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IN MEMORY

of

FRANK R. FORD

At a regular meeting of the Commissioners of The
Port of New York Authority held in the City of New
York on the eighteenth day of September, nineteen
hundred thirty, the. following tribute to the memory
of Mr. Frank R. Ford was offered and unanimously
adopted :

FRANK R. FORD

“a distinguished engineer, served as a member of the
New York-New Jersey Port and Harbor Develop-
ment Commission during its entire existence from
1917 to 1921. He contributed from his rich fund of
engineering and business knowledge to the report of
the Commission, which led to the signing of the Port
Compaet, on April 30, 1921, and the creation of the
Port Authority. He was one of the first three Com-
missioners of the Port Authority from the State of
New Jersey, serving from 1921 to 1924. This was
the pioneer stage of the work of this agency.

The Commissioners record their regret that Com-
missioner Ford has passed away and desire to ex-
press to his family their deep sympathy. The record
of his work as Commissioner is a lasting monument
to his public spirit and his ability.
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LAWRENCE SCUDDER & CO.
ACCOUNTANTS AND AUDITORS

February 10, 1931
The Port of New York Authority,
80-90 Eighth Avenue,

New-York, N.Y.

GENTLEMEN :

We have made an examination of the books of account
and records of The Port of New York Authority for the
year ended December 31, 1930. :

The cash on hand and investment securities in the vault
were verified by count. The cash on deposit in the various
banks, together with the collateral deposited as security,
were verified by certificates received from the depositories.

All vouchers supporting disbursements from the funds
of The Port of New York Authority were audited by us.
Expenditures from the funds in custody of the State
Treasurers of the States of New York and New Jersey are
made after the Comptrollers of the respective States audit
the vouchers.

Discount on bonds sold to December 31, 1930, amounting
to $3,475,580.00, has been charged to bridge construction
as a financing cost, in accordance with a resolution of the
Commissioners dated March 20, 1930,

We hereby certify that the accompanying General
Balance Sheet, subject to the comments thereon, correctly
reflects the financial condition of The Port of New York
Authority at December 31, 1930.

Respectfully submitted,
LAWRENCE SCUDDER & CO.




LETTER OF TRANSMITTAL-—ANNUAL REPORT
FOR YEAR 1930

New Yorx, February 20, 1931
To the Governor and Legislature of the State of New York:
“To the Governor and Legislature of the State of New
Jersey:

This, the tenth annual report of the Port Authority,
covers such substantial progress that it is believed no
previous report of this organization surpasses it in
importance.

After many years of painstaking effort and negotiation,
the formal agreement for the first union inland freight
station was executed by the railroads, effective December
31, 1930. The actual work of going forward with that
project constitutes material accomplishment toward the
effectuation of the Comprehensive Plan.

In accordance with your directions, studies and plans
for the so-called Midtown Hudson Tunnel were made dur-
ing the year, and a separate report thereon has already
been rendered.

Recognizing the need for unified control and operation,
legislation was enacted in the early part of the year which
merged the former Tunnel Commissions with the Port
Authority. Operation of the Holland Tunnel was taken over
on April 21, 1930. However, that part of the report which
covers that facility comprehends the entire calendar year.

Studies have been continued on the proposal to develop
the ““Little Basin’’ property in Jersey City, and it is felt
that with the recent favorable action of the War Depart-
ment in granting extension of pierhead lines, an economic-
ally feasible plan can be drawn and satisfactory negotia-
tions concluded with Jersey City which will permit of some
actual accomplishment.
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In spite of the general business depression, which has
had a direct effect on automobile travel, traffic and rev-
enues of the Arthur Kill Bridgesincreased last year, as did
traffic and revenues of the Holland Tunnel.

Construction work is proceeding at such a rapid rate on
both the Hudson River Bridge and the Kill van Kull
Bridge, that it is confidently expected they will both be
opened to traffic in 1931.

The Staff has continued its studies of suburban transit
facilities, belt lines, additional terminals, and various
proposed local improvements.

It is anticipated that the year 1931 will see the culmina-
tion of several projects now under way, and the commence-
ment of other projects, completion of which will materially
assist in the continued development and prosperity of the
Port of New York.

Respectfully submitted,

.
Joun F. GaLvin,

Chairman,
Fraxk C. Ferauson,
Vice Chairman,
Howarp S. CULLMAN,
Joun F. Murray,
Grorce R. DYER,
< Jorx J. PULLEYN,
A. J. SHAMBERG,
ScruvLEr N. Ricg,
Witriam C. HEpPENHEIMER,
JosepE (. WRIGHT,
Georce pEB. KE1M,
ITra R. Crousg,
Commissioners.

Tar PorT OF
New YOrRk AUTHORITY




SECTION 1—DEVELOPMENT AND PROTECTION
OF THE PORT

Part I—Port Development

It is gratifying to report that harmonious relations with
the railroads have continued, and it is felt that even a bet-
ter spirit of cooperation exists now than was reported last
yvear. In accordance with the agreement made with the
Chairman of the Presidents’ Conference Committee of the
Railroads, the policy of concentrating on a particular
project has been followed. The particular one followed
since that time has been the establishment of the first union
inland terminal. This now having been agreed upon, it
is expected that another major project will be soon taken
up for formal action.

Union Inland Freight Terminals

Last year it was reported that the railroads had signified
their willingness to use the .Port Authority’s first union
inland freight terminal which it was proposed to erect on
Manhattan in the block bounded by Fifteenth Street and
Eighth Avenue, Sixteenth Street and Ninth Avenue.

Negotiations were conducted during the year, looking
toward the adoption of a joint contract for the use and
operation of the proposed facility, and the form of con-
tract was approved by the Presidents’ Conference Com-
mittee of the New York Railroads on April 29, 1930. Effec-
tive December 31, 1930, the contract had been executed by
all of the railroads concerned.

The contract provides that the terminal shall be con-
structed by the Port Authority and be ready for use by the
railroads within sixteen months after signing of the agree-
ment. The Port Authority is committed to construct two
additional inland terminals if and when desired by the
railroads. The ultimate and successful development of
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these facilities will, it is believed, afford a much better
service than that now existing. The system of floating
freight back and forth over the waters between Manhattan,
Brooklyn, The Bronx, and the railheads in New Jersey,
has been in vogue since the railroads were first established.
There has been considerable agitation for the release of
piers for steamship instead of railroad use, and for more
efficient and economieal local freight-handling services. It
is expected that the establishment of these facilities will
ultimately accomplish those purposes.

The first station is being constructed with a view to
determining from an actual operating standpoint, what it
is claimed theoretically can be done. Naturally, that deter-
mination will govern the establishment of other stations in
Manhattan, Brooklyn, Queens, The Bronx, as well as at
strategic points in New Jersey. ) :

Certain objections were raised when the exact site of
the terminal became known and the subject was brought
before the Board of Estimate and Apportionment of the
City of New York. During the hearings and subsequent
thereto, the Port Authority received the cooperation of the
Mayor and other members of the municipal administration.

Anticipating a final understanding and agreement on the
matter, the Port Authority, months ago, borrowed funds
and commenced the acquisition of real estate. All of the
property in the block has now been acquired, and it was
necessary to condemn in but a few instances. Construction
work 1s under way as explained in another section.

Fruit and Vegetable Terminals

The Port Authority cooperated with a committee called
together by the New York State Commissioner of Agricul-
ture in working out recommendations to the truckmen and
produce trade with respect to haulage and delivery of fresh
fruit and vegetables by motor truck. These recommenda-
tions were adopted by both shippers and truckmen in 1930,
and the arrangement has been working satisfactorily since
that time.

In Newark, New Jersey, the municipal farmers’ market
at Commerce Street, has been sold by the City and will
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be unavailable for the sale of produce from growers’
trucks because of building construction on this site.
The 1930 Legislature of New Jersey reappointed a
Farm Relief Committee under the new name of a Commis-
sion to Investigate the Public Market Needs of New Jersey
Agriculture, which committee has requested the Port
Authority to cooperate in its studies of plans for better -
facilities in the Newark regional area. A member of the
staff has been engaged to assist the Commission in gather-
ing and interpreting the facts which will form the basis for
recommendations to be made to the Legislature early in
1931.

New York Food Marketing Research Council

The Port Authority has continued its cooperation with
the United States Department of Agriculture and other
public bodies in maintaining headquarters for and support-
ing the work of the New York Food Marketing Research
Council. During the year 1930 two additional public agen-
cies were added to the Council membership, bringing the
total number of cooperating agencies to ten. The Council
held three public meetings with the trade at which the sub-
jects of food standards, distribution of packaged pre-cut
meats, and frozen foods were discussed. At the close of the
year five additional research projects relating to New York
City market were in progress.

Live Poultry Terminal

A corporation, reported to have the backing of large
shippers and receivers of live poultry, is conducting nego-
tiations for construction of a union live poultry terminal.
This corporation laid before the Port Authority its plans
for operating a terminal and proposed that the Port
Authority should finance and construct a terminal open to
all railroads and lease the same for operation. The mat-
ter is being given consideration.

Belt Line No. 7

Belt Line No. 7 of the Statutory Port Plan is a marginal
railroad surrounding the northerly and westerly shoves of
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Jamaica Bay connecting with Belt Line No. 1 which follows
the Bay Ridge Division of the Long Island Railroad. The
Board of Estimate and Apportionment of the City of New
York has authorized the Commissioner of Docks to acquire
title to the right of way between the railroad and the head
of Paerdegat Basin, Jamaica Bay, and appropriate addi-
tional moneys for the dredging of Paerdegat Basin. A
special committee was also authorized to continue negotia-
tions with the Long Island railroad with respect to the form
of an agreement looking towards construction and
operation. '

Belt Line No. 9 ‘

Progress is reported in the construction of a porticn of
Belt Line No. 9 of the Statutory Plan, which is a marginal
railroad along the westerly shore of Staten Island. The
Baltimore & Ohio railroad has extended its rails approxi-
mately one and one quarter miles in a southerly direction
from the Arlington Yard of the Staten Island Rapid Tran-
sit Railway, including construction of an overpass over the
approach to the Goethals Bridge at Howland Hook.
Construetion of this Belt Line will be of great assistance
to the industrial development of the westerly shore of
Staten Island.

Belt Line No. 13

Belt Line No. 13 continues to function under the coor-
dinating supervision of the Director of Operations and the
carriers’ operating and traffic committees. The situa-
tion with respect to joint rates to and from points outside
of the territory has been further simplified by the Commis-
sion’s findings in the Hastern Class Rates Investigation
handed down May 13, 1930, and discussed elsewhere in this
report. Shippers in Belt Line 13 territory will enjoy the
same rate basis to New England and up-State New York
points as shippers using Manhattan stations.

Modification of Harbor Lines
The authority to establish and maintain harbor lines is
vested by the United States Government in the New York
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Harbor Line Board. Applications for changing the exist-
ing bulkhead and pierhead lines must therefore be pre-
sented to this Board for their review and decision.

The Department of Docks of the City of New York and
the New Jersey Board of Commerce and Navigation pre-
sented a joint application to the Harbor Line Board
requesting modification of the harbor lines on both sides
of the Hudson River between 23rd Street and Hoboken on
the south and 121st Street and Edgewater Avenue on the
north. The proposed modification will maintain, by mutual
advance and recession, the same fairway between pierhead
lines as now exists. The City of Jersey City filed an appli-
cation requesting modification of the pierhead line between
Communipaw and 5th Street, Hoboken, which involved a
slight narrowing of the fairway for navigation in the lower

_portion of the Hudson River. The staff of the Port Author-
ity made an analysis of the applications and their effect on
navigating conditions. An extensive brief was prepared
in support of both applications, and submitted to the Har-
bor Line Board at a public hearing on October 29, 1930.

The Secretary of War approved both applications on
January 14, 1931. The modification will not reduce the
navigable fairway and will make the construction of 1000-
foot piers on the Manhattan side in the 48th Street section
economically feasible. The Port Authority is very much
interested in the Jersey City application in connection with
the development of the proposed Jersey City Marine Ter-
minal. The modification of the Jersey City pierhead line
will permit the construction of 1000-foot piers without
involving extraordinary excavation and construction
expense, and will make unnecessary the destruction of
adjacent uplands and street connections.

Jersey City Marine Terminal

The Jersey City waterfront between Exchange Place
ferry terminal and Tidewater Basin is one of the most
desirable sections of the port fov the development of
modern steamship terminal facilities; it includes the so-
called ‘“Little Basin’’ property owned by the state.
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The New Jersey Legislature in 1930 authorized the
Port Authority to submit a bid for the so-called ‘‘Lit-
tle Basin’’ property — part of the abandoned Morris &
Hssex Canal. The City of Jersey City had previously
submitted a bid for this property bearing in mind a steam-
ship terminal development on this waterfront. The Com-
missioners of Jersey City and the Commissioners of the
Port Authority have conferred and agreed on a joint pro-
gram for development of this waterfront,—the Port
Authority to finance the acquisition of all necessary prop-
erty, to construct four modern piers, and to lease the com-
pleted project to Jersey City over a term of years for an
amount sufficient to pay the carrying charges. Upon
amortization of the Port Authority’s investment the
terminal will revert to Jersey City.

Plans for the proposed terminal have been prepared by
a joint committee of engineering representatives of Jersey
City and the Port Authority, supplemented by the advice
and opinions of consulting engineers. Field surveys and
test borings have been made as a basis for preparing plans,
and negotiations have been started with the State and other
owners for the acquisition of the necessary property.

The preliminary plans propose a Marine Terminal which
will consist of four double deck steel and concrete piers,
each 150 feet wide, with the exception of the most southerly
pier, which will be 90 feet wide. Slips will be 300 feet wide
with a depth of 45 feet of water at mean low tide. Provi-
sion has been made for railroad tracks on each pier and for
vehicular access to both docks.

Since modification of pierhead lines was authorized, as
reported hereinbefore, further studies and plans have been
undertaken with a view to reaching an agreement with
Jersey City for the leasing and operating of the proposed
terminal.

Hoboken Piers

On June 9, 1930, the United States Shipping Board pub-
licly advertised for bids for the purchase of its Hoboken
pier properties, consisting of four double deck piers and
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one small, open pier on the Hoboken waterfront in the area
bounded by First Street, River Street and Fifth Street.
This property, which formerly belonged to the North Ger-
man Lloyd and the Hamburg American Lines, was seized
by the United States Government during the war and sub-
sequently was placed under the control of the Shipping
Board. Bids were opened on July 23, 1920, at which time
it was found that Mr. Paul W. Chapman, owner of the
United States Lines and the Hoboken Manufacturers’ Rail-
road, was the only bidder. His bid was $4,282,000. The sum
of $110,000 was deposited with the Shipping Board at the
time of the bid in accordance with the proposal of sale.

Thereafter Mr. Chapman’s representatives approached
the Port Authority with a proposition that it should take
over his bid, acquire these piers in the public interest, and
lease them to one of his operating companies for a term of
years-at an amount sufficient to pay off the Port Authority
obligations. v

On October 29, 1930, the Mayor of Hoboken requested a
conference with the Port Authority Commissioners. There
resulted a series of conferences from which a proposition
was evolved, satisfactory to Hoboken, whereby the Port
Authority would take over the Chapman bid, lease the
properties for operation to the Chapman interests on the
aforementioned terms, pay to Hoboken an annual amount
in lieu of taxes, construct a new pier and warehouse on
available vacant portion of the property, and upon liquida-
tion of the Port Authority investment, title to the entire
property was to revert to the City of Hoboken free and
clear. The Port Authority’s interest in this matter is two-
~ fold: first, the firm belief that as a matter of public policy
title to this pier property should remain in public hands;
secondly, a desire to aid Hoboken in deriving some income
from property which prior to the war, and when in private
ownership, returned taxes to that municipality in an
amount which represented a large proportion of that city’s
entire tax revenue, and which it has been deprived of for
nearly fourteen years.
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It was proposed that the City of Hoboken, as its contribu-
tion towards the effectuation of the aforementioned plan,
would sell to the Port Authority for a nominal considera-
tion certain useful areas of pier use and waterfrontage con-
il tained within the properties offered for sale by the Ship-
ping Board. The city claims title to these intervening
tracts, and, without their inclusion, a conveyance of the
government properties to the Port Authority or to private
I ownership would seriously affect the value for use and
‘ oceupancy, of the entire property.

Subsequently, it developed that the Chapman interests
1 were unwilling to go ahead with the proposition on the
[ ’ terms outlined by the Port Authority as necessary to pro-
tect its investment in these properties. Mr. Chapman’s
representatives advised that he was willing to transfer his
bid to the Port Authority. Since that time the Port
Authority has been negotiating directly with the Shipping
Board and with other prospective operators in an endeavor
to work out a proposition that will adequately protect a
Port Authority investment in these properties, that will
assure some income therefrom to the City of Hoboken,
and that will be satisfactory to the Shipping Board.

Channel Improvement

Continuing its policy of cooperation with respect to
improving navigation conditions within the Port District,
the Port Authority has investigated and approved numer-
ous projects in connection with channel improvements.
Reference is made below to some of the projects within the
Port of New York District authorized in the Rivers and
Harbors Bill (Public No. 520—71st Congress, H.R. 11781)
signed by President Hoover July 3, 1930.

1. Proposal to increase the width of the Hudson
River Channel from 2,000 feet to 2,800 feet between
the Battery and 20th Street, Manhattan; the entire
channel to have a minimum depth of 40 feet at mean
low water.

This is one of the projects in which the Port Author-

22




ity was extremely active. The original recommenda-
tions of the Army Engineers provided that no work
should be undertaken until New York City had
removed certain temporary extensions to three piers.
A representative of the Port Authority went to Wash-
ington and appeared before the Rivers and Harbors
Committee and urged the restricting clause in the
Army Engineers’ report be withdrawn as it was
unreasonable to hold up so important a project because
of the three short pier extensions. The Rivers and
Harbors Committee approved the project and waived
the Engineers’ restricting clause.

9. A project to provide for a channel in Passaic
River 30 feet deep and 300 feet wide from Newark Bay
to a point 3,000 feet above the Lincoln Highway
Bridge.

3. A project providing for widening the mouth of the
entrance channel to Newtown Creek, and also for the
dredging of the ereek proper to a depth of 23 feet with
a bottom width of 130 feet, from the entrance channel
to a point approximately 200 feet below Maspeth
Avenue.

4. Widening the Bay Ridge Channel from 1,200 to
1,750 feet with a minimum depth of 40 feet.

The following are some of the more important of several
examinations and surveys which have been authorized for
waterways in the Port District:

1. Hudson River Channel, New York

Proposed deepening to 40 feet the full width of the
river from 59th Street, Manhattan, to deep water in
the Upper Bay.

2. Newark Bay, New Jerséy
Proposed anchorage grounds in the vicinity of Port
Newark Terminal.
3. New York Harbor, New York
A survey of the Brooklyn waterfront from a point
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opposite the lower end of Governors Island to a point
near the beginning of the ‘‘shore road improvement’’
in South Brooklyn, with a view to securing wider
channels.

4, New York Harbor, New York

A survey of the Upper Bay, the Narrows, the Lower
i Bay, and Red Hook Flats, with a view to providing
additional anchorage areas, the relocating of existing
2l anchorages, the constructing of a breakwater off
n‘ Staten Island and additional dredging where needed
il in the interest of navigation.

During the year the Port Authority distributed a map
showing authorized harbor improvements and surveys.
s A copy is appended to this report.

Bridges and Tunnels .

The existing law requires all agencies desiring to con-
‘ struect bridges across, or tunnels under navigable water, to
| make application to the War Department. The Army
! Engineers have requested opinions from the Port Author-
I ity as to the sufficiency of clearances, effects upon naviga-
|

tion, ete., on various applications; the most important of

which were as follows:

1. Proposed construction by New York City of a tun-
nel under the Narrows from 97th Street, Brooklyn, to
Wadsworth Avenue (extended), Richmond, Staten
Island. The Port Authority endorsed the project.

2. The North River Bridge Company filed an appli-

- cation with the Army Engineers for permission to
span the Hudson River at West 57th Street. The Port
Authority reported to the Army Engineers that it was
in favor of additional interstate crossings of the Hud-
son River, but such crossings should be planned and
carried out with proper regard for the interests of
naviggtion, properly located from the standpoint of
highway traffic needs, and properly timed so as to
insure their financial success.
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3. Proposed construction by City of New York
of vehicular tunnels under the Kast River from the
foot of Hast 37th and 38th Streets, Manhattan to Bor-
den Avenue, Queens, New York City. The Port
Authority reported to the Army Engineers that it had
no objection to the application. ,

4. The West Shore Railroad has requested the view
of the Port Authority on the necessary horizontal
clearances for its proposed bridges over Overpeck
Creek. Investigation is being made in order to get the
views of the interested communities. . '

Port Information

The Port Authority continued to handle inquiries con-
cerning port facilities, transportation services and rates
from actual and prospective users of the Port. " The
monthly ¢ Commerce Bulletin’’ containing current informa-
tion on the commerce, shipping, channel improvements,
port facilities, storage stocks, and traffic movements, is dis-
tributed regularly to 1,500 shippers, transportation com-
panies, commercial agents and libraries. In addition to
this monthly publication, two special information bulletins
have been prepared and distributed during the past year.
One deals with harbor regulations, and the other with
quarantine regulations. Other informative pamphlets are
in process of preparation.

Improvement of Facilities and Services

Public and private agencies who own or operate facilities
~ within the Port of New York, are continually engaged in
modernizing existing facilities and constructing new ones,
in order to keep abreast of present needs and to provide
for future expansion.

‘While not responsible for the successful completion of
the following large improvements, the Port Authority is
pleased to report them herein.

City of New York

Pier 3, North River, has been rebuilt and will shortly be
occupied by the United Fruit Company.
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Preliminary appropriations have been made and con-
struction will soon be started on new piers 32, 34, 45, 88 and
90 North River, and Pier 9, Hast River.

Pennsylvamia Dock and Warehouse Company

A complete unit consisting of an eight-story warehouse
building with a frontage of 970 feet on the Hudson River
at Jersey City and two steamship piers has been completed.
A third pier will be built as demand requires. This new
facility, which is served by the Pennsylvania Raﬂroad was
placed in service in J anuary 1931,

Railroads

The Erie Railroad has stalted construction on a new
pier in Jersey City to be known as Pier 8, and to be used
for westbound lighterage freight. This pier will be 1,050
feet long and 70 feet wide, and will contain three stories.

The Lehigh Valley Railroad has made additions to its
Poineer Street freight yard at Newark, and Grand Street
Station at Jersey City, by installing additional team tracks,
and new 50-foot driveways. This company has also placed
in service a new brick freight house at its 22nd Street Sta-
tion in Bayonne.

The Lackawanna Railroad opened a new warehouse in
Hoboken for the acceptance of storage-in-transit freight,
in March of this year.

The New York Central Railroad has made an addition
to Pier ¢“K’’ at Weehawken which resulted in doubling the
capacity of this pier. The company has also completed
a six-story warehouse for the storage of automobiles and
general merchandise in its Kingsbridge Yard, Bronx.

All of the railroads entering the Port District have made
additions to their harbor fleet. The Erie Railroad and the
New York Central Railroad each placed in service this
year a Diesel electric lighter, the most modern type of self-
propelled harbor craft.

The Central Railroad of New Jersey and the New Haven
Railroads have added new steel carfloats to their fleets and
the Lackawanna has placed in service during the last year
ten new gasoline hoist lighters, and ten new barges.
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‘Suburban Transit

The Port Authority has continued its suburban transit
studies through cooperation with the Suburban Transit
Engineering Board. All member agencies of this Board
have furnished assistance. The following table indicates
the personnel furnished by each agency during 1930:

Personnel

Number Per cent
Port Authority ........ . oo i 8 39.1%
Railroads ... e 8 39.1
Board of Transportation.................. ... . ... ... 3 14.7
North Jersey Transit Commission....................... 1 4.9
Westchester County ........ ... ..o i i i, 1% 2.0
Nassau County .....coviiiiiinii it 1t 0.2

22 100.0%

As indicated in the report of last year, the three sector

planning committees of the Suburban Board (the New

Jersey, Westchester and Long Island Committees), have
continued their studies and investigated numerous plans
for their respective sectors. These studies have gone into
the question of cost of construction, estimates of potential
traffic and the cost of operation.

The various plans from the sector committees have been
assembled into suburban transit system plans for the Met-
ropolitan District. They represent minimum plans rather
than comprehensive plans. During the past year six
metropolitan studies, following in general the routes indi-
cated in last year’s report, have been prepared for consid-
eration by the Suburban Board. No decision has been
reached as to which will be recommended in the engineer-
ing report the Suburban Transit Engineering Board will
issue early in 1931.

The collection of suburban passenger statistics has been
continued. The records indicate that 19,000 more passen-
gers daily were carried toward New York in 1929 than on
a corresponding day in 1928. Nearly half of these were
from the Long Island sector. The following table shows
the increase for each sector:

* 5 months.
+ % month.




DAILY ONE WAY PASSENGERS MOVING TOWARD NEW YORK CITY

Sector 1928 1929 Increase
New Jersey ..........coooiieiua.. 318,000 323,800 5,800
Westehester ... vvrvnurenenneennn. 95,400 99,200 3,800
Long Island ........c.ovvivnineninn. 167,000 176,400 9,400

Totals eovvvineeiii i, 580,400 599,400 19,000

‘While the passenger railroads in the New York Metro-

politan District have enjoyed an increase of approximately
19,000 one-way daily passengers, the Class I Railroads of
the whole United States have had a decrease of approxi-
mately 15,400 one-way daily passengers. As of 1929, the
total passengers on the railroads in the New York District
represent 50.6% of the total on Class I Railroads in the
United States.
' Since the last report, the Federal Census for 1930 has
been completed. In all sections of the Metropolitan Dis-
trict, with the exception of the Island of Manhattan, there
have been substantial increases in population. The great-
est percentage of increase occurred in Nassau County.
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SECTION I—DEVELOPMENT AND PROTECTION OF
' THE PORT

Part 2—Port Protection
Eastern Class Rates Investigation, I. C. C. Docket No. 15879

A general revision of the class rates on domestic traffic
in the territory of Buffalo and Pittsburg has been in liti-
gation since 1924, and has been referred to in previous
reports. On May 13, 1930, the Interstate Commerce Com-
mission handed down its decision substantially upholding
the Port Authority in all of its contentions. The Port of
New York District has been treated as a unit for rate mak-
ing purposes, and Philadelphia and Baltimore put on the
same basis as New York in calculating termmial mileage.
Various petitions have been filed requesting modification
of the Interstate Commerce Commission’s findings, and in

some instances requesting a reopening of the case. The -

effective date of the new rates, originally set for Novem-
ber 1, 1930, by the Commission, has since been postponed to
April 1, 1931.
Port Charges Investigation, 1. C. C. Docket 12681

On November 10, 1930, the Interstate Commerce Com-

mission reopened this case for reargument on the specific”

issues of accessorial storage and dockage. With the rear-
gument so confined the question of segregation of terminal
charges at New York will not be involved.

Gulf Import and Export Rates, I. C. C. F. S. A. 2040, et al.

As previously reported, the presiding Examiner in this
‘proceeding recommended that the southern carriers be
prohibited from carrying rates less than seventy-five per
cent of the scale which they maintain on domestic non-
competitive traffic to the south Atlantic and Gulf ports.
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On May 1 and 2, 1930, the Port Authority presented
oral argument before the Interstate Commerce Commis-
sion supporting the Examiner’s recommendations, and
protesting against granting the southern lines permission
to carry unduly low rates between Gulf and south Atlantic
ports and central territory.

On January 6, 1931, the Interstate Commerce Commis-
sion rendered its decision following closely the report of
the presiding Examiner, but permitting the southern car-
riers to carry import and export rates at not lower than
sixty-five per cent of the domestic scale. The effect of this
decision is to give New York a substantial parity with the
Gulf ports from the important Chicago district and other
points approximately equidistant, and to deny the southern

~carriers’ attempt to invade the eastern portion of central

territory which they sought to do by establishing rates to
such points as Cleveland, Toledo, Detroit, Columbus, ete.,
on the same basis as the rates applying between Cincinnati
and Philadelphia. Under the Commission’s decision New
York will continue to maintain rates from these points
substantially lower than to the Gulf or south Atlantic
ports in accordance with the lesser distance.

Grain Rates Investigation, 1. C. C. Docket 17000, Part 7

Pursuant to mandate of the Hoch-Smith Resolution the
Interstate Commerce Commission instituted a general
investigation of grain rates affecting export rates through
all ports. On July 1, 1930, the Commission rendered a
decision completely changing the system of constructing
grain rates.

Under the decision the differential formerly enjoyed by
New Orleans of 1514 cents under New York on grain from
Omaha has been reduced to 51% cents. The 1614 cents
differential from Kansas City has been reduced to 1114,
the 1514 cents differential from St. Louis to 914, and the
1114 cents differential from central Illinois points to 314
cents. Montreal’s differential under New York on grain
from Omaha, Kansas City, St. Louis and Chicago has been

30




reduced from 814 to 314 cents per 100 pounds. On the
whole, the position of New York in the grain carrying
trade is strengthened. :

Boston Differential Case, I. C. C. Docket 23327

By complaint filed in April, 1930, the City of Boston and
the Boston Port Authority asked the Interstate Commerce
Commission to prescribe differential rates to Boston
instead of its parity rates with New York, and to cause to
have published at New York separately established rates
and charges for lighterage, carfloatage, motor truck ser-
vice, ete. The Port Authority intervened in opposition to
this proposal, and counsel cross-examined plaintiffs’ wit-
nesses at hearings in Boston from December 1st to 4th,
inclusive. The presentation of Boston’s case was not
completed at that time, and further hearings will be held
early in 1931.

Lighterage Charges—I. C. C. Docket 22824,

As reported last year two cases are now pending before
the Interstate Commerce Commission involving an adjust-
ment in rates and practices governing railroad freight
deliveries in the Port District. The first of these cases,
Docket 22824, was brought October 31, 1929 by the Attor-
ney General of New Jersey, and the second, Docket 23040,
on January 2, 1930, by the New Jersey Traffic Advisory
Committee. The State of New York on December 6, 1929,
through the Attorney-General, filed an intervening petition
opposing the complaint of the State of New Jersey.

The principal issues of the case relate to the practice of
the carriers in making delivery to shipside, waterfront
stations, and lighterage points on carload freight without
extra charge when the deliveries are made by floating
equipment or motor truck. The complaint of the New Jer-
sey Traffic Advisory Committee also attacks the long
standing practice of grouping the New York and New Jer-
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sey sides of the port together and asks for a separation of
the New Jersey side for rate-making purposes.

The Port Authority has put at the disposal of the Attor-
neys-General of both states such available data and infor-
mation in its possession as they have requested but thus
far has taken no further part in the cases.

The Interstate Commerce Commission decided that
hearings on both of the New Jersey complaints be held
simultaneously and combined also with hearings on the
Boston complaint, Docket 23327, above referred to. The
first hearing was held at Newark, June 26 to July 18, 1930,
at which time the evidence in support of the New Jersey
complaints was presented. The second hearing was held
on October 20th at Newark. Hearings were continued at
Boston December 1 to 4, 1930, at which the evidence in sup-
port of the Boston complaint was introduced. '

Coordination of Motor Transportation, 1. C. C. Docket 23400

On October 17, 1930 the Interstate Commerce Commis-
sion announced an exparte investigation into the coordina-
tion of motor transportation of passengers and property
by, or in connection with, or in competition with, the
respondent railroads. Seventeen hearings are scheduled,
the one at New York having been held on December 18,
1930.

The Port Authority entered an appearance at the hear-
ings preparatory to taking such action as may subse-
quently appear necessary to protect the interests of the
port.

Miscellaneous Investigations

In accordance with its obligations to protect the com-
merce of the port, the Port Authority has taken part in
other proceedings and in activities which call for informal
investigation and negotiation with Federal authorities,
transportation agencies and shippers. A few of the
important ones are:
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Lumber Loading Charges

Following informal negotiations, the Port Authority
participated in a public hearing before the Trunk Line
Association on March 24th to consider the question of

absorbing lumber loading costs at New York on the same .

basis as at Philadelphia, Baltimore and Wilmington. The
Port Authority has been advised by the rail carriers that
disposition of this matter would be deferred pending the
disposition of litigation affecting practices in New York
Harbor now being considered in the complaint of the State
of New Jersey, I. C. C. Docket 22824, and New Jersey
Traffic Advisory Committee, I. C. C. Docket 23040.

Westbound Ocean Rates

Contract rates on wood pulp from Secandinavian ports
to the North Atlantic seaboard during 1930 provided for
differential rates in favor of Baltimore and Norfolk over
New York. The Port Authority negotiated informally
with interested steamship lines with the result that the dif-
ferential will be removed in 1931 contracts, and all North
Atlantic ports placed on a parity.

Iron and Steel Proportional Rates

Since the refusal of the Interstate Commerce Commis-
sion to grant the request of the Port Authority to reopen
the Iron and Steel Rates Investigation, I.C.C. Docket
17000, Part 6, for the purpose of obtaining specific findings
as to the rates applicable between the Port of New York
District and New Kmngland, and rates applicable on iron
and steel moving through the ports for subsequent inter-
coastal haul by water, the Port Authority has negotiated
informally with the carriers for the adoption of propor-
tional rates on iron and steel moving beyond the ports by
water, preserving the long-standing port differentials
applicable to export and import traffic. On February 19,
1930, a public hearing was held before the Trunk Line
Association which resulted in such a confusion of shippers’
views that the carriers were unable at the time to
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adopt the Port Authority’s recommendations. The Port
Authority has since continued its negotiations with various
steel shippers in an attempt to compose their differences,
and arrange for another hearing at which time the Port
Authority will again advocate the adoption of proportional
rates that will continue the old port differentials.




Perspective of the Hudson River Bridge between Fort Lee, New Jersey, and New York City




Hudson River Bridge

SECTION II—CONSTRUCTION

Part 1—Bridges

Substantial progress has been maintained during the
past year in carrying out the construction program of the
Hudson River Bridge. Cable spinning operations of
unprecedented magnitude have been completed with note-
worthy success. This was done in advance of schedule
and in time to permit the erection of the complete main
span floor system and a large percentage of the side span
floor system before the advent of severe winter weather.
Work on the approaches has also been started and is being
carried forward rapidly. Unless unforeseen delays should
occur, it may now be expected that the bridge and
approaches will be completed in the initial stage and
opened for traffic in the latter part of 1931. ‘

At the beginning of the year 1930, the two steel towers
had been completed; rock excavation for the New Jersey
anchorage had been finished; the anchorage steelwork had
been conereted in place; the initial construction of the New
York anchorage had been completed; cable spinning opera-
tions had been started and about ten per cent of the wires
had been put in place; and the demolition of buildings in
New York in preparation for the construction of the New
York approach was under way. v

During the year 1930, construction contracts amounting
to a total of $3,787,244.50 were awarded, as follows:

Main Approach Ramp of the New York

Approach ......... ... .. il $ 746,679.00
Construction of Vehicular Tunnel in :

West 178th Street................. 1,756,945.00
Riverside Drive Connections of the

New York Approach.............. 995,969.00

Iixcavation and Miscellaneous ‘Con-
struction for the New Jersey
Approach ........... e 287,651.50




These contracts, together with the contracts previously
awarded, represent a total of $29,829,577.81 for construc-
tion contracts to date.

The spinning of the bridge cables, which had been
started on October 18, 1929, was completed on August 7,
1930. The spinning operations,—thus completed in less
than ten months,—established a new record for speed in
the construction of parallel wire cables. In that time, a
total number of 105,896 wires had been strung across the
river, These total 107,000 miles in length.

Following the compacting of the cables into the circular
section of approximately 36-inch diameter, the cast steel
cable bands for holding the suspender ropes in place were
clamped to the cables and the footbridge ropes were
removed, cut, socketed and erected as suspenders.

Erection of the first panels of floor steel in the main
span of the bridge adjacent to the towers was started on
October 28, 1930. The work was carried forward rapidly.
The closing members were erected at mid-span on Decem-
ber 29, 1930. The structural material for the side spans is
about fifty per cent erected.

- Negotiations between the Port Authority and the City of
New York in regard to the New York Approach were fin-
ally consummated during the year. Similarily, for the New
Jersey Approach, agreements have been concluded between
the Port Authority and the State Highway Commission,
the County of Bergen and the Borough of Fort Lee.

On the New York side, construction operations are now
in progress on the main portion of the approach, including
the arch over Riverside Drive, the approach ramp to Fort
Washington Avenue and the vehicular tunnel in West 178th
Street between Fort Washington and Amsterdam Aven-
ues. The Riverside Drive connections to the New York
Approach are also under construction.

On the New Jersey side, rock excavation has been com-
pleted for extending the approach roadways from the
anchorage to Lemoine Avenue, where connection will be
made with highways under construction by the State High-

36




&
A W
AN

HR-1068-A—Cable Spinning Operations. View at Center of Main Span on February 27, 1930, with Spinning 30 Per Cent
Completed










way Commission. Foundations and abutments have also
been constructed for an overhead crossing of the approach
at Hudson Terrace.

In addition to the work already in progress, plans have
been prepared for a contract providing for the remaining
construction to complete the roadways on the New Jersey
Approach and this portion of the work was placed under
contract early in January, 1931. All other operations
necessary to the completion of the initial stage of the
bridge construction have been scheduled for placing under
contract during 1931.

A special progress report on this project is being
prepared.

Kill van Kull Bridge

The erection of the steel arch for the main structure of
the Kill van Kull Bridge was completed during the past
year. Krection of the arch had been started in September,
1929, on the Staten Island side. The arch was erected in
two sections, each section being built from the abutment
toward the center of the river channel, and during erection
was supported by falsework bents. The river channel at
the bridge site is near the Staten Island abutment. This
fact influenced the location of the falsework bents and the
two arch sections were, therefore, of unequal length, the
Port Richmond section consisting of fourteen panels and
the Bayonne section of twenty-six panels. The Port Rich-
mond section was erected first; the erection equipment was
then removed and used for the erection of the Bayonne
seetion of the arch. The two sections were successfully
joined and the arch swung free of its temporary supports
on October 4, 1930. '

The floor steel in the arch span is suspended from the
arch trusses by wire rope hangers. Approximately sixty
per cent. of the steel floor system has been erected. This
work is proceeding rapidly and will be completed early in
1931.
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The erection of the steel for the Bayonne Approach,
with the exception of two spans which are to be erected in
connection with other construction on the approach, was
performed during the year. The erection -of the Port
Richmond Approach was deferred until the completion of
the arch in order to permit the use of certain approach
girders in the falsework bents which supported the arch
sections.. Rapid progress is now being made on this erec-
tion which will be completed early in 1931.

Contracts are in course of preparation for the remain-
ing portions of the approaches and for the paving and
other equipment for the entire bridge. It is anticipated
that the structure will be opened to traffic in the latter part
of 1931.

A special progress report on the project is being
prepared. :
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Perspective of the Kill van Kull Bridge between Bayonme, New Jersey, and Port Richmond, Staten Island, New York
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BP-599—Erecting Floor Steel on Kill Van Kull Bridge. Port Richmond Abutment in Foreground. Status of Work on
December 17, 1830




SECTION II—-—CONSTRUCTION

Part 2—Tunnels
Holland Tunnel

During the construction of the Holland Tunnel the
Bridge and Tunnel Commissions of the two States entered
into an agreement with the City of New York for the con-
‘struction of a pier at the tunnel site, the location of the
pier to be such as to span the tubes and afford protection
to them. This contract, dated June 6, 1922, provided for
the construction of the pier by the City subject to the
approval and under the supervision of the Chief Engineer
of the Commissions.

Under a contract between the Department of Docks of
the City of New York and Allen N. Spooner & Son, Inc.,
_construction of the pier was undertaken in the fall of 1930.
To protect the tubes during construction provision was
made in the contract regarding the oonduct of the

operations.

In accordance with the agreement with the City, the Port
Authority, in succeeding the Commissions, has undertaken
the approval and supervision of the pier construction, to
which end a staff of engineers and inspectors has been
~ maintained on the work. To facilitate close coordination
of observation and control during pile-driving operations
telephone connections have been provided between the sur-
face plant and the tubes. Daily inspections of the air
ducts and surveys through the tubes have been made to
detect promptly any damage or movement. At the close
of the year the pile-driving operations are more than half
completed without damage to the tunnel.

A permanent plaza office on F'reeman Square, Manhattan,
was completed for the use of the Tolls and Tellers Divi-
sion, to replace a temporary wooden structure. The con-
tract was let on December 18, 1929 to the lowest bidder —
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Balaban—(}ordon Company of New York, for $51,490 after
public bids were received and opened.

Midtown Hudson Tunnel

In accordance with the authorization of the Legislatures
of New York and New Jersey on April 21, 1930, studies
have been made covering all phases of the preliminary
investigation of a tunnel for vehicular traffic under the
Hudson River, between Midtown Manhattan, in the vicinity

" of 38th Street, and points opposite in New Jersey. The

preliminary investigation has included extensive traffic
studies, topographic surveys, triangulation and borings,
design studies, approach studies, real estate appraisal and
estimates of cost of construction.

A report on the preliminary investigations for the pro-
ject has been submitted to the Governors and Legislatures
of the two States. Its principal conclusions may be briefly
summarized as follows:

1. A demand for a vehicular crossing opposite the
‘Midtown Manhattan area is indicated by the traffic -
studies,—a demand which cannot be met by the Hol-
land Tunnel because of capacity limitation, nor by the
Hudson River Bridge which is located seven miles to
the north in upper Manhattan and will serve other
traffic demands.

2. A location of the Manhattan terminus of the tun-
nel in the viecinity of 38th Street, west of Ninth Ave-
nue, is considered advantageous. It permits most
direct connection with the proposed East River Tun-
nel at 38th Street to be constructed by the City. Such
connection may be established by the proposed Cross-
town Tunnel under 38th Street, should the latter be
constructed.

3. For the new Jersey Approach a five-lane open cut
highway with connections with local highways at Wee-
hawken east of the Palisades, connection with the Hud-
son County Boulevard on top of the Palisades and a
terminus in the vicinity of the intersection of State
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Highway Routes Nos. 1 and 3 at Homestead, west of
the Palisades, offers a workable solution. A tunnel

through the Palisades consisting of separate bores

each with two traffic lanes carrying traffic between the
Jersey portal of the river tunnel and a point west of
the Palisades and with the desired connections with
local highways at Weehawken east of the Palisades,
and a terminus in the vicinity of the intersection of
State Highway Routes Nos. 1 and 3 at Homestead,
west of the Palisades, also offers a workable solution.

4. The main tunnel under the Hudson River is to
consist of twin tubes of 31 ft. diameter and is to be
built by the shield driven method. Kach tube is to
accommodate a roadway at least 21 feet in width for
two lanes of vehicles. _

5. The tunnel and its approaches can be completed
within a period of six years after it is authorized and
funds become available, so that if funds should be
raised in 1931, it is expected that the tunnel will be
opened to traffic in 1937.

6. The estimated cost of the crossing is $96,000,000,
which cost includes engineering and administration,
-the cost of real estate, interest during construetion, the
cost of financing and the cost of initial equipment for
operation.

7. Conservative traffic analysis indicates that the
total traffic during the first year of operation will be
12,500,000 vehicles yielding, with an average toll of
fifty-five cents per wvehicle, a gross revenue of
$6,875,000, which is more than enough to cover the
annual interest charges, administration, maintenance
and operation.
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SECTION II—CONSTRUCTION

Part 3—Inland Terminal

Inland Terminal No. 1

During the year, negotiations with respect to a contract
with the Railroads had progressed to such an extent that it
was deemed advisable to proceed toward the preparation
of the proposed inland terminal site for construction pur-
poses. The firm of Abbott, Merkt & Company of New York
City,