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SUMMARY

Economics on PRR

_Item Scheme A Scheme B Scheme C Scheme D Scheme E ™
&Y @) (3) “ (5) ®)
f I. Road and Equipment Expenditures =~
% A. Road - PRR $ 476,000 $ 592,000 $ 597,000 $ 792,000 $ 622,00(
§ B. Road - NY&LB 923,000 923,000 - - () ~
§ C. Equipment - PRR(a) 1,000,000 1,000,000 - - (c)
? D. Equipment - H&M-PRR joint 3,230,000 6,460,000 - 6,460,000 6,460,00(
g - H&M only 3,040,000 - 4,560,000 - -
;» E. Total R&E Expenditures $8,669,000 $8,975,000 $5,157,000 $7,252,000 $7,082,000c

—

11. Effect Upon PRR Annual Operating Results(b)

E A. Increased Gross Income to PRR

% 1. From Jersey Central $ 839,000 $ 707,000 $1,612,000 $1,412,000 $2,817,000°
é 2. From Passenger Service

; Revenue 1,458,000 1,458,000 - - -

: 3. Total Increased Gross -
| Income - PRR $2,297,000 $2,165,000 $1,612,000 $1,412,000 $2,817,000
: B. Increased Expenses to PRR 1,977,000 1,897,000 900,000 862,000 862 ,00(

C. Increased Net Result to PRR $ 320,000 $ 268,000 $ 712,000 $ 550,000 $1,955,000°

Notes: (a) Does not include cost of additional equipment required, which possibly is available
from other services in existing fleets. Refer to notes under detailed economics of

each scheme.
(b) Estimated on basis of 1959 Revenues and Expenses. Does not include freight or H&M

; operations.
: (¢c) Total costs are incomplete, since the extent of Jersey Central needs is not known.

New York Region
July 15, 1959
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SUMMARY

(Numbers in Brackets Refer to Pages in Report)

The Problem

The State of New Jersey is seeking solutions to its critical commuter trans-
portation problems, one of which involves the Central Railroad of New Jersey.
Ferry operations, high taxes, and the peak-load nature of suburban train opera-
tions were among the factors contributing to the Jersey Central's 1958 passenger
deficit of $7,798,407 and net deficit of $1,905,000(7). Operation of Jersey
Central trains over The Pennsylvania Railroad tracks to Newark or Exchange Place
(Jersey City) would eliminate some of these factors. Passenger trains from the
Jersey Central main line (including Reading Company trains) would be operated
over a mew connection between the Jersey Central and Lehigh Valley at "ALDENE"
(East of Cranford), thence via the Lehigh Valley to "HUNIER" (South of Newark)
on the PRR main 1line(9). Jersey Coast passenger trains of the Jersey Central
would operate over the Pennsylvania via Perth Amboy, "UNION" (Rahway) and
Newark(9). There would be no PRR passenger service into Jersey City.

Some facility changes and additions would be required at Jersey City, Meadows,
"HUDSON", Newark Station, and Bay Head, depending upon the operating scheme. Some
modifications to Jersey Central and Reading equipment would be necessary(20).
Additional equipment will be required on the Hudson and Manhatten, to accommodate
the new loads placed upon its trains in the peak hours at Newark or Exchange
Place(14).

The Jersey Central is not the only railroad with economic problems. The

Pennsylvania's Bay Head service results in a deficit of $1,558,500 annually(17).

A definite trend indicates this deficit will increase under present conditions(19).
Revenue-producing Saturday and Sunday traffic dropped over 50% in the last ten
years. Weekday other-than-commutation passengers decreased 39%. Yet, peak hour
volumes or the major expense factor in any suburban operation, increased 13.7%

in ten years; 22.6% in the last five(52). With the rapid residential develop-
ment on the North Jersey Coast, this increase in peak hour volume may continue.

It is apparent that the Pennsylvania's Bay Head passenger service will suffer
increasing losses unless some form of public financial assistance is provided.
Taxes, alone, represent $321,000 of the expenses of this service.

Possible Solutions

Five schemes for operation of Jersey Central trains over the Pennsylvania
have been studied. All are physically feasible, The economics of each, exclusive
of freight and Hudson and Manhattan results, are shown on the opposite page.
Briefly, the schemes are:

Scheme A - CNJ Main Line Trains via PRR to Exchange Place
(25) PRR Operates all Bay Head Passenger Service

Scheme B - CNJ Main Line Trains via PRR to Newark
(33) PRR Operates all Bay Head Passenger Service

Scheme C - CNJ Main Line and Bay Head Trains via PRR to Exchange Place
(37) PRR Bay Head Trains to New York
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Scheme D - CNJ Main Line and Bay Head Trains via PRR to Newark
(43) PRR Bay Head Trains to New York

Scheme E - CNJ Main Line Trains via PRR to Newark
(47) CNJ Operates all Bay Head Passenger Service

Conclusions. -

. .The Pennsylvania can handle all of the proposed Jersey Central trains without
delay to its own operations as presently scheduled, but cannot risk funds to pro-
vide the necessary equipment and terminal facilities to do the job. Both railroads
need relief from the financial burden of operating these services. The Pennsylvania
loses more in its Bay Head service than the Jersey Central and would not benefit
by taking on the Jersey Central's passenger load(5). Under no scheme are revenues
sufficient to finance the additional equipment and facility requirements of the
railroad, much less the equipment needs of the Hudson and Manhattan,

Under present conditions, financial results of these services will not improve.
Actions of state and local governments are economically ruining the railroads pro-
viding the important service of carrying peak hour loads, which would otherwise
have to he hauled by highway and which would require additional expenditures by

‘the state's taxpayers for the new facilities required. The tax problem is just

one of the railroads' many problems. The tax-free Garden State Parkway and Turn-
pike, built by the public and paralleling much of New York-Bay Head route caused

the severe decline in off-peak patronage of Pemnsylvania trains(52). Private enter-
prise should not risk capital and continue to lose money in operating suburban

rail services for the benefit of the public, when the public continues to invest in
duplicate transportation facilities which cause economic chaos for the railroads.

Yet, if it is going to save money in handling peak commuter loads, the public needs
- 'the railroads, : :

Even the granting of certain conditions(53), such as tax exemption, fare ad-
justments, .station consolidations, crossing elimination, and electrification, would
produce only a marginal operation today. The future economics are less promising
to private enterprise,

Recommendations

The Pennsylvania should contract for the handling of the Jersey Central's main
line trains over its tracks from "HUNTER" to Newark or Jersey City, as may be decided
by public policy or the Jersey Central. The Pennsylvania would operate no passenger
service into Jersey City.

;izThe Pennsyivania should not assume the additional liabilities incurred by oper-

‘atiéu;qf the Jersey Central's North Jersey Coast service. Only one railroad should

operate passenger service on the North Jersey Coast. Since the New York and long
Branch is so essential to the total Jersey Central operation, the Jersey Central
should operate all passenger and freight service there. The Pennsylvania could
turn over to the Jersey Central all of its Bay Head business, as well as its owner-
ship in the New York and Long Branch. This operation, proposed as Scheme "E", would
be the most favorable of any for the Pennsylvania.

As an altefnative some public agency could contract for any of these schemes,

‘gpecifying fares and services and reimbursing the railroads on a fully compensatory

basis. In the interim, the Pennsylvania could operate under Schemes "A"™, "B", "C",
or "D", provided certain conditions were met(53).
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THE PROBLEM

The State of New Jersey is seeking solutions to its critical commuter trans-
portation problem(a), because it is dependent upon its suburban railroads to carry
at least 75,000 of the 125,000 total commuters(b) moving every weekday from the
suburbs into New York City. New Jersey's railroads, already financially weakened
by the state's inequitable taxing policies and by the inroads of publicly-aided
competitive transportation, have sustained large deficits in operating their
suburban trains.

The Central Railroad of New Jersey is also seeking a solution to its problems.
It was faced with a passenger deficit of $7,798,407 and a net deficit of $1,905,000
in 1958. Its estimated current loss from passenger rail-haul operation is
$3,005,499(c). This amount does not include the loss from the Jersey Central ferry
operations. This loss exceeded $1,000,000 annually, until certain service reductions
were permitted and a substantial increase in ferry rates was granted, reducing the
annual deficit to an estimated $200,000(d).

The Pennsylvania Railroad has been asked by the State of New Jersey, through
State Highway Commissioner Dwight R. G, Palmer and Director of the State Division
of Railroad Transportation Herbert Thomas to make this study to determine how the
facilities of The Pennsylvania Railroad might be used to solve the suburban service
portion of the Jersey Central's financial problems.

Foremost among the factors contributing to the Jersey Central's unfavorable
financial results are:

1. The ferry operation between Jersey City and Liberty Street, New York.

2. Extensive Jersey City passenger terminal facilities in high tax
Hudson County.

3. Four-track mail line and supporting facilities, including the mile-
long Newark Bay trestle with four lift bridges, required primarily
to carry rush hour passenger trains.

4. Newark passenger station and Newark branch facilities used primarily
for rush hour passenger trains.

5. Duplication of passenger service with PRR between North Jersey Coast
points and New York,

6. High property tax situation in New Jersey.

7. Inroads into the off-peak and weekend rail travel made by publicly-
alided competitive transportation. :

8. Vast amount of equipment and facilities which are required to handle
peak loads but which are used only 20 hours a week,

The answer to the passenger portion of the Jersey Central's problem, therefore,
must be found in the elimination of as many as possible of these factors. Several
solutions to the problem are discussed on the following pages. Others, including
use of the Jersey Central's Newark Branch with a ramp transfer of passengers to
the Pennsylvania's Newark station, were considered inm previous studies made for
the State,

Notes: (a) New York Times, June 17, 1959.
(b) Report of the Project Director of the Metropolitan Rapid Tramsit
Commission.
(c) Verified statement of R. Frederickson, Assistant to the President,
Jersey Central Lines, ICC Dorket No. 32942.
(d) Estimates furnished by Jersey Central Lines.




This study is concermed primarily with the physical feasibility of handling
Jersey Central trains on the existing facilities of The Pennsylvania Railroad
and the economics in connectiom therewith as they affect the Penmsylvania.
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ANALYSIS OF THE PROBLEM

Some conditions are common to each possible solution. Based upon informa-
tion provided by the State of New Jersey and the Jersey Central Lines, certain
asgsumptions can also be made. Included in these conditions and assumptions are
the following:

1. Insofar as the Pennsylvania is concerned, fifty Jersey Central
‘main line suburban trains will be routed over a proposed $1,000,000
new connection between the Jersey Central and Lehigh Valley at
MALDENE," thence via the Lehigh Valley Main line to "HUNTER" on
_the PRR Main Line, where trains would be routed over PRR main
tracks to Newark.

2. Two Reading Company train: in each direction between Philadelphia
and New York would also be routed via the Pennsylvania in the
manner outlined in paragraph 1.

3. Schedules and consists of the proposed Jersey Central main line
suburban and Reading Company passenger trains would be as out-
lined in Exhibits 1 and 2.

4. 1f operation of Jersey Central passenger trains to Bay Head
Junction were continued, they would be on the basis of the
service as it exists today, which is also described in Exhibits
1 and 2. These trains would be routed via the Pennsylvania
between '"WC" (Perth Amboy) and Newark or Jersey City.

5. In order to eliminate interference and to accommodate Jersey
Central trains at Exchamgse Place, there woeuld be mo passengser
service eperated inte Exchange Place, Jersey City, by the PRR,

6. To make room for Jersey Central equipment, Pennsylvania MU
suburban trains which could not be accommodated uptown New
York would be serviced and yarded at a facility to be provided

v in the old westbound yard at Meadows (See Map No. 1).

7. No special provision has been made in this study for transfer
of passengers between the Jersey Central and Pennsylvania at
Elizabeth, whether or not the Jersey Central continues to
operate suburban trains over Jersey Central tracks east of
Cranford.

The primary purposes for routing Jersey Central trains via the Penmsylvania
are to permit the Jersey Central to discontinue its ferry operation, remove its
passenger facilities from Hudson County's high taxes, and reduce the amount of
tracks and supporting facilities which are needed in the present passenger
service. Suburban communities served by the Jersey Central would be assured
of continued passenger rail service. In some cases, overall travel time for
many Jersey Central commuters would be improved. In addition, the Jersey
Central main line suburbs would be given direct access to Newark on all
trains and would have a choice of destination via tramsfer at Newark to
Journal Square, Jersey City, Hoboken, and uptown New York in addition to
dowvntown New York. The Hudson Terminal destination via the proposed route
is a few short blocks closer to the main district of downtown New York than
the present Jersey Central Liberty Street ferry terminal. It is located
directly on the New York transit system's 7th Avenue subway and close to the
Independent and BMT lines,

After eliminating the ferry service, routing trains via the Pennsylvania
and making certain service consolidations and curtailments, the Jersey Central
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has estimated that its passenger deficit would be about $1,500,000 a year.
This represents net savings amounting to $1,500,000 to $2,500,000 a year.

No analysis is to be made in this study of the bemefits to be obtained by
Jersey Central service curtailments. In estimating its future passenger
deficit, the Jersey Central assumed that it would not be operating any
service to Bay Head Junction. Since that assumptiom affects the Pennsylvania,
the operation of the North Jersey Coast passenger service by either or both
railroads has been studied,

The question of the physical feasibility of operating Jersey Central
trains over the Pennsylvania is primarily concerned with whether or not this
can be donme without delay to present PRR freight and passenger service agd
to what extent it can be done with existing facilities,

Once the physical feasibility has been determined, the economics of edch
solution especially as they affect the Pennsylvania, are the governing factors.
This study does not embrace all the variations possible in effectuating an
operating agreement, but is intended to present the facts from which decisions
can be made and negotiations conducted.
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DISCUSSION OF THE PROBLEM

Physical Feasibility

Operating under any of the schemes discussed on the following pages, it has
been determined that it is physically feasible to handle the trains of the Jerse
Central Lines and the Reading Company (shown in Exhibits 1 and 2) over the Penn-
sylvania Railroad in addition to present PRR trains. Barring operating con-
tingencies, this could be accomplished without delay to PRR operations as
presently scheduled(a).

Main Line Movement

The greatest traffic demsity on the New York Region main line occurs during
the morning rush hour (6:00 AM to 9:30 AM, privailing public time), when there
is a concentrated eastward movement of suburban passenger trains, "Blue Ribbon"
passenger trains from the west, Washington-Philadelphia-New York passenger
trains and five through freight trains, As shown by the track occupancy charts
(Exhibits 3 and 4) all of the Jersey Central's present North Jersey Coast trains
could be accommodated between "UNION" (Rahway) and "HUNTER" (South of Newark) inm
the weekday morning rush period. Only two passenger trains, PRR No. 60 and JCL
No. 3304 would move eastward on No. 3 track, which is signalled for movement in
both directions. They would not interfere with normal westward movement. Since
through freight trains do not normally operate north of "LANE" (just west of
"HUNTER") , the proposed operation of Jersey Central main linme suburban trains
can be accommodated on the PRR main line east of "HUNTER". Exhibit 4 shows
the morning rush hour movement passing "HUNTER". Traffic demsity will reach
two peaks after 7:30 AM (prevailing public time) when 8 eastward trains are
scheduled to pass "HUNTER" in one 17-minute period and 12 eastward trains pass
in a subsequent 25-minute period.

Newark Station

To permit the handling of both seashore and suburban main line trains of
the Jersey Central at Newark station requires that PRR No. 60, eight of the
main line suburban trains and one Reading train be moved on No. 3 track
between "HUNTER" and Newark Station during the morning rush hours. Passengers
on these trains desiring to transfer to the H&M for downtown New York or to
other PRR trains for uptwon New York must descend the stairs to the concourse
level and use the escalators to the platforms for eastward tracks 1 and 2.
Passengers on other eastward trains operated on tracks 1 and 2 at Newark Statiom
will be able to make an across-the-platform transfer.

Additional Facilities

Operation of the Jersey Central trains will require no additional facili-
ties at Newark Station or at main line interlocks other than cab signal test
loops on No. 5 tracks at '"HUDSON," and Newark Station. Trains with RDC equip-
ment would turn om No. 5 track at Newark Station, while other Jersey Central

(a) It should be noted that wherever traffic demsity is increased, under given
conditions the chane of delays due to operating contingencies is also increased.
This is especially true in the winter when through passenger trains from the
west and south are subject to delays and interfere with service as closely
scheduled as that proposed here. Under such conditions, there is some likeli-
hood of delays to scheduled freigh trains.

13
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in the off-peak hours would be terminated at "HUDSON" for immediate return
service to outlying points (See Map No. 1). Necessary terminal facilities
will be discussed in analyses of the various schemes.

Jersey City

With removal of Penmsylvania Railroad passenger service from Exchange
Place, Jersey City, it would be possible to accomodate all of the Jersey
Central and Reading rush hour trains at Exchange Place. This involves ten
eastward trains (3 from the North Jersey Coast; 5 from the suburbs; and two
Reading trains). All other Jersey Central trains, including all trains
operated with RDC equipment, would be turned at "HUDSON".

Since six of the proposed Jersey Central trains, if operated into
Exchange Place, would be longer than the capacity of the station tracks and
would foul the interlocking, it would be necessary to have an additionmal
first trick yard engine switching equipment to clear tracks upon arrival.
Make-up of evening departure trains would begin after the morning rush hour
and is shown, with track assignments on Exhibit 5. Trains 4317, 427, and
3331, would have to be switched to station tracks after the departure of
three previous trains. Minor interlocking signal changes would be necessary
to accommodate the long trains om station tracks. No extension of station
platforms is possible without costly interlocking changes. Thus, to keep
costs to a minimum passengers would be required to walk through as many
as three coaches at the west end of l4-car Jersey Central trainms.

Additional Maintenance of Equipment and Transportation facilities
required to handle Jersey Central trains at Exchange Place include steam
boilers and steam distribution lines, extension of water lines, welfare
facilities for train crews and maintenance forces, battery charging
equipment for two Reading trains, cab signal test loops, installation of
one hand crossover, power operation of three existing switches, and minor
signal changes.

If Jersey Central and Reading peak hour trains are not operated into
Jersey City, some new facilities would be required in the vicinity of Meadows
enginehouse to accommodate the 140 cars and sixteen lecomotives proposed
for storage and minor servicing after the morning rush hour. The size of
the new facilities is dependent upon the scheme of operation as described
in Exhibit 6. They are made necessary by track requirements not only of
the proposed MU facilities but also of the seasonal mail traffic, which is
classified and dispatched from the old Westbound Yard, which prevents its
use for Jersey Central equipment. Eastward movement of equipment from the
main line at "HUDSON" to the proposed car yard would be via the Enginme Track
and "KARNY" interlocking. Electro-pneumatic switches would be installed
on the crossovers and switches leading to the yard (See Map No. 1), West-
ward movement would be via the Center Street Branch to "HUDSON", avoiding
conflicting crossover movements or the main line.

Hudson and Manhattan Railread

Under any proposed scheme of operations, the Hudson and Manhattan will
eventually get the major portion of the downtown New York load carried
either on Pennsylvania trains or Jersey Central trains operated over the
Pennsylvania route. : '
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I1f peak hour Jersey Central trains were operated into Exchange Place, the
transfer to the H&M could be made, as at present, via the passenger elevators
and would permit Jersey Central passengers a selection of routes to downtown or
uptown New York, with an additional change at Erie Statiom on the latter route.
The additional load thrown upon the H&M at Exchange Place would require addi-
tional H&M cars. Since this service is outside the limits of the joint service
operation, the PRR would not be involved in the acquisition of this equipment.

I1f the load of the Jersey Central rush hour trains is transferred to the
H&M at Newark, in addition to the load from the Pennsylvania trains, the joint
service operation of the PRR and H&M between Newark and Hudson Terminal, New
York, wil also require additional cars. As shown by Exhibit 7, the load on
the H&M would reach a peak between 7:40 AM and 8:45 AM in the morning rush
period when an estimated 11,500 passengers would be handled by the H&M east-
bound from Newark. Using additional trains, consisting of cars similar to the
present 44-seat cars, the H&M trains between Newark and Journal Square would
have a 56% standee load. Recognition must be given to the fact that the bulk
of the passengers transferring to the H&M who formerly travelled on Pennsylvania
or Jersey Central trains to Jersey City were accustomed to being seated except
for a seven-minute ferry ride on the Jersey Central route and will not be favor-
ably disposed to standing for the 20-minute ride between Newark and Hudson
Terminal. Therefore, these figures recognize that a reasonable effort must
be made to provide as much seating as possible, If all of the passengers are
transferred at Newark, the additional cars obtained for the H&1 operation would
involve the PRR-H&M joint service,

There is no question that with additional cars, the H&M could handle the
additional load which would be placed upon it, whether at Exchange Place or
Newark. Transfer of the passengers at Newark as proposed under any scheme for
the off-peak and weekend travel, and under certain schemes for the proposed
Jersey Central rush hour trains, would eliminate duplication of rail passenger
services between Newark and Jersey City.

FL-9 Locomotives

The joint operation over the Pennsylvania Railroad route east of '"WC" (Perth
Amboy) of both Pennsylvania and Jersey Central trains would be facilitated by
the use of a type of motive power which would permit continuous operation without
engine change on Pennsylvania trains between Bay Head and Pennsylvania Station,
New York. At the present time, the change between diesel and electric loco-
motives is made at "UNION" (Rahway) during the rush hour and consumes from 5 to
7 minutes. At other times, or when the engine change does not interfere with
Jersey Central operation, it is made at South Amboy. Engine changes can still
be made at "UNION" with Jersey Central trains operating over the Penmnsylvania
route although the spacing of trains during the rush hour is quite close. The
operation is much more economical without the necessity of an engine change.

Except for complete electrification of the NY&LB Railroad to Bay Head
Junction, as discussed elsewhere in this study, the only type of motive power
available to permit an operation without change of locomotive is a combination
of diesel-electric, third-rail locomotive, such as the EMD FL-9.

The principle of the use of this type of locomotive has been accepted
for the New York - Bay Head service and an economic study is in progress at the
system level, to consider the acquisition of this type of locomotive to replace
the present 11 passenger GG-1 electric and 19 Class BP-20 diesel-electric loco-
motives used in this service.

15
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ECONOMICS

Since the Jersey Central suffered a net loss in 1958 of $1,905,000 and lost
$1,851,000 in the first five months of 1959, it is logical that it should seek
a bold approach to the elimination of its large passenger deficit. However, in
agreeing to study solutions to the Jersey Central's problem, it must not be assumed
that the Pennsylvania would be willing to risk an increase in its passenger losses
by taking over a portion of the Jersey Central's passenger business.

The first question in the economic consideration of this problem of what to
do with the Jersey Central passenger operation is whether or not the Pennsylvania
is making any money on its own Bay Head operation. Since it has been proved that
it is physically possible to operate the Jersey Central's main line suburban trains
over the Pennsylvania route, the finances involved im that phase of the study be-
come primarily a joint facility matter and present no particular problem other
than determining the rate of return to be charged on the investment and any devi-
ation from the usual practices of joint facility accounting. Whether or not these
services should be operated into Jersey City will be determined by the value
placed by the Pennsylvania upon the property should its use be granted to another
railroad, the influence of a duplicate rail facility (H&M) over the same route,
and the extent to which the Jersey Central is willing to pay for the facilities
made available,

If Jersey Central trains are operated over the Pennsylvania route east of
"WC" (Perth Amboy), it would mean that two railroads would be competing for the
same Bay Head-downtown New York traffic over the same route.

A PRR system study made in 1949 (Exhibit 8) indicated that the net revenues
from the total Bay Head operation on the PRR was $1,897,187. Of this amount,
the operation on the NY&LB tracks produced a net revenue deficit of $265,522
for both freight and passenger service on what would primarily be a fully allo-
cated basis. On the PRR portion, there was a net revenue of $2,162,709 for all
services. This was computed on an out-of-pocket basis including only the ex-
penses for passenger and freight train operation and trackage rights over that
portion of the New Jersey Central between "WC" and the New York and Long Branch
Railroad. Although this study shows the breakdown between the total passenger
operation ten years ago (in 1948) was producing an estimated net revenue ex-
ceeding $1,000,000,

Another study was made on the same basis for the year 1955 (Exhibit 9).
By that time, the passenger service net revenue on an out-of-pocket basis pro-
duced only $322,385. This amount did not include 1955 NY&LB taxes of $50,000
chargeable against the Pennsylvania as did the 1949 study. The 1955 figure
compares with a present annual out-of-pocket net revenue of $167,000 or half
the amount of four years ago. On a fully allocated basis, the Pennsylvania's
North Jersey coast passenger service produces a net railway operating deficit
of $1,558,500 (Exhibit 10). Although these figures are substantiated by
recent testimony presented before the Interstate Commerce Commission (I&S
Docket #7046) when the Pennsylvania petitioned for increased commutation
fares (Exhibit 11), it must be recognized that these estimates will be super-
seded by data to be produced by a detailed suburban passenger cost study now
being conducted on the New York Region.

Significant, however, is the very definite trend in the economic results
obtained. A passenger service out-of-pocket net revenue exceeding $1,000,000
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in 1948 had dwindled to less than $300,000 by 1955 and by 1959 to omnly $167,008.
Regardless of the extent to which one desires to assign overhead costs to a par-
ticular operation (and it should be recognized that some, if not all, portions

of the service should support overheads) it is apparent the Pennsylvania's Bay
Head passenger service is increasingly a losing proposition, even on the so-called
"out~of-pocket™ basis.

The reason for this is evident. As towns along the North Jersey Coast expand
and become bedroom communities for many New Yorkers, the passenger service on this
line assumes the nature of a suburban passenger service, with a peak load each
morning and evening only five days a week. This is best evidenced by the graphs
on Page 16. The upper graph shows the average total revenue passenger load for
a typical week in October over the past ten years divided between weekdays,,
Saturdays, and Sundays. It will be noted that the Monday to Friday load has
dropped 10.5% during this ten-year period. The Saturday volume, which only
ten years ago was over 60% of the total weekday volume, has declined 51.5%
to less than one-third of the present weekday volume. The Sunday volume has
declined 55.1%. (Supporting details are shown in Exhibit 12). Note especially
the sharp decline in Saturday and Sunday volumes after the state-financed Garden
State Parkway was placed in service as far south as Toms River in August 1954,
practically paralleling this railroad for its entire distance.

All of this has had a serious effect upon revenues, especially when it is
recognized that during this period the number of weekday commutation passengers
increased 5.0% while the other than commutation passengers decreased almost
40% (See graph on Page 18). While more people are riding on tickets producing
a lower revenue per passenger, fewer people are riding on tickets producing a
higher revenue per passenger.

Probably more startling is the fact that in spite of a declining number of
total passengers, the weekday peak hour load has actually increased 13.7%.
Therefore, while total railroad passenger volume has declined, the peak hour
volume, or the major expense factor in any suburban operation, has increased,
This rate of increase in peak hour volume may continue. There is ever-increas-
ing congestion at the tunnels leading into New York City. While the development
of new trans-Hudson facilities may temporarily alleviate such conditions, history
has shown that such new facilities eventually produce even greater congestion.
Therefore, with the increasing residential growth of North Jersey Coast area,
it is reasonable to assume that demands will continue to be made upon the peak
hour rail services, while the off-peak services will probably continue to
diminish in volume as the motoris avails himsel of highway facilities when they
are less crowded.

1f there was ever a suburban rail service on the Pennsylvania Railroad which

should be in a position to produce a net revenue, it is the North Jersey Coast
service. It has the longest average haul (over 42 miles) of any suburban rail
service on the system. The equipment utilization factor is higher than in

any other, However, in this service as in other suburban services, the railroad
is faced with a decreasing total passenger volume and resultant decreased rev-
enues. Increasing operating expenses are caused not only by rising costs and
inflationary trends, but by the increasing magnitude of the peak hour load.

Therefore, it is apparent that the railroad will be faced with operating
even this service at increasing out-of-pocket losses unless some form of public
assistance is provided.



Fare increases alone cannot help, since there is a point of diminishing
return to which fares can be increased without producing greater total revenue.
As shown by Exhibit 13, the present interstate rail fares gemerally exceed the
present interstate bus fares for many of the North Jersey Coast stations. The
PRR intrastate commutation fares should be raised 20% to be commensurate with
the fares recently granted the Jersey Central on an interim basis. Evep this
increase would not be fully compensatory, since a fare raise producingx acéreased
passenger revenues would be necessary to overcome the present deficit inm this
operation (Exhibit 10). The disparity between rail and bus fares reflects the
deceptive economic advantage held by a bus which has its facilities provided
with public funds.

Taxes are a big item in any operation involving New York City or the State
of New Jersey. It is estimated that the New York City taxes account for $178,000
of the Bay Head passenger operation expense, and the New Jersey taxes add another
$143,000. Recent action by the New York legislature in granting some tax relief
to railroads may reduce this amount of New York City taxes to $133,780 by 1963.
Complete elimination of these taxes in both states would be helpful in saving
$321,000 of this expense, but would not completely solve the problem.

It is in the category of transportation and maintenance of equipment expenses
that the largest costs are incurred and where the highest savings could be ef-
fectuated. These expenses are most seriously affected by the ever-increasing
peak load nature of this service. It is only if some form of public aid can be
provided that the total cost of the operation, and especially of these particular
expenses items, can be reduced. It should be noted (Exhibit 10) that even on
out-of-pocket basis the transportation and maintenance of equipment accounts
with their accompanying payroll taxes consume over 85% of the entire passenger
revenue., Only as the public would provide funds for road and equipment improve-
ments, as it does for other transportation systems, is there any practical hope
of reducing these expenses through increased performance and efficiency.

Jersey Central Equipment

The Jersey Central engines and cars meet necessary clearance requirements
for operation over the PRR routes described with the following exceptions:

1. Footboards on the locomotives must be raised and/or shortened
within clearance limits.

2. Battery boxes and air conditioning equipment on Jersey Central
club cars and Reading Company equipment must be modified.

At the present time, this equipment would fould the third rail east of
Newark. It has been determined that sufficient modifications can be made to
the footboards, battery boxes, and air-conditioning equipment by the Jersey
Central and Reading to permit operation of this equipment,

It is contemplated that the only servicing to be performed on Jersey
Central and Reading cars would be interior cleaning, watering, icing and
providing steam heat. Standby power would be needed for air-conditioning
on the eleven Reading cars. Fifteen of the Jersey Central '"club" cars have
ice-activated air-conditioning. No air-conditioned coaches, other than RDC
equipment are in the Jersey Central suburban service.

All of the Jersey Central cars used in this service are equipped with
head-end lighting, eliminating the need for servicing of batteries.
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Servicing

Some details of Jersey Central locomotives and cars are given in Exhibit 14,

Jersey Central Economic Problems

It is estimated that the Jersey Central's North Jersey Coast passenger operation
is sustaining an annual passenger deficit between $500,000 and $1,000,000 on a fully

allocated basis. This is about ten percent of the road's total passenger deficit.

The Jersey Central estimates that $1,360,000 of the gross passenger revenue
in this service would be susceptible to diversion to the Pemnsylvania, if the
Jersey Central discontinued passenger service to Bay Head (Exhibit 15). This
figure discounts the loss of passengers in the Jersey Central territory between
Perth Amboy and Jersey City, including Bayonne.

There is no doubt that savings could be effected by the operation of passen-
ger service between Bay Head and New York by only one railroad instead of two.
Whether or not the combined operation would be a profitable venture is outlined
in the economics of each scheme.

Since it has been determined that it is physically feasible to handle any or
all of the trains operated or proposed to be operated by the Jersey Central over
the Pennsylvania into Newark and/or Jersey City, the remainder of this study will
be addressed to the economics of the various schemes involved in handling this
business, what their effect will be upon the Pennsylvania's operating results
and the effect that various forms of public aid would have upon these results.

21






ST R R T R AR AT e L R e

A TN TR R

DETAILS AND DISCUSSION
OF
VARIOUS SCHEMES
OF

OPERATION

23



JOURNAL SQ. PENNA. STA.
NEWARK -1 - 18 N.Y.
JERSEY CITY '*Ouunsou TERMINAL
N.Y.

ROSSELLE PARK .
(1)
ALDENE “‘“ol

CRANFORD O *

HUNTER

O rAHwAY
AVENEL
WOODBRIDGE
PERTH AMBOY

(5} SOUTH AMBOY

MAT AWAN
\ MIDDLETOWN

RED BANK-
LITTLE SILVER

LEGEND

amsmsamnmg P.R.R
s ) H&M.

) LONG BRANCH
jymmmm| JERSEY CENTRAL USING P.R.R. & J.C. TRACKS
sasnannningl JERSEY CENTRAL USING L.V. TRACKS
iALL!NNURST
CHART ASBURY PARK
PROPOSED PASSENGER TRAIN ROUTES i

BELNMAR

SCHEME "A"

i

MANASQUAN

, POINT PLEASANT

O BAY HEAD




25

SCHEME A

CNJ Main Line Suburban Service Via PRR to Exchange Place
PRR Operates All Bay Head Passenger Service

Under this scheme the Jersey Central main line suburban service would be
operated over a new connection to the Lehigh Valley Railroad main line at
"ALDENE" (East of Cranford), thence via the Lehigh Valley to "HUNTER" on the
Pennsylvania main line from which point it would be operated over the Pennsyl-
vania tracks to Newark and Exchange Place, Jersey City. The entire Bay Head -
New York passenger service would be operated by the Pennsylvania over its
present route to Pennsylvania Station, New York., The Jersey Central would con-
tinue to operate the service between Atlantic Highlands and Matawan either by
rail or bus(a).

Jersey Central Main Line Suburban Service to Exchange Place

Peak hour trains from the Jersey Central main line and two Reading trains
would be operated into Exchange Place, Other Jersey Central trains, including
all trains operated with RDC equipment would be turned at Newark. To facili-
tate this movement, a new cab signal test loop facility would have to be in-
stalled on No. 5 tracks at "HUDSON" and at Newark. At Jersey City, the follow-
ing facilities are required in addition to those already in service: new
welfare facility improvements, steam boiler and oil storage facilities, water
facilities, cab signal test loop om No, 7 track, dwarf signal on No. 7 track
at 19 switch, relocation of 40R and 40L signals,

The use of Exchange Place via the Jersey Central is contingent upon the
Pennsylvania discontinuing operation of passenger service to Jersey City, since
there is insufficient room for the equipment of both railroads. Duplication
of the Pennsylvania's joint passenger service with the H&M should also be
avoided. The Pennsylvania, nevertheless, must continue to use a portion of
these facilities for servicing of Waldo Avenue Yard and some of the Jersey
City waterfront industry. Exchange Place and "JACY" interlocking could be
leased outright to the Jersey Central for its own operation, provided the
Pennsylvania would retain some trackage rights. The costs of those facili-
ties used jointly would be charged as a joint facility operation.

The increased costs to the Pennsylvania for the Jersey Central's use of
various facilities, including the Jersey City branch to Brumswick Street and
the costs of operating that portion of the branch between Brunswick Street
and Exchange Place considering that it would otherwise be abandoned by the

(a) This scheme is proposed and preferred by the Jersey Central. It anticipates
that the Jersey Central would have no part of the Bay Head passenger service, but
would continue to operate three mail trains in each direction six days a week, in
addition to its local freight service on the New York and Long Branch. The Jersey
Central would also continue operation of its other freight trains to Freehold and
Bridgeton via the New York and Long Branch as far as Matawan and Red Bank, re-
spectively.
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Pennsylvania, are shown on Page 24. Rents and joint facility credits to be re-
ceived by the Pennsylvania are also shown(a).

The Jersey Central passenger load would be transferred to the H&M primarily
at Exchange Place. In the peak hour, over 3,800 people would make this transfer.
Considering the fact that the Pennsylvania load will have been removed from
Exchange Place, and that a choice of routes prevails at Exchange Place, only 32
additional H&M cars would be needed to disperse this load from Jersey City.

: Proposed schedules for the Jersey Central main line suburban services over

f the Pennsylvania route, together with a comparison of the present and proposed
elapsed times are shown in Exhibits 17 and 18. The elapsed times as shown are
based upon present H&M services and would be reduced if the increased passenger
volume should result in any reduction in headway time in H&M service.

With no liability for the financial results of this passenger service, and
with payments from the Jersey Central for joint facility operation expenses and
joint facility rents, the Pennsylvania would benefit as the result of the opera-
tion of Jersey Central's main line suburban trains over its tracks, provided it
did not have to finance any new improvements.

North Jersey Coast Service

With the relatively small amount of freight and passenger business and the
ever-increasing competition of highway traffic enjoying the publicly-financed
facilities of the Garden State Parkway and the New Jersey Turnpike, there is
little’ justification for two railroads operating over the New York and Long
Branch route. Actually, only one railroad should be operating on the North
Jersey coast and in this scheme it is proposed that the Pennsylvania be the
operator.

If the Pennsylvania should take over the passenger service between Bay Head
and New York, it should do so on the condition that it would be allowed to con-
solidate stations on the New York and Long Branch to permit faster service and
greater efficiency.

The Pennsylvania is not interested in performing any mail service in this
territory. It estimates that its out-of-pocket costs for handling the present

(a) The figures shown in the economics of this scheme assume that the PRR would
perform servicing and switching operations. The cost to the Jersey Central without
these expenses can be obtained by subtracting the amount shown under Item II-A-l-c,
Special Charges from both II-A-3 and II-B-B. The New York Region would prefer that
these operations be performed by the Jersey Central, with the facilities being
leased outright to the Jersey Central and the PRR retaining trackage rights.
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Jersey Central mail service would amount to $280,000 annually. The Pennsylvania's
present mail service produces an annual gross revenue of omnly $35,000(a) .

If there is to be one operator of passenger service, the freight service
could also be operated by only one railroad. The Pennsylvania's freight service
carload revenues allocable to the New York and Long Branch territory amount to
only $164,000 annually compared with the Jersey Central's revenues of $490,000
on the same basis (Exhibit 16). The freight operation on the New York and Long
Branch is a break-even proposition for the Pennsylvania. Whether or not the Long
Branch portion of the service were operated by the Pennsylvania, the PRR's present
carload business would continue to provide approximately $246,000 gross revenue
annually to the rest of the system. It is estimated that the entire freight service
on the New York and Long Branch could be operated by the Pennsylvania for an increased
cost of only $275,000, compared with a maximum possible increased freight revenue of
$490,000. However, this would be conditional upon interchange of the CNJ with the
PRR at Oak Island or South Amboy rather than at Matawan or Red Bank (to which loca-
tions the CNJ would continue to operate freight trains over the New York and Long
Branch to serve its branches to Freehold and Bridgeton, respectively).

While operation of the complete Bay Head passenger service by the Pennsylvania
is entirely feasible, it presents many economic problems, dependent especially upon
operating methods and equipment used. Assuming operation of passenger service only,
PRR passenger revenues would increase $1,360,000 as the result of taking over the
present Jersey Central Bay Head passenger service. With this, however, the PRR
would assume all of the Jersey Central's passenger service liabilities. The peak
load problem would increase, since the Jersey Central's peak to base ratio of
daily passengers carried is even greater than that of the Pennsylvania. With
the traffic pattern of this service assuming more and more of that of suburban
service, this becomes a major economic problem.

Because of the close headways in the rush hour service, the Pennsylvania
would be faced with additional expense for engine changes in the operation of
the combined service without a type of motive power which would permit contin-
uous operation from Bay Head to Pennsylvania Station, New York. This means
the purchase of 19 units of the FL-9 combination diesel-third rail electric
locomotives, or some similar type, or complete electrification of the Long
Branch, as discussed in the Appendix of this study.

If locomotive operation with conventional equipment were continued, twenty-
two (22) additional coaches of the P70FR (Scheme 6) air conditioned type would
be required. These are available but not in serviceable condition and would
require about $1,000,000 for class repairs before being placed in service.

To meet motive power requirements, four additional electric locomotives and
four additional road diesel-electric locomotives would be required. Since no
additional PRR locomotives are available for this service, these would have to
be purchased.

(a) It is anticipated that the Jersey Central would continue operation of its
mail service on the New York and long Branch., Its revenues from this service
are shown in Exhibit 15. It plans to operate 3 mail trains, each way, six days
a week. Since $84,000 station expenses on the NY&LB are directly attributable
to mail handling, in addition to a portion of the agent's time where there are
no mail handlers, and since the PRR would be paying 77% of station costs under
this scheme, some agreement would have to be worked out with the Jersey Central
regarding mail handling expenses.
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SCHEME A
Economics on PRR
CNJ ) PRR
Description Operation Operation Total
(1) ) (3) : %)
I. Road and Equipment Expenditures
A. Road - PRR
1, Facilities at "HUDSON" and Newark $ 10,000
2. Facilities at Meadows(g) 247,000
3. Facilities at Jersey City 219,000
4, Facilities at Sunnyside -
5. Total - PRR $476,000 $476,000
B. Road - NY&LB
1. Station Consolidations $337,000
2, Facilities at Bay Head 586,000
3. Total - NY&LB $923,000 923,000
C. Equipment - PRR
1. Coaches - Class repairs to 10
additional P70-fr coaches $1,000,000
2. locomotives
a., Present operating methods
1. Electric - 4 additional
GG-1's required (h)
2. Diesel - 4 additional
2400 hp road switchers (i)
3. Total 1,000,000
D. Equipment - H&M - 34 PRR-H&M joint)
1. Cars 32 H&M ) 6,270,000
E. Total Expenditures $8,669,000
1I. Effect Upon PRR Annual Operating Results(a)
A. Increased Gross Income to PRR
1. From Jersey Central
a., Joint facility charges(b) $294,000
b. Rents(c) . 225,000
c.. Special charges(d) 320,000
d, Total $839,000
2. From Increased Revenue
a. Passenger $1,360,000
b. Mail, Express, etc. -
¢. Ancillary Passengers(a) 98,000
d. Total $1,458,000
3, Total Increased PRR Gross Income $2,297,000
B. Increased Expenses to PRR(f)
1. Maintenance of Way 73,000 16,000
2. Maintenance of Equipment 259,000 345,000
3. Transportation 67,000 670,000
4, Other Operating Expenses 20,000(1) 30,000(1)
5. Sub-total 419,000 1,055,000
6. Payroll taxes 20,000 51,000
7. Other expenses 37,000(3) 395,000(k)
8. Total Increased expenses 476,000 1,501,000 1,977,000
C. Net Result (loss) 363,000 (43,000) $ 320,000

Notes: (a)

(b)
(c)

(d)
(e)
(£)

(8)
(h)

(1)
(1

(k)
(1

Estimated on basis of 1959 Revenues and Expenses. Does not include freight or
H&M operation. ’

For use of PRR facilities: CNJ share of operating expenses.

Based upon rate of 4% of one-half of total valuation; except one~-third where
LVRR also shares facilities.

Exclusive to Jersey Central and/or furnished specifically for Jersey Central use,
Concessions, advertising, etc. .

Assuning no increase in property or franchise taxes, excluding interest and
depreciation.

To provide MU car yard, to permit room for CNJ equipment at Jersey City.

Could be shifted from system motive power pool, if diesels were available for
freight service.

Jersey Central may be able to make diesels available or 4 new diesels could be
obtained or leased.

Net taxes on Jersey City property which would otherwise be sold.

Increased amount of joint facility charges by NY&LB and CNJ,

Increased insurance and claim costs.

New York Region - July 6, 1959
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Long Term Results

Permitting the Jersey Central main line suburban service to operate over its
tracks between "HUNTER" and Newark, or Jersey City, involves no risk for the
Pennsylvania so long as capital expenditures are made or guaranteed by the Jersey
Central, or an agency of the public. Since this operation can be handled without
too much difficulty, its potential to the Pennsylvania makes the surmounting of
any operating obstacles worthwhile.

There is no question that the Pennsylvania is best equipped to provide
complete passenger service on the North Jersey Coast, Its present service is pro-
vided with air conditioned equipment, and it can make available, if other than
company-financed funds were provided, sufficient air conditioned cars to operate
a complete service. At present, the Jersey Central does not operate air conditioned
coaches in this service, other than the so-called commuter "club" cars.

The Pennsylvania has the more practical route for this service, providing a
choice of routes from Newark, including direct access to uptown New York. It has
the capacity to handle the probable passenger volume ,

Whether or not under this scheme all of the passenger service proposed to be
operated by the Pennsylvania on the North Jersey Coast would be operated initially
into Pennsylvania Station is a matter of detailed scheduling. Several peak hour
trains would possibly require a terminus at Newark (as shown in Exhibits 19 and 20)
with the equipment deadheading between Newark and Sunnyside in the off-peak hours.
Eventually, all operations would probably be into Pennsylvania Station, New York.

At the best, however, this will be a marginal operation for both freight and
passenger services. Today's freight service on both the Pennsylvania and Jersey
Central is barely breaking even, and as the nature of the passenger service becomes
more and more identical with that of a purely suburban service, its losses will
increase. Even though this passenger service is essential to the well-being of
the entire area and will save the public vast sums of money which it would other~-
wise have to spend to carry the peak passenger loads from this area via highways
into New York, neither of the private railroads, separately or collectively, is:
in a position to withstand all of the present expenses inherent with an operation
of this nature.

Therefore, it is evident that some measure of public financial assistance must
be forthcoming to effectuate a plan such as this or any modification of it.

Even with such assistance, the Pennsylvania would be assuming a risk.
However, if the public is sincerely interested in the preservation of this
service to save money for the benefit of the public as a whole, the following
conditions are necessary:

a. The Pennsylvania should be permitted to discontinue all Jersey
City passenger service, so that these facilities would be available for routing
of Jersey Central trains into Meadows and/or Exchange Place.

b. The Pennsylvania should be permitted to discontinue the unnecessary
operation of trains 805-812" (Trenton - Red Bank), to permit a more economic oper-
ation of the New York and lLong Branch.

29
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c. In the operation of this service, the railroad should be indemni-
fied against any initial expenditures or increased operating expenses which would
be necessitated as the result of new laws or orders from the New Jersey Board of

~ Public Utility Commissioners, the Interstate Commerce Commission, or any other
_ public beody.

'd. Station é¢nsolidations should be permitted on the New York and
Long Branch, to speed service and improve operating efficiency. (See proposed
stations, Exhibit 21).

e. The railroads should be granted indemnity against future grade

”;cr68§ihg elimination costs on the New York and Lomg Branch.

£. A program for the elimination of the 105 grade crossings on the

'New York and Long Branch should be started in the immediate future, to permit

a safer and more efficient operation. The state should finance grade crossing
protection on the New York and Long Branch (now costing the railroads $527,000
annually), since this is now primarily highway traffic control.

g. The state or some public authority should provide the additional
Hudson and Manhattan railroad equipment needed to carry the Jersey Central load

into downtown New York.

- ‘ h. The state 6r,same public authority should use its funds to electrify
the New York and Long Branch Railroad and to equip the service with new, air-

" conditioned multiple-unit electric cars, permitting more efficient operation and

providing a reduction in overall travel time by as much as 20 minutes under
present schedules.

o 1. The state or some public authority should pay for the improvement
and relocation of statioms, and the provision of parking at these stations (see

'parking requirements outlimed in Exhibit 22). The railroad should be indemnified

from financing future statiom changes or improvements, especially those needed
to avoid the present problems of single-side passenger platforms, such as
pedestrian subways and intertrack fences.

~j. Tax exemption should be granted on all property and equipment used
in passenger service with no offsetting increase in freight facility assessments.

‘ k. Future expansion of bus service to North Jersey Coast points should
be restricted.

‘1. The state or some public authority should assume the responsibility
for drawbridge operation on the New York and Long Branch, presently costing the
railroads $118,000 annually.

m. The Pennsylvania should be permitted to adjust fares, so that it
could operate "in the black". If any limitations would be placed upon fares, or
any demands for increased services enforced, the Pennsylvania would be fully
compensated by the state or some public authority for all losses incurred.

Since this scheme would relieve the Jersey Central of its passenger service
responsibility on the New York and Long Branch, and permit it to retire a vast
amount of facilities and to eliminate a deficit estimated to exceed $500,000
annually in this operation alome, it is proper that certain conditions also be
required of the Jersey Central before the Pennsylvania would even consider
taking over this service. Among these are:
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a. The Pennsylvania should have control of the operation of the New
York and Long Branch Railroad.

b. The Jersey Central should get out of all Long Branch road freight
service, except for the routing of its through freight trains to Freehold and
Bridgeton via Matawan and Red Bank respectively. Interchange to PRR should be
made at Oak Island or South Amboy, for all carload freight.

c. The Jersey Central should share joint facility costs for the New
York and Long Branch territory over which it would continue to operate the
through freight trains and mail trains.

d. The Jersey Central should continue to absorb 50% of the corporate
costs of the New York and Long Branch so long as it uses any portion of these
facilities. (If the Jersey Central would ever desire to discontinue operating
service on the New York and Long Branch, it should agree to assign without cost
to the Pennsylvania all of its present 50% ownership in the New York and Long
Branch, including the bonds which it holds).

e. The Jersey Central should waive joint facility rental charges (now
amounting to over $76,000 a year) against the Pennsylvania for that portion of
the New York - Bay Head route between '"WC" and the north end of the New York
and Long Branch at Perth Amboy.

31
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SCHEME B

CNJ Main Line Suburban Service Via the PRR to Newark
PRR Operates All Bay Head Passenger Service

This plan of operation is the same as Scheme "A", except that the CNJ main
line suburban service trains and the Reading trains would not operate into Jersey
City, but would terminate at Newark, with the equipment for the peak hour trains
being yarded at Meadows. Other off-peak hour trains and all trains with RDC
equipment would terminate at Newark for a return trip.

The Pennsylvania would operate all of the New York - Bay Head passenger
service with all of these trains operating into Pennsylvania Station, New York.
An exception would be two rush hour trains, which would unload at Newark and
be deadheaded to Sunnyside as soon as the rush hour was over (Exhibits 19 and 20).

Under this scheme the facilities would be the same as those required for
Scheme "A", except that no facilities would be required at Jersey City. Instead,
new tracks near the Meadows enginehouse would have to be built and equipped for
servicing of the peak hour Jersey Central and Reading trains. This new yard would
be equipped for interior cleaning, watering, icing, and other necessary servicing
of 75 cars and 9 locomotives.

The other significant difference in this scheme, compared with Scheme "A",
is that duplication of the H&M railroad facilities between Newark and Jersey
City is eliminated by termination of all Jersey Central trains at Newark and
previous elimination of the Pennsylvania service to Jersey City. The Jersey
Central passenger load would be transferred to the H&M at Newark. In the peak
hour, over 6,400 people would make the transfer from Jersey Central trains
(Exhibit 7). The PRR-H&M joint service operation between Newark and Hudson
Terminal would need 70 additional cars. The Pennsylvania, however, is not in
a position to finance the additional new equipment required for this service.

Proposed schedules for the Jersey Central main line suburban services over
the Pennsylvania route, together with a comparison of the present and proposed
elapsed time are shown in Exhibits 17 and 18. The elapsed times as shown are
based upon present H&M services and would be reduced if the increased passenger
volume, as anticipated, would result in any reduction in headway time in peak
hour H&M service.

Compared with Scheme "A", the Pennsylvania's joint facility rents and joint
facility operating expense credits will be reduced somewhat under this scheme,
since the Jersey Central will be using less of the Pennsylvania's facilities.
However, the Pennsylvania would be free to dispose of its Exchange Place property
and would also benefit by reason of a greater passenger volume being handled
by the joint PRR-H&M service, provided someone other than the railroad furnished
the equipment.

The Pennsylvania's operation of the total North Jersey Coast service would
be no different from that proposed in Scheme "A", Neither would there be any
change in economics of this operation, as shown by the data on page 34.
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SCHEME B
Economics on PRR
CNJ
Description Operation Operation . TIqtal
€3] 2) 3 C@)
I. Road and Equipment Expenditures
A, Road - PRR
1. Facilities at "HUDSON" and Newark $ 10,000
2, Facilities at Meadows 582,000
3. Facilities at Jersey City -
4, Facilities at Sunnyside -
5. Total - PRR $592,000 $592,000
B. Road - NY&LB
1. Station Consolidations $337,000
2, Facilities at Bay Head ‘ . 586,000
3. Total - NY&LB $923,000 $923,000
C. Equipment - PRR
1. Coaches - Class repairs to 20
additional P70-fr coaches $1,000,000
2, Locomotives
a, Present operating wmethods
1. Electric - 4 additional GG-l's
or equivalent (g)
2, Diesel - 4 additional 2400 hp
road-switchers (k)
3. Total $1,000,000
D. Equipment - H&M
1, Cars - 68 joint PRR-H&M service 6,460,000
E. Total Expenditures $8,975,000
1I. Effect Upon PRR Annual Operating Results(a)
A. Increased Gross Income to PRR
1, From Jersey Central
a, Joint facility charges(b) $172,000
b. Rents(c) 192,000
¢. Special charges(d) 343,000
d. Total $707,000
2. From Increased Revenue
a. Passenger $1,360,000
b. Mail, Express, etc. -
c. Ancillary Passenger(e) 98,000
d, Total 81,458,000
3. Total Increased PRR Gross Income $2,165,000
B. Increased Expenses to PRR(f)
1. Maintenance of Way $ 10,000 10,000
2. Maintenance of Equipment 289,000 345,000
3. Transportation 54,000 670,000
4. Other Operating Expenses 25,000(3) 30,000
5. Sub-total $378,000 $1,055,000
6. Payroll taxes 18,000 51,000
7. Other expenses - 395,000(4)
8. Total Increased expenses $396,000 $1,501,000 $1,897,000
C. Net Result (loss) $311,000 ($43,000) $ 268,000
Notes: (a) Estimated on basis of 1959 Revenues and Expenses. Does not include freight or
H&M operations.
(b) For use of PRR facilities: CNJ share of operating expenses.
(c) Based upon rate of 4% of one-half of total valuation; except one-third where
LVRR also shares facilities.,
(d) Exclusive to Jersey Central and/or furnished specifically for Jersey Central use.
(e) Concessions, advertising, etc.
(£) Assuming no increase in property or franchise taxes, excluding interest and
depreciation,
(g) Could be shifted from system motive power pool, if diesels wexe available for
freight service.
(h) Jersey Central may be able to make diesels available, or 4 new diesels could be
purchased or leased.
(1) Increased amount of joint facility charges by NY&LB and CNJ.
(j) Increased insurance and claim costs.

New York Region ~ July 6, 1959
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Long Term Results

The results are similar to those under Scheme "A", with the exception that the
cost of new facilities is greater and that the Jersey Central's annual expenses,
compared with Scheme "A", would be less for the joint facility operating costs and
rents. For the Pemnsylvania, this scheme would mean a decrease in the net payments
it would receive from the total joint facility operations.

There is, however, for the Pennsylvania a potential net revenue increase from
the joint PRR-H&M operation, exclusive of depreciation and fixed charges on the
additional new equipment required for this service. This, of course, 1s contingent
upon the complete financing of this equipment being done by the state, a public
authority, or some one other than the Pennsylvania Railroad.

The other conditions and remarks as outlined in Scheme "A", also apply to
this scheme.
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SCHEME C

CNJ Main Line Suburban Service and Present CNJ Bay Head Service Via PRR to

Exchange Place
PRR Operates Preseant Bay Head Passenger Service

Under this scheme, the Jersey Central main line suburban service would be
operated over a new connection to the Lehigh Valley Railroad main line at "ALDENE"
and (East of Cranford), thence via the Lehigh Valley to "HUNTER" on the Pennsyl-
vania main line, from which point it would be operated over the Pennsylvania
tracks to Newark and Exchange Place, Jersey City.

The operations of the North Jersey Coast passenger service would continue
as they are today, with each railroad operating such present train service. The
Jersey Central would continue to operate the service between Atlantic Highlands
and Matawan either by rail or by bus., However, Jersey Central trains operating '
between New York and Bay Head would use the Pennsylvania tracks from "WC" (Perth
Amboy) via Newark to Exchange Place, Jersey City. In other words, the North
Jersey Coast trains of both railroads would be operating over the same route
between Bay Head and Newark, with Pennsylvania trains proceeding to Pennsylvania
Station, New York, and Jersey Central peak hour trains operating to Exchange
Place, Jersey City., Other Jersey Central trains and all trains with RDC equip-
ment would be turned at Newark for immediate return trip (Exhibits 23 and 24).

Operation of the Jersey Central's main line suburban service is no differ-
ent under this scheme than that proposed under Scheme "A", with peak hour trains,
including the Reading trains, operating to and from Exchange Place and all other
trains terminating at Newark. New cab signal test loop facilities would be re-
quired on No. 5 tracks at "HUDSON" and "NEWARK" Station. At Jersey City, the
following facilities are required in addition to those already in service: new
welfare facility improvements for train crews and maintenance of equipment
personnel; steam boiler and oil storage facilities; steam heat facilities for
tracks 1 to 12, the east end of the track spur and the runaround track, water
facilities extended for most of the tracks, cab signal test loop on #7 track,
dwarf signal on #7 track at 19 switch, the relocation of 40R and 40L signals and
a hand crossover from #10 track to #12 tracks, together with restoration of power
switches 51, 53, and 55, with their accompanying signals in "JACY" interlocking.
By making these improvements, it will be possible to handle all of the trains
proposed for operation into and from Jersey City with a minimum of expense in
capital expenditures.

This proposed use of Exchange Place by the Jersey Central is contingent
upon the Pennsylvania discontinuing operation of passenger service to Jersey
City, since there is insufficient room for the equipment of both railroads.
Provision would have to be made in the old westbound storage yard to service
MU equipment formerly handled at Jersey City. The Pennsylvania would continue
to use a portion of these facilities for servicing of Waldo Avenue Yard and some
of the Jersey City waterfront industry. Exchange Place and "JACY" interlocking
could be leased outright to the Jersey Central for its own operation, provided
the Pennsylvania would retain some trackage rights(a).

(a) The figures shown in the economics of this scheme assume. . .(Same as note (a),
Page 26.

37



38
SCHEME C
Economics of PRR -
CNJ PRR
Description Operation Operation Total -
(1) (2) (3) (4)
I. Road and Equipment Expenditures
A. Road - PRR
1. Facilities at "HUDSON" and Newark $ 10,000
2., Facilities at Meadows(f) 247,000 -
3., Facilities at Jersey City 340,000
4, Facilities at Sunnyside -
5. Total - PRR $597,000 $597,000-
B. Road - NY&LB - - -
C. Equipment - PRR - - -
D. Equipment - H&M -
l. 48 H&M Cars $4,560,000
E. Total Expenditures $5,157,000-
1I. Effect Upon PRR Annual Operating Results(a)
A. Increased Gross Income to PRR |
1. From Jersey Central
a. Joint facility charges(b) $547,000 -
b. Rents(c) 459,000
c¢. Special charges(d) 606,000
d. Total $1,612,000 $1,612,000-
B. Increased Expenses to PRR(e)
1. Maintenance of Way $189,000 -
2, Maintenance of Equipment 519,000
3. Transportation 121,000
4, Other Operating Expenses 30,000(g) -
5. Sub-Total 859,000
6. Payroll taxes 41,000
7. Other expenses - -
8. Total Increased expenses $900,000 900,000
C. Net Result $712,000 $ 712,000-

Notes: (a)

(b)
(c)

(d)
(e)

(£)
(g)

Estimated on basis of 1959 Revenues and Expense. Does not include freight or H&M -

operation.

For use of PRR facilities: CNJ share of operating expenses.
Based upon rate of 4% of one-half of total valuation; except ome-third where LVRR -
also shares facilities.

Exclusive to

Jersey Central and/or furnished specifically for Jersey Central use.

Assuming no increase in property or franchise taxes, excluding interest and -

depreciation.

To provide new MU car yard, te permit room for CNJ equipment at Jersey City.
Increased insurance and claim costs. -

New York Region

July 6, 195
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The Jersey Central passenger load would be transferred to the H&M primarily
at Exchange Place. In the peak hour over 6,400 people would make this transfer.
To handle this load, 48 additional H&M cars would be required (Exhibit 7). These
would not be in joint service and would be an H&M responmsibility. The joint
PRR-HSM service results would see the greatest net improvement under this scheme,
with transfer of the entire Jersey Central off-peak loads to the H&M at Newark
with increased revenues but little, if any, increased operating expenses. ‘

Proposed schedules for the Jersey Central main line suburban services over
the Pennsylvania route togetber with a comparison of the present and proposed
elapsed time are shown in Exhibit 17 and 18. Schedules for the Pennsylvania's and
Jersey Central’s North Jersey Coast services, operating over the same route, are
based upon present schedules and are shown in Exhibits 25 and 26. The elapsed
times as shown at present are based upon H&M service and would be reduced if the
increased passenger volume would result in any reduction of headway time in this
service.

Under this scheme, there would be no change in the operation of the New York
and Long Branch or in any of the service between Bay Head and New York, except
that north of Perth Amboy, Jersey Central trains would be routed on the Pennsyl-
vania tracks via Rahway and Newark, following the same route as Pennsylvania
trains. However, Jersey Central trains would make no stops between Perth Amboy
and Newark. The Jersey Cemtral would continue to operate its mail and freight
services via the present Jersey Central routes.

Because of the close headways on the same route in the rush hour service,
the Pennsylvania would be faced with additional expenses for engine changes.
These would have to be made in the face of Jersey Central trains at "UNION",
unless a type of motive power were used which would permit continuous operation
between Bay Head and New York. To avoid the engine change requires the use of
13 units FL-9, or similar type combination diesel-third-rail electric locomo-
tives, or complete electrification of the New York and Long Branch as discussed
in the Appendix of this study.

Long Term Results

The payments by the Jersey Cenmtral to the Pennsylvania for joint facility
operating expenses and joint facility rents, as the result of the operation of
Jersey Central trains over this route would be greater than in Schemes "A" or
"B", 1In that respect, this scheme is more favorable to the Pemnsylvania.

However, unless public finamcial assistance would be forthcoming, the
Pennsylvania would continue to be faced with deficits in the operation of its
Bay Head service. As previously mentioned, these deficits would probably
increase in future years.

Duplicate service over the same route for the greater portion of the trip
between Bay Head and New York would soon result in the Pennsylvania taking over
all of the load, unless new or identical equipment were used by both railroads.
Today, the Pennsylvania endeavors to operate completely air conditioned trainms,
while the only air conditiomed equipment on Jersey Central trains are the "club"
cars, of which there are eight in the North Jersey Coast service, and for which
club members pay a special fee to the Jersey Central. Thus, with operation of
trains over the same route, all Pennsylvania passengers would be receiving
service almost equivalent to the Jersey Central’s club car service for no extra
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charge. It would not be long until most, if not all, of the entire passenger
load had been shifted to the Pennsylvania. Unless the Jersey Central were bound
by an agreement to provide service and pay the joint costs and rents for its
operation over the Pennsylvania, the Jersey Central would soon be petitioning
for release from the responsibility of operating its North Jersey Coast service
and the Pennsylvania would be left with the entire burden,

Therefore, the conditions outlined under Scheme "A" gshould also be applied
before the Pennsylvania should agree to any scheme such as this, in which it
might be saddled eventually with the entire passenger load. This plan, or
some modification of it, could possibly serve as in interim.measure. .
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SCHEME D

CNJ Main Line Suburban Service - North Jersey Coast Services Via PRR to Newark
All PRR Bay Head Service to Pennsylvania Station, New York

The plan of operation under this scheme is the same as that under Scheme "C"
with the exception that all Jersey Central and Reading trains would be terminated
at Newark (Exhibits 1 and 2), with the equipment of the peak hour trains being
serviced during the day in a new car year mear the Meadows enginehouse. All Jersey
Central trains operating outside of the peak hours would be unloaded at Newark
and turned on No. 5 track at "HUDSON" for immediate return trips, with the ex-
ception of those operated with RDC equipment, which would turn on #5 track at
Newark Station. (This track is available since it is presently used only for
evening rush hour trains).

In addition to the items discussed under the other schemes, this plan of
operation presents a problem in the storage of Jersey Central equipment. A loca-
tion between Meadows enginehouse and the storage yard could be equipped at the
least cost to handle the servicing of this equipment. Larger car yard facilities
than necessary in Scheme "C" would be required.

Proposed schedules for the Jersey Central services over the Pennsylvania
route rogether with a comparison of the present and proposed elapsed times are
shown in Exhibits 27 and 28. The elapsed times as shown are based upon present
H&M services and would be reduced if the increased passenger volume should result
in any reduction in headway time in H&M service,

The Jersey Central passenger load would be transferred to the H&M at Newark.
In the peak hour, over 6,400 people would make this transfer from Jersey Central
trains. This would require 70 additional PRR-H&M joint service cars (Exhibit 7).
The net results to the Penmsylvania would be the same as those obtained under
Scheme "B" in the PRR-H&M joint service operation, recognizing that no charges
have been shown for depreciation or financing of new equipment.

Long Term Results

The results under this plan are the same as those outlined under Scheme "C"
with the exception that the Pennsylvania would not receive as much in joint
facility rents and operating expense credits because of the use of fewer Pennsyl-
vania facilities. Handling of all Jersey Central equipment at Meadows Yard
would cause greater interference with enginehouse and freight movements than in
Schemes "A"™, "B", or "C". The economics of this scheme are shown on Page 44.
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SCHEME D ~
? Economics on PRR
CNJ PRR B
Description Operation Operation Total
(L (2) (3) (4)
I. Road and Equipment Expenditures _
{ 1. Facilities at "HUDSON" and Newark $ 10,000 _
g 2. Facilities at Meadows 782,000
{ 3. Facilities at Jersey City -
? 4, Facilities at Sunnyside - _
f 5. Total - PRR $792,000 $792,000
§ B. Road - NY&LB - . -
g C. Equipment - PRR - - -
é D. Equipment - H&M -
| 1. Cars - 68 PRR-H&M joint service cars $6,460,000
il E. Total Expenditures $7,252,000
; 11. Effect Upon PRR Annual Operating Results(a) _
? ,
? A, Increased Gross Income to PRR
1. From Jersey Central -
a, Joint facility charges(b) $385,000
b. Rents(c) 399,000
c. Special charges(d) 638,000 -
d. Total $1,412,000 $1,412,000
?‘ B. Increased Expenses to PRR(e) _
| 1. Maintenance of Way $116,000
; 2. Maintenance of Equipment 543,000
; 3. Transportation 129,000 -
4, Other operating expenses 35,000(f)
| 5. Sub-total $823,000
f 6. Payroll taxes 39,000 —
f 7. Other expenses -
: 8. Total Increased Expenses $862,000 $ 862,000
g C. Net Result $550,000 $ 550,000
% Notes: (a) Estimated on basis of 1959 Revenues and Expense. Does not include freight or H&M -
f operations.
; (b) For use of PRR facilities: CNJ share of operating expenses, _
2 (c) Based upon rate of 4% of one-half of total valuation; except one-third where
j LVRR also shares facilities.
| (d) Exclusive to Jersey Central and/or furnished specifically for Jersey Central use. -
' (e) Assuming no increase in property or franchise taxes, excluding interest and
depreciation.
(f) Increased insurance and claim costs. -

New York Region
July 6, 1959
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SCHEME E

Under this scheme, the Jersey Central main line suburban service would be
operated, as in other schemes, via the Lehigh Valley between "ALDENE" and "HUNTER,"
thence over Pennsylvania tracks to Newark., The entire Bay Head passenger service
would be operated by the Jersey Central over the route of the Pennsylvania's
present North Jersey Coast trains via Rahway to Newark.

Rush hour Jersey Central main line trains, including the Reading trains, would
be serviced and stored during the day in Meadows Yard. North Jersey Coast trains
would be operated to and from Pennsylvania Station, New York, with the equipment
being serviced at Sunmnyside. All other Jersey Central trains, including those
with RDC equipment, would be turned at Newark for immediate return trips. Cab
signal test track loops would be installed on No. 5 tracks at Newark Station
and at "HUDSON" to permit the turning of equipment.

This scheme adherest to the principle that there should be only one railroad
operating on the North Jersey Coast. In this plam, it would be the Jersey Central.
Aside from the large proportion of the passenger traffic now handled by the
Pennsylvania, the major part of the operation is Jersey Central. Jersey Central
freight service to Freehold and Bridgeton is routed over the New York and long
Branch via Matawan and Red Bank respectively. Most of the freight and mail
business is handled by the Jersey Central (Exhibits 15 and 16).

At one time, the Jersey Central owned or controlled the railroads making
up the present New York and Long Branch Railroad and later owned all of the latter
company. It was not until 1930, when the Jersey Central was apparently in need
of cash, that it sold $2,000,000 worth of New York and Long Branch stock to the
Pennsylvania. Also, at that time, the Pennsylvania assumed its share of New York
and Long Branch debt (Exhibit 30). Until 1930, the Pennsylvania was paying to
the Jersey Central an annual rental of $247,920 for use of the NY&LB in addition
to 44% of the joint facility charges. (Today, the Pennsylvania assumes 50% of
all corporate expenses, amounting to $189,147 paid by the PRR in 1958, and pays
57% of the joint facility operating expenses (Exhibit 29).

Initially, the primary business of the Pennsylvania on the North Jersey
Coast was the operation of passenger trains between Philadelphia (and Trenton)
and Manasquan. Later, when operating agreements were made with the Jersey
Central for the privilege to operate over the NY&LB, this service was extended
to Red Bank. Nevertheless, train service on the North Jersey Coast has histori-
cally been a Jersey Central responsibility.

Such a plan would relieve the Pemnsylvania of the liability of operating
passenger service to the North Jersey Coast and would help to eliminate a large
portion of the annual deficit being incurred in this operation (Exhibit 10).

At the same time, by operating the Jersey Central trains over its north
Jersey Coast route, the Pennsylvania would benefit to a greater extent than in
any of the previous schemes by the larger remts and joint facility payments
received, -

Results and requirements for the Jersey Central main line suburban service
under this schemes would be no differemt than under Schemes "B" or "D".
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SCHEME E
Economics on PRR =
CNJ PRR
Description Operation Operation Total ~
(1) (2) (3) (4)
I. Road and Equipment Expenditures
A. Road - PRR(f)
; 1. Facilities at "“"HUDSON" and Newark $ 10,000
: 2. Facilities at Meadows 582,000 -
; 3. Facilities at Jersey City -
| 4, Facilities at Sunnyside 30,000
5. Total - PRR $622,000 $622,000 ~
B. Road - NY&LB () (g)
C. Equipment - PRR (8) (8)
D. Equipment ~ H&M -
1. Cars - 68 PRR-H&M joint service cars $6,460,000
E. Total Expenditures $7,082,000(h)
I1I. Effect Upon PRR Annual Operating Results(a)
A, Increased Gross Income to PRR h
1. From Jersey Central
a. Joint facility charges(b) $932,000 =
b. Rents(c) 1,147,000
c. Special charges(d) 738,000
d. Total $2,817,000 $2,817,000 ~
B. Increased Expenses to PRR(e)
1. Maintenance of Way $ 116,000 -
‘ 2. Maintenance of Equipment 543,000
§ 3. Transportation 129,000
9 4. Other Operating Expenses 35,000 -
5. Sub-total $ 823,000
6. Payroll taxes 39,000
7. Other expenses - -
8. Total Increased Expenses $ 862,000 $ 862,000
C. Net Result $1,955,000 $1,955,000 ~

Notes: (a) Estimated on basis of 1959 Revenues and Expense. Does not include freight or
H&M operation.
(b) For use of PRR facilities: CNJ share of operating expenses.
(c) Based upon rate of 4% of one-half of total valuation; except one~third where
LVRR also shares facilities.
(d) Exclusive to Jersey Central and/or furnished specifically for Jersey Central use.
(e) Assuming no increase in property or franchise taxes, excluding interest and
depreciation.
(f) Does not include costs of providing for electric or combination electric-diesel
locomotives to permit operation of Jersey Central trains into Pennsylvania Stationm,
New York. These costs are treated separately in discussions of electrification
of the New York and Long Branch and operation of FL-9 locomotives.
(g) Total costs are incomplete, since the extent of Jersey Central needs is not known.
New York Region - July 6, 1959



New equipment would have to be purchased for the emtire Jersey Central Coast
service as proposed, since the Jersey Central does not have sufficient equipment
available to handle all of its service and that of the Pennsylvania in addition.
It would, therefore, be possible to acquire equipment which would permit operation
of the Jersey Central Bay Head trains into Pennsylvania Station, New York, just
as planned for Pennsylvania trains under Schemes "A" or "B".

This scheme is the most favorable under which the Pennsylvania could handle
services for which the Jersey Central is responsible, without requiring special
conditions from the state or some public authority for doing so. Without these
conditions, as set forth in Scheme "A", the Pennsylvania has as much right as the
Jersey Central to be relieved of a deficit operation.

Advantages to the Pennsylvania under this scheme are:

a. No passenger liability in operation of North Jersey Coast service.
b. Retention of road haul freight revenues with switching service
performed on NY&LB territory after interchange.
c. Maximum joint facility rents received.
d. Maximum joint facility operating expense payments received.
e. Receipt of badly needed cash or notes for:
1. PRR share of ownership of NY&LB
2., NY&LB bonds held by PRR '
3. PRR cash advances to NY&LB
f. PRR equipment used in this service could be released for use else-
where, saving class repair costs on replaced equipment.
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CONCLUSIONS

Operating under any of the schemes discussed, the Pennsylvania would be able
to handle all of the fifty-four trains which the Jersey Central proposes to operate
from its main line via the Lehigh Valley and the Pennsylvania to either Newark or
Jersey City. This includes the two Reading trains in each direction. Insofar as
the Pennsylvania is concerned, there are no insurmountable problems, either from
an operating or economic standpoint, in the handling of this traffic, as long as
the Pennsylvania is not required to finance the new facilities and Hudson and
Manhattan equipment requirements, or is otherwise reimbursed for their financing.

The operation of all of the North Jersey Coast passenger service over the
Pennsylvania tracks via "UNION" (Rahway) to Newark by either or both of the rail-
roads presents both operating and economic problems. The operating problems are
relatively simple and can be overcome, although the Pennsylvania would be subject
to increased operating expemses for items such as the increased number of engine
changes at "UNION" in the face of close headways, increased interference with
Pennsylvania main line freight and passenger movements between "UNION" and '"HUDSON"
(Newark) , and increased interference at Meadows with engine and freight movements,
in any scheme using Meadows enginehouse for storage of Jersey Central cars and
engines. The increased volume of North Jersey Coast trains can be handled over
the proposed route, however, and with changes to be made at either Jersey City
or Meadows, as discussed under each scheme, the Jersey Central and Reading equip-
ment could be stored and serviced during the day. Should the Jersey Central
choose to operate into Exchange Place, facilities would have to be provided at
Meadows for the MU passenger equipment presently serviced by the Pennsylvania at
Jersey City. Again, the Pennsylvania cannot risk funds to provide facilities
for Jersey Central equipment, so that financing must be provided from some source
other than the Pennsylvania.

The question is: Who should operate the service? Both railroads are sus-
taining deficits in their passenger operations between New York and Bay Head.
The Jersey Central, which is seeking relief from the financial burden of this
operation, receives annual passenger revenues of about $1,500,000 in this service
and sustains a deficit estimated between $500,000 and $1,000,000 annually on a
fully allocated basis. On the other hand, the Pennsylvania's passenger opera-
tion between New York and Bay Head will obtain about $3,570,000 in passenger
revenues this year but will result in a deficit of $1,558,500. Although the
Pennsylvania's operating ratio is better than that of the Jersey Central, its
losses are greater.

Thus, both railroads, and not just the Jersey Central, need relief from
this financial burden. Operation of all of the service by the Pennsylvania would
not improve its financial results. The additional out-of-pocket expenses incurred
in handling the additional traffic would equal or exceed the added gross rev-
enues(a). Therefore, the revenue would not begin to finance the additional
equipment and facility requirements of the railroad operationm, much less the
equipment needs of the Hudson and Manhattan.

(a) Even these results are conditioned upon certain train service revisions, with
schedules as shown in Exhibits 19 and 20, and upon station consolidations in the
New York and Long Branch territory, to speed service and improve operating effi-
ciency (Exhibit 21).
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Under present conditions, there are no indications that the financial results
to be obtained in this service will improve. The indicated trend is a decreasing
net railway operating income, to a loss, even on the so-called "out-of-pocket"
basis.

During the past ten years, total PRR weekday passenger volume in the North
Jersey Coast service has decreased 10.5% with Saturday volume off 51.5%, and
Sunday volume off 55.1%. Revenues have been further affected, as the number of
passengers traveling on the higher rate-per-trip other-than-commutation tickets
have declined 39.3%, while the lower rate-per-trip commutation ticket passengers
have increased 5.0%.

While this decline in passenger volume has seriously affected revenues,
expenses have been increasing, not only as the result of inflationary trends
but also because the peak hour load in this service has actually increased
13.7% during the past ten years (22,67 in the last five years).

This trend of increasing peak hour rail passengers may continue as resi-
dential development of the North Jersey Coast increases. It emphasizes the
part being played by the suburban railroads in carrying the peak hour loads
which would otherwise have to be handled by highway and which would require
additional expenditures by the state's taxpayers for the facilities required.

Yet, actions of the state, and local governments, are economically ruining
the railroads providing these services. The tax problem is just one of the
railroads’ many problems. The most important cause for the severe decline in
off-peak hour patronage of the Pennsylvania's North Jersey Coast service and
its resultant effect upon revenues has been the publicly-financed Garden State
Parkway, which opened south to Toms River in August 1954, and which parallels
the railroad for most of its route.

It is, therefore, unreasonable that private enterprise, in the form of
the railroads, should continue to lose money and risk further capital invest-
ments in endeavoring to operate these suburban rail services for the benefit
of the public, when the public continues to invest in duplicate transporta-
tion facilities which cause ecomomic chaos for the railroads.

If it is going to save money, now and in the future, in the handling of
peak hour loads in the metropolitan area, the public needs the suburban rail-
roads. Only as an extensive amount of public financial assistance is given
them, however, can the railroads be expected to continue operation of these
services., Yet, whatever is spent would only be a fraction of what is being
spent in public funds for other forms of tramsportation or what would have
to be spent to carry the peak hour loads to be carried by the railroads,
both now and in the future.

1f public financing of improvements and the granting of certain condi-
tions which are listed below were possible, the Pennsylvania would stand a
chance of just breaking even today on a fully allocated basis in the opera-
tion of all of the North Jersey Coast service., The future economic situation
would be even less promising.

If a public authority were to contract for the operation of these services,
paying the railroad for expenses incurred in providing the services specified,



the Pennsylvania would be the logical operator of the complete Bay Head passen-
ger service. It has the facilities and most of the equipment necessary to do
the job immediately.

Certain conditions need to be met before the Pennsylvania should consider
assuming responsibility for operation of the North Jersey Coast passenger service,
even for an interim period until a public authority could be established to con-
tract for these services. Included among these conditions should be:

a, The Pennsylvania should be permitted to discontinue all Jersey City
passenger service, so that these facilities would be available for routing of
Jersey Central trains into Meadows and/or Exchange Place.

b. The Pennsylvania should be permitted to discontinue the unnecessary
operation of trains 805 and 812 (Trenton - Red Bank), to permit a more economic
operation of the New York and Long Branch.

c¢c. The Pennsylvania should be permitted to adjust fares, so that it
could operate "in the black". If any limitations would be placed upon fares or
any demands for increased services enforced, the Pemnsylvania would be fully
compensated by the state or some public authority for all losses incurred.

d. Station consolidations should be permitted on the New York and
Long Branch, to speed service and improve operating efficiency. (See proposed
stations, Exhibit 21),

e. The railroads should be granted indemnity against future grade
crossing elimination costs on the New York and Long Branch,

f. A program for the elimination of the 105 grade crossings on the
New York and Long Branch should be started in the immediate future, to permit
a safer and more efficient operation. The state should finance grade crossing
protection on the New York and Long Branch (now costing the railroads $527,000
annually), since this is now primarily highway traffic control.

g. The state or some public authority should provide the additional
Hudson and Manhattan railroad equipment needed to carry the Jersey Central load
into downtown New York.

h. The state or some public authority should use its funds to elec-
trify the New York and Long Branch Railroad and to equip the service with new,
air-conditioned multiple-unit electric cars, permitting more efficient operation
and providing a reduction in overall travel time by as much as 20 minutes under
present schedules,

i. The state or some public authority should pay for the improvement
and relocation of stations, and the provision of parking at these stations (see
parking requirements outlined in Exhibit 22). The railroad should be indenmi-
fied from financing future station changes or improvements, especially those
needed to avoid the present problems of single-side passenger platforms, such
as pedestrian subways and intertrack fences.

j. Tax exemption should be granted on all property and equipment
used in passenger service with no offsetting increase in freight facility
assessments.
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k., Future expansion of bus service to North Jersey Coast points should
be restricted.

1. The state or some public authority should assume the responsibility
for drawbridge operation on the New York and Long Branch, presently costing the
railroads $118,000 annually.

As shown on Page 54, granting of these conditions would permit savings of
$1,800,000 annually in the operation of New York-Bay Head trains under Schemes
A" or "B", provided no depreciation or financing charges are assessed against
new facilities and equipment. Considering the Pennsylvania's present annual
loss of $1,558,500 in the Bay Head service, and the additional loss which would
be sustained by taking over the Jersey Central'’s Bay Head passenger traffic,
even the $1,800,000 which might be saved by the granting of all of these condi-
tions would barely put the operation "in the black" today. Judging from past
experience and trends, future expenses will continue to increase and result in
ever-increasing losses, unless condition "c" is fully met, or some public authority
contracts for the operation of these services by the railroad and pays for all
expenses incurred.

Since this scheme would relieve the Jersey Central of its passenger service
responsibility on the New York and Long Branch, and permit it to retire a vast
amount of facilities and to eliminate a deficit estimated to exceed $500,000
annually in this operation alone, it is proper that certain conditions also be
required of the Jersey Central before the Pennsylvania would even consider taking
over this service. Among these are:

a. The Pennsylvania should have control of the operation of the New
York and Long Branch Railroad.

b. The Jersey Central should get out of all Long Branch road freight
service, except for the routing of its through freight trains to Freehold and
Bridgeton via Matawan and Red Bank respectively. Freight interchange to PRR
should be made at Oak Island or South Amboy.

c. The Jersey Central should share joint facility costs for the New
York and Long Branch territory over which it would continue to operate the
through freight trains and mail trains.

d. The Jersey Central should continue to absorb 50% of the corporate
costs of the New York and Long Branch so long as it uses any portion of these
facilities. (If the Jersey Central would every discontinue operating service
on the New York and Long Branch, it should agree to assign without cost to the
Pennsylvania all of its present 50% ownership in the New York and Long Branch,
including the bonds which it holds.)

e. The Jersey Central should waive joint facility rental charges
(now amounting to over $76,000 a year) against the Pennsylvania for that portion
of the New York - Bay Head route between "WC" and the north end of the New York

and Long Branch at Perth Amboy.
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RECOMMENDATIONS

The Pennsylvania should contract for handling of the Jersey Central's main
line trains over the Pennsylvania tracks from "HUNTER" to either Jersey City or
Meadows on a joint facility basis, so long as it is not required to finance
improvements or the additional Hudson and Manhattan equipment required, or is
otherwise reimbursed for such financing. Determination as to whether the
Jersey Central'’s peak hour trains should operate into Meadows or Exchange Place
is a matter for public policy and decision by the Jersey Central. Operation
of the Jersey Central trains into Exchange Place would force the present PRR
operation out of Jersey City and place the cost of operating Exchange Place upon
the Jersey Central. Abandonment of the Exchange Place passenger facilities at
Jersey City and rehabilitation of this neighborhood has been recommended by
public officials several times in the past,

However, the Pennsylvania should not assume the additional liabilities
incurred by the Jersey Central's North Jersey Coast service, because it is already
sustaining losses in its own service and is faced with ever-increasing deficits
in the future.

It is recognized that only one railroad should be operating passenger service
in the North Jersey Coast territory. Actually, the best proposition for the
Pennsylvania would be to have the Jersey Central operate all of the North Jersey
Coast passenger service under the present PRR route into Pennsylvania Station,
New York, on the joint facility basis, as proposed in Scheme "E". This is
especially true since the Jersey Central desires to retain its mail and freight
service on the New York and Long Branch Railroad and needs this access to its
Freehold Branch and Southern Division main line. (Of course, the rights of
Pennsylvania employes would have to be protected by sharing in the operation
of this service by the Jersey Central). To facilitate this Jersey Central
operation, the Pennsylvania could also turn over to the Jersey Central all of
its present mail and freight business in the New York and long Branch territory
and even give its ownership in the New York and Long Branch Railroad to the
Jersey Central.

Since new equipment would have to be acquired to overcome deficiencies in
the Jersey Central fleet, it would be practical to provide equipment which would
permit operation of Jersey Central North Jersey Coast trains inte Pennsylvania
Station, New York, in lieu of the present Penmsylvania trains in this service.
Provision of funds by the state or some public authority for electrification
of the New York and Long Branch and the use of new multiple-unit electric coaches
in this service would probably be necessary.

As an alternative, if the Jersey Central would not assume the total North
Jersey Coast passenger operation as proposed under Scheme "E", the Pennsylvania
could assume this responsibility only if the conditions outlined in the conclu-
sions (Pages 53 and 55) are met. This would only be on an interim basis until a
public authority could be established to contract with the railroad for the
operation of specified services on a fully compensatory basis.

As another alternative, the state or some public authority could contract
with the railroads for operation of any or all suburban rail services under any
of these schemes, reimbursing the railroads for their expenses on a fully allo-
cated basis including a return on the private investment utilized, and specifying
the fares to be charged and services provided.
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20.3

TOTAL 37.6
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CENTRALIZED TRAFFIC CONTROL
ON THE
NEW YORK AND LONG BRANCH

In connection with the possible operation of Bay Head passenger service by
only one carrier (as outlined under Schemes "A", "B", and "E"), a study was made
of the possible use of centralized traffic control on the New York and Long Branch.
Proposed schedules (Exhibits 19 and 20) were designed to be used with either single
tract CTC or double track facilities.

The nature of the freight traffic between Red Bank and Perth Amboy prevented
use of a single track railroad on that end of the railroad, although the distances
between stations were well suited to a CTIC-type operation with a minimum of passing
sidings. It should be noted that the Jersey Central's Freehold and Atlantic High-
lands Branches join this line at Matawan; and the Southern Division, at Red Bank.

It would cost over $500,000 to equip the New York and Long Branch Railroad
with CTC from Red Bank to Point Pleasant, exclusive of the costs of removing one of
the two tracks and upgrading the remaining track. Three passing sidings are needed
in this distance to accommodate movements around the many station stops, particu-
larly during the morning and evening rush hours.

Since there is already an existing double track system equipped with automatic
signals, the maintenance savings to be gained by single-tracking this portion of
the railroad were too small to justify the expense of a CTC installation. A study
was made of savings to be effectuated by the use of CIC in connection with electri-
fication of the line. Again, however, the cost of the CTC exceeded the slight
savings possible through the electrification of only one track instead of two for
a portion of the distance.

The operating mileage would consist of 17.3 miles of double track and 20.3
miles of single track with approximately six miles of passing sidings.
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ELECTRIFICATION
OF THE
NEW YORK AND LONG BRANCH

Electrified operation of passenger trains on the New York and Long Branch
will probably produce increasingly greater operating savings as this service
becomes even more a suburban operation.

At the present time, the route of Pennsylvania trains from New York to Bay
Head beyond Pennsylvania ownership is electrified from Woodbridge Junction ("wc™)
to South Amboy, a distance of 1.8 miles. Diesel power is used between South Amboy
and Bay Head. Electric locomotives are operated on all trains into Pennsylvania
Station, New York, necessitating a change of motive power on all Bay Head - New
York trains. Because of possible interference with closely scheduled Jersey
Central trains some engine changes are made at "UNION" (Rahway). All others are
made at South Amboy.

Cost of electrification of the NY&LB is estimated as follows:

a. Substations - structures $ 89,700

- apparatus 807,300

897,000

b. Transmission and catenary 5,463,000

c. Signals and interlockings 3,357,805

d. Communications 1,868,161

e. Bonding and grounding 165,670
f, Total $11,751,670

Typical cross-catenary design and layout of the transmission circuits are shown in
the accompanying sketches.

Greatest operating savings would be obtained by using multiple-unit passenger
cars, especially since one or two new high-capacity cars would be adequate for
most off-peak trains. Budd Pioneer III type cars could be utilized. Low clear-
ances in the Pennsylvania's North River tubes prevent the use of double deck cars.

MU operation would reduce by $500,000 the expenditures required at Bay Head
Junction for new diesel operation facilities and would produce estimated annual net
savings of at least $600,000 in crew wages, repair costs, power (fuel), and other
operating expenses, exclusive of depreciation expenses and financing.

However, 89 MU passenger coaches with 102 seats would be required for the Bay
Head service. These would cost approximately $18,690,000. Thus, electrification
and MU cars alone would cost $30,440,000, New equipment for electric locomotive
operation with new cars would cost approximately $8,000,000 for the locomotives
and $9,968,000 for the cars, or orly $722,000 less, but would cost $100,000 more
annually for crews. : ' ‘ .

; The railroad cannot afford an outlay of this magnitude when the results, at
best, would produce only 27 before depreciation and fixed charges.

Nevertheless, electrification of this remaining portion of the New York - Bay
Head run is essential for faster and more economical operation. Upwards of 21
minutes can be saved by MU operation, as contrasted with comparable trains today
(Exhibit 46). Thus, it would be in the public interest to electrify this rail-
road with public funds.
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OPERATION OF FL~9 OR SIMILAR TYPE
COMBINATION ELECTRIC - DIESEL LOCOMOTIVES

Today's North Jersey Coast passenger service on the Pennsylvania is handled
by electric locomotives between New York and "UNION", or South Amboy, and by
diesel-electric locomotives between those points and Bay Head Junction, requiring
a change of power enroute. Locomotives which could operate on electricity supplied
either by the diesel engine-generator or from an outside source would eliminate
the necessity of this change of power, and should produce other economies, such as
a complete or partial closing of South Amboy Enginehouse. The only such locomotive
which has been built in quantity is the EMD Type FL-9, thirty of which have been
supplied to the New York, New Haven and Hartford Railroad. This locomotive can
operate either from the diesel engine-generator or from the 600-volt third-rail.

Elimination of the engine change not only reduces operating expemses but also
permits a savings in elapsed travel time of at least five minutes. This time
savings is also important, since it eliminates the possibility of train inter-
ference during rush hours.

In order to utilize the FL-9 locomotives, it will be necessary to install a

direct current power supply at the west end of the Hudson River Tunnels, It will
also be necessary to extend the third-rail 3,500 feet westward from Homestead
Portal on the westward track. Use of electric or this type of motive power will
permit the partial closing of South Amboy Enginehouse with attendant savings.
In order to provide for monthly inspection and heavy repairs to these units at
Sunnyside Yard, sanding facilities, inspection platforms, power tools, meters,
filter cleaners, etc., would be needed at an estimated capital expenditure of
$38,450.

The total new capital expenditure is estimated as:

14 FL-9 locomotive units @$280,000 $3,920,000
Third-rail extension - 3,500' @ $6.73/ft. 23,550
Power units installed near Homestead Portal 495,000
New facilities at Sunnyside Yard 38,450

Total $4,477,000

Public policy, financing, and negotiations will determine whether FL-9
or complete electric operation is to be used. Both present opportunities for
operating savings, although the complete electric operation with MU equipment
produces the best performance for the public and results in greater savings,
as discussed on page 63. The railroad, however, cannot afford the capital
expenditures required.
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Item

€Y

I. Increased Passenger Volume

A. H&M Passengers

I1. Estimated Change in Results

A, Increased Revenue

B. Increased PRR Expense

1.
2.
3.
4.

C. Net

Car Costs

Crew Wages

Payroll Taxes, etc.
Total Increased Expenses

ADDITIONAL ANNUAL PRR REVENUE AND EXPENSE =
' IN _H&M JOINT SERVICE
Scheme Scheme Scheme ' Scheme Scheme
A B c D E
(2) (3) (4) (5) 6) _
2,311,000 4,294,000 2,027,000 4,294,000 4,294,000
$541,000 $1,005,000 $475,000 $1,005,000 $1,005,000
$193,000 $356,000 - $ 356,000 $ 356,000_
119,000 165,000 - 165,000 165,000
25,000 38,000 - 38,000 38000
$337,000 $559,000 - § 559,000 § 559,000
$204,000 $446,000 $475,000 § 446,000 $ 446,000

Gain

New York Region

July 6, 1959
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EFFECTS OF VARIOUS SCHEMES
UPON THE
PENNSYLVANIA RAILROAD - HUDSON AND MANHATTAN RAILROAD
JOINT SERVICE

Operation of Jersey Central trains over the Pennsylvania will place the
major portion of the Jersey Central passengers on the Hudson and Manhattan Rail-
road trains at either Newark or Jersey City, depending upon the scheme used. The
Hudson and Manhattan operates the Newark - Hudson Terminal service as a joint
operation, with the Pennsylvania assuming 60% of the operating expenses.

In Schemes "A"™ and "C", rush hour Jersey Central trains operate into
Jersey City. In all other instances, Jersey Central passengers for downtown
New York would transfer to the Hudson and Manhattan trains at Newark, as de-
scribed on Pages 13, 14, and 15 of this report.

The increased rush hour load requires a larger car fleet, as discussed under
each scheme and results in increased operating expenses. Most of the anticipated
off-peak load can be handled on the present trains without the necessity for in-
creasing train consists or frequency. The additional cars required and proposed
rush hour train consists and frequencies are shown in Exhibit 7.

The figures on Page 66 show the increased operating expenses to the Pennsyl-
vania as the result of the additional joint service traffic produced under each
scheme. The largest revenues, of course, result when the entire downtown rush
hour New York load of the Jersey Central is placed upon the H&M at Newark
(Schemes "B", "D", and "E").

The most favorable situation for the Pennsylvania in this traffic is under
Scheme "C", in which the entire off-peak traffic can be handled without any
appreciable increase in operating expenses. In this scheme, the peak hour load
would be placed upon the Hudson and Manhattan at Exchange Place and be its sole
responsibility, this being outside of the joint service territory.

Depreciation expenses and financing costs for the additional equipment are
not included in these figures. The railroad is in no position to finance the
cars required nor could it afford to assume the increased annual costs, which
would exceed even the best possible increased net results shown here.
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FREIGHT SERVICE
ON THE
NEW YORK AND LONG BRANCH

Freight service is rather a marginal operation for both railroads operating
on the New York and Long Branch., In addition to freight trains operated over the
NY&LB to its Freehold Branch and Southern Division, the Jersey Central operates
one freight train every weekday in both directions. The Pennsylvania operates
one freight train (CNJ - 1 and 2) three days a week in each direction. Two
NY&LB crews perform switching service for these freight trains. Expenses of
the switching operation are shared by the owner roads, the Pennsylvania presently
paying 57% of the total operating expenses.

It is estimated that the Jersey Central carload freight revenue allocable
to the New York and Long Branch territory does not exceed $490,000 per year
(Exhibit 16). The Pennsylvania's comparable revenue is only $164,322, In render-
ing its present freight service, the Pennsylvania is just about breaking even on
the New York and Long Branch, plus whatever contributory revenue it may have to
the rest of the system. To assume the Jersey Central's freight traffic on the
New York and Long Branch would cost the Pennsylvania at least $273,500 more than
its present operation.

Thus, there is a possibility that complete operatiom of the freight service
by one railroad or the other would make it possible for either to do a little
better than break even. This is contingent upon interchange of traffic being
made at South Amboy or Oak lsland. The increasing residential growth of this
area precludes its development for industrial purposes and presents no prospects
for increased freight traffic in the future, Therefore, neither railroad would
lose much by turning over its New York and Long Branch freight business to the
other.
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Proposed Jersey Central Service - Via H&M RR and Newark - Monday to Friday - Westward (a)

nlapsed Time

Leave Main Line Service North Jersey Coast mdson Hudson Passengers
Hudson Leave Pass Pass Arrive Pass Pass Arrive Terminal Terminal Leaving
.»meb Cars .?mwnhw Newark Hunter >anna Raritan Union WC Bay Head to Raritan i¢ Bay Head Nevark (b)
1 2) 3 ()] (5) (€3] (8) [©)) wwom [E5))] (12) 133)
01 2 RDC L 50 A 5.20 A 5.23 4 5.23 4 6.00 & - - - 1:10 - 25
W03 2 RDC 5.40 6.20 6.23 6.33 7.10 - - -~ 1:30 - 50
405 é 6.40 7.10 7.15 7425 8,10 - - - 1:30 - 250
407 2 RDC 7.40 8.02 8,05 8.15 8.45 - - - 1:05 - 50
3305 [ 8.32 8.56 - - - 9.10 A .20 A 10.40 A - 2:08 105
W09 2 RIC 8.32 9.00 9.03 9.13 9.45 - - - 1:03 - 25
A1l 2 RDC 9.30 10,00 10.03 10,13 10,45 - - - 1:15 - 25
W13 2 RDC 10,36 11.00 11.03 11.13 11.45 - - - 1:09 - 25
15 2 RDC 11.36 12,00 ¥ 12,03 P 12.13 P 12,45 P - - - 1:09 - 25
3307 3 11.48 12.20P - - - 1234 P 12,43 P 1.56 P - 2:08 75
a7 2 RDC 12,36 P 1.00 1.03 1.13 1.45 - - - 1:09 - 25
419 2 RDC 1.3 2.00 2.03 2,13 2.45 - - - 1:09 - 50
h2l 2 RDC 2.36 3.00 3.03 3.13 345 - - - 1:09 - 100
423 2 RDC 3.36 4,00 4,03 4.13 b5 - - - 1:09 - 150
Matawan - 1:08 210
4101 5 3.48 4,18 - - - 4032 Lobd 4,56
Plainfielc
901 13 4.00 4.30 4.33 4ol3 5.10 - - - 1:10 - 450
3319 7 4,10 4.35 - - - 551 5.00 6,09 - 1:59 950
3323 10 4.30 bS5 - - - 2010 5.19 6.37 - 2:07 325
425 pr 4,30 5.00 5.08 5.14 5.55 - - - 1:25 - 650
Reading
619 5 ] 5.C5 5.08 5.18 - - - - C:38 - 150
Plainfielc
903 13 Lol 5.11 5.15 5.25 .50 - - - 1:10 - 800
Matawan
W7 6 .50 5.1k - - - 5.27 5,36 5.51 . - 1:01 220
205 7 RDC 5.00 5.23 5.27 5.37 6.10 - - - 1:10 - 600
3325 15 5.00 5.27 - - - 5ol 5.51 7.1 - 2:11 830
Matawan
&015 [ 5.16 5.40 - - - 5.55 6.04 6.22 - 1:06 210
427 7Y 5e2d 5.47 5.51 6,01 6,45 - - - 1:21 - 1000
Reading
621 [ 5.2 5.51 5.55 6.05 - - - - Qsil - 250
37 10 5.32 5.55 - - - 6.09 6.18 7.39 - 2:07 57C
Plainfield
905 10 5.40 6,03 6,06 6,16 6.40 - - - 1:00 - 950
29 10 5.48 6.14 6,18 6,28 7.15 - - - 1:27 - 700
333 [ 6.30 6,55 - - - 7.10 7.19 8.34 - 2:04 230
431 2 RDC 6.30 7.00 7.03 7.13 Teh5 - - - 1:15 - 150
433 2 RDC 7.30 8.00 8,03 8,13 8.45 - - - 1:15 - 150
435 2 RDC 8,30 9.00 9.3 9.13 9eb5 - - - 1:15 - 150
437 2 RDC 9.30 10.00 10,03 10.13 10.45 - - - 1:15 - 100
3333 9 9.30 10.05 - - - 10.19 10.28 11,44 - 2:14 180
439 2 RDC 10.30 11,00 | 11.03 11.13 11.45 - - - 1:15 - 50
LAY 2 RDC 1n.3o 12,00 A 12,03 A 12.13 A 12.45 A - - - 1:15 - 50
443 2 RDC 12.50 A 1.15 1.18 1.28 2.00 - - - 1:10 - 25

NOTES: (a) Time shown is prewailing public tiame.
(b) Anticipsted traffic (estimated by CNJ; except for Matawan and Bay Head
trains, based on loss of Bayomne traffic plaus 5% E.aou.uwouv

Rew Tork Regiom
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Exhibit S

Track

10

Notes: (a)

Train
3323
4317

901
427
903
3331
4015
Rd 619
Rd 621
3327
425
3325
905
3305
3307
4101
3319

MANIPULATION OF JERSEY CENTRAL TRAINS

e e Ot et
DEPARTING FROM EXCHANGE PLACE, JERSEY CITY(a)

Cars

10

13
14
13

10
14
15
10

3

5

Time

4:40
5:01
4:15
5:32
4:58
6:40
5:25
4:50
5:37
5:40
4: 45
5:14
5:48
8:00
12:00
3:30

4:00

P Place on #1 after 3323 departs
P Place on #2 after 4317 departs from #1

P Equipment off 3322 at 6:05 p

P
a Light to Newark

noon Light to Newark
P Hold at Hudson

P Light to Newark - Hold at Hudson

Time shown is prevailing public time.

New York Region
July 6, 1959-26



Exhibit 6
THE PENNSYLVANIA RAILROAD

Proposed New Facilities to Accommodate Jersey Central Equipment

1. Jersey City (Exchange Place) - (Applicable partially or entirely in Schemes "A" and "c™)

SR T AT s T TR

A. Restore switches 51, 53, 55 ("JACY") with power operation.

B. Restore signals 28R, 28LA 28LB, 30R, 32LA, 32LB ("JACY").

. Install cab signal test loop on No. 7 track.

Extension of steam and water lines on all tracks.

New steam boilers and oil storage facilities for steam heating of cars.
Welfare and locker facilities for crews and maintenance forces.

Battery charging equipment for Reading Company cars.

. AC standby facilities for Reading Company cars.

®

]
2
E
-

§
:
-

,i
4
s
;

1
4

;
3
3
/

°

momEo O
L]

I1I. Meadows (Near Enginehouse) =~ (Schemes "B", "D"  and "E", except as noted)

A, Facilities in storage yard for servicing MU equipment formerly handled at Jersey
City (Schemes "A" and "C").

B. Electrify Center Street branch for MU equipment (Schemes "A" and n"c").

C. Rehabilitate Center Street Branch and Engine Track.

- D. Electro-pneumatic operation of crossovers and ladder switches ("KARNY") leading
to yard for servicing equipment, with necessary signal and interlocking changes.

E. New steam boilers and oil storage facilities for steam heating of cars.

F. Additional welfare and locker facilities for maintenance forces.,

G. Water and steam heat lines for all tracks.

H

I

Grading, shifting, and installation of tracks and platforms to service equipment.
AC standby facilities for Reading Company cars.

III. "HUDSON" Interlocking (All schemes)

A, Cab signal test loop on No. 5 track.

_ 1V. "DOCK" Interlocking (All schemes)

A, Cab signal test loop on No. 5 track at Newark Station.

V. Bay Head Junction (Schemes "'A" and "B")

A. Steam boiler and oil storage for steam heating of cars.

B. Emergency diesel fueling facilities.

: C. Water and steam lines for all tracks.

| ~ D. Shifting of tracks and installation of platforms to permit efficient servicing
i of equipment in yard.

E. Welfare and locker facilities for crews and maintenance forces.

? _ F. Battery charging equipment.

G. AC standby equipment.

)
]
3
3
g
)

— New York Region
July 6, 1959
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.- .. REVENUES

AND OUT-OF-POCKET EXPENSES(a)

PRR NORTH JERSEY COAST SERVICE

(Based upon 1947 Volume of Traffic Adjusted te 1948 Rates and Costs)

PRESENT PENNSYLVANIA RAILROAD OPERATION
No Improvements in Service

NEW CAPITAL INVESTMENT
Roadway
Equipment - Motive Power
Equipment - Modernizing Cars
TOTAL CAPITAL INVESTMENT

REVENUES
Passenger
Freight
Miscellaneous
TOTAL REVENUE

EXPENSES
Passenger Train Expense
Freight Train Expense
M.W. & S., Transportation, etc,

N.Y. & L.B. Fixed Charges & Taxes

Trackage Rights over C.R.R.N.J.

Maint. of Elect. & Diesel Facil.

TOTAL EXPENSE

NET REVENUE

Exhibit 8

or Equipment
N.Y. & L.B. PRR
Tracks Tracks =~ __Total
(Out-of-pocket)
$2,158,351 $2,901,423 $5,059,774
28,129 623,608 651,737
37,654 - 37,654
$2,224,134 $3,525,031 85,749,165
$1,121,948 $ 905,045 $2,026,993
42,643 311,804 354,447
1,110,153 - 1,110,153
214,912 e 214,912
——— 145,473 145,473
$2,489,656 $1,362,322 $3,851,978
$D-(265,522) ,$2’162’709 $1,897,187

Notes: (a) From Study prepared by Chief Engineer's Office (by F. Wilkinson)

January 19, 1949, Revised February 23, 1949.

New York Region

"July 6, 1959-34



Exhibit 9

PRR PASSERGER REVENUES, AND OUT-OF-POCKET EXPENSES
ASSIGNABLE TO NY&LB SERVICE

§ YEAR 1955
? Passenger Service Ravenue
g Passenger R?vcnne:
Commutation $1,745,053
| Other 1,616,684
Mail, Express, etc. 41,717
Total $4,403,454
Out-of-Pocket Passenger Expenses
Expenses of Proportion of
NY&LB Opera-~ New York Region
tion (Fully Out-of-pocket
Allocated) Costs _ Total
MV & I $ 453,498 - $§ 453,498
M of E 21 $ 811,064 811,085
Traffic - 1,813 - 1,813
Transportation " 754,652 921,342 1,675,99
General 27,315 - 27,315
$ 1,237,299 $1,732,406 $2,969,705
Payroll Taxes __ 46,399 64,965 111,364
Total $ 1,283,698 $1,797,371 $3,081,069
Net - revenue versus costs $ 322,385

From Study "Recommendations for the PRR Passenger Service on the NY&LBRR," made

March 27, 1958.

Rew York Region
July 6, 1959-33



(1) (2) (3)
I. REVENUES
A. Passenger(b) $3,570,000 $3,570,000
B. Allied to Passenger(c) 405,500 147,000
C. Total Passenger Service Revenues $3,975,500 $3,717,000
II. EXPENSES(d)
A. Maintenance of Way $ 531,265 $ 400,000
B. Maintenance of Equipment 1,418,416 756,000
C. Transportation 2,705,422 2,136,000
D. Miscellaneous 86,755 70,000
E. Traffic 10,000 -
F. General 274,319 -
G. Sub-Total $5,026,177 $3,362,000
H. Payroll Taxes 247,358 166,000
I. Real Estate Taxes
a. New Jersey(e) 142,942 22,000(h)
b. 'New York City(f) 178,373 -
J. Operating Rents(g) Cr _60,851 -
K. Total Rents and Taxes 507,822 . 188,000
L. Total Operating Expenses $5,533,999 $3,550,000
NET RATLWAY OPERATING INCOME (Deficit) ($1,558,499) $167,000
Notes: (a) PRR passenger trains operated between Bay Head Junction and

General Account

Exhibit 10
THE PENNSYLVANIA RAILROAD

North Jersey Coast Passenger Service(a)
Annual Results

Fully Allocated Out-of -Pocket

New York or Jersey City.

(b) Estimated for 1959, based upon PRR passenger fares in effect

as of July 1, 1959,

(¢) Includes mail revenue, $35,000; newspapers, $6,000; dining car,
$106,016; concession advertising and other miscellaneous reve-
nues, $258,484 (50% may-be-out-of -pocket - omitted for comparison).

(d) Based upon 1958 New York Region expenses.

(e) Portion of taxes allocable to North Jersey Coast passenger ser-
vice, including taxes on joint facility operations over CNJ and
NY&LB RR, normally included in operating rents.

(f) 1959 legislation passed by the New York Legislature granting
certain tax relief to railroads, may reduce this amount to

$133,780 by 1963.

(g) Does not include taxes on joint facility operations over CNJ and

NY&LB RR.

(h) New Jersey Class III Equipment Taxes.

New York Region

July 7,

1859-39



Exhibit 11

Pennsylvania Railroad

New York, N.Y. to Bay Head Jct., N.J.

Operating Revenues, Operating Expenses, Railway Taxes,

Operating Rents and Operating Ratio
Commutation Interstate Traffic
on
Annual Basis¥*

Operating Revenues

Passenger

Allied to Passenger

Total

Operating Expenses
Maintenance of Way & Structures
Maintenance of Equipment

Transportation

Miscellaneous Operations

Traffic
General
Total

Net Revenue from Railway Operations

Operating Ratlo

Railwgy Tax Accruals

Operating Rents - Net Debit

. Net Rallwsy Operating Inceme

#Based on October 1956 adjusted to October 1958
traffic and service and December 1, 1958 wage
and price levels,

Defo - Deficit .

Interstate
Traffic

$1,185,972
218,707
T,50%, 679
357,997
389,339
88k, 0k8
28,621

45, bk
83,131

Def. 383,902
127%

188,555

213,720

Def. 786,177

Source: Ixhibit accompanying testimony of G. S, Stewart, Cost Analyst,
PRR Accounting Department, ICC I&S Docket No, 70L6.

New York Region

July 6) 1959
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Z¢ COMPARATIVE RAIL AND BUS FARES AND TYPICAL RUNNING TIMES -

NEW YORR AND NORTH JERSEY COAST POINTS =

. Fares
Commutation -
PRR Bus (e) Basic(c) Typlical
Rail Between New York Restricted Price Per 10-Trip Price Per One-Way Round Trip Running Times
Miles and Ticket Monthly Ride (b) Book Ride PRR Bus PRR Bus PRR(d) Bus(e)
(L) (2) 3 (4) (5) (6) €)) (8) 9 (10) (11) (12)

30.0 South Amboy $36.75 $0.88 $8.22 $0.82 $1.40 $1.10 $2.79 $2.00 46" 40"
41.2 Middletown 39.97 .95 9.50 .95 1.82 1.40 3.63 2.30 1' 03" v oo"
45.0 Red Bank 40,61 .97 9.50 .95 2,05 1.40 4,09 2.30 1' 10" 1' 15"
47.4 Little Silver . 41,25 . .98 11.21 1.12 2.17 1.55 4,33 2.70 17 15" 1' 25¢
51.0 Long Branch 41.80 1.00 11.21 1.12 2.38 1.55 4.75 2.70 1t 21t 1' 35"
53.2 Elberon 42 .20 1.00 11.21 1.12 2.38 1.55 4.75 2.70 1' 25" 1' 41"
55.2 Allenhurst 42.40 1.01 11.21 1.12 2.48 1.55 4.95 2.70 1' 30" 1" 45"
56.7 Asbury Park 42 .50 1.01 13.58 1.36 2.60 1.85 5.19° 3.25 1' 36" 1' 50"
57.6 Bradley Beach 42,60 1.01 14.25 1.43 2.60 1.95 5.19 3.40 1' 38" 1' 58"
58.5 Avon 42 .65 1,02 14.25 1.43 2.68 1.95 5.36 3.40 1' 42 2' 00"
59.3 Belmar 42.75 1.02 14.25 1.43 2.68 1.95 = 5.36 3.40 1' 44" 2' 05"
61.4 Spring Lake 42,95 1.02 14.25 1.43 2.82 1.95 5.63 3.40 1' 47v - 2' 10"
$2.8 ‘Sea Girt 43.05 1.03 15.96 - 1.60 - 2,82 2.05 ~-5.63 3.70 1' 51¢ 2' 12¢
63.5 Manasquan 43,10 1.03 15.96 1.60 2.92 2.05 5.83 3.70 .1' 54" 2' 15"
65.5 Point Pleasant 43.30 1.03 15.96 1.60 2.92 2.05 5.83 3.70 HJ CYAN 2' 25"

Notes: (a) Constructed by adding the cost of Restricted Individual Calendar Month Tickets reading between stations listed
- and Hudson Terminal, to the cost of 42 rides on the purchase of Pennsylvania Station Supplemental Tickets at
Multiple-Trip Fares.
(b) Based on 42 rides per monthly ticket.
(¢) Including Federal tax.
(d) PRR trains to and from Pennsylvania Station.
(e) Asbury Park - New York Transit Corporation to and from 34th Street Greyhound Terminal.

New York Region
July 6, 1959
50

R T T

R T e T




JERSEY CERTRAL EQUIPMENT

Exhibit 14
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Exhibit 15

Estimate of Gross Ann

Item
[6))

I, Gross Revenues

A. Passenger

PRR_AND CNJ NORTH JERSEY COAST SERVICE

Freight and Passenger Service Revenues

CNJ PRR

L C) I )

$1,360,000(a)  $3,570,000

B. Mail 406,080(e) 35,000
C. Express 141,000 -
D. Newspapers 19,000 6,000
E. Freight
1., Carload 1,283,256 410,804
2. LCL 49,615 154,621
F. Total Gross Revenues $3,258,951 $4,176,425

II. Estimated Revenues Allocable to Operations Over
New York and long Branch Territory O b,

A, Passenger
B, Mall

C. Express
D, Newspapers

E, Freight-Carload

F. 'Total

$453,000 $1,150,000
50,000 12,000
47,000 -
6,000 2,000

I111. Estimate of Revenues Allocable to New York and Long Branch
Territory if CNJ Operated Only Freight Service

A. Passenger

B. Allied Passenger -

C. Freight
D. Total

- $1,643,000

1,
B wmaess

Revenues O t. or Terminating in New Jersey and long Branch Ter

Total

!IJ
$4,930,000
441,080

141,000
25,000

1,694,060
$7,435,376
$1,643,000

62,000

47,000
8,000

814,000
2, 574,000

$1,643,000

14,000(d)
708,000
2,365,000

NOTES: (a) Total CNJ revenue susceptible to diversion to PRR estimated by CNJ to be $1,415,000,

which amount includes Bayonne traffic,

Figure shown excludes Bayonne traffic.

(b) Estimate based upon one-third of total haul being operated over NY&LB territory.
(c) CNJ estimates its freight revenues allocable to NY&LB territory would be 23% of total

reverme of both railroads allocable to NY&LB territory.

thus allocated would represent 77% of total revemuie of both railroads., Kmowing PRR

(d)
(o)

revenues, freight revenue of CNJ can be estimated,
Does not include CNJ Mail, Express or Newspapers,
Includes $256,958 Terminal Mail Revenue.

New York Region
;uly 6, 1959
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"

FREIGHT TRAFFIC

ON

NEW YORK AND LONG BRANCH RAIIROAD
FOR YEAR 1958

Carload Traffic

Handled Inbound Outbound
By Cars Cars ~ Total
(1) (2) (3) (4)
P.R.R. 956 26 982
C.N.J. . 4,415 159 | 4,574

Total 5,371

185 5,556

L. C. L. Traffic

Handled ~ Tons “Tons
By Inbound . Outbound Total
(1) (2) - (3) (4)
P.R.R. 1,769 1,343 3,112
C.N.J. . 856 134 990

Total 2,625

1,777 1,102

Exhibit 16

Carload Revenues

Total (a)

Allocable to
NY&LB Territory

(5)

$ 410,804
1,283,256

(6)

$164,322 (b)
490,000 (c)

1,694,060

654,322

L. C. L. Revenue

_Total (a)

Allocable to
NY&LB Territory

(5)

$154,621

49,615

204,236

(6)

$61,848 (b)
25,000 (c)
- 86,848

Total Freight Revenue

Allocable to

Total (a) NY&LB Territory
(5) (6)
P.R.R. $ 565,425 $226,170
C.N.J. 1,332,871 515,000
Total 1,898,296 741,170

NOTES: (a) Gross Revenue to P.R.R. or C.N.J. of all freight traffic
originating or terminating at NY&LB stationms.

(b) 40% of P.R.R. gross allotted to NY&LB.

(¢) Jersey Central freight revenue estimated by P.R.R. on

basis of contributory revenue percentage estimate

furnished by Jersey Central.

New York Region
July 6, 1959
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Downtown New York

Liberty Hudson
Street Terminal

Total Ferry HeM BR
Train No Ps d Present Proposed
[6D) 2 3 Ih;
201 = 1,01 A -
101 - 3.00 _
401 25 6.00 L,50 A
Reading
601 - 6.30 o
403 50 7.00 5.40
405 250 8.00 6.40
LO7 50 9.00 7.0
4,09 25 10.00 8,32
411 25 11.00 9.30
413 25 12,00 N 10,36
107 - 1,00 P -
L15 25 2,00 11.36
7 25 3.00 12,36 P
W9 50 4,00 1.36
Il;a 100 4,30 2.36
619(b) 150 4430 L2
3 .150 5.09 3.36
901(b) 450 4.50 1.05
- 5.02 &
425(b, 650 5.21 4.37
903(b. 800 5.4 4.51
New 205 600 - 5,00
427(b) 1000 5.45 5,25
905(b) 950 5.1k 5,40
621(b) 250 5.30 5,29
907 - 5.30 &
199 - 5.37 -
909 - 5.37 -
429 700 6,00 5,48
431 150 6.25 6.30
433 150 7.00 7.30
Reading
627 - 8.00 -
435 150 9.00 8.30
205 - 10,00 -
437 100 11.00 9.30
439 50 = 10.30
LLl 50 = 11.30
633 - 12,01 A -
i3 25 = 12,50 A
NOTES: Time shown is prevailing public time.

Exchange
Place

d. City

JERSEY

JERSEY CENTRAL
MAIN LINE SUBURBAN SERVICES (a)

MONDAY T0 FRIDAY

Newark

WESTWARD

Elapsed

Pro Sg))_ sed Present Pro %u& ggo;;_nt

L.50 P
4,15

4,45
L.58

5.32
5.48

5.37

O B I O |

(a)
(b) Train originates at Exchange Place, Jersey City.
(c) Elapsed time between Downtown New York and Bound Brook for Reading trains,

6.25 4

llllllgl‘

o w
-Il!i_l
) &

9.48
10.55

o
.

888358

[

O\ Wt P.I‘\II WD
88&

8888

DARIAN e
858E8

12,00 &

1.15

Plainfield for all No, 900 trains, and Raritan for all other trains.

(d) Anticipated traffic (estimated by CNJ).

New York Region
June 30, 1959
1

1356
3:13
1156

1:04
pETAN
1:09

0157

1:35
1:18

1:03
1:19
1:17
1:33

1:03

Time (c
Prog%sad

-

1:10

1:10
1130
1:05
1:13
1115
1:09
1:09
1:09
1:09
1:09

0152
1:09
1:05

1:25
0:59
1:10
1:20
1:00

0355

1:27
1:15
1:15

1:15
1:15
1:15
1:15

1:10

Exhibit 1 h/

Westward
CNJ Suburban
Exchange Place-Newark

Remarks

~ (10)

Mail & Express Train

Mail & Express Train

Allentown




Exhibit 18

Eastward
CNJ Suburban
Newark-Exchange Place

] JERSEY CENTRAL
MAIN LINE SUBURBAN SERVICES (a)
MONDAY TO FRIDAY
EASTWARD

Arrive Downtown New York
Liberty Exchange Hudson

Street Place Terminal
— Train No, Total —Leave Newark ~  Ferry _  J, City ~ H&M RR Elapsed Time (d i
Present p d Psgrs, (b Present Present : Present __Remarks
_ﬁ)_ rcxznose 3 —-O-J— Pro&sed Pm%sed PmB sed _(W- Pmlgos ed __ﬁl)
400 400 50 - 5.10 A Ls3A o2 1:28 X :
402 402 100 % 6.10 6.05 = 2:31 126 T
4Ol L0k 500 6.21 A 6.40 6.45 n 7.01 1133 FPSTY
1406 iy = 7.07 4 7.22 3 ! 1:37 4
ioa 9(_)0(:) Y 7.38 7;17 7.53 7:32 A 7:39 1135 0159
500 L?6(c) = 8.09 7._t.o 8.05 7:55 8.03 1110 1:23
902 850 - 8.35 5 1:19 e
10 992(c) 5 8.09 7.55 PT 8.10 8.17 1122 1:02
202 o - & - 8.22 b : 1:00 -
- L408(c) 950 3 8.08 5 8.23 8.30 ” 1120
904 850 S 8.30 % gy 1100 :
W3 904(e) % = 8.17 2.30 8.32 8.39 1114 1104
TN i - - = 8.45 il b 1:15 -
204, & - 8.4k - 8.50 - 0:58 a
Reading Reading E
600 ¢oo(c) i 2 8.31 &9 s 8.5k kgAY
o 282 = i 8:b5 845 . 9.13 0152 1:33
908 i - 8.4k : 8.56 - i 1104 =
416 & - 9.10 i 9.20 ¥ = 1122 "
Reading  Reading ¥
602(c) oo - 9.10 Lscadli B 9.32 05 . ois2
o A}o % 10,34 9_._1.5 10.30 g 10:11. 1116 1:14
- 100 - - - i
o W - 2 13 133k 16 1k
- 50 - - 5 b
dok - = - e 1230p Mk 116 L Allentown (Mail & Express)
o 50 v - i = =
ol "f" 2 w 12:1.5 P 1.27 - 1.14 1113 1:14
= 50 - - 5 - e
e t%a 7 2.4 P 1:u5 2.32 3 2:m 1718 1114
= 50 = =, - 5
192 o - 5 e 3.30 ; 23 116 LA Allentown (Mail & Express)
- 100 - = = "
526 1.32 S = 3:1.5 4240 2 !.:11 1126 1:11
Reading N
614 " - - i 5.07 . . 114
> 100 - = - =
428 Af‘& . = h:bS 5.30 E 5:09 1:16 1:09
& 250 - - : - 5
430 hfé <) = 5:1.0 6.05 y: 6:05 1137 1:35
- 100 = - = T
A%2 Aie x 2% 6._30 6.32 : 6.—51 1114 1:36
= 25 - - = T
Reading 430 6.45 - 7531 1:11
620 - - 7.15 N 7.27 ;. . 1:04 ~
2 432 25 = 7.45 £ I 8.09 % 1:09
434 25 - 8.27 1:13
e Aza al 7 8:L5 o = 9:20 1315 1:20
= 50 o o z =
0, 36 - w29 W 0.3 - S 2ap) AW Allentown (Mail & Express)
-5 50 - - -
Sedtng 438 10,45 - 11.20 1120
628 - - - = 11.27 < 2 114 -
- 25 - = - -.-
436 “_‘0 = » ll:AS 12,554 12:10 A 1345 1:10
NOTES: Time shown is prevailing public time.

)

) Anticipated traffic (estimated by CNJ).

) Train terminates at Exchange Place, Jersey City.

) Elapsed time between Downtown New York and Bound Brook for Reading trains,
Plainfield for No. 900 trains, and Raritan for all other trains.

New York Region
June 30, 1959
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PROPOSED EXCLUSIVE PRR OPERATION OF NORTH JERSEY COAST SERVICE
Mondays to Fridays(a)

WESTWARD
Estimated Elapsed
Irain New York Bay Head Coaches Passengers _Time Remarks
(1) (2) (3) (4) (5) (6) (7N (8)
703 6.20A 7.03A 8.14A 2 160 1' 54"
711  10.15 10.51 12.01P 3 220 1' 46" No stops between Newark and Perth Amboy
719 12.45P 1.21p  2.31 3 225 1' 46" No stops between Newark and Perth Amboy
723 2.45 3.21 4.33 5 270 1' 48" No stops between Newark and Perth Amboy
725 3.45 4,22 5.33 7 470 1' 48" No stops between Newark and Perth Amboy
727 4,20 4.57 6.08 10 745 1' 48" No stops between Newark and Perth Amboy
729 4.40 5.15 6.26 9 640 1' 46" No stops between New York and Perth Amboy
731 4.30(b) 5.20 6.10(c) 9 730 1' 40" No stops between Newark and Perth Amboy
733 4.55 5.33 6.45 6 455 1* so" No Newark stop - will step Elizabeth
735 4.50(b) 5.37 6.49 8 625 1' 59" No stops between Newark and Perth Amboy
737 5.18 5.55 6.57 13 1015 1' 39¢ No stops between Newark and Middletown
739 5.23 6.00 7.01 7 570 1' 38" No stops between Newark and Matawan
741 5.24(b) 6.15 7.31 10 845 2' o7 No stops between Newark and Perth Amboy
743 5.50 6.29 7.46 7 550 1' 56" No stops between Newark and Perth Amboy
745 6.50 7.27 8.43 4 245 1' 53" No stops between Newark and Perth Amboy
747 7.50 8.26 9.39 6 455 1' 49% No stops between Newark and Perth Amboy
749 9.50 10.26 11.39 4 300 1* 49" No stops between Newark and Perth Amboy
751 " 11.50 12.26A 1.39A 2 125 1' 49" No stops between Newark and Perth Amboy

Notes: (a) Times shown are prevailing public time.
(b) Hudson Terminal time; train originates at Newark.

(c) Asbury Park time; train terminates at Asbury Park

6T 3Tqruxy
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Exhibit 21

Distance from
Pennsylvania Station
New York
(Miles)

COMPARATIVE DISTANCES
BETWEEN STATIONS
PERTH AMBOY -~ BAY HEAD JUNCTION, INCLUSIVE
PRESENT AND PROPOSED

§))

ZT.O

30.0

35.2

New York Region
July 6, 1959-44

Distances
Between
Present

Stations

(Miles)
(2)

Perth Amboy
2,0
South Amboy
4,0
Cliffwood
1.2
Matawan
1.8
Hazlet
4,2
Middletown
3.8
Red Bank
2.4
Little Silver
3.6
Long Branch
2.2
Elberon
2,0
Allenhurst
0.8
North Asbury Park
0.7
Asbury Park
0.9
Bradley Beach
0.9
Avon
0.8
Belmar
2.1
Spring Lake
1.4
Sea Girt
0.7
Manasquan
2,0

Distances
Between

Proposed

Stations

(Miles)
(3)

Perth Amboy
2.0
South Amboy
5.2
Matawan
6.0
Middletown
5.0
Red Bank -
Little Silver
4.8
Long Branch
4'2
Allenhurst
1.5

Asbury Park

2.6

Belmar
2.1
Spring Lake

2.1

Manasquan
2.0

Point Pleasant Beach Point Pleasant Beach

1.1
Bay Head Jumction

Distance from
Pennsylvania Station
New York

(Miles)

(4)
28.0

30.0

35.2
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Proposed Jersey Central Service - Monday to Friday - Via Exchange Place - Eastward (a)

" Elapsed Time Orig

CNJ ne Service North Jersey Coast Arvival Time Lo Hudson Terminal
Lve. Pass Pass Lve Pass Pasa Jersey indson Psgrs., Main Line Jersey Coast

Train Rari Aldens Hanter Bs; mowm Jct. WC U Newark Te Cars Arr., (b Service Service .
Span Bapian e Hgmer  Berjmdden. g Ugam Jpek G MEgd AF T ol oy

400 4L.20 A L.56 A 5.06 A - - 5.10 A - 5.50 A 2 HDC 16 1:30 -
402 5,20 5.56 6.06 - - - 6.10 - €.31 2 RDC 58 1:11 -
3300 - - - 4,27 A 5.40 & 5.50 A 6.05 - 6.3 5 180 - 2:04
LO4 5.50 6.26 6.36 - - - 6,40 - 7.01 10 100 1:11 -
3302 - - - 5.08 6.2 6.36 6.48 - 7.1 9 550 - 2:03

Matawen
4304 - - - 6.34 6.51 7.00 7.15 - 7.41 6 320 - 1:07
Plainfield
900 6.40 7.04 7.1h - - - 7.17 7.32 A 7.39 10 700 0159 -
406 6.40 7.26 7.36 - - - T.40 7.55 8.03 1 1000 1:23 -
3304 - - - 6.08 .27 7.36 7.50 8.05 8.13 n 650 - 2:05
Plainfield
902 7.15 7.1 7.51 - - - 7.55 8.10 8.17 13 1000 1:02 -
408 7.10 7.56 8.04 - - - 8.08 8.23 8.30 1, 1000 1:20 -
904 7.35 8.02 8.12 - - - 8.17 8.32 8.39 13 1000 1:04 -
3306 - - - 6.45 8.05 8.1 8.28 8,43 8.50 15 900 - 2105
Reading
600 - 8.16 8.26 - - - 8.31 8.L7 8.51 6 250 0235 -
3308 - - - 7.30 8.43 8.52 9.05 9.20 9.28 8 270 - 1358
Reading
602 - 8.56 9.06 - - - 9.10 9.25 9.32 5 200 0:36 -
10 9.00 9.32 942 - - - 9.45 - 10.04 2 RDC U0 1:lh -
3314 - - - 8.28 9lils 9.52 10.05 - 10.26 3 90 - 1:58
412 10.00 10.32 10.42 - - - 10.45 - 11.24 2 RDC 75 1:2 -
INTA 11.00 11,32 11.42 -~ -~ - 11.45 - 12.14 P 2 RDC 150 1:14 -
36 - - - 10,51 12,12 P 12.20P 12.33 P - 1.02 I 70 - 2:05
4316 12.00 Noon 12.32 P 1242 P - - - 12.45 - 1.21 2 RDC 45 b} T -
INT] 1.00 P 1.32 1.42 - - - 1.45 - 2.14 2 RDC 70 1:14 -
420 2.00 2,32 2.2 - - - 2.45 - 3. 2 RDC 140 1:l4 -
W22 3.00 3.22 3.2 - - - 3.45 - 4.1 2 RDC 85 1:11 -
424 4,00 4.32 Lob2 - - - 445 - 5.09 2 RDC 75 1:09 -
426 4.30 5.26 5.36 - - - 5.40 - 6,05 6 70 1:35 -
3322 - - - L,10 P 5.31 5.43 6,05 - 6.21 3 55 - 2:21
428 5.15 6.16 6.26 - - - 6.30 - 6.51 2 RDC 30 1336 -
430 6.00 6.32 6.2 - - - 6.45 - 7.1 2 BDC 2 1:1 -
432 7.00 7.32 Th2 - - - 7.45 - 8.09 2 RDC 15 1309 -
L34 8.00 8.32 8,42 - - - 8.45 - 9.20 2 e 25 1:20 -
436 9.00 9.32 9.42 - - - 945 - 10,20 2 RDC 8 1:20 -
438 10.00 10.32 10,42 - - - 10.45 - 11.20 2 ”DC 25 1120 -
Lo 11.00 11.32 1n.42 - - - 11.45 - 12.10 2 RDC 15 13110 -
NOTES:

(a) Time shown is prevailing public time. CNJ main line suburban schedules based upon pumber of trains
CNJ proposes to operate. .

(b) Passengers shown do not include mmber presently handled on main line trains east of Roselle and
North Jersay Coast east of Woodbridge Junction, since Jersey Central contemplates withdrawal of
train service in that area.

New York Reglon
June 30, 1959
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Proposed Jersey Central Service - Via Exchange Place - Monday to Friday - Westward (a)

Elapsed Time
Leave Leave Main Line Service North Jersey Coast Hudson Hudson Pagsengers (b)
Hudson Ex. Place Leave Pass Pass Arrive Pass Pass Arrive Terminal Terminal Leaving leaving
Train Cars Terminal J. Cit Newark Hunter Aldene Raritan Union WC Bay Head to Raritan to Bay Head J. Cit Newark
(1) (2) ) (%) ) 6 )] 8} ©)) {10} mﬁm (12) (13) (679 (15)
401 2 BDC 4,50 A - 5.20 A 5.23 A 5.33 A 6.00 A - - - 1:10 - - 25
403 2 RDC 5.40 - 6.20 6,23 6.33 7.10 - - - 1:30 - - 50
405 6 6,40 - 7.10 7.15 7425 3.10 - - - 1:30 - - 250
407 2 RDC 7.40 - 8.02 8.05 8.15 8.45 - - - 1:05 - - 50
3305 3 8.32 - 8.56 - Co- - 9.10A 9,20 A 10.404 - 2:08 - 105
409 2 RDC 8.32 - 9,00 9.03 9.13 Y5 - - - 1:03 - - 25
411 2 RDC 9.30 - 10.00 10.03 10.13 10.45 - - - 1:15 - - 25
413 2 RDC 10,36 - 11.00 11.03 11.13 11.45 - - - 1:09 - - 25
415 2 BDC 11.36 - 12,00 N 12,03 P 12,13 P 12.45 P - - - 1:09 - - 25
3307 3 11.48 - 12.20 P - - - 12,34 P 12,43 P 1.56 P - 2:08 - 15
K17 2 RDC 12,36 P - 1,00 1.03 1.13 1.45 - - - 1:09 - - 25
419 2 RDC 1.36 - 2,00 2.03 2,13 2.45 - - - 1:09 - - 50
421 2 RDC 2,36 - 3.00 3.03 3.13 3.45 - - - 1:09 - - 100
23 2 RDC 3.36 - 4,00 4.03 4.13 hob5 - - - 1:09 - - 150
Matawan
4301 5 3.48 - 4.18 - - - L.32 Lokl L.56 - 1:08 - 210
Plainfield Plainfield
901 3 4405 hol5 4.30 4.33 443 Sl - - - 1:05 - 435 450
3319 7 4.10 - 435 - - - L. 51 5.00 6.09 - 1:59 - 950
3323 10 4,32 L b0 455 - - - 5.10 5.19 6,37 - 2:05 35 325
425 14 L.37 Loh5 5.00 5.04 5.1k 5.55 - - - 1:18 - 625 650
Reading
619 5 Loh2 4,50 5.05 5.08 5.18 - - - - 0:36 - 145 150
Plainfield Plainfield
903 13 451 4,58 5.11 5.15 5.25 5.50 - - - 0159 - T70 800
Matawan
4317 6 4.50 - 5.14 - - - 5.27 5.36 5.51 - 1:01 - 220
205 7 5.00 - 5423 5,27 5.37 6.10 - - - 1:10 - - 600
3325 15 5.06 5.14 5427 - - - 5.42 5.51 7.11 T - 2:05 800 830
Matawan Matawan
L4015 L 5.17 5.25 5.40 - - - 5.55 6,04 6.22 - 1:05 200 20
427 14 5.25 5.32 5.47 5.5 6.,0L 6,45 - - - 1:20 - 965 1000
Reading
621 6 5.29 5.37 5.51 5.55 6.05 - - - - 0:36 - 240 250
3327 10 5.32 5.40 5.55 - - - 6,09 6.18 7.38 - 2:06 550 570
Plainfield
905 10 5.40 5.48 6,03 6,06 6,16 6.40 - - - 1:00 - 95 950
429 10 5:48 - 6214 6.18 6,28 7.15 - - - 1:27 - - 700
3331 6 6.32 6.40 6.55 - - - 7.10 7.19 8.34 - 2:02 220 230
431 2 RDC 6,30 - 7.00 7.03 7.13 T.45 - - - 1:15 - - 150
W33 2 RDC 7.30 - 8,00 8,03 8,13 8.45 - - - 1315 - - 150
435 2 RDC 8.30 - 9.00 9.03 9.13 9.45 - - - 1:15 - - 150
437 2 RDC 9.30 - 10.00 10,03 10.13 10.45 - - - 1:15 - - 100
3333 9 9.30 - 10,05 - - - 10.19 10.28 1104k - 2:1k - 180
h39 2 ROC 10,30 - 11.00 11,03 11.13 11.45 - - - 1:15 - - 50
[N 2 RDG 11.30 - 12,00 A 12,034 12,134 12,45 A - - - 1:15 - - 50
b43 2 RDC 12,50 A - 1.15 1.18 1.28 2.00 - - - 1:10 . - - 25
NOTES: (a) Time shown is prevailing public time.
(b) Anticipated traffic(estimated by CNJ; except for Matawan and Bay Head trains, based on loss of
Bayonne traffic plus 5% diversion).
New York Regiom
mwu.ﬂ 6, 1959 N
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Exhibit 29

THE NEW YORK AND LONG BRANCH RATLROAD COMPANY

OPERATING EXPENSES, RENTAL TAXES AND LOCAL REVENUES FOR 1958

OPERATING EXPENSES

Maintenance of Way & Structure
Maintenance of Equipment
Traffic-Superintendence
Traffic-Advertising

Traffic-Stationery and Printing
Transportation-Water for Train Locomotives
Transportation-Enginehouse Expenses-Train
Transportation-Train Supplies & Expenses
Transportation-Joint Yards
Transportation-Joint Tracks

General

Corporate Expenses

Hire of Equipment

Guarantee Fund - Interest on Bonds

Taxes

Taxes-Railroad Retirement Excise Tax on Carriers
Taxes-Unemployment Compensation

Exp. & Services of Financial Institutions, etc.
Interest Income

Cost of Printing temporary Series B Bonds
REVENUES (Account Llocal)

Station and Train Privileges

Parcel Room Receipts

Storage-Freight

Storage-Baggage

Communication

Rents Buildings & Other Property

Mail

Miscellaneous

Car Demurrage

Joint Facility Rent Income

Rents Miscellaneous Income

Rents-Real Estate Investment
Miscellaneous Income

Rental Track Material Leased

Net Cost of Operation and Rental
Commutation Unused

Optional Tickets

THE PENNSYLVANIA RAILROAD COMPANY

Operating Expenses
Corporate Expenses
Hire of Equipment
Guarantee Fund-Interest on Bonds
Taxes
Taxes-Railroad Retirement Excise Tax on Carriers
Taxes-Unemployment Compensation
Exp. & Services of Financial Institutions, etc,
Interest Income
Cost of printing temporary Series B Bonds
Revenues (Account Local)
P.R.R. Co. Proporation Cost of Operation & Rental
Commutation Unused
Optional Tickets
CENTRAL RAILROD COMPANY OF NEW JERSEY

Operating Expenses

Corporate Expenses

Hire of Equipment

Guarantee Fund-Interest on Bonds

Taxes

Taxes-Railroad Retirement Excise Tax on Carriers
Taxes-Unemployment Compensation

Exp. & Services of Financial Institutions, etc.
Interest Income

Cost of printing temporary Series B. Bonds
Revenues (Account Local)

C.R,R. Co. of N, J. Proportion Cost of Operation & Rental
Commutation Unused

Optional Tickets

New York Region
July 6, 1959-19

January 1, 1958
to
December 31, 1958

$727,252.72
148.00
1,295.84
2,106.72
825.19 D
639.54 D
869.60
105,965.75
1,333,959.68
61,204.62
1,471.39 D
47,279.14
125,280.00 D
114,959.39
98,242.86 D
37,842.82
500.00

28,374.35
136.70
406.14
167.30

98.46
5,203.64
1,731,08
5,043.62

492.00
2,113.79
27,947.45
340.12 D
252.25
149.95 D
2,587,386.41 D
633,499.76
4,639.36 D

oooooooo

1,273,532.58 D
735.69 D
26,949 .12
62,640.00 D
57,479.70
49,121.43 D
18,921.41
250.00

41,266.17
1,448,363.76 D
316,749.88

2,319.68 D

960,735,08 D
735.70 D
20,330.02
62,640.00 D
57,479.69
49,121.43 D
18,921.41
250.00

31,190.68
1,139,022.65 D
316,749.88

2,319.68 D



Exhibit 30
THE_NEW YORK AND LONG BRANCH RAILROAD COMPANY

Fi |
JOINT FACILITY RENT INCOME
RAILWAY TAX ACCRUALS
- HIRE OF EQUIPMENT - DEBIT BALANCE

NET RAILWAY OPERATING |NCOME
NONGPERATING | NCOME
MISCELLANEOUS RENT |NCOME
M1 BCELLANEOUS INCOME
TOTAL NONOPERATING | NCOME
TOTAL INCOME
FIXED CHARQES AND OTHER DEDUCTIONS:
- MIBCELLANEOUS TAX ACCRUALS
INTEREST ON FUNOED DEBT
Mi SCELLANEOUS INCOME CHARGES
TOTAL FIXED CHARGES AND OTHER DEOUCTIONS

- NET LOSS -
: ASEETS
L CURRENT ASSETS:
; Casm 4 5.7u.u
g NET BALANCE RECE!VABLE FROM AGENTS 49,373,
: Mi SCELLANEOUS ACCOUNTS RECE | VABLE 120,407.77
CeNTRAL R.R, CO, OF NEW JERBEY - RENTAL 32,118.00
- PENNA. R.R. CO, - RENTAL 32,117.65
MATERIAL AND SUPPLIES 225,927.58
1 OTNER ___g____
3 ToTAL CURRENT ASSETS 8 8
; - CAPITAL AND OTHER RESERVE FUNDS 32,750.00
s PROPERT 1ES?
E Roap 9,701,368,99
E. EQUIPMENT 1,229.70
g» GENERAL EXPEND| TURES 9,276.63
é; = DONATIONS AND GRANTS Cm. ___26,84
] TOTAL TRANSPORTATION PROPERTY
ACCRUED DEPRECIATION ~ ROAD CR. |,413,245.58
! ACCRUED DEPRECIATION -~ EQUIPMENT CR, _
g — ToTaL DEPREC)ATION Cr. },4} .
3 ToVAL TRANSPORTATION PROPERTY.LESS RECORDED DEPRECIATION 8,2 2
2 - M1 BCELLANEOUS IHYSICAL PROPERTY 24,457.23
ACCRUED DEPRECIATION - MISCELLANEOUS PHYSICAL PROPERTY CR. ______ 141,00
- M SCELLANEOUS PHYSICAL PROPERTY LESS RECOROED DEPRECIATION :4.‘!_,%%
ToTaL PROPERTIES LESS RECORDED DEPRECIATION 8,293,991 .46
OTHER ASBETS AND DEFERRED CHARGES 9,92
TOTAL ASSETS 9,226,324,
g&mm&mwm RE' € '
- URRENT L1ABILIT)ES?
TRAFFIC AND CAR-SERVICE BALANCES +459.73
AUDI TED ACCOUNTS AND WAGES PAYABLE 161,871.93
M1 SCELLANEOUS ACCOUNTS PAYABLE 428,167.45
— INTEREST MATURED UNPALD : 13,655.00
UNMATURED INTEREBT ACCRUED 32,693.33
ACCRUEQ ACCOUNTS PAYABLE 21,5006, 40
TAXES ACCRUED 17,753.85.
_ OTHER 823,2
ToTaL CURRENT LIABILITIES
Lona-Teru DeBT:
CONSOL | DATED MORTGAGE 9 BONDS, BERIES “A", DuE 7/1/1979 $38,000,00
CONBOLIDATED MORTQRAGE 46 BONDS, BERIES "B, Due 9/1/198i 2,452,000,00
- CENTRAL R.R. CO. OF NEW JERSEY - ADVANCES 646,529.92
Penna. R.R. CO, - ADVANCES 282
ToTaL Lona-TERM DeBT 4,333,812,%8
OTMER LIABILITIES AND DEFERRED CREDITS 82,798.57
- SMAREHOLDERS' EQUITY:
CAPITAL 8TOCK (40,000 SHARES, PAR VALUE $100 PER SHARE) 4,000,000,00 -
CAPITAL SURPLUS 4,259.60 -
RETAINED |NCOME |
) TOTAL SHAREHOLDERS' EQUITY 053,622, 51
= TOTAL LIABILITIES AND SHAREHOLDERS® EQUITY 22 :524:%2
oeeD B¢ STOK FERENT OF OWERSNP . L Huen
PENnA. R.R. Co. $2,000,000,00 50 { 5%) $289,000,00
: - Penva, R.R. Co, AND FUNDS - - (44} 1,226,000,00
, CENTRAL R.R. Co. OF N.J, - - (5%) 269,000,00
‘ CENTRAL R.R, Co. OF N.J, 2,000,000,00 50 (4%) 1 ,226,000,00
| 1,000,000,00 100 2,990,000,00
RENTAL: DIVIDENDS WHEN AND AS FIXED 8Y BOARD (NOT TO EXCEED PER ANNUM) , INTEREST ON FUNDED DEBT, TAXES
AND ORGANIZATION EXPENSES ARE PAYABLE BY PENNA. R.R, Co, AND R.R. 50. oF NEw JERBEY, EACH, OPERA-

TING EXPENSES ARE PAYABLE BY THOSE COMPANIES 575 AND 4)%, RESPECTIVELY,

OPERATED UNDER AGREEMENT ENTERED INTO AS OF JANUARY 2,1888, BETWEEN THE CENTRAL R.R. OF New JERSEY, NEW YORK &
- Lona BRWCN R.R. CO. AND PEMNA. R.R, CO. THIS AGREEMENT WAS MODIF1ED AND EXTENDED FOR A PERIOD OF 999 YEARS,

UNDER DATE OF JANUARY 31, 1930, THE OPERATION AND MAINTENANCE OF THE PROPERTY, LINE, FACILITIES, APPURTEN=

ANCES, ETC. ARE CONOUCTED BY CENTRAL R.R. CO. OF NEW JERSEY, WHILE THE ACCOUNTING AND TREASURY WORK |8

PERFORMED 8Y PENNA. R.R. Co.




Exhibit 31

NEW YORK REGION

Annual Operating Statistics

| 1958
f Present North Jersey Coast Service
Pennsylvania
New York Region Per Cent  Jersey Central
Ttem Totals Total of Col. 2 Totals
(1) (2) (3) (4) (5)
I. Passenger Train Miles
A. Electric 3,691,808 230,656 6.25
B. Diesel 382,414 329,555 86.18
C. MU 1,339,768 - -
D. Rail Motor Car 60,375 - -
E. Total 5,474,365 560,211 10.23 417,540
i II. Passenger Car Miles
A. Electric 19,235,141 1,243,100 6.46
B. Diesel 2,438,024 2,098,310 86.07
: C. MU 5,271,017 - -
: D. Rail Motor Car 60,375 - -
: E. Total 27,004,557 3,341,410 12.37 2,716,800
IIXI. Passenger Locomotive Miles
? A. Electric
1. With trains 3,691,808 230,656 6.25
: 2., Light 153,496 62,092 40.45
: 3. Subtotal 3,845,304 292,748 7.61
: B. Diesel
:
t
i 1. With trains 382,414 329,555 86.18
| 2. Helping 5,580 - -
% 3. Light 62,671 26,115 41.67
| 4, Subtotal 450,665 355,670 78.92
| C. Total 4,295,969 648,418 15.09 431,458

New York Region
July 6, 1959
8

IS N
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Exhibit 36
- THE CENTRAL RAILROAD COMPANY OF NEW JERSEY
WOODBRIDGE JUNCTION TO THE NEW YORK ERD OF RARITAN RIVER BRIDGE
- Estimated Valuation
December 31, 1957 ‘
CCT. NO, CRR CO. OF NJ PRR . LV _RR TOTAL
1 Engineering $ 136,659.67 $ 11,291.70 $15,165.53 §$ 163,044.90
- 2 Land 612,563.34 612,563.34
3 Grading 509,909.05 509,909.05
6 Bridges, Trestles and Culverts 1,639.96 197,468.32 199,108.28
- 8 Ties ' 54,436.56 54,436.56
9 Rail 93,914,21 93,914.21
10 Other Track Material 88,479.06 133.50 88,612.56
- 11 Ballast 65,295.37 65,295.37
12 Track Laying and Surfacing 173,166.83 . 138,73 173,305.56
13 Fences, Snowsheds and Signs 272.00 3,840.67 4,112,67
- 16 Station and Office Buildings 199,589.91 1,102.10 200,692.01
17 Roadway Buildings 513.00 \ 513.00
26 Communication Systems 7,924.91 5,960.17 739.19 14,624.27
- 27 Signals and Interlockers 232,737.95 82,873.24 315,611.19
39 Public Improvements - N
Construction 462,364.96 462 ,364.96
Sub Total $2,639,466.78 $105,268.11 $213,373.04 $2,958,107.93
~1-75-77) GENERAL EXPENDITURES 6,621,13 299.28 6,920.41
76 ‘ 96,892.47 96,892.47
~RAND TOTAL $2,742,980.38 $105,567.39 $213,373.04 $3,061,920.81

e

—ew York Region
July 6, 1959-16



Exhibit 37
THE NEW YORK AND LONG BRANCH RAILROAD COMPANY

Valuation :
December 31, 1957

ACCT. NO. TITLE COSTS

1 Engineering $ 353,566.64
2% Other Right-of-Way Expenditures 6.00
3 Grading . 1,279,370.30
6 Bridges, Trestles & Culverts 2,521,571.71
8 Ties ’ ' 354,982.92
9 Rail 1,243.009.70
10 Other Track Material 794,264,48
11 Ballast 229,899.26
12 Track Laying & Surfacing 280,650.38
13 Fences, Snowsheds and Signs 11,256.64
16 Station and Office Buildings 792,978.68
17 Roadway Buildings 7,057.33
18 Water Stations 29,771.78
20 Shops and Enginehouses 413,94
26 Communication Systems 12,831.89
27 Signals and Interlockers 1,376,869.56
31 Power Transmission Systems 2,338.38
35 Miscellaneous Structures 215.33
37 Roadway Machines 52,418.44
38 Roadway Small Tools 4,815.00
39 Public Improvements - Construction 432,214.57
44 Shop Machinery 842.01
Total Acct., 1-2%-3-77 $ 9,781,344.94
58 Miscellaneous Equipment 1,229.70
72-75-77) General Expenditures 416,985,.44
76)
Total Acct. 1-2%-3-77 $10,199,560.08
2 Land 636,248.60
39 Public Improvements - Construction 45,135.39
737 TOTAL ACCT. 1 - 77 $10,880,944.07
Miscellaneous Physical Property $ 3,371.21

New York Region
July 6, 1959-17



Exhibit 38

COST OF PASSENGER STATIONS AND APPURTENANCES ON THE NEW YORK & LONG BRANCH

STATION

South Amboy

Morgan(a)

Cliffwood(a)

Matawan

Hazlet

Middletown

Red Bank (E.B.
(W.B.

Little Silver

Monmouth Park(a)

Long Branch

Elberon (E.B.
(W.B,

Deal(a)

Allenhurst (E.B.
(W.B.

North Asbury Park (E.B.

Asbury Park (E.B.
(W.B.

Bradley Beach (E.B.
(W.B.

Avon

Belmar (E.B.
(W.B.

Spring Lake

Sea Girt(b)

Manasquan

Point Pleasant

Bay Head
TOTAL

December 31, 1957

BUILT ACCT. 16 _
1936 $ 25,619.35
1876 23,109.86
1952 1,840,60
1876 9,598.18
1876
1908 35,895.48
1890 21,526.21
1956 153,839.98
1903
1914 32,619.53
1900
1906 27,166.75
1892

23,265.17
1922
1954 197,881.79
1912
1913 19,467.70
1881 11,765.16
1907
1934 25,197.10
1897 24,404,51
1880 7,373.65
1880 10,666.98
1904 19,215.19
1931 4,152,56

$674,605.75.

ACCT, 1 TOTAL ACCOUNT
$ 2,928.73 $ 28,548.08
932.96 24,042 ,82
1,840.60
243.00 9,841.18
1,425.00 37,320.48
542.00 22,068.21
1,647.05 155,487.03
1,218.18 33,837.71
1,342.45 28,509.20
801.00 24.,066.17
18,385.28 216,267.07
785.00 20,252.70
471.00 12,236.16
929,07 26,126.17
998.00 25,402.51
229.00 7,602.65
415.00 11,081.98
807.00 20,022.19
141.25 4,293.81
$34,240,97 .  $708,846.72

Notes: (a) This station has been retired although its costs are in valuation base.
(b) Station owned 50% by NY&LB and 50% by The Freehold and Jamesburg Agricultural

RR - NY&LB Cost Only.

New York Region
July 6, 1959-18



Exhibit 39
THE PENNSYLVANIA RAILROAD

ABANDONMENT OF JERSEY CITY PASSENGER SERVICE

LOSS OF REVENUE

I. Payment to H&M on Traffic to, from and
via Exchange Place if Jersey City

Train Service is discontinued: Bagsed on 1958 Traffic
A. Hudson Terminal Passengers g 649,425 @ 15.61¢ - $101,375
B. Erie, Hoboken & Uptown NY 104,262 @ 17.61¢ - 18,361
C. Jersey City 180,211 @ 15.61¢ - __ 28,131
D. Totals 933,898 $147,867
E. Less Diversion 20,546 @ 15.61¢ 3,207
F. Remaining Passengers and Payment 913,352 $144,660
II. Payment to H&M on Present
Traffic via Exchange Place:
A, Hudson Terminal Passengers 649,425 @ 12.49¢ - $ 81,113
B. Erie, Hoboken & Uptown NY 104,262 @ 17.61¢ - __ 18,361
C. Total , 753,687 $ 99,474
III. Additional Payment to H&M $ 45,186
IV. Loss of Revenue Account Diversion $ 11,815
$ 57,001
v. Passenger Department Payroll Savings $ _9.478
VI. NET LOSS $ 47,523

Source: Statements P-17

New York Region
July 6, 1959-20
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THE_PENNSYLVANIA RAILROAD

Jersey City Branch
Passenger Service
Income Account(a)

Railway Operating Revenues
Pasgenger - Local(b)
P iger - C ting Line(db)
Baggage
Station, Train & Boat Privileges
Rents of Buildings & Other Property

Total Railway Operating Revenues

Railway Operating Expenses

Maintenance of Way & Structures
Elevated Structures

Ties
Rails
Other Track Material
Ballast
Track Laying and Surfacing
Station and Office Buildings
Communication Systems
Signals and Interlockers
Power Transmission Systems
Public Improvements-Maintenance
Insurance

Total Maintenance of Way and Structures

Maintenance of Equipment
Other Locomotives - Repairs

Passenger Train Cars - Repairs

Total Maintenance of Equipment

Transportation

Dispatching Trains

Station Employees

Station Supplies and Expenses
Yard Conductors and Brakemen
Yard Enginemen '
Train Enginemen

Train Fuel

Train Power Produced

Train Power Purchased

Lubricants for Train Locomotives
Other Supplies for Train Locomotives
Enginehouse Expenses - Train
Trainmen

Train Supplies and Expenses
Signal and Interlocker Operation
Injuries to Persons

Total Transportation Expenses
Total Railway Operating Expenses

Net Deficit from Railway Operations

Taxes

Railway Tax Accruals

Unemployment Insurance Taxes

Railroad Retirement Taxes
Total Taxes

Net Railway Operating Deficit

Notes: (a) Income Account of the line between Brumswick Street and Jersey
City Passenger Terminal, New Jersey, proposed to be abandoned

1958

$2,368
117,723
72
3,182

1,164

$124,509

10,000
4,845
9,042

11,619
1,616
5,166

11,550

638
10,450
898
550

1,533

$67,927

9,293
50,291

$59,584

10,965
8,212
1,263
5,866
5,742

17,542
3,052

803
15,356
488
125
1,896

28,529

15,415
5,615

2,650

$123,519

$251,030
$126,521

37,330
2,962

7,39

$47,686
$174,207

Exhibit 40

and the passenger traffic between Newark and Jersey City Passenger

¢ Terminal proposed to be diacontinued as & result of proposed

asbandonment for the period 1957, 1958, and January and February 1959.
(b) Revenues are stated on & Net Basis, i{.e., payments to the H&M have

been deducted, however, if abandonment were carried out additional

payment to H&M if passengers had been required to change to H&M

at Newark instead of Jersey City, would have been:

1958 $48,393

New York Region
July 6, 1959-21
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