declaring his opposition to federal fimding for Gateway and
threatening to veto the entire package i the Gateway fonds were included.
Advocates were baffled; speculation. was that a feud with Sen. Schumer (D-
INY), the Democratic Senate leader, was behind the sudden ¢hange of heart.

In the end, the president signed the bill, which is reportedly sbout
1,000 pages and almostnobody has read in detaill. Tthas some provisions that
Gateway could potentially draw on, and advocates quickly declared success,
damamg that $540 million jn the bill is destined for Gateway, enough to keep
i moving forward, they said. T addition, they said, Gateway could apply‘ for
some of $2.9 billion in additional money being made available,

Mot so fast, said skepfics. They pointed out that 2ll of the money
being made available i in the bill needs to be competed for, and that Gateway
has been rated very low in priority by Dcpartmcnt of Transportation

"scorekeepers, mainly because the “real” local money committed by New

York and New Jersey was insufficient. Relying on federal loans doest’t get

you much credit for putting skin in the game. "The areas representatives

weren’t listening, claiming that the fands for Gateway were in the bag,
Ciritics of the massive program have begun to question whether

‘it will ever be built. Amirak has maintzined that the existing unncls need

to be taken out of service, one at 2 time and for an extensive period, to
repair damage from flooding during Hurricane Sandy Without new
tunnels to keep irains flowing during the repairs, Arntrak says, it would be

. (Article sontimes on reverse side)
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Gateway: Moving Forward? (continued from reverse side)

impossible to run the density of trains that peak-hour service demands;
one tunnel would limit trains to just six trains an hour in each direction,
crippling the commuter rush hours. But is Amtrak crying wolf, just to get
funding for a gold-plated solution? Skeptics note that only about half a
mile of each tunnel was flooded, and that the damage is to the “bench
walls” on the side of the tunmels, not to the basic structure; can’t Amtrak
fix these during weekends, just as tunnel work is done currently, when train-
density is lower? We may only find out the truth if the funding for Gateway
does eventually dry up and all the participants face reality.

Report From The Chair

By DAVID PETER ALAN Chair

The quality of service offered to riders on New ]mey Transxt
@JT), or lack thereof, was a major issue in the election campaign last year
Gov Phil Murphy repeatedly blamed the agency’s woes on the Christie,
‘admministration and the anti-transit policies that it had implemented. He |
appeared at the March meeting of the NJT Board of Directors to say
that our transit would imyprove, that there will be no fare increase until a
year from July, and that NJT is hiring more eroployees. This is welcome
news as far as it goes, but we and the xiders, who are our constituents, keep
" calling for genuine reform.

‘What has not happened since Muxphy and his administration
took office may be more significant than what has happened. Neither-
Murphy nor any of his appointees at NJT have promised any increases
in service, including any restoration of service that was eliminated under
Christie. T fact, the first service-change under their leadership will be the
elimination of the #95 bus, a commuuter route that only runs during peak

hours on weekdays. There are other routes nearby, and there are probably

more cost-effective uses for a bus and a driver, Stll, the fact that the new
leadership decided to eliminate a xoute as its first service change, rather
than to restore-any service, sefs a negative tone. ,

We have called for true reform i our efforts at both
the legisative and administrative levels. We call for genuine xider
representatives ori the NJT Board, to be chosen by merit, irrespective
of political activity or Jack of same. We call for an end to secrecy at
NJT, and we call for our transit agency to be independent of day- to-day
conirol by the govcmor so no future governor can blame poor transit
on aformer governor’s meddling, We also call for repeal of the statutory
provision that allows NJT to cut service by up to two houts without
notice to the riding public. Unfortunately, companion transit bills
A-1241 and S-630 both contain that infamous provision. In effect, the
legislative proposals claim to reform the agency, but they would actually
accomplish nothing whatsoever toward that end.

Despite these calls for representation and transparency, our
efforts have gotten absolutely nowhere; at least so far. Gov. Murphy has
now had the proverbial “one hundred days” to demonstrate that he is
willing to make needed changes in transit policy, even if it means giving up

some power for the good of the riders and the public generally. So has the
legislature, whose members can no longer claim that they are constrained
by having to deal with a gevernor from the other party:

It is “now or never” for true reform at NJT and genwine
improvements in our transit policies. If Gov. Murphy and the legislature
are serious about improving the plight of the beleaguered transit riders of
our state, they must act now. Without major amendments to the current
tramsit hills and a new dedication by the administration to openness,
transparency, and improved transit operations, the riders will be forced to
contine waiting out in the cold. It could be 2. long wait, too. For those of
s who are “seniors” already, it might as well be for the rest of our lives.

» r

What Happened to My

© Train?

By GARY KAZIN .
[Publisher’s Note: In days gone by on the
Morvis & Essex and Nevs Torsey Tremsit’s other vl
Fmes, riders could be sure thet their train coould eome
atornecr the fme advertised tn Bmetables. Thetisno
lomger the case, as more @d move trains ae cancelled

without nafice, As seroice becomes less reliable, riders

Become more frustrted. Longtime Coabtion member
and umpleasont phenomenon,
Your train it here. Why? Your

“station PA speaker is silent, you didn't get an

NJT alert, and there’s nothing on the NJT
website. Tt could simply be a fitfle Jafe becanse

* Iots of people are boarding at stafions before

yours. We hope thats it. The delay could
be longer; but NJT hasn't gotten around to
posting an zlext. Wchopethafsﬁ, also.

. Bit it could be CANCEL-
LED--“ANNULLED" in raiiroad terms,
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When NJT gets around to alerting us, they Gary Kazin

will say that it wor't run today, and suggest
sorme alternates. You probably knowthem
already because your train is one of those
that does’t run on’ & regular basis.

Dunnc peak hours another tram
will soon be along, but you may have to changetams or take PATH or aferry
1o New York. IE’KIH and the ferry won't charge you if your train was diverted
to Heboken or terminated at Newark and INJT has set up crosshonodng
Sometimes the delay is FIOURS because your lne doesn’t nm often on
weekends, such 25 a recent cancellation of a round tap between Port Jervis
and Hcboker, ar previous ones on the Pascack Valley Tine.

‘Why are trains cancelled aryway?

Thexrnost commion reason, for about ayearnow; is that a tram evew
merber dedded to take the day off—marking off M railrcad terrms—
whether because of lness ornice weather INJT does not have many backup
crew members to fill in and they may not have one for your frain. The crew
mermber may not notify NJ T'in tine to call a substitite. E1’rhermy;the1rams
that person was supposed t0 work won't operate!

Next is equipment problems The Gladstone Branch had an
equipment failure—NJ'T didn’t give any details—cansing the branch to be
shut down most of one recent weekend afternoon. Substitate bus service was
arranged within an hour and connecting trains were held, so delays werenot -
great, except for passengers on the train that broke down.

“Trains are delayed or cancelled when they hit someﬂnng—a cay,
truck, or pedestrian. If someone died, the train will wait, usually two houss, -
for police and other officials to investigate. Other trains on that line will also
be delayed. Sometimes they are allowed to pass the site but usually they are
not, 5o all trains are held. Some later trains in each direction may be cancelled
if they were to use the crew and equipment from the train in the incident.

T the spring, we have brush fires near the railroad. Delays of several
hours do ocen, but not frequenily Whatever the cause of each particalar

Lackawanna Coalition
P.0. Box 283
Millburn, NT 07041

 apoulment may be, they add up. 'Ihairswhysomanynders are frustrated.

Coming Aftractions for Meeﬁng Presentafions
We fecture presentafions ot our meeings, and the nesd few months will be no different. Atour
May meefing, which will be held on the 215t {ihird Monday}, ourpresenferml be Mike Slack,
1. Direcor o N} Transk, Mike-will updcte us on the ogency's kotest techriea innovetions, Qur
meefing on June 25 will fecture Samuel Turvey, Chair of the Steering Commiftes for Rebuild
Penn Stafion. He will give us a repork on the efforis of his orguruz:d:on fo rebuild the orgindl,
magntficent, 1910vintoge Penn Stofion as a cenlerpiece of a “new” grandeur for Midiown
Monhaticn, Our focus for July 23 will skift to infernal mters, o5 Choir David Pefer Alan
presenis an overview of our plons for the nextthires years. Our presenter on August 27 vl be
legidtive Direclar Sally Gellert, who will give us an introdudion to Twiter, tilored for those
of us who, unlke Doncld Trump, cre not ragular Twitter users. We feetat Millburn Town Hall
* and start our meefings with the presentutions ot 6:45, and we look forward fo seeing you.
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Coalition Takes Legiélative
Priorities to Trenton

By SALLY JANE GELLERTY, Legislative Director .
[Publisher’s Note: A delegation consisting of Chair David Peter Alan, Vice-
Chair Stephen F. Thorpre, Legislative Director Sally Jane Gellert and Member
Ben~Schumer met with.a number of legislators from the Senate and Assembly
Transpirtation Comimitices and legislative staf] members on March 5. Thisisa
summary of the “talking points” that we presented.]

‘We oppose Assembly Bill A-1241 in its present form.

This bill purports to reform governance and improve
performance at NJ Transit, but does neither. It is silent on our top
- legislative priority, the repeal of PL. 2016, Ch. 52, which allows NJT
to cut service by up to two hours without notice to the public. It
also allows NJT to shorten the service day by 30 minutes at each
end without notice. Riders must be informed of any service cut, no
matter how small.

The bill also authorizes additional political patronage
positions on the NJT Board, without ensuring that-any members
are actual transit riders. Adding more members with the same
qualifications as the current group is no improvement. Not a single
board member would be required to be dependent on transit for
", all mobility, nor is there a provision for inclusion of otherwise-

credentialed representatives of the riding pubhc or a nonpolitical
path to Board appointment.

‘We call for more operating funding and more prudent
use of capital funds by NJT.

NJ Transit does not have enough moncy to run the services
that we need and deserve, especially outside peak-commuting hours.
Our mobility must not depend on one-shot funding fixes. We

" deserve secure, stable funding sufficient to operate our transit system
and to support community transportation. Capital funding should
be available for facility upgrades that are truly necessary.

We call for a “Better Gateway.” . .

With "a continuing lack of local funding and recent
developments in Washington, it is very unlikely that all of the
currently-planned Gateway will be built. We need one new single-

track tunmel, one new four-track bridge, and major Penn Station

improvements; the Better  Gateway plan developed by former
Cloalition Technical Director Joseph M. Clift and former Legislative
Director James 1. Raleigh, as described elsewhere in this issue.
Other elements of Gateway, such as Penn South station, should be
left for the future or eliminated.

We need legislaiive oversight to push NJ Transit to

improve mobility WITHIN New Jersey.
o NJ Transit’s current operation has been called “NY Transit
in NJ” to demonstrate the lack of service and connectivity available
to those -traveling within our state. We call for added service outside
peak-commuting hours, scheduling transit of all modes to connect well
between points within New Jersey, and better use of Hoboken Terminal.

Riders meed reform at NJT, with genuine
participation in decisions concerning transit.

"TheNJ Transit Board of Directorsincludes norepresentatives
of the riding public. The persons who most need robust transit are
completely unrepresented when dedisions are made, and heard only
after board-discussion is complete. We need regular channels for riders
and their representatives to participate fully in the decision-making
process at NJ Transit. All NJT mcctings must be open to the public for
full participation, unless secrecy is required by law. 'The current culture
'of secrecy at NJ Transit must change.

Overall, NJT must be removed from the political process
in the state and restructured as a freestanding agency with an
independent, nonpolitical Board of Directors, a separate legal
department, nonpolitical appointments to Board and management

-positions, and a requirement that all Board members and managers

ride transit regularly, ideally with a majority of Board members who
depend on transit for all of their mobility. -

Gateway iject in Doubt, So Coalition Calls
For Gateway to Go On a Diet '

Commentary ByJOSEPH M CL]IFT and DAVID PETER ALAN

History is repeating ittelf. The overpriced and undesirable
dead-end deep-cavern terminal that had become part of the Access
to the Region’s Core (ARC) Project was terminated in 2010 because it
was too expensive and would nét perform its stated purpose well. The
Gateway Project replaced it, and it now appears that Gateway will meet
the same fate, unless thiere are significant changes.

The Federal Transit Administration (FTA) says that there was no
agreerent from the Obama exa, that the Feds would pay half the cost of the
project, which has increased from $14 bilion in 2011, to $24 billion in eady
92017, to the current $30 billion. The agency has downgraded the ratings of
the turnel and bridge components of the project to “medum-low”; a faling
grade equivalent to a D. The current plan is to take out a federal loan to
pay the Jocal share of the project, despite a dearth of finding from local
sources; a first for transit projects seeking a discretionary federal grant. The
project cannotnow defeatits competitors for scarce federal dollars. In addition,
President Trump is now actively resisting any federal funding for the project.

{Article continues on reverse,
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Gateway Project in Doubt (cantiméed  ffom reverse sidg)

We call for a scaled-down project with essential elements only: the
“Better Gateway” project—a. revised first phase of Gateway with 2 maxinnm
budget of $10 bilio—developed by our former Technical Director Joseph M.
Clift and Legislative Director, the late James T Raleigh. Trinicludes:

1 One new single-track funnel connecting the south half’ of NY

Penn Station (NYP) to the north side of the existing Northeast Corxidor (NEC)*

via, the duckamder specified in the January, 2007 ARC plan and a second
single-track to the south side of the NEC, if there is enough money.

2 One new four-track fized bridge over the Hackensack River to
replace the two-track movable Portal Bridge, nstead of the currently-plarmed
two-frack fixed Portal North Bridge and a second two-track Portal South Bridge
to be built at some unknown firture date- :

- 3 New segments added to the existing third track east and west of
Secancus,Janction to create a three-track railrad from Swift Infedocking west of
the Hackensack River where Midtown Direct trains enter the NEG) to the Hudson
River turmels, thereby mcreasing peak-hour train capacity with two peak-direction
- tracks. Thisalsoallows continuoustwo-way ofF peak tram operafionswith onesingle-
track tunnel out of service and efiminates the need for a Secaucus South stzfion.

4 Mbajor vertical access improverents to the platforms serving NYP”

. Teacks 1-12 to accommodate more peak-hour trains, incuding extension of the
short 8car platforms of Tracks 1 through 4-westward to the recently-extended
West End Concourse, and from there to the fisiure Moynihan Train Hall.
Other initial non-essential elements of Gateway, such as a fourth
track from the tunnels to Swift Intedocking, 2 third and fourth track from Swift

Tutedocking to Newark Penn Station, and the proposed Penn South station,

should be left for the fisture or eliminated.

Tt would cost significantly less to build this scaled-down proposal, and
we hope this less-costly project, along with sufficient local financial suppost, can
convince the Trump Administration to contribute to i, rather than to fight
against it. It s highly unlikely that all of the current Gateway project will be
built. We need to get behind a project that is more likely to be completed.

Repprt From The Chair

By DAVID PETER ALAN, Chair

We have new leadership in Trenton, new leadership a'.t.N_] '

Transit, and an end to the political gridlock that characterized the former
Christie Administration. At least that is what the Murphy Administration
and the Democrats who control both hoses of the legislature hope.

We believe that now is the time for sexious reform at NJ Transit,

Tr1 short, we-want fairness, openness, transparency, and a seat at the table

when'it comes to decisions that affect onr mobility.

A délegation from the Coalition went to Trenton on Maxch 5

on hehalf of our constituents to present our requests to members of the
Transportation Committees and committee staff members, and we hope
that our efforts will be snccessfirl. Our campaign will certainly continue,
andwe will bave more information aboutitin the nextissue of the Ragram.

) We campaigned for repeal of the 2016 statute that gives NJ Transit
the power to cut service by up to two hours without notice to the riding public.
This is our top priority, along with other measures to Jmprove openaess and

transparency at NJT. We desérve to know what is happening with our transit.

' NJT needsmore operatingfimdsand astable source of funding geaerally
soﬂmagmcycanaﬁ'ordtoprm&dethﬁlcvdofsen&mﬂwtweneedaﬁddee
have informed our legislators that we want 2 “Better Gateway” that will cost less

andpm{bnnbcﬁcrﬂamthecmaﬁGatcwaypioposaLu&ﬁ&iappeaISunlikdym _

getmuch fimding from Washingion, arywasy: We call for the capital finds that NJ T

veceives to be used for that “Better Gateway” to the greatest extent possible. '
W are asking the Legislature to use its oversight power to make

sure that NJ Transit provides adequate service for riders who want to travel

10 -

_'pﬂk-hom _compouters into New York

Ciity, it is important that other transit riders
not be lost m the shufile. '

" Most important, we continue
to push for reform. INJ Transit should

" be a freestanding government agency,
and not a governor’s fiefdom to

micro-manage as he or she pleases.

* Former Sen. Frank Ilerbert, whom
I have the honor to know, pushed

for independence for NJ Transit in
the original Transportation Act of

1979, and we are contnuing his
" work on behalf of transit riders

and their commminities. We are also
campaigning vigorously for riders
to have a genuine “scat at the table”
when it comes to decision-making
“There is an old expression that says:
“If you're not at the table, you are on
the menu!” New Jersey’s transit riders
have been “on the menu” for the past
89 years. That is far too long, and it is
time for some major changes.
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Remembering Brendan Byrne | Mitlbum, NJ 07041 -

(1924-2018)

By DAVID PETER ALAN ' _

FormerNew Jessey Governor Brendan T. Byme died on Thursday,
Jan. 4 at the age of 93. He was a Democrat and his party controlled the
legislature, but he presided over contentious politics while he was in office
from 1974 until 1982. He was known for building the Meadowlands
stadium, protecting the Pinelands, facilitating voter registration and surviving
the fmposition of the state mcome tax, but we remember him best for the
“Tramsportation Act of 1979, which established New Jerscy Transit

At the.time, New Jersey’s traims were operated by Conrail,
through the Commuter Operating Agency at the New Jersey Department
of Transportation. The service was in crisis, facing operational and fundmg
difficulties. Bus service was under threat, too. Former Senator Francis X.
Herbert, who sponsored the legislation; praised Byrne. for fighting hard
against strong opposition to get the transit bill passed. It was a hard fight,
and the legislation that established NJT passed by only one vote.

NJT Rail Tums 35!

By DAVID PETER ALAN

An important anniversary recently passed with very litfle
notice, but we remember New Jersey Transit Rail Operations
celebrated its 35th birthday at the start of the year. While NJT started
in 1979 by taking over much of the state’s bus service and the Newark
City Subway, it entered the rail side of transit when the Consolidated
Rail Corporaticn (Conrail) was forced to stop operating local trains
throughout the Northeast Region at the end of 1982.

Beginning in 1983, NJT Rail consolidated a mmber of disparate
rail lines under its umbrella, became an mdustry leader in rail transit, and
built several improvements. They include completing the re-electrification of
the Morris & Essex and other lines in 1984 and Midtown Directin 1996.

Hapjy Birthday NJT Rail

Coming Aftractions for Meeting Presentations
We hiave some mferesting presentaiions coming up of the Lackawanna
* Codlifion. On March 26, Joe Clift will confinue his presentation on our “Better
Gateway” proposal. Vito Havrilla, our Membership Director, will tell us about
. his plan to recruit new members on April 23. We meet on the fourth Monday




P.0. Box 283
Millburn, NJ 07041

Lackawanna

JanuarylFebruvary 2018

Coalition

www.lackawannacoalition.org
email: info@lackawannacoalition.org
Twitter: @Lackawanna_Rail

...An independent organization
advocating for better transit

RAILGRAM

Coalition Sets Priorities for
Upcoming Legislative Session
By SALLY JANE GELLERT, I cgislative Director
As we start 2 new year with a new governor and
a.dmlmstratmn, we look to plan our legislative year — As
always, there will be budget hearings in March, and we wil
be there to advocate for a dedicated NJ Transit' operating
budget, so that capital funds are available to spend on capital
maintenance and projects, not filling operating-budget gaps.
We are encouraged by AR-158, how in the Legislature,
that would create a task force that would “study and make findings
and recommendations concerning all potential opportuniiies

for the New Jersey Transit Corporation to generate new revenue
without increasing fares.” We would remind the task force that

NJT real estate is part of our commeon resources, owned by the -

public and managed by NJT in trust for us all; we would prefer
lease arrangements and would argue against almost any sale
of real estate. We hope that the two “people with expertise and
experience in public rail passenger transportation” appointed to the
task force come from the riding public, Tather than from industry
executives; otherwise, we call for the addition of such individuals.

In 2016, = bill was passed that allows NJ Transit to cut
up. to two hours of service withont public comment or review
"We strongly opposed that bill after it was changed from its
original language, which would have prohibited just that action,
and we have received assurances that the legislature will take

up this issue again. We consider repeal of this provision (Public

Law 2016, Chapter 52) to be our top legislative priority, and we
will be watching and advocating for that to happen quickly.

We are definitely in favor of A-2497, which would extend
NJT% current full-time student monthly pass discount to all New
Jersey higher education students, not just those attending “certain
participating institutions.” The rate is 75% of - full fare aed is-an
important but not overwhelming discount that will help all students,
toomany of whom are burdened with a large amountof student debt,
to afford transportation to their classes and jobs {and wherever else
they travel). Tt would help most those without cars, and may enable
some to put off an automobile purchase, both helping their finarices
and moaking the roads Just a little less clogged and our air just a litile
bit cleaner. These students are our future; if we can help making
attaining an education a little easier, itwill benefitus allin the long run.

‘We wrge you to join the Lackawanna Cloalition and to join
us in our campaign. We are planning to make statements at legislative
hearings and to organize a “Day in Trenton” in March. The more of
you whojoin us and camnpaign with us, the more successful we can be
in improving YOUR mobility. '

Coalition Position on Tunnels Vindicated
By FTA Letter and Daily News Editorial

By DAVID PETER ALAN

' The Lackawanna Coalition looks forward. to constraction
starting on the necessary parts of e proposed Gateway Project: new
tunnels that connect the Northeast Corridor nto the existing Penn
Station as a four-track mainline rather than two separate two-track
railroads, a single four-track bridge fo replace the existing Portal Bridge,
and connecting Tracks 1 through 4 at Perm Station into the West
End Concourse and eventually the Moyroban train hall, now under
construction in the Farley Post Office Building However, we remain
concerned about the proposed “Penn South” station and other features
of the proposed Gateway Project that we believe are averpriced and
unnecessary, and we continue to object to them. -

. On Thuisday, Jan. 4, the New York Daily News published an
editorial calling for a prqject very similar to our suggestions, which we
have called “Plan B.” The editorial called for a “new tube” into Penm
Station, platform connections to the firure Moynihan Station, and a
four-track bridge at medium height to replace the aging Portal Bridge.
The editorial crificized the Trump Administration for its expressed
unwillingness to bave the Feds chip in 50% of the cost of the tunnel
praject, but also said that Gateway was too expensive.

The editorial comes on the heels of a letter dated Dec. 29
from K. Jane Williams, Deputy Administrator of the Federal Transit
Administration {FTA) to New York and New Jersey officials, which denied
that the Obarma Administration had committed the U.S. Department
of Transportation to a 50-50 funding maich for the “Hudson Tunmels
Project” portion of Gateway and said that 90% of the riders who would
benefit from the project are local riders.

The. Coalition has repeatedly questioned whether the

. Trump Administration and Congress would be willing to fund 50%

of the cost of Gateway, which is now estimated at $30 billion, and
continues to call for a less-expensive project that increases capacity
at Penn Station sconer. At the same time, we are dismayed that the
letter does not recognize the Hudson River crossing as the most
critical possible point of failure of transportation from New England

: (Nezosletter continues on mrme)

HELP MAKE A DIFFERENCE!

Cometo a chkawannd Coalmon meeting!

Ev-/a VP i

Fourth Monday of the month (except holidays), 7: 00 p.m. ]Vllllburn Town Hall. Next meetings: Jan. 22 and Feb. 26.
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|'=TA Letter {continued from reverse side) }

to. Washington, DC and points south, but we acknowledge the FIAs
concern about enough money for projects elsewhere in the country and the
lack of alocal match other than fare increases, especially in our own state.
There needs to be a more realistic -plan, and it needs to
happen soon.
We welcome the similar call from the Daly News and we
continue to advocate for more capacity now.

Report From The Chair
By DAVID PETER ALAN, Chair

"This writer is celebrating 33 years as an advocate for befter transit,
having started with the Essex County Transportation Advisory Board in
January, 1985, At that time, New Jersey Fransit (NJ'T) was only a liitle more
than five years ald, but it was already gaining a reputation as a leader in the
. transitndustry: It had a statute and a structure that gave it some independence
from direct State control, and it had a dedicated management cadre, many of
whom became nationalty-known industry leaders. ]

Today, NJ'T is a very different place. Some of its best managers
have fled, while others complain about an‘atmosphere of intimidation and
discomfort. Managers and other non-union employees have not seen a
pay raise in many years. The operating side of NJT is so strapped for
cash that we, the riders, do not have the level of service that we need or
deserve. Weather-related delays, problems at Penn Station, and a shortage
of engineers that has forced train cancellations don’t help riders get to their
destinations, either Incoming Governor Phil Murphy, who takes office
soon, has vowed to “tear down NJ Transit and rebuild it” and called it “a
national disgrace”

: We may wonder why a transit provider, which was once
considered a model to be emulated throughout the industry, has sunk
so low. There is one answer that comes to mind: it has become overly
politicized. Despite being chartered under a statute that purportedly
insulates it from state governmment, it is ot governed or managed that way.
Whoever may be in power in Trenton, there has always been criticism that
the agency was more loyal to the governor than to its riders. It will now
be up to Gov. Murphy to do something about that and earn the loyalty of
hundreds of thousands of riders who depend on NJ Transit, whether only
for their commuie, or for all of their mobility needs.

‘We are prepared to meet with Administration and legistative officals
to discuss our suggestions for improving our trarisit and the organization that
provides it. For the moment, though, we nmust stress that the first priority must
be opermess and transparency. While we carpliment some managers for being
open and forthright with us throughout the Corzine and Christie eras, weneed
a new culture at NJT that siresses listening to what we say, and kesping the
riders and their representatives informed.

The current culture of secrecy must be abolished immediately.
Transit riders and we, as their representatives, must be allowed to participate
meaningfully in decisions that affect our mobility to the greatest possble
extent, There should be 110 more secret meetings of any NJ T committees or
groups, unless absolutely necessary and expresdly required by law. Genuine
rider-representatives, including persons who depend on transit for all of their
mobility; should be appointed to the NJ Transit Board and permitted to vote.
The statute that gave NJ Transit the power to cut service by up to two hours, at

will amd without nofice to the public (Public Law 2016, Chapter 52), must be

repealed at the very next legistative session. .

"We want to work with Gov Murphy and everyone else mvolved with
NJ Transit, toward the goal of better mobility for everybody. We cannot help
the ziders who are our constituents as long as NJ Transit operates in searecy.
‘With cpermess, transparency; and “a seat at the table,” we can. -

Membership Committee
Now Has a Chair!

By VITO HAVRILLA,
Membership Director

Although  the Lackawanna
Coalition has 2 Membership Committee,
it mever had a chair untl this year T
previously served in the position of
Secretary, and I will now serve in thisnew
capacity 1 will give a presentation on
plans for recruitment in the near future,

What are dutis of . the
Membership Committee? The dinties
are keeping the membership roll of the
Lackewarma ~Coaliton and  actvely
recruitng new individual members and
encouraging nmmicipalites and counties
to appomt representafives. Although
the first duty is fabdy smple, it is my
intention to improve the quality, quantity,
and implementation of the data in the
membership rxall These improvements
should help our organization run more

Railgram

David Peter Alan, Esq.
Chairman/Publisher

Stephen E.Thorpe
Vice Chairman

Brad Payenr
Treasurer

Vito Havrilla
Membership Director

Sally Jane GeHert
Legislative Director

Editor for This Issue
Paul Bubny

Contributors
David Pefer Alan
Sally Jane Gellert
¥Vito Havrilla

Lackawanna Coalition
P.O. Box 283

Millbum, NJ 07041
smoothly and ruake communication more v

effective. Thope thatit will provide asgstance
with the recruitment of new mernbers too.
Recruitment of new members is no small task. I plan to addr
the problems of demographics within our organization in relation to 1
riders of our lines of concern. We currently lack individual memb
from transitheavy aress, such as Morrstown, Summit, Orange, E
Orange, and Newark. Many of these municipalities have not appoin
a representative to send to the Lackawanna Coalition. We will try
itprove our relations with thern in 2018. -

_ Last year’s outreach campaign of Coffee and Commuting v
successfil. Tt was effective in talking with riders and actually getting af
newmembers. Thope that doing another Coffee and Commuting even
2018 procuces similar results. I believe that informing potential memh
of our accomplishments will at least demonstrate that we are effective 2
serdous in Improving public transportation in our state.

Coming Affractions for Meefing Presentations

Forthe nextfewmonths, our presentations will concentrate onthe Coalftior
itself, and our plans for the fulure. On Monday, Jon. 22, Legisafive
Diredor Sclly Jeme Gellert will outfine our goals for the upcoming
legislative session. On Feb. 26, Chair David Peter Alan will present ¢
threeyedr plan for the Codlifion’s gadls and their implementation. Oul
preserter on March 26 will be Membership Direcior Vito Havrilla, whe
will give us his ideas on how to increase our membership, We would lke
YOU to be one of our new members! We meet on the third Monday
of the month at 700 ot Millbum Town Hall. You are welcome of ou
meetings, and we hope you will join us.

We don’t have the space in the Railgram to provide
~ detailed coverage of all the news as it happens,

so we suggest that you visit our website,
www.lackawannacoalition.org, to learn more.

This issue of the Railgram includes news reported
through Friday, Jan. 5.
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Senate Transportation Committee and Assembly Transportation and
Independent Authorities Committee Testimony - Tri-State Transportation
Campaign

August 16, 2018

I'm Nick Sifuentes, Executive Director of Tri-State Transportation Campaign. As you
all know, we're a 25-year-old advocacy organization dedicated to improving transit
and reducing car reliance in the tri-state region. | know you all are more accustomed
to seeing Janna up here, but she couldn’t be here today.

As you know, NJ Transit’s mission is “to provide safe, reliable, convenient and cost-
effective transit service with a skilled team of employees, dedicated to our
customers' needs and committed to excellence.”

Ask a customer right now and they'll tell you that NJ Transit is missing the mark.
Trains are canceled and riders end up waiting for trains that they're told aren't
coming only after they’ve arrived at the platform.

Long-term challenges have brought us to this place:

e Shortfalls in the number of engineers to ensure sufficient staffing means that
when engineers call out, trains just can’t run—and the timetable for training

new engineers is 20 months. Meanwhile,  fieluol copo-fo-op bromafent | ueots )
__Years.of underfunding. during the Christie era have lett the agency struggling _sac2s, ;wxgéw_aa______

to keep up with increased demand, 1nclud1ng an aging fleet and senior staff
shortfalls, and

» Previous agency failures to meet positive train control deadlines means
Executive Director Corbett and his staff are left sprinting to install PTC across
the system

l

e wo wdd contend
Executive Director Corbett and his staff are taking on a herculean task—but they

lack the resources to both rapidly increase the pace of PTC installation and meet the
needs of a growing ridership. g '

Governor Murphy ran on a platform of fixing N] Transit, and he’s taken steps in the
right direction, including increasing funding, appointing a new Executive Director,
signing Executive Order 5 authorizing a full audit of N] Transit, and last week
promising better communication with riders dealing with the frustration and stress
of cancellations. But there’s more the Governor can do to improve NJ Transit for
riders right now to both deal with the short-term crisis of train cancellations and the
longer-term issues that plague the agency.

Governor Murphy could:

% s, ’ .
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e (Call on the legislature to increase operations funding for N] Transit to
support hiring additional engineers and management
+ Work with the legislature to tmmeeasiy waive residency requirements for
engineers to meet staffing needs , Whieh we ndlersiand Fhe Gov. celle
Pass S630 and, while 5630 moves through the legislature,
Appoint members to vacant spots on the board of directors. Current law
establishes a board comprising eight members (seven voting/one non-
voting). There are no more than six members right now on the board. As
, M such, there are two vacancies on the board—and both are voting members.
o o * Spe&up&eﬁmwmmw
gy‘swwb 4 1 S theyear. B._'g_—_eeﬁ'stast, MBTA's audit was announced in February and
s bt 0 ;\2/:— M complete in Apl‘llwoz. th st gw .
0_‘; ¥ W a WO ;
Y Dﬁpﬂ‘r ¢ * Meanwhile, to deal with the short-term crisis, N] Transit should examine increasing

o<W u {/g\e/"\’g bus schedules and work with the Port Authority to utilize PATH and ferries to help
‘ ?\ﬂ(’ make up for gaps in service. And while the agency should not be canceling trains, if it
v must, they should adjust schedules so canceled trains are those that are within a few

minutes’ headway of a replacement service. And lastly, Gov. Murphy is right:
schedule changes and cancelations must be communicated clearly with
riders—before they arrive at the platform.

_ I'll close by saying that in order to tackle the agency’s long-term problems, we do
— need-a-strongboard-to-work-with-NJ :Tlran3-i-t13:executinecd.i.recto.l;?s 630unanimously

d for Thes A

passed the Senate, but it has not come to the floor in the Assembly. We urge this
body to pass S630 and Governor Murphy to sign S630 or comparable legislation to
reform the board of NJ Transit, which is a necessary step toward the fundamental
reform necessary at the agency he championed in his run for office. Thank you.

¥ [n own recent Tepont, “ N Tyamsit: An A_j""""’ﬂ . Need &)
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)¢ Chamber of Commerce
i Southern New Jersey

MEMORANDUM

TO: Members of the Assembly Transportation and Independent Authorities Committee
Members of the Senate Transportation Committee

FROM: Christina M. Renna, Vice President, CCSNJ
RE: New Jersey Transit Rail Service
DATE: August 16, 2018

The Chamber of Commerce Southern New Jersey (CCSNJ) would like to voice our concerns with
New Jersey Transit’s recent decision to suspend the Atlantic City Rail Line effective September 5, 2018
through early 2019.

The Atlantic City Rail Line (ACL) operates from Philadelphia’s 30" Street Station along the White
Horse Pike corridor with stops in Pennsauken, Cherry Hill, Lindenwold, Atco, Hammonton, Egg Harbor
City and Absecon, ending in Atlantic City. The rail line’s impact in South Jersey cannot be understated; it
serves communities of South Jersey with critically necessary mass transit that is otherwise nonexistent
in this region of the state. The ACL is the only New Jersey Transit operated rail line in the southern
portion of New Jersey, and the only rail line in New Jersey that serves Atlantic City.

Of primary concern is the impact the suspension will have on casino industry employees.
According to the most current data available from the New Jersey Casino Control Commission (see
attached map), there are approximately 544 casino employees that live in Camden County, where four
of the ACLs stops are located. If you count the number of casino employees in the surrounding counties
of Burlington (118) and Gloucester (322) Counties, just under 1,000 casino employees live near ACL lines
and potentially use the ACL to get to and from work. These statistics do not take into account the
tourists who utilize this line, nor the other businesspeople who use the rail line for their daily commute.

The CCSNJ fully understands the need for important safety improvements on the ACL. However,
as explained by New Jersey Transit, the months long shutdown of the rail line is due not only to making
required safety improvements, but also to fill to personnel shortages in other areas of the State. This
means South Jersey commuters are going to be negatively impacted by ACL’s longer than necessary
service suspension due to circumstances that could have been avoided.

Compared to its northern brethren, South Jersey is public transportation deprived. The
suspension of the ACL will undoubtedly cause a major disturbance to South Jersey commuters, create
hardships for hardworking casino employees — thousands of which live throughout the South Jersey
region and impact upon the ability of tourists to visit the Atlantic City region

Thank you for allowing the CCSNJ to express our concerns with the suspension of the Atlantic
City Rail Line next month.

39



ATLANTIC CITY CASINO LICENSEES EMPLOYMENT BY COUNTY
FOR THE YEAR ENDED DECEMBER 31, 2016
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Comments by Joseph M. Clift* Regarding New NJ Transit Administration Failures, 08/15/18

Recent management actions by the new Murphy-appointed NJ Transit administration perpetuate or exacerbate
poor practices and the resulting management failures of the previous Christie-appointed administration:

1. HR abuse (forced resignations): A group of some 20 managers and secretaries, many of them long-term
non-partisan professional employees, were ordered by Murphy transition staff to submit resignation letters
upon penalty of not having a job after inauguration, and quite a few letters were “accepted” by the new NJT
administration. These actions were meanspirited, unprofessional, unethical and illegal. This entire incident
makes NJ Transit a far less attractive place to take a job than if conventional HR practices had been followed.

2. Capital Projects mismanagement (PTC): The new Murphy-selected Executive Director took over
officially on Feb. 14®, By March 31%, six weeks had elapsed, sufficient time to get a handle on the Positive
Train Control project (PTC) and identify the super-critical need to ramp up production tremendously to meet
the year-end legal requirement that 282 cabs be equipped for PTC. That would have required an average of
27 cabs per month be equipped for the remaining nine months of 2018 (282 — 35 = 247 cabs / 9 months =
27.44 cabs/month). “Cab” refers to all locomotive, Electric Multiple Unite (EMU) and “cab car” control cabs.

But THAT DID NOT HAPPEN! Instead, production fell far short, averaging only 15 per month from
April 1 thru August 6 (65 + 4.21 =15.45 cabs/month), little more than half what was required. The lower
output resulted in a deficit of 50 cabs (27.44 - 15.45 = 11.99 deficit per month x 4.21 months = 50.48).

The direct result is a need to further ramp up production through year end to 38 cabs per month (282 - 100 = 182
cabs / 4.83 months = 37.66 cabs/month) to make up the deficit; a whopping 2"2 times the recent 15-per-month rate!

THhis higher rate through year-end is the direct result of the new NJT administration failing to get on top
of PTC as soon as it could have and should have. This higher rate now required is the direct cause of
killing the Atlantic City Rail Line entirely as well as the Raritan Valley Line off-peak one-seat ride to
New York, both required to free up more cabs to meet the higher PTC production rate.

3. Rail service planning failure (train annulments): Top management and Rail Operations

management failed to recognize the need for and set up a consolidated summer schedule with about 15%
fewer peak-period seats (possible with customer vacations), that could have been handled with fewer
cars on fewer peak-period trains with no significant reduction in service frequency.

Such a schedule was the only way to address two extremely critical needs without impacting riders:
a. A reduction in the number of locomotive engineers required to operate the schedule, which
would have eliminated or significantly lessened the need to annul trains due to insufficient engineers.

b. A reduced cab requirement, which would have made faster cab conversions to PTC possible
without annulling trains or otherwise reducing service.

This was a huge self-inflicted missed opportunity!

4, Communications/Rail Operations Coordination Failure (Train Alerts come too late): Top management,
Communications and Rail Operations failed to recognize the importance of issuing Alerts on annulled trains
(trains cancelled before departure) hours, rather than minutes, before train departure, making alerts far less valuabie.
This failure was cited at last week’s Board meeting by Assemblywoman Nancy Munoz, riders and advocates.

It appears management now recognizes that tighter coordination between Communications and Rail Operations
makes possible multiple-hours-in-advance Alerts on a least some annulled trains, enabling riders far greater latitude
to re-plan their day (earlier or later train or alternate mode travel) instead of simply waiting for and cramming
onto the next train; for the first time, a Sunday evening Alert was issued for a Monday moming train annulment.

* Joseph M. Clift served as Director of Planning and Director of Strategic Planning for the Long Island Rail Road and Manager of Operations

Improvement and Strategic Planning Analyst for Conrail. He holds a B.S. dearee from the Massachusetts Institute of Technology and an
M.B.A. from the Stanford Graduate Schoot of Business. Contact info:
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August 15, 2018

Dear Assemblyman Mazzeo;

Please accept this letter of support for the Atlantic City Rail Line from the Atlantic County Economic
Alliance (ACEA), a private non-profit organization dedicated to economic develepment and business
expansion in Atlantic County, NJ.

The Atlantic City Rail Line is a critical component of the ACEA’s economic vision for Atlantic County. In
particular, the ACEA has been working with a developer who is intent on building a rail station at
Pomona, NJ that would service Atlantic City International Airport, the FAA Technical Center, the National
Aviation Research and Technology Center, the town of Pomona, and Stockton University.

After many months of work, the Atlantic County Freeholder Board passed a resolution supporting the
private sector construction of a train center in Pomona (see attached Résolution No. 396). This
resolution joins a recently approved resolution of support from Galloway Township municipal
government.

Detailed in Resolution No. 395 and the attached Executive Summary and Technical Appendix are
multiple justifications for the train station and increasing the frequency of the train schedule. The
Executive Summary and Technical Appendix are from a 2013 report contracted by NI Transit from LTK
Engineering Services. NJ Transit’s consultant clearly states that greater frequency of service and the
Pomaona rail station would significantly increase ridership on the Atlantic City Rail Line. The study came
before the construction on the Stockton University city cammpus. The Pomona station will tie both
campuses together, thereby expediting the movement of students between campuses.

In summary, NJ Transit’s consultant determined that an increase in train frequency combined with a
Pomona rail station would drive greater ridership and tie together multiple economic entities. We have
a developer who agrees and is willing to invest on the basis of NI Transit’s research. The ACEA supports
the maintenance of existing service and the expansion of future service to provide badly needed public
transportation to an underserved part of the state of New Jersey.

Respectfully;

Max Slusher
Director of Business Development
Atlantic County Economic Alliance

L/ﬂ\f



County of Atlantic, New Jersey Resolution No.: 395

Approved as to Form and Legelity Subrhitted By:

%/;Mﬁ Vit %%/ /Q//@M%

James F. Fergusen, County Counsel /" Gerald DelRasso, County Administrator
v

RE: RESOLUTION OF THE COUNTY OF ATLANTIC IN SUPPORT OF A NI TRANSIT
RAIL STATION ON THE ATLANTIC CITY LINE SERVING GALLOWAY
TOWNSHIP AND THE ATLANTIC CITY ATRPORT

WHEREAS, NJ TRANSIT has evaluated the construction of an Atlantic City Aurport
Rail Station in the Redevelopment Area in Galloway Township located near the intersection of
S. Pomona Road and White Horse Pike; and

WHEREAS, Atlantic County has a vested interest in expanding and developing the
Atlantic City Airport; and '

WHEREAS, access to educational services at Stockton University is limited due to its
distance between mass transit stops and the lack of a station in close proximity to Stockton’s
main campus to connect its students to the recently opened Stockton University Atlantic City
Campus; and

WHEREAS, new job creation in Atlantic City, including the recent opening of two
casines, the Hard Rock Hotel & Casino and the Ocean Resort, the FAA Technical Center and
the Stockton Aviation Research and Technology Park, have placed a burden on South Jersey

~ commuters; and

1, Sonya G Harrds, Clerk of the Board of ChosenFrceﬁolders of the County of Atlantic, State of New Jersey,
do hereby cextify that the foregoing is a correct and true copy of a resolution adopted by the Board at a meeting duly held

on the 7 (ﬂ’ day of ﬂu&’u.ﬂl_‘ 2018

Signed_ &’ Y2
] L]
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County of Atlantic, New Jersey Resolution No.: 395

WHEREAS, an Atlantic City Airport Rail Station is consistent with the Atlantic County
Master Plan of August 2017 which states "A new rail station at Galloway presents a number of
opportunities for Atlantic County. First, the proposed station would be located within a short
distance of Atlantic City International Airport, which could easily be directly accessed by regular
shuttles thereby creating a gateway to the Airport for residenis from Atlantic City 10
Philadelphia. Secondly, a Galloway Station, with improved connectivity through the Airport and
improved Atlantic City Line rail service, would provide an ideal opportunity for a multi-modal
transportation hub, With Galloway Station as a multi-modal transportation hub with useful
regional and national connectioms, development can occur at higher densities, creating a
pedestrian-oriented town center. Encouraging fuuture growth in concentrated nodes will help the
County take advantage of its existing infrastructure, reduce automobile usage and dependency,
and help preserve its treasured natural environment by discouraging suburban sprawl; and

WHEREAS, the 2013 NJ TRANSIT Study confirmed that "The proposed Atlantic City
Airport Rail Station is projected to attract significant new ridership to the ACRL by providing
access to major regional employment and education centers at the Airport, Stockton University,
the Mainland Campus of AtlantiCare Regional Medical Center in Gailoway, and the FAA Tech
Center located adjacent to the airport. The AC Airport Rail Station is consistent with the

Airport's Master Plan."; and

WHEREAS, the 2013 NJ TRANSIT Study's suggested that "NJ Transit should consider
advancing this project to the environmental clearance phase...” and

WHEREAS, the 2013 NJ TRANSIT Study suggested placement of the Station at the
midpoint of the 10.1 mile connections between the Egg Harbor City and Absecon stations as the
best location to enhance multimedal connections in Southern New Jersey and provide convenient
acoess 10 the airport from both Center City Philadelphia and Atlantic City; and

WHEREAS, a private developer has expressed their interest in including the rail station

as part of a larger development on the land located at S. Pomona Rd and the White Horse Pike,
approximately the midpoint of the Egg Harbor City and Absecon Stations; and

A Bl
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County of Atlantic, New Jersey

Resolution No.: 395

WHEREAS, the private developer has expressed their intention to follow the 2013 NJ
TRANSIT Study's plan as close as possible providing a center island transit station within the
Pomona siding along the Atlantic City Rail line; and

WHEREAS, the private developer has expressed their inteation to design the station to
allow access on both sides of the Pomona siding, allowing the Atlantic City International Airport
the ahility to potentialty provide light rail service from the developer's station to the terminal in
the future; and

WHEREAS, the County will continue to work closely with NY TRANSIT and the private
developer and provide necessary support to help the private developer in their development of
the Rail Station; and

WIHEREAS, the Township of Galloway, the municipality in which this rail station would

be situated has voiced the approval of its governing body by the passage of an almost identical

Resolution #206-18 on July 10, 2018;
NOW, THEREFORE, BE IT RESOLVED that the Board of Chosen Freeholders of

Atlantic County, supports the development of an Atlantic City Airport Rail Station in Galloway
Township in the redevelopment area near 8. Pomona Rd and the White Horse Pike.

ADOPTED: 8-74-18
COUNTY OF ATLANTIC

m Atlantic City Airport Rail Station-Galloway-Resolution in Support.doc

»
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/ f Clerk of the Board
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1 Executive Summary

1.4 Purpose

Beginning in 2009, a multiagency task force, including NJ TRANSIT, focused on
transportation improvements targeted to meet the future needs of Atlantic City and to
encourage more investment in Atlantic City identified the need to invest in improvements to
the Atlantic City Rail Line (ACRLY), including adding stations, such as the Atlantic Cty
International Airport, and more train service. This multiagency effort later expanded to
include a wider set of needs extending across the State along the whole line and bringing
into the discussions the Delaware River Port Authority (DRPA). It was agreed as a result of
this multiagency discussions .

that NJ TRANSIT would fund
and progress a technical
analysis of improvements to
the ACRL train operations and
including the needed physical
infrastructure to accommodate
the increased train services
plus consideration of new train
stations.

At the same time, the ACRL
has the lowest farebox
recovery ratio {percentage of
operating costs paid by ticket
revenue) of the commuter rail
lines in the NJ TRANSIT _ . :
network; a secondary study AR AIRG LI o o .
purpose was to identify opportunities to increase the ACRL farebox recovery rat
reduce the required State subsidy of the line.

-

io and

The ACRL is operated by NJ TRANSIT between Philadelphia and Atlantic City, utilizing a
corridor that paraliels the White Horse Pike {Route 30). It operates on trackage with a
complex ownership history, with the longest-term historical operators being the
Pennsylvania Railroad west of the Delaware and the Pennsylvania-Reading Seashore Lines
east of the Delaware. Today, the ACRL shares trackage with Amtrak and SEPTA on the
Northeast Corridor between 30th Street Station, Philadelphia and Shore Interlocking in
northeastern Philadelphia. The ACRL parallels the PATCO Hi-Speed Line right-of-way
between.Haddonfield and Lindenwold, New Jersey. The ACRL hosts not only NJ TRANSIT
rail service, but also daily freight services operated by a short line, Southern Railroad
Company of New Jersey.

NJ TRANSIT managed the Study and performed the ridership projections for the future
scenarios. The objectives of the study, which include assessment and evaluation of
infrastructure and potential operational improvements for the ACRL, were to:

= Build on the funded plans for a new River Line transfer station in Pennsauken,
recognizing that the single track operation through this area requires diligent nearby
capacity mitigation to ensure that the new station stop does not degrade overall
system throughput,

Executive Summary Technical Report November 15, 2013
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Investigate opportunities to increase ridership and the line's role in serving as a vital
transportation link connecting southern New Jersey with Atlantic City and
Philadelphia;

Examine the feasibility of a transfer station opportunity between the ACRL and -
PATCO at the high ridership PATCO Woodcrest Station, with its direct highway
access to [-295; ang

Provide increased multimodal opportunities at a new Galloway/Pomena station in
conjunction with the Atlantic City International Airport.

In its original Scope of Work, NJ TRANSIT outlined five scenarios to be developed and
anzlyzed as part of the Study:

1.

Add Pennsauken, Waodcrest and Pomona/Atlantic City Airport stations and
associated infrastructure improvements needed maintain current single track
capacilies, operate existing level of service,

Add the three new stations, increase level of ACRL. operations to nominal hourly
service, with an increase of 4 daily round trips from the 14 round trip service level
then in operation,

Add the three new stations, increase level of ACRL. operations to a medium level of
practical capacity given lower cost double tracking and lower cost modification of all
applicable and feasible stations to have dual platform edges,

Add the three new stations, install double track at all feasible locations (including
modification of existing stations where required}, increase track speeds where
appropriate, and determine maximum level of rail service that could be operated
given the remaining cost-prohibitive single track constraints and external constrainis
(including Shore Interlocking, Amtrak NEC Capacity, and Atlantic City Terminal
capacity; possibly including Woodcrest Station, Lindenwaold Siation and Delair Bridge
single track constraints).

Remove all capacity constraints within the NJ TRANSIT-owned territory to define the
ultimate level of service.

As the study progressed, the definitions of the five scenarios were revised to reflect key
interim findings. A sixth scenario was added in response to significant operating
inefficiencies that increased future O&M costs under one of the scenarics. A summary of the
six scenarios, including station improvements, track and signal improverments and
operational attributes is shown on the following page in Figure 1. Fer each of the scenarios,
the LTK Team performed a physical feasibility assessment, conceptual design, operating
plan development, operations analysis, development of capital and O&M cost estimates,
environmental screening and cultural resources survey.
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1.2 Key Findings
The overall capital improvement costs of the six future ACRL scenarios evaluated in the
study are detailed in Table 1. The associated costs for Administration, Design, and
Construction Management have been added o each of the respective Scenarios. The costs
of the two potential new ACRL stations — Woodcrest and AC Airport — are broken out
separately as these can be viewed as optional elements of each Scenario (except that
Scenario A2 cannot support a new Woodcrest Station due to single track operating
constraints). The capital cost for Woodcrest Station is based on the Option 2 configuration
that uses Melrose Avenue as the pedestrian connection between a new ACRL platform and
parking; this option does not provide a direct transfer at Woodcrest between PATCO and the
ACRL (refer to Section 6.3.1). Additionally, the required additional rolling stock {locomotives
and coaches) have been added to support the projected eguipment needs for operation of
each Scenario.

Table 1 — ACRL Infrastructure Improvements — Summary of Overall Capital Costs

Element Estimated Cost
Cost
{includes
15% Scenario | Scenario | Scenario | Scenario | Scenario Scenario
Improvement Element Conting.) At A2 B1 Bz [ o)
lSAUK to NORTH RACE $43.5 M $43.5 M 3435M $435M 5435 M $43.5M 5435 M
LINDEM to NORTH LUCAS '
{Option 1) 8325M - . - . $325M -
LINDEN to NORTH LUCAS
(Opion2) $28.5 M - - - - - §285M
SOUTH FISH to NORTH WINS $44.5 M R - - ; - - $44.5 M
|SOUTH POMO to GRIFF greoM - | sreomM| - $78.0M - $78.0 M
" Trdck and Signal Cost} - §435 M| -$129.5 Ml - 8435 M| o 8iz1 A M| $76.0M] 51945 M
IWoodcrest Station [ s7sM  s7sM| - | s7sM s7sml srsM] s7sM
Alantic City Aiport Station [ 828.0mf  $28.0M]  s28.0M| | s280M]  $28.0M]  $2B.0M{  S280M
) ] . SlabionsCosf . 5355M]  $28.0M|  -$35.6M] -5355M] . $3p5M] 8355 M
Beach Thorofare Linear Yard £7.0 M| $7.0M $7.0M $7.0M S7.0M §7.0M -
Beach Thomfare Yard/S&l Fac, $95.0M - - :

Yameewuce&InspachonCost[ : '""k§%fbﬁ|"""”sl"ifbz«ﬁ]"f"’ ST M)
Dot CSubtotal . $86.0 M| - 531565 M| -

~ o -

Design & Engineering | 80%]  $6.9M| $125M ss.g_ M $13iM  sesm| szs.o M
Construction Management - : B.b% $a3Ml T $7.8M- - s43M| - sBaM L $59M| 5163 M
IPruject Admini;t@tioq ) 71 0% $0.9 M 316 M 0.9 M o $1.6 M $1.2 M i 53.3 Ml
] Sublital .. $12.0M|.. S219M  §120M| - $23.0M . 5186MI__ $4554%

- Total Scanarla Infrastructure Cost] - $98.0M[ . $178.4Mf - ssaos| . s1s7.0M]  $135 1M ~satos M

Roliing Stock - N I I A =
Locamotives [ s7omM siaom  staom]  s280M] 5350 M| 8420 M| $63.0 M
Coaches | sagm|  s3t2M|  $312M]  S624M|  $780M|  S936M]  S140.4 M

Incramental Scenario Rolling Stock Cost]  $45.2M|  $452M]  $90.4M[ - $113.0M] $135.6M[ ‘52034 M

[ 707 Yol Bcenano Capial Cost] T S1A%Z M| T €223.6 M| S185.AM| 83 5
- $270.0M] . $575.0M

. SAY]  $14som|  s225.0M) . steeom| C
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Capital costs range from $145 mittion {Scenario A1) to $575 million (Scenario D) including
infrastructure, rolling stock and contingencies. It should be noted that N TRANSIT presently
has a surplus of single level coaches of the types used on the ACRL; the actual scenario
capital costs may be subject to downward adjustment depending on the year of scenario
implementation and potential synergies with the overall NJ TRANSIT Fleet Plan.

~ Present ("Current 2011 Service”) and future ridership on the ACRL is shown in Table 2. NJ

TRANSIT developed the ridership forecasts presented in this report based on South Jersey
Transportation Planning Organization (SJTPO) and Delaware Valley Regional Planning
Commission (DVRPC) demographic projections. NJ TRANSIT's forecast for 2011
operations {but with the restoration of two round trips per day eliminated in 2009} is 3,040
weekday trips. With background economic growth along the Corridor, this increases by
about 50% to 4,600 in 2035 (without the addition of Woodcrest and the Atlantic City Airport
Rail Stations). These updated forecasts include projected Pennsauken Station ridership
based on work performed for that project's environmental analysis.

The two major ACRL markets are the line’s endpoints — Atlantic City and Philadelphia. The
Atlantic City market accounts for 45% of current ridership. NJ TRANSIT used SJTPO
demographic forecasts of employment, population, households, and summer population,
organized by ACRL station area. The SJTPO forecast of 2010-2035 Atlantic City
employment growth showed only a 12.5% growth in Atlantic City employment over the 2010-
2035 period. This is an increase of 11,000 jobs from 56,000 jobs in 2010 to 67,000 jobs in
2035. This implies a growth of 4,400 casino jobs, or about ocne new casino.

Based on plans already announced by the Revele Casino, which opened in May, 2012, as
well as two “boutique” casinos, an increase of about 5,000 to 7,000 casino jobs is projected.
NJ TRANSIT medified the SJTPQ forecast to add an additional 3,000 to 5,000 casino jobs.
Thus NJT assumed an increase of 10,000 casino jobs from 2010 to 2035, increasing from
36,000 to 46,000 casino jobs over this 25 year period. Overall, NJ TRANSIT assumed that
Atlantic City employment, using current ratios of casino fo total jobs, would be 72,800 jobs in
2035, compared to 56,000 in 2010. This represents a growth of 27.7% in Atlantic City jobs
over this 25 year period.

Similarly, NJ TRANSIT used 2000 and 2006-2008 American Community Survey (ACS)
census data to establish base work trips to Center City Philadelphia, and the area around
30th Street. DVRPC growth rates projections for employment for these different areas were
used. Overall Philadelphia work growth rates were In the 10% to 20% range from 2010 to
2035.

NJ TRANSIT used data on non-work Philadelphia ridership in 2006 and 2010, organized by
ACRL station area. Future ridership in this market was based on growth in population in the
ACRL station market areas, using 2006 rail survey data with growth to 2010. Qverall,
Philadelphia non-work travel is estimated to increase by 15% to 30% depending on the
station.

NJ TRANSIT's projections show that adding the AC Alrport Rail Station (including three
associated shuftle bus services) increases daily trips by almost 900. The addition of
Woodcrest increases daily trips by 400 more.

Execulive Summary Technical Repart November 15, 2013
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Table 2 — Summary of Atlantic City Line 2035 Ridership Forecasts by Scenario
(Weekday One-Way Trips with Pennsauken)

Weekday 2035 One-Way Trips Non-Summer
Current
Round Stations
Trip {No AC Current Plus
Trains/ Airport, No Current Plus | AC Airport &
Day | Scenario (Service Level) Woodcrest) AC Airport Woodcrest
Basa - ’
4 .| Enhanced Current, every 1-2 Hours 4,600 5,480 5.880
Scenario A1l -
20 Hourly Philly-AC 6,760 8,780 8,540
Scenario A2 - ' (1) (1) (2}
20 Hourly Philty-AC — Enhanced Operational Efficiancy 6,760 8,760 NA.
Scenario B - ’ (1) {1) (1)
26 | Bi-pourly Philly-AC, plus hourly Eqg Harbor to AC 7,000 8,120 9.880
Scenario B2 - 1)
33 | Hourly Philly-AC, plus hourly Egg Harbor to AC 7,240 9,480 10,220
Scenario C -
27 Hourly Philly-AC, Added service 27 trains each way 7,640 9,880 10,860
Scenario D -
36 | Hourly Philly-AC, Hourly AC- Lindenwold, for 30 Min. 7,900 10,560 11,300
AC-Lindenwold
14 | Current 2011 w/Restored 2009 service levels 3,040
12 | Current 2011 Service 2,800 3,340

(1) Estimated by LTK Team.
{2} Woodcerest Station incompatible with scenario,

The six future scenarlos (with Woodcrest and the AC Airport Rail Station) have projected
weekday ridership of 9,540 to 11,300 trips (Scenario A2, which is operationally incompatible
with the proposed Woodcrest Station, has projected 2035 weekday ridership of 8,780 trips).
This is an increase of 3,700 to 5,500 daily trips versus the 2035 baseline with the same two
new stations. Scenarios A1 and A2, which increase the number of daily ACRL round trips by
six to provide hourly “clockface” service show the greatest ridership growth (47%)
attributable to a single service plan change. Ridership growth associated with the
introduction of Egg Harbor shuttles and associated with haif-hourly service on the ACRL are
relatively more modest. Other scenarios show ridership growth over the base of 52% to
72%, including the initial 47% growth associated with the six additional daily round trips.

The results of a comprehensive ACRL operations analysis show that all six potential future
scenarios are operationally feasible, though Scenario A2 cannot support a Woodcrest
station stop. Table 3 shows simulated on-time performance; all six scenarios produce 100%.
On-Time Performance, even when measured using a stringent zero second lateness
thrashold. The six scenarios operate with virtually no signal defay (train congestion) on the
line.

The comparison of the simulation results shows no scenario is clearly superior in terms of
schedule refiability and On-Time-Performance. While Scenario D does reflect the lowest per
train and per 10,000 mile level of delay, it also has the most arnbitious service increase and
associated operating subsidy. The changes in average train operating (dispatching) delay
between Scenarios A1 and B1 and B2 are mainly due to the inclusion of the shultle trains
which are able to run without dispatching delay and help to bring down the overall averages,
as can be seen from comparing the averages against the total delay numbers. Scenario A2,
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with the same number of weekday trains (all of them through trips between Atlantic City and
Philadelphia} as Scenario A1 shows superior simulation results in terms of lower train
operating (dispatching) delay.

Table 3 — Predicted On-Time Performance
by ACRL Scenario
On-Time Performance
Scenario | Group 0:00 2:59 5:59

PHL 48.3% T82.1% 96.6%

'FNB ACES 100.0% 100.0% 100.0%
Total 53.1% 65.6% 96.9%

Al PHL 100.0% 100.0% 100.0%
A2 PHL 100.0% 100.0% 100.0%
PHL 100.0% 100.0% 100.0%

B1 EGG 100.0% 100.0% 100.0%
Total 100.0% 100.0% 100.0%

PHL 100.0% 100.0% 100.0%

B2 EGG 100.0% 100.0% 100.0%
Total 106.0% 100.0% 106.0%

PHL 100.0% A00.0% 160.0%

c LIN 100.0% 100.0% 100.0%
PSK 100.0% 100.0% 100.0%

Total 100.0% 100.0% 100.0%

PHL 100.0% 100.0% 100.0%

N LIN 100.0% 100.0% 100.0%
PSK 100.0% 100.0% 100.0%

Total 100.0% 100.0% 100.0%

Tahble 4 - Changes in Level of Service (LOS) and Queue Length at Selected Crossings
Between Closely-Spaced Gate Down Time Events

Scenarlo Al Scenario B1 Scenario B2 Scenario G Scenarlo D
Change in: Change in: Change in: Change In: Change in:
95% 95%, 95% 95% 95%
LOS Queue LOS Queue LOs Queue LOS Queue LOS Queue
Intersection Length Length Length Length Length
Westfield Avenue No 21% No 17% No 14% No 19% _No 23%
Milford Road <or=toexisting | <or=toexisling | <or=toexistng | <or=foedsting | <or=toexsting
Yes o, Yes Yes |- Yes
- 4% =59 -89 N -24%
Atco Avenue (B) 5% (& % (B) 5% (B) 8% o
Falrview Avenue Ne -5% 3%
Bellevue Avenue R e T o
(RT 54) Sar=loexsling (| (Sorslodxsting: | s or=to > eXsting | - < of = to exisling
Park Avenue No 18% No | 17% No [ 18% No | 18%
Philadeiphia Avenue No -3% <or=loexsting | <or=toexsiing | <or=toexsing | <or=1to exsting
Cologne Avenus <or=toexsting | <or=toexdsting [ MNo 5% <or=toexsting -| < or=to existing
Pomona Road No | -1% No | -4% No | 16% No | -1% Tg)s 32%
Brigantine Connector o = o i Yes o Yes 2 Yes o Yes o
(AC Expressway) <of = to existing (8) 109% (B) 7% 8) 97% B) 9%
Executive Summary Technical Report Novemnber 15, 2013
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Micro traffic simulation models were developed for the ten crossings as they are affected by
the five potential future operating scenarios. In Scenarios A, B1, B2 and C, Leve! of Service
(LOS) — computed during the short time frames between the closest gate down time events
-- remains at "A” or “B” for all crossings, as shown in Table 4. Scenario D's higher train
volumes results in Pomona Road changing from LOS "B” to LOS “C™; the queue length will
increase as well. The micro traffic simulation model also shows increasing queue lengths at
the Brigantine Connector with Scenario D though the LOS remains at “B”. These two
crossings merit additional analysis if Scenario D is advanced by NJ TRANSIT,

Curvedecriptions; - ‘
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Ison of Travel Time Improvements for Various Speed Enhancements

The study’s comprehensive look at alternative vehicle technologies and alternative maximum
speeds concluded that the current diesel push-pull technology is the appropriate modal
choice, given the ACRL operational and ridership profile. Changing vehicle technologies
offers little end-to-end time savings and requires significant capital outlays. Significant
improvements to service are possible from enhancing the infrastructure to handle greater
train frequencies and, potentially, higher operating speeds consistent with diesel locomotive
performance.

As shown in Figure 2, the “Law of Diminishing Retumns” applies to maximum authorized
speed increases on the ACRL.. The travel time gain from a maximum speed increase to 90
MPH {versus the current 80 MPH) shows a modest trip time benefit while additional travel
time savings resulting from a maximum speed increase to 110 MPH are negligible. For
example, increasing the ACRL top speed from 80 to 80 MPH with existing speed restrictions-
in place saves about 1.5% of baseline trip time; the additional savings from increasing the
line to 110 MPH (from 90) are only 0.8%. Similarly, with an aggressive end-to-end program
of curve improvements and slow zone removal, increasing the ACRL top speed from 80 to
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90 MPH saves about 9.2% of baseline trip time; the additional savings from increasing the
ling to 110 MPH (from 90) are-only 1.6%. .

Table 5 displays the diesel push-pull technology results from Figure 2, in percentage savings
terms. Eliminating all ACRL slow zones (speed restrictions unrelated to track geometry or
Delair Bridge structure) produces a modest decrease in Philadelphia to Atlantic City travel
time of 5.1 percent. The combination of the most aggressive set of improvements

— 110 MPH operation, elimination of aif slow zones, increasing curve super-elevation to
maximurn levels and increasing curve unbalance to maximum lavels — yields an overall
terminal to terminal trip time savings of about 9 ¥4 minutes, which is less than an 11 percent
reduction from the Baseline trip time. The relatively modest trip time savings are not justified
by the significant increase in fuel consumption and track maintenance expenditures that
would be required. In addition to higher operating costs, significant capital investments in
curve realignment and signal system maodifications to support the higher speeds would be
required.

Table 5 ~ Potential ACRL Terminal to Terminal Travel Time
-Savings with Maximum Speed Increases (Percent)

Maximum Speed (MPH)
30 {Existing) 90 110
ExIsting Curves, Existing Stow
Zones 0.0% 1.5% 2.3%
Existing Curves, No Slow Zones 51% 7.1% 7.9%
Faster Gurves, No Slow Zones 6.4% 8,9% 10.4%
Fastest Curves, No Slow Zones 6.6% 9.2% 10.8%

1.3 Next Steps

There is no capital funding available for any of the ACRL improvements identified in this
report in NJ TRANSIT's current five year capital plan. However, recent events have shown
that “ready to go” projects (those with environmental clearance, permits in place and
designs at any advanced stage) are more likely to be funded than those where these
important steps have not yet been undertaken. In addition to the site-specific improvements
identified in this report, an overall ACRL Investment Strategic Plan with funding priorities
{(when capital funding is available} should be developed. With proven ridership demand and
market analysis as inputs, this strategic plan would identify the optimal balance of service,
ridership, farebox revenue, operating and maintenance costs and required capital
improvements for the line over the coming decades.

The proposed Atlantic City Afrport Rail Station is projected to attract significant new ridership
to the ACRL by providing access to major regional employment and education centers at the
Airport, Stockton University, the Mainland Campus of AtlantiCare Regional Medical Center

in Galloway, and the FAA Tech Center located adjacent to the airport. The AC Airport Rail
Station is consistent with the Airport's January 2010 Master Plan, including its capital
projects to expand passenger traffic {Runway 4-22 extension, terminal expansion, improved
airport access). The proposed station, located at the approximate midpoint of the 10.1 mile
segment between Egg Harbor City and Absecon stations, would enhance muitimodal
connections in southern New Jersey and provide convenient access to the airport from both
Center City Philadelphia and Atlantic City. NJ TRANSIT should consider advancing this
project to the environmental clearance phase in partnership with the airport operator. The
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Port Authority of New York and New Jersey's recent investment in the AC Airport may be a
first step in securing external funding of an AC Airport Rail Station which is estimated to cost
$32 million (2012 dollars), including design, construction management and project
administration.

Other imporiant "Nex; Steps” are detailed below.

1.3.1 Delair Bridge inspection

NJ TRANSIT shouid continue to perform and analyze the results of periodic Delair Bridge
structural inspections. Despite the bridge's location between the forcad” diverging moves of
Shore Interlocking on the Northeast Corridor and the planned Pennsauken Station stop,
upgrading passenger train speed on the bridge to 40, 50 or 60 MPH would provide
meaningful ACRL trip time improvements. To be sustainable, this will clearly require greater
capital investment in the bridge, which is owned by Conrail Shared Assets, than has been
allocated in recent decades. At the same time, lack of Delair Bridge capital investment could
lead to more severe structurally-related passenger train speed restrictions, discouraging
ACRL ridership.

1.3.2 Woodcrest Transfer Station

The creation of an ACRL platform at the existing PATCO Woodcrest Station owned by the
Delaware River Port Authority (DRPA) would attract additional riders to the ACRL, primarily
by providing more convenient access for [-295 “park and ride” customers. A convenient
ACRLU/PATCO transfer already exists in nearby Lindenwold, so the Woodcrest Transfer
Station does not significantly enhance multimodal opportunities (in fact, 39 to 56% of
projected Woodcrest ridership, depending on the future scenario, are diversions from other
ACRL stations rather than new ACRL riders).. The Woodcrest Transfer Station poses a
number of institutional challenges, including potential use of a PATCO “paid" fare area for
ACRL customers to access the NJ TRANSIT platform and additional parking demand at the
Woodcrest facility. The placement of the ACRL platform within a single track portion of the
NJ TRANSIT line (and with no feasible solution for double tracking on this curving,
constrained right of way) poses operational concems.

1.3.3 Optimize Scenario A2

Future Operating Scenario A2 brings hourly service to the ACRL while maintaining the
current high operating efficiency of two round trips per crew per day. This operating scenario
holds promise in terms of improving ACRL ridership and operational efficiency; it should be
considered for advancement by NJ TRANSIT in the future.

it should be noted that the required train slots needed for efficient scheduled train “turns” at
30" Street Station in Philadelphia are fundamentally incompatible with the longer single
track occupancy times in the Haddonfield Cut. Therefore, Scenario A2 is mutually exclusive
with the potential Woodcrest Transfer Station improvement. Scenario A2 requires double
track from Sauk to North Race Interlockings, along with a second platform at Cherry Hill -
Station at an estimated cost of $40 million (2012 dollars, including contingency).

Scenario A2 also requires double track from Pomo to Griff Interlockings (including a second
platform edge and reconstructed station at Absecon) at a total estimate cost of $49 million,
in order to support service to the proposed Atlantic City Airport station. It may be possible to
develop a lower cost version of Scenario A2 {with service to the proposed AC Airport
station) but this will require additional analysis using full network rail operations simulation,
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which is beyond the scope of work for the ACRL. Possibilities, all of which would eliminate
the $6 million Absecon station cost and much of the $43 million double tracking cost,
include:

+  Shorter section of double track from Pomo Siding south with #20 turnouts at each
end,
Shorter section of double track from Pome Siding south with high speed #32.7
turnouts at each end, : '

» Maintaining the current limits of Pomo Siding but upgrading the mainline track speed
north and south of Poma Siding to Class 5 {90 MPH maximum passenger train
speed) to support shorter single track occupancy times.

NJ TRANSIT should pursue a more detailed study of Scenario A2 to refine its required
ACRL infrastructure, thereby producing a more reliable capital cost estimate.

1.3.4 Pursue Operating Efficiency Improvements

The ACRL has the lowest farebox recovery ratio {percentage of operating costs covered by
ticket revenues) of NJ TRANSIT's commuter rail lines. The Study has identified a number of
potential operating efficiency improvements that could improve the farebox recovery ratio
and that should be the subject of more detailed analysis, including financial benefit/cost
analysis:

+ Construct a small scale Service and Inspection facility with car wash in the Atlantic
City terminal area to reduce/eliminate four weekly non-revenue round trips between
the ACRL and the Meadowlands Maintenance Complex,

* Expand the fueling flexibility within the Atlantic City terminal by completing the
installation of fuel pads on Tracks 2 and 3, expanding flexibility over the current
refueling, which is limited to Tracks 4 and 5. This would eliminate the current
requirement of some non-revenue train movements solely to support refueling.

= Add a sand tower at the Atlantic.City terminal, eliminating the current labor-intensive
practice of sanding rolling stock by hand.

Table 6 summarizes the net operating subsidy required (in 2012 dollars) for each of the
2035 scenarios, including the costs of the Stockton and Atlantic City Medical Center bus
shuttles to/from the proposed AC Airport Rail Station. All potential future scenarios require
larger NJ TRANSIT operating subsidies than today (about $2 to $10 million subsidy increase
annually). However, they ail show improved financial pefformance as well, increasing the
farebox recovery ratio (percent of operating costs covered by ticket revenug) above the
2035 Future Baseline scénario of 29.2%. The 2035 Future Baseline scenario shows an
improved farebox recovery ratio when compared with today’s 12 daily round trip operation,
primarily because of the future scenarios’ background ridership growth and higher ticket
revenues. Scenario A2 (hourly bidirectional service with enhanced operational efficiency)
has the lowest net operating subsidy increase and the highest farebox recovery ratio {at
37.7%). While the potentiai operating scenarios improve the farebox recovery ratio by 5
percentage points or more, none of the ACRL scenarios approach the overali NJ TRANSIT
commuter rail farebox recovery ratio of 59.6% (FY 2013).
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Table 6 - Summary of Net Operating Subsidy Required for 2035 ACRL Service
Scenarios (Including AC Airport Rail Station Shuttle Bus Services)

Annual AC Net
e Airport Projected Operating Farehox
‘SC - A\delt!onal Annuzl Shuttle Ticket Subsidy Recovery
HL evices | Ray 0&M o8N Revenue | Required Ratio
Scenaric Round-trips/day {$ millions) | ($ millions) | ($ milliens) | (8 millions) {Percent}
Baseline 14 - $ 224 $0.3 $6.6 $16.1 29.2%
Al 20 - $ 33.0 $06 $12.1 $21.5 35.9%
A2 20 - $ 288 $06 3111 $13.3 ITT%
' 6 AC- .
B1 20 Egg Harbor $ 347 $0.6 3127 $22.7 36.0%
13 AC-
B2 20 Eqg Harbor $ 37.1 $0.6 $12.9 $24.8 34.2%
1 AC-LIN, .
c 25 JAC-SAUK | § 388 $0.6 $13.6 $25.7 34.6%
D 21 15 AC- $ 38.5 $0.6 $13.4 $25.7 34.4%
Lindenwold ’ ' : ' o

The ridership forecasts and their predictions for AC Airport Rail Station ticket revenue are

dependent on the operation of three separate shuttle services at this station — FAA

Technical Center/AC Airport, Stockton and Atlanticare Hospital. The airport operator is
assumed to operate the FAA/AC Airport shuttle. The other two shuttle services could be
operated by NJ TRANSIT, a contract operator or the institutions themselves. Shuttle bus
fares were assumed to be free for Airpert passengers, and $1 one-way or an extra $28
monthly for rail riders for the other services. NJ TRANSITs ridership forecasts indicate that
only 25-30% of the AC Airport Rail Station riders are “local” passengers,; the remaining 70~
75% are attracted to the station because of the availability of shuttle service.
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Recognizing that there are PATCO customer service caoncerns with the segregated “paid”
and “non paid” areas of Options 1A and 1B, the LTK Team investigated an alternative
approach that uses the Melrose Avenue bridge, denoted Options 2. This option provides a
pedestrian path from a potential ACRL side platform to the existing Melrose Avenue Bridge,
then uses the bridge roadway to access PATCO parking and the Woodcrest Station. Option
2 has circuitous transfers between NJ TRANSIT and PATCO, as well as long walks between
the potentlal ACRL platform and parking designated for NJ TRANSIT customers. Mo fare
collection issues exist in Option 2.

5.3.2 Wooadcrest Ridership Projections

The ridership analysis assumed that maost riders using PATCQO to access the ACRL would
still transfer at Lindenwold. Therefore, almost all ACRL riders at Woodcrest would be “park
and ride” passengers with parking demand at Woodcrest from this ridership equal to about
80% of the projected boarding riders. Parking demand of between 350 and 570 spaces
would be required at Woodcrest; some of this can be accommaodated in the existing
Woodcrest lot, but there appears to be the need to build some additional parking to
accommadate Woodcrest ACRL ridership demand. Given the uncertainty in the quantity of
additional parking spaces required, the cost of Woodcrest parkmg expansion is not included
in the Study's projected capltal costs.

NJ TRANSIT's ridership forecasts show that the Woodcrest Transfer Station does not
provide significant benefit in terms of atfracting new ridership or enhancing multimedal
connections. Depending on the future operating scenario assumed (refer to Chapter 7),
about 44% to 61% of the Woodcrest boarding ridership generated new ACRL riders, with
the balance being diverted from existing stations. Overail Woodcrest has between 470 to
750 boarding riders in 20335, with 205 to 432 being new ACRL riders, depending on the
future operating scenario.

The potential Woodcrest Transfer Station has a number of institutional challenges, including
potential use of a PATCO “paid” fare area for ACRL customers to access the NJ TRANSIT
platform and impact on parking capacity at the PATCO Woodcrest facility. The placement of
the ACRL platform within a single track portion of the NJ TRANSIT line (and no feasible
solution for double tracking on this curving, constrained right of way) poses operational
concerns.

5.4 Atlantic City International Airport Rail Station

The study included evaluation of potential locations for a proposed Atlantic City
Airport/Pomona Rail Station in Egg Harbor Township and a conceptual station site plan
resulting from this evaluation. The evaluation of locational trade-offs included operational
considerations on the ACRL, airport terminal shuttle bus access based on input from the
South Jersey Transporiation Autharity (SJTA), airport expansion plans including future
runway protection zone requirements associated with runway expansion, parking availability
and local traffic concerns.

Itis not possible to site a station on the ACRL that provides pedestrian connections to the
Atlantic City Airport terminal; shuttle bus fransfers would be required. A realignment of the
ACRL to directly serve the terminal was considered and rejected because of cost,
construction complexity, institutional property ownership issues and the attendant increase
in travel times for existing through ACRL passengers.
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Operational considerations on the ACRL include ensuring that:

o The siation can be served by all ACRL trains (station must provide access to boih
tracks if located within the limits of Pomo Siding),

= Trains stopping at the Atlantic City Airport/Pomona Station have little or no impact on
vehicular movernents on the ACRL’s two rail-highway grade crossings in the area —
Genoa Avenue and Pomona Road,

s Trains serving the new station do not degrade capacity or reliahbility of the ACRL as a
whole, given the long single track sections of the line and the limited number of
locations where trains can pass in opposite directions.

Atlantic City Airport Overview: With recent Investments by the Port Authority of New York
and New Jersey, the Atlantic City International Airport {ACY) is presently served by only one
scheduled service — discount carrier Spirit Airlines. Spirit presently provides non-stop
service to Ft. Myers, Myrtle Beach, Orlando, Tampa, Fort Lauderdale, West Palm Beach.
Seasonal service is provided to Boston, Chicago and Detroit.

The Airport ended 2010 with passenger volumes up 29% to about 1.4 million boardings, -
versus a loss in traffic at its nearest major competitor, Philadelphia International Airport
{2011 growth was flat, with passenger boardings continuing at about the same 1.4 million
annual rate). The airport had an average fare of $188 in 2010, the lowest of the top 100
airports in the country. In addition to scheduled service offered by Spirit, the airport serves
numerous charter flights, especially to Florida during the winter months.

The airport has lost two scheduled carriers in recent years. AirTran, which had entered into
a subsidy agreement with SJTA for Allanta service, ended that service on January 6, 2012,
WestJet ended Toronto service on May 9, 2010, :

In addition to the approximately 2,200 acres of land leased to the SJTA from the Federal
Aviation Administration Tech Center, the Airport consists of another approximately 2,700
acres retained by the FAATC for its mission. The airport supports several other government
agencies, including the New Jersey Air National Guard 177th Fighter Wing, the United
States Coast Guard Atlantic City Air Station, and the Transportation Security Agency's
Federal Air Marshall National Training Center, The Richard Stockton College of New Jersey
is also located nearby.

In a continued sffort to expand service, Atlantic City International Airport, which has seven
commercial flight gates, has engaged in a coalition with Atlantic City destination and
economic development stakeholders to attract air carriers and additional connectivity to the
national air travel system. This coalition is working to make Atlantic City more accessible to
major travel markets not presently served by direct flights, especially Chicago. \

The proposed Atlantic City Airport Rail Station is consistent with the Alrport's January 2010
Master Plan, including its capital projects to expand passenger traffic. The Master Plan
projects include extension of Runway 4-22 to 8000 feet (thereby improving reliability of
accommodating larger planes), terminal expansion, an expanded parking garage, a rental
car facility and general aviation expansion. In September, 2012, the Port Authority of New
York and New Jersey announced that it was launching a $3 million feasibility study of taking
over the Atlantic City Aimort, a possible precursor to diverting some passenger traffic from
Newark International Airport to Atlantic City,
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5.4.1 Atlantic City Airport Rafl Station Locational Considerations

The ACRL through the potential Atlantic City Airport/Pomona station site is largely single
track, with a passing siding (“Pomo Siding"} located just south/east of Pomona Road and
extending 5500 feet to the south/east. The passing siding is used by multiple NJ TRANSIT
trains each day to pass in opposite directions. The siding is also used occasionally to
“pocket" (hold) a freight or Maintenance of Way train.

From an operational perspective, the station cannot be located adjacent to the track
switches that define the narth/west end of Pomo Siding ("North Pomo") or adjacent to the
track switches at the south/east end of Pomo Siding (“South Pomao”). The north/west end of
Pomo Siding, where the track switches and associated signals are located, precludes any
station platform access and extends 796 feet from the centerline of Pomona Road. Simitarly,
the south/east end of Pomo Siding, extending from a point 4861 feet from the centerline of
Pomona Road to a point 5391 feet beyond that (a length of 430 feet), also precludes any
station platform access.

As shown in Figure 4, there are three categories of potential station locations, which are:

1. North/west of Pomo Siding, between Pomona Road and Genoa Avenue {or,
potentially, north/west of Genoa Avenue),
2. Within the limits of Pomo Siding,

3. South/east of Pomo Siding.

PomonalAtlantic City
Airport Rall Station Sites
NorthiWeat of Postio SKin
@ lxlend Platform. at Pomo S?dlng LT
- South/East of Poma S:dmg A

{2 ey Y

Flgure 2 —~ Atlantic City Alrport and the NJ TRANSIT Atlantic City Ran[ L:ne, w:lh Pomeo Sldmg hlghllghted.

5.4.2 Runway Protection Zone/Avigation Easement

SJTA provided the LTK Team with its plans for the extension of Runway 4-22 in the long
term, as called for in the Atlantic City International Airport Master Plan. Potential rail station
facilities, especially overpasses, may be constrained by the FAA Clearance Envelope for
extended Runway 4-22.
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5.4.3 Atlantic City Airport Rail Station Platform Configuration

If the Atlantic City Airport/Pomona station is located within the limits of Pomo Siding, it
should be configured as a center island platform serving both tracks. This is because ACRL
trains “mest” at this location, with both tracks routinely used for revenue trains in either
direction. Censtructing a station platform only on one side of Pomo Siding would mean that
certain ACRL trains could not serve the station, jeopardizing the aitractiveness of the
service and severely limiting the flexibility of the line’s dispatcher. This would have a direct
negative effect on ACRL reliability.

Constructing outside (“side”) station platforms on both the main track and passing siding at
Pomo Siding is also unacceptable operationally because it would make last-minute changes
of track assignments by the dispatcher impossible. This is because there would not be
sufficient time for passengers (especially those with luggage) to change platfarms, using
stairways, elevators and an overpass above the twa tracks. It would not be practical for
passengers switching platforms to use Pomona Road to switch from one side of the tracks
to the other because the platforms can be no closer to the road than 796 feet, due to the
presence of North Poma interlocking.

Greatest dispatching efficiency is achieved by routing the first train of the two-way “meet”
into the passing siding (which is inherently slower than the main track) and allowing the
second (later) train of the “meet” to use the faster main track route. When two trains are
approaching at about the same time, the dispatcher prefers o wait until several minufes
before the trains are predicted to arrive at Pomo Siding to determine which train goes 1o
which track, allowing greater schedule recovery in the event that one or both of the trains is
running late. This last-minute dispatching flexibility would be lost if dispatchers must commit
to specific tracks five or more minutes befare train arrival at Pomo Siding in order to allow
sufficient time for passengers to move to the correct platform. This issue does not exist with
a center platform; visible and audible messages simply direct passengers to tum 180
degrees to board the correct train in the event of a last-minute track switch.

5.4.4 Atlantic City Airport Rail Station Grade Crossing Congestion lssues

There are two highway-rail at-grade crossings near the potential Atlantic City .
Airport/Pomona station — Genoa Avenue and Pomona Road. Pomona Road (FRA Crossing
586106P at MP 46.6) is classified as an Urban Minor Arterial. A March 2010 count found an
Annual Average Daily Traffic (AADT) of 11990 vehicles, with a peak hour volume (4:15 p.m.)
of 1114 vehicles. Traffic counts for Genoa Avenue are not available but a field visit indicated
that vehicular volumes at that crossing are far less than that of Pomona Road.

- Pomona Road (County Route 575) has a projected July 2015 AADT of 13627 vehicles,
according to Atlantic County. This significant traffic level, typical of a major arterial, reflects
Pomona Road’s critical location connecting White Horse and Black Horse Pikes as well as
serving an exit of the Atlantic City Expressway.

A typical peak hour factor to convert from AADT to Peak Hour is about 9%. Using the 13627
future AADT projection, this would transtate into a peak hour volume of 1227 vehicles or
about 20 vehicles per minuie at the crossing. Pomona Road has NJ TRANSIT grade
crossing approach warning distances of about 3800 feet in each direction. Therefore, the:
gates will start down at Pomona Road when the approaching train is 3800 feet from the
pavement edge of the crossing and remain down until the rear of the train has cleared the
opposite pavement edge. Should there be a station stop within the approach warning
distance, the crossing gates will generally start down when the train reaches a point 3800
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feet from the crossing and remain down until the train clears the crossing. With some
Atlantic City Airport/Pomona Station passengers slowed with luggage and lack of familiarity
with the NJ TRANSIT system, a dwell time in the range of 90 seconds is possible. When
added to the time to traverse the 3800 feet approach warning distance and run the length of
the train to clear the crossing, a total gate down time of 3 minutes is possible.

Assuming the rate of 10 vehicles per minute per direction, a 3 minute gate down time
equates to g queue of 30 vehicles on each side of the crossing. This raises concerns about
vehicular congestion, including potential delays to emergency response vehicles and
cascading deiays fo the nearby intersection of Pomona Road and White Horse Pike. For
these reasans, the siting of the Atlantic City Airport/Pomona Station is not recommended
within 3800 feet of the Pomona Road grade crossing.

Genoa Avenue and Pomana Road are equipped with "motion sensor” grade crossing
technology that will cause the warning devices (crossing gates, flashing lights and bell) to
“time out” if an approaching train is detected as stopped. While this technology can mitigate
some of the potential vehicular queuing, the “motion sensor” technology is intended more for
a train that has stopped unexpectedly en route than for routinely stopping trains because:

+ The double action of the warning devices can be confusing to motorists, as the gates
go down, go up when the train stop at the station, then go down again as the train
leaves the station,

» Depending on the distance between the station and the crossing, the restart of the
warning devices may not provide the desired minimum 20 seconds of approach
warning time without the departing train proceeding very slowly (and, if it proceeds
100 slowly, the “motion sensor” technology won't detect the train moving at alf). The
use of “motion sensor” technology in conjunction with a station located within about
500 feet of a grade crossing can add travel time to all trains due to the requirement
that the train depart slowly.

If the “motion sensor” technology includes “constant warning time” algorithms (a near-
constant approach warning time for the crossing regardless of approaching train speed} and
the station is located somewhat distant from the crossing {1500 feet or more), it is likely that
an approaching train making a station stop will not trigger the warning devices until the train
is ready 1o leave the station. This arrangement eliminates the confusing "down/up/down/up”
sequencing of the gates and flashers.

In summary, it is desirable to locate the Atlantic City Airport/Pomona Station 3800 feet or
more from the Pomona Road crossing. At an absolute minimum, the Atlantic City
Airport/Pomona Station must be located 1500 feet from the Pomona Road crossing to avoid
significant community traffic impacts. '

85.4.5 Atlantic City Airport Ralf Station Concept Development

The AC Airport property ownership in the vicinity of the potential ACRL station site is
complex. Some land is under the control of the Federal Aviation Administration {FAA} and
other land is under the control of the Air National Guard. Based on consultation with the
SJTA, station sites were considered only within Village boundaries and where the primary
means of access was via Route 30. Both private automobile and shuttle bus access would
be from the non-airport side of the ACRL based on these criteria.
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Combining the SJTA suggestions with a review of potentially-developable parcels and ACRL
operational considerations led to the conceptual site plan presented in Figure 5. Access
would be from a four-way intersection that would be an expansion of the curient three-way
intersection of Route 30 with Rosemarie Avenue. A preliminary review of the intersection
traffic volumes indicates that a traffic light would not be required at this location with an AC
Airport/Pomona Rail Station in service. Approximately 200 surface parking spaces would be
provided with a circulation road for shuttle buses, "kiss and ride" and parking surrounding
the surface parking. Six modified "sawtooth” bus bays would be provided for the planned
shuttle services.
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Figure 3 — Potential Atlantic City Airport/Pomona Rail Station Site Plan — Detailed View with
Six Modified Sawtooth Bus Bays

5.4.6 Atflantic City Airport Rail Station Architecture -

The proposed station includes a center high level platform, platform canopy, stairways and
twin elevatar towers. Figure 6 provides an architectural rendering of the proposed station as
viewed from the surface parking.
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5.4.7 Aflantic City Airport Rail Station Ridership Projections

NJ TRANSIT undertook an analysis of a new station in Pomona that also will serve the
Atlantic City Airport (AC Airport) and major regional jobs centers including the FAA
Technical Center, Stockton University, and the Atlantic City Hospital Center. This station
actually serves four major markets, as detailed below.

Local/Regional travel to Atlantic City:

This is potential ridership from the Galloway area and Pomona, along with some regional
access from Southern Ocean County. These regional riders would access the station via the
Garden State Parkway and Rt. 30, or via Jimmie Leeds Road using the Parkway
interchange with the Atlantic City Rest area. This assumes that the missing moves between
the GSP South and Rt. 30 west, and the return move are completed as has been proposed
by the NJ Turnpike Authority that operates the GSP. This improvement enhances access o
this station site, although it still requires a reverse movement of about 2 miles to access
Atlantic City. Ridership includes casino workers, local workers, and visitor trips to Atlantic

City.

Local/Regional Travel to Philadelphia:

The same markets of Galloway and Southern Ocean County to Philadelphia for work and
recreational travel, including connections to PATCO. This market can be more regional with
the Parkway/Rt. 30 improvements identified above.

Atlantic City Airport Passengers:

AC Airport passengers in 2011 were surveyed by NJ TRANSIT's ridership consultants and
this information was used to identify origins of air passengers by trip purpose and how these
people traveled to the airport. The number of airport passengers within 1 and 5 miles of
each station, or considering regional access beyond 5 miles at some stations was also
considered.

Shuttle Bus Connections to Major Regional Employers:

This includes Stockton University, the FAA Tech Center, and the AtlantiCare Regional
Medicat Center in Galloway. All ACRL ridership forecasts assume shuttle bus connections to
the following employment/activity locations:
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« Stackton University- The university is a major trip generator with approximately 7,900
students, and 1,200 non-student employees. Student zip code data was obtained
from the Staie of New Jersey Department of Education. Employee data was obtained
from SJTA. :

« FAA Technical Center- The main security gate is where shuttle bus service would
provide access to this location, where total employment is estimated at 1,450, The
ridarship estimates do not include the new office buildings being constructed in the
nearby office park. Distribution of employees received from SJTA.

s Mainland Campus of AtlantiCare Regional Medical Center in Galloway — This major
medical facility has approximately 5,000 employees with distribution of workers
provided by SJTA. :

In its ridership forecasts, NJ TRANSIT assumed that there would be three shuttle services
that would meet all ACRL trains in both directions from approximately 6 AM until midnight for
all scenarios except those where 30 minute headway service is operated. Buses would
leave within 5 minutes of scheduled arrival time, and allow a 6 to 10 minute connection
coming from each of these locations. For airport service, there may be some aflowance for
service beyand 12 Midnight or arriving at about 5 AM depending on flights. For the 30
minute ACRL frequency service, connections would be timed so no NJ TRANSIT customers
. would wait more than 5 to 15 minutes.

5.5 Atlantic City Area Service & Inspection Facility

5.5.1 Background and Need

Based the five operating scenarios which have been identified as proposed services
between Atlantic City, Philadelphia and the intermediate station locations, higher service
frequencies under Scenarios B, C, and D require between 8 and 10 trainsets, which
exceeds the capabilities of the Atlantic City Terminal where service and light maintenance
work is currently performed. This section summarizes the effort to evaluate the potential for
adding an ACRL storage yard with Service and Inspection (S&!) Facility has been evaluated.

Appendix E details the general facility requirements which have been established and the
evaluation of potential sites which could accommodate this facility. The summary of the key
issues and considerations are noted below.

Based upon NJ TRANSIT system-wide yard and maintenance requirements, the proposed
yard and S&l facility would support 11 trainsets and include a single track S&l facility with
fueling capability. Support facilities and site parking, as well as a potential car wash would
also be included. An overall site of approximately 25 Acres would be required to support
these requirements. -

5.5.2 Site Location Options and Evaluation Considerations

Important site considerations including size and configuration, environmental constraints,
community impacts and proximity to terminal operations were established as the primary
evaluation criteria for potential sites.

Based upon the overall requirements and evaluation parameters, potential sites between
Atfantic City Terminal and Winslow Junction were reviewed to evaluate their feasibility. A full
discussion and preliminary evaluation of the sites is presented in Appendix E. Some sites
are identified which can support the requirements and meet the evaluation criteria, however
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