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IN MEMORY
of
WILLIAM <C. HEPPENHEIMER

At & regular meeting of the Commissioners of The Port of New York
Authority held in the City of New York on the fifth day of Qctober,
nineteen hundred thirty-three, the following tribute to the memory of
the Honorable William C. Heppenheimer was offered and unanimously
adopted :

The passing of the Hon. William C. Heppenheimer, for the last five years n
commissioner of The Port of New York Authority, came as a great shock to
his colleagues on this Board. As a man of unusual qualities, and of wide-
spread experience in both public end business life, his active participation in
Port Authority undertakings and in the formation of policies was of lasting and
incaleulable value, Personally, he was a devoted friend with whom association
was at all times most wholesome and inspiring,

General Heppenheimer became 2 commissioner of the Port Authority on
July 1, 1928, The intervening years marked the progressing of the Port
Authority to a full stage of recognition and responsibility in the development
and protection of the interests of the vast port district. To the success of the
Port Authority in these years and in the laying of the foundation for still
greater achievements, General Hoppenheimer’s contribution was of monwmental
importance, His lifelong familiarity with the affairs of State, his prominence
in movements designed to advance the civic welfare, his keen knowledge of
finrneial matters, made him s commissioner than whom there was none more
outstanding since the creation of the Port Authority.

He was deeply interested in every phase of Port Authority activity. His
knowledge gained by personal, contact with the governmental and business
affairs of the New Jersey portion of the Port District made him an invaluable
representative of the commonwealth from which he was appointed, The
principles underlying the agreement between the States of New York and New
Jersey, whereby the Port Authority eame into existence were thoroughly under-
stood by him and they had his warmest support.

Ameng his many manful and admirable characteristics, was his unswerving
loyalty to his friends. This was evidenced nowhere more strikingly than in his
relationships with his fellow-commissioners. He was warmhearted, generous,
and most sympathetic in his impulses. The commissioners of The Port of
New York Authority have lost one not only for whese opinions and capabilities
they had the highest respect but they have lost a true friend and councilor.
His membership in this Board will long-be remembered with respect, affection
and appreciation,




IN MEMORY

of

DeWITT VAN BUSKIRK

At a regular meeting of the Commissioners of The Port of New York
Authority held in the City of New York on the thirtieth day of March,
nineteen hundred thirty-three, the following tribute to the memory of
the Honorable DeWitt Van Buskirk was offered and wnanimously
adopted:

The Commissioners of The Port of New York Autherity heve learnced with
deep regret of the death of the Hou. DeWitt Van Buskirk, a former Chairman
of this Board. He was one of the first to recognize the imperative necessity
of reorganizing the freight and transportation facilities of the Port of New
York in the interest of commerce and industry und therefore of the people
themselves. He served as a member of the New York-New Jersey Port and
Harbor Development Commission, the predecessor of the Port Autherity,
throughout its entire life from 1917 to 1921, In all of the activities of the
bi-State Commission; in the negotiating of the Compaet between the two States
of New York and New Jersey; in the drafting of the enabling acts passed by
the respective Legislatures; in the ratification by Congress of the creation of
the Port Authority, Mr. Van Buskirk was unsparing of his time and the con:
tribution of his rich fund of business knowledge was of inealculable “value
in the success of the undertaking.

Subsequently, he was appointed one of the first three commissioners of The
Port of New York Authority as a representative of the State of New Jevsey.
TFiret as Vice-Chairman and then as Chairman, he continued o give without
stint of himself and of his great ability in the carrying out of the agreement
between the two States. From 1921 to 1924, inclusive, in the formative days
of the Port Authority, he took a leading part in placing the organization on a
firm foundation and in attracting that public confidence which was indis-
penaable to the later accomplishunents of the Port Authority. We express to
the family of Mr. Van Buskirk our heartfelt sympathy in hia loss and we here
again voice our earnest appreciation of the service he gave to the Port of
New York,
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LAWRENCE SCUDDER & CO.
ACCOUNTANTS AND AUDITORS

' _ February 15, 1934
The Port of New York Authority,
111 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, 1933,

The cash on hand and investment seeurities in the vaults
were verified by count. Sinking Funds and Gteneral Reserve
Fund investments were similarly verified. The cash on
deposit in the various banks, together with the collateral

~pledged to secure these deposits were verified by certificates
‘received from the depositaries.

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 Treas-

" urers of the States of New York and New Jersey are made

- by them after the Comptrollers.of the respective States
“have audited the vouchers.

~Discount on bonds sold te December 31, 1933 has been
charged to investment aeccount in accordance with the
policy adopted by the Commissioners.

Interest on bonds of the George Washington Bridge for

- the year ended December 31, 1933 was charged in the ratio

of 85% to operations and 15% to investment account,
based on completed and uncompleted econstruetion work.
During the year 1933, the following amounts were set
aside or reserved-for sinking fund purposes: Series A
bonds, $245,866.70 from the General Reserve Fund; Series
B bonds, $100,000.00 from earnings; Series F bonds,

- $1,500,000.00, of which $1,350,000.00 was reserved from
earnings and $150,000.00 from unexpended bond proceeds.



The Series A bond indenture provides for a sinking fund
payment of $800,000.00 for the year 1933. The sinking fund
provision for the first issue of Series B bonds is $100,000.00
for 1933, while the Series E bond indenture requires a sink-
ing fund payment of $1,500,000.00 for the current year.

The sinking fund reservations for the Series B and E bonds

during the current year have been made in accordance with
the requirements of the bhond agreements covering these
two series of honds.

The balance of amounts made available by the State of
New Jersey to aid in construction of bridges, amounting
to $500,000.00, together with the unexpended balance of
advances to the New Jersey Highway Commission, amount-
ing to $213,217.96, are the subject of a pending settlement.
A bill has been introduced in the New Jersey State Legis-
lature providing for this settlement.

We hereby certify that, in our opinion, the acecompany-
ing Géeneral Balance Sheet, subject fo the foregoing
comments thereon, correctly reflects the financial condition
of The Port of New York Authority as at December 31,

1933.
Respectfully submitted,

LAWRENCE SCUDDER & CO.
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LETTER OF TRANSIVIITTAL—ANNUAL REPORT
FOR YEAR 1933

New Yorg, March 5, 1934.

To the Governor and Legislature of the State of New
York:

To the Governor and Legislature of the State of New
Jersey:

Continuing its efforts to improve transportation facilifies
within the Port Distriet as rapidly as practicable, the Port
Authority, during 1933, completed construction of its Inland
Terminal No. 1 and Commerce Building situated in Man-
hattan at 15th and 16th Streets and Eighth and Ninth Ave-
nues. Work on the Midtown Hudson Vehicular Tunnel,
which had been delayed due to the continuance of adverse
economic conditions, was resumed. Resumption of this
important project, which will carry traffic under the Hud-

. son River to and from the vicinity of 38th Street and Tenth

Avenue, Manhattan, and Weehawken, New Jersey, was

- made possible through a credit of $37,500,000 arranged

with the Federal Administration of Public Works and
covered by contract dated September 1, 1933,

This contract provides for the Port Authority complet-
ing in 1938, the first ¢‘operating unit’’ of the tunnel project.
That is to say, one tube only will be constructed with a
two lane roadway for the movement of one lane of
vehicular traffic in each direction. Contracts for the casting
of the tunnel segments and for the manufacture of nuts
and bolts were awarded immediately credit arrangements

were completed. The main tunnel contract for the boring

of the tunnel was awarded in March of this year. The
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. work is being progressed with all possible speed in order

, - to alleviate as much as possible the unemploymeni problem.

£
i
x

It is expected that during the course of this work, employ-
ment will be given, directly or indirectly, to eight thousand
employees. The resumption of this work permitted the
Port Authority to re-employ many of its engineers who had
been furloughed during the early part of 1932,

The total vehicular traffic for the year 1933 was 18,035,68%
compared with a total of 18,389,533 in 1932, a decrease of
353,864, or 1.9 per cent. The tolls and other revenues from

 all operated vehicular facilities in 1933 amounted to $9,755,-

245.91, as eompared with $9,898,495.98 in 1932, a decrease
of $143,250.07, or 1.4 per cent. This showing, considering
the adverse conditons experienced, is encouraging inasmuch
ag it was felt at the beginning of the year that a decrease in
revenues of $1,000,000 was quite within the realm of possi-
‘bility. Fortunately, however, the rate of decrease on the
. Holland Tunnel slowed up con&derably during the year

~ and traffic increased on the George Washington Bridge to

such an extent that there resulted an increase In revenues

- of $273,692.48, or 9.3 per cent over 1932; so that, despite a

material decrease in revenues on the Staten Island bridges,

:.the net total result was gratifying, The gross income from
- operations of all operated vehicnlar facilities, totalled

- $10,134,638.21, and after deductmg operating expenses,

_mterest on funded debt and other income charges, there
“remained a net income from operations of $3,112,953.78, as

compared with pet income during 1932 of $3,659,006.26, a
; L decrease of $546,152.48, or fourteen per cent. This decrease

@

“was due mostly to an increase in interest charges included

in income account. The interest accrued in 1933 amounted -

{0 $4,998,583.34 as compared with acernal of $4,474,375.02
in 1932, an increase of $524,208.32. The decrease in gross
income was somewhat offset by a decrease in- operating
.expenses of $107,279.04. Total income, including the
income from capital assets, amounted to $3,349,689.65. The

" net income from capital assets declined from a total of

'$374,002.85 in 1932, to $236,735.87 in 1933, a decrease of
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' $3r 266.98, or nine per cent, due wholly to less interest

received on bank halances.

Satisfactory progress has been made in bringing about
full use of Inland Terminal No. 1 and the Port Authority
Commerce Building. At this time over fifty per cent of the
available space has been taken and several prospective
important leases are under negotiation. The Port
Authority moved its entire general offices to the ff-
teenth floor in the new building in April, 1933.. The
remodeling of the second floor of the building to provide
large space for trade exhibitions will undoubtedly prove of
benefit. Heretofore, due to the lack of proper facilities,
many large trade shows and exhibitions which have been
held in other parts of the country were unable to come to
New York, After much stndy of the problem, it was
decided, late in the summer, to meet this demand by
the establishment of Commerce Hall. The Hall was
opened offictally on December 8th, coincident with the
entrance of the Ford Exposition of Progress, and in the
nineteen days that the show was open it was V1$1ted by
2,298,023 people.

Last year the Port Authority reduced its annual request

for funds to ecarry on port development studies, Inter-

state Commerce Commission cases, etc., from $200,000 to
$100,000—450,000 from each State. No request for appro-
priations for the next fiscal year will be made, as it is felt
that the Port Authority is now in a position to carry on
whatever work of this characier is necessary, save in cer-
tain special cases, when it may be called upon to make
studies of an unusual nature.

The Port Authority is in a strong financial condition.
At the end of the vyear, the cash on hand totalled
$10,134,004. Securities held, at cost, amounted to $10,547,-
395, composed of Port Amthority bonds, and New York

. and New Jersey municipals. The {fotal debt of the Port

Authority was decreased $1,400,000 during the year

17
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:ifough the payment of bonds maturing. Surplus revenues
m the Holland tunnel permitted the addition of
90,987 to the (eneral Reserve Fund during 1933, and
“atithé end of the. year the fund totalled $3,093,343.

Respectfully submitted,

rGEOBGE R. DyEg,
© Chairman,

Frang C. Fercusow,
Vice Chadrman,

Howarp 8. Crvriman,
Joax F. Mugrgray,
Jorx J, PuLLEyNw,
A. J. SuaMBERG,
RupoLpr REIMER,
Josepr (. WrIGHT,
George pEB. KEiM,
Ira R. Crousk,
Joux J. Quiny,
JorN Mivtoxw,
Commissioners.
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SECTION I—DEVELOPMENT AND PROTECTION
OF THE PORT

Part 1—Port Development

Coordination of Railroad Freight Facilities and Operation—
Cooperation With Federal Coordinator

The passage of the Emergency Transportation Act of
June, 1933, coupled with the appointment of Hon. Joseph
B. Eastman as Federal Coordinator of Transportation
inaugurated a new phase in the consolidation of railroad
freight terminals and operations throughout the United
States. The Transportation Act specifically directs the
new Federal Coordinator to encourage or require action
on the part of the carriers to avoid waste, preventable
expense, unnecessary duplication of service and facilities;
and to promote joint use of terminals.

Immediately upon the appointment of the Federal Co-
ordinator, the Port Authority took steps to place before him
and his cooperating railroad committees its factual studies
of potential economies to be secured through coordina-
tion of freight facilities within the Port District. On July
5th, a letter was sent to the Eastern Regional Coordinating
Committee, composed of railroad executives, outlining a
six-point terminal coordination program:

. 1. Gradual closing down of pier stations in Manhat-
tan and Brooklyn and replacing same with consolidated
store-door delivery and union freight stations. The
ownership and operation of such common facilities and
services to be vested in the carriers themselves.

2. Unified operation, similar to Terminal Associa-
tion of St. Louis, of existing belt line trackage, includ-
ing new belt line tunnel from Greenville to Bay Ridge

. and greater use of New York Connecting Railroad; for
interchange of freight between trunk line carriers and

19



'to and from steamship piers and mdustrlal 51d1ngs
located.on the rails of other earriers.

3. Consolidation of rallroad “marine equipment
(excluding ferries) into a union boat holding corpora-
tion that will arrange for the operation of such equip-
ment, under one head, for the handling of all harbor
traffic of all ecarriers on a uniform basis. '

4. Consolidation of railroad lighterage piers where

freight is transferred from railroad cars o marine
equipment, for the purpose of securing more efficient
use of the terminals themselves and heavier loading
of marine equipment.

5. Produce terminals of individual carriers in Man-
hattan and New Jersey to be coordinated into union
perishable food terminals, open to all earriers on equal
terms and operated by a union produce terminal
company,

6. Congolidation of local merchandise freight sta-

tions of Northernh New Jersey into a number of stra-
tegically located union stations, supplemented by some
system of store-door delivery.

This was followed up by the filing of a memorandum
ith the Eastern Regional Coordinator on August 18th

mated saving of approximately $7,500,000 per aunum.
Detailed data covering the several phases were subse-
quently furnished to the Coordinator. ‘

- Working in cooperation with the Coordinator, the rail-

ing 1933 in at least two directions in achieving coordina-
“tion of their activities. In July, the Railroad Marine
Service was established to unify certain of the harbor
- lighterage operations. On November 19, 1933, the Marine
== . Service established a central tug dispatching office at 21
- West Street, connected by private wire telephone system

" with all of the railroad lighterage terminals. The-railroad
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developing the program in more detail and showed an esti--

. roads serving the Port of New York made progress dur-

tug dispatchers are now concentrated in this office and are

effecting economies by performing tows for each other by

making available a tng of one railroad when it is con-
vemently located to a barge or carfloat of another railroad
requiring towing or. shifting.

In the first twelve days of the new central dlspatchmg
operation, approximately 1,415 operations were performed
by tugs of owning railroads for barges or lighters of other
railroads. Since the total number of towing operations
during this period amounted to about 11,000, the recipro-
cal towing constituted 12 per cent, a rough measure of the
resultmo- economies.

begmmng was also made in the reciprocal use of
barges, in instances where the barge of one railroad has
been made light conveniently near a harbor point where
another railroad needs a barge for loading. Through the
operations of the Railroad Marine Service the chartering
of outside tugs and barges has been completely eliminated,
and .the supply of the tug power more nearly adjusted to
total eurrent demand of all earriers.

The railroads made progress in another dlrectlon by
consolidating certain station facilities in Manhattan and
Brooklyn. On May 1, 1933, the Pennsylvania Railroad
joined with the Baltimore & Ohio in a joint station at Pier
21, East River, the Pennsylvania abandoning its adjacent
Pier 22. Effective January 1, 1934, the Baltimore & Ohio,
Lehigh Valley and the New York Central and Pennsylvania
Railroads combined their stations at Wallabout Terminal,

: Brooklyn, into a Union Freight Station jointly operated

under a single agent. This joint station utilizes two piers
(Nos. 2 and 3 Wallabout) in place of three piers and a
bulkhead previously occupied and permits the release of
Pier 5 formerly occupied by the Lehigh Valley, and the
bulkhead occupied by the Baltimore & Ohio.

Mainly by reason of consolidation and establishment of
‘union stations,.the railroads have been able to give up four

and a half piers on Manhattan Island and one pier and

‘a-bulkhead in Brooklyn at an aggregate annual savmg in

rental charcres of approximately $340,000.
21



For making both these forward steps in the unification
* of lighterage and the consolidation of stations the railroads

. > are to be commended.

% Union Inland Freight Station No. 1

The year 1933 marked the first complete yeam of opera-
tion of Union Inland Station No. 1, located in the Port
Authority Commerce Building, the initial step in carrying
out that portion of the statutory plan designed to afford
‘relief to Manhattan Island. Previous reports outlined the
negotiations with the eight New York railroads which
resulted in the agreement under which the Port Authority
constructed Union Terminal No. .1 and leased the ground
floor and basement to the carriers for operation under
joint management of a union less-carload freight terminal.

The station opened on October 3, 1932 and in the first
twelve months handled over 40,000 tons of freight. While
the station is by no means as yet used to -capacity, the

. .. growth in tonnage handled during the first year has demon-
* gtrated its popularity with shippers. The October, 1933

volume amounted to 5,008 tons, 310 per cent of the 1,567
tons handled in the corresponding month of 1932, Reports
- received from important shippers and receivers of less-
% carload freight fulfill expectations with regard to the use-

i:';i-fulness of the station in reducing street traffic and cartage
+7w costs and expediting the handling of freight to and from
-3 merchants’ stores and warehouses.

£ Approximately 2,000 shippers and receivers made
4 repeated use of the Union Inland Freight Station in 1933.
¢ ™ Steps have been taken to encourage the carriers to pro-

*  mote the use of the station more actively..
Theé small percentage of inbound freight passing through

-the station appears to be attributable largely to the failure
on the part of the-carriers to issue instructions that inbound
- freight consigned to street addresses in the . vicinity of
the Union Inland Station shall be automatically routed to
~ and offered for delivery at that station. As yet no delivery
territory has been assigned to the railroad tariffs and
billing books to the new station and so far as the tariffs
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are concerned the station is not yet on a parity with the
carriers’ other Manhaitan station. '

Late in 1933 the trunk line carriers filed tariff supple-
ments with the Interstate Commerce Commission restriet-
ing the use of Union Inland Freight Station No. 1 on
deliveries of eastbound freight consigned to water carriers
for forwarding beyond the Port of New York. Since the
routing of railroad consignments to Union Inland F'reight
Station No, 1 for concentrated trans-shipment by truck to
intercoastal and overseas ships had resulted in reduction -
of transfer charges at the port from an average of approxi-

.mately 15 cents per hundred pounds to 5 cents per hun-

dred pounds, the Port Authority joined.with interested
shippers and steamship companies in a protest to the
<arriers and to the Interstate Commerce Commission. The
restrictive tariff went into effect on December 1st, despite
the protests. The matter is being taken up with individual
carriers for review. :
. In August, the carriers, with the approval of the Port
Authority, subleased 5,000 square feet of space in the
Union Inland Freight Station to the Railway KExpress
Ageney. This space is being used by the Express Agency
to assemble shipments for dispatch to rail-head loading
terminals in much the same way as the carriers assemble
less-carload freight on the same platform.

Store Door Delivery

On December 1, 1933, the Erie and Pennsylvania Rail-
roads began a system wide experimental store door col-

- lection delivery of less-carload freight in'the territory

served by their respective lines. Since this service is com-
plementary to the Port Authorlty s union station and pier .
consolidation plans in substituting terminal motor truck-

- ing for the ecarfloat and pier station delivery of merchandise
_to the easterly side of the port, the Port Authority staff

appeared at a hearing before the Interstate Commerce
Commission in support of the proposed service.

- If the expenmental store door delivery service is a sue-
cess, and is also extended to carload traffic, togethet with
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the rmore intensive use of Union Inland Freight Station .

No. 1, it will ““dry up”’ the pier stations and permit their
release for ocean shipping, with consequent large econo-
mies to the rail carriers in their terminal operating costs.

Under the present tariffs, collection and delivery serv-
ice is included in any freight rate over 35 cents per hun-
dred pounds for hauls up to 260 miles, this being the zone
of most intense motor truck competition. Beyond 260
miles a graded scale of charges, ranging from 1 cent to
6 cents per hundred pounds is assessed above the freight
rate.

Belt Line No. 1
Belt Line No. 1, the mest important section of which is

the @reenville-Bay Ridge Tunnel under New York Bay;
when constructed, will provide an all-rail route connecting

the New Jersey and New York sides of the port. Actnal ~

construction of this project ean not be undertaken until

agreements with the railroads have been arrived at cover-:

ing the use of the proposed tunnel and its connections.
Early in the year a thorough study of revised plans was
made by representatives of the Brooklyn Chamber of
Commerce, the Long Island Ten-Year Plan Committee
and the Port Authority and submitted to the Chairman
of the Eastern Railroad Presidents Conference Commit-
tee on April 28, 1933. At that time, due to unsettled con-
‘ditions such as pending railroad legislation, railroad con-
solidations, sub-normal business conditions and railroad

finances in general, it was not possible for the railroads -

to make a final determination as to the immediate timeliness
of the project. ‘ ‘

On several occasions between August and Deecember,
" 1933, the plans for the tunnel and its connections were laid
before the representatives of the Federal Coordinator of
Transportation. Although the tunnel as a-self-liquidating
project cannot be carried forward until financial agree-
ments are reached with user railroads, the Port Anthority
has urged that the improvement be recommended by the
Coordinator as a desirable joint undertaking by the car-
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riers, with possible financial aid from the Federal
Government,

Northern New Jersey Freight Transportation Survey

The 1932 Report noted that a survey of the freight trans-
portation needs of the New Jersey section west of the
Hackensack River was undertaken on February 1st of that
year with headquarters at a field office in Newark. By the
end of June, 1933, the field work of canvassing approxi-
mately 3,000 shippers in the whole of Essex County and
Elizabeth, Union, Hillside, Lyndhurst, North Arlington,
Kearney and Harrison had been completed, and records
assembled from 113 railroad stations. In this survey the
Port Authority had the cooperation of the chambers of
commerce, shippers’ organizations and railroads in each
community.

It was originally infended to canvass the whole of New
Jersey within the Port Distriet. The failare of the New
Jersey Legislature, however, to contribute New Jersey’s
share of the annual appropriation which enabled the Port
Authority heretofore to conduct its planning and devel-
opment activities under the Port Compact, necdssitated the
discontinuance of the Newark office and the field work.
With the exception of some preliminary surveys at Car-
teref, Clifton and Lodi, the Paterson, Bergen "County,

- Amboy, Rahway and New Brunswick territories were not

reached. .
Upon the closing of the Newark office, the compilation
and analysis of field data already collected was transferred
to the main office. A map, the first of its kind, making a
complete inventory of railroad freight station facilities in
the. Essex County area was prepared, and copies distrib-
uted to the railroads and large shippers. An advisory
commitiee of shippers’ representatives kept in touch with
the progress of the field survey and the compilation of
results and made valuable suggestions. Some of the
preliminary findings. were discussed before the Newark
Traffic Club on October 3, 1933. The material relating to
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rail freight traffic is being prepared in report form for use
by the Federal Coordinator and for future negotiations with
the railroads. The data on motor vehicle and waterborne
tonnage will be useful in connection with studies of new
interstate_crossings and economic surveys of river and
harbor projects. ‘

Federal Aid to the New York State Barge Canal

The Annual Report for 1932 ealled attention to the
importance of the New York State Barge Canal as a link
between the Port of New York and the vast hinterland of
the United States tributary to the Great Liakes. This canal
places the Port of New York in a position to compete for
low cost inland transport with the ports of New Orleans
and Montreal, which are served by the Federally main-
tained Mississippi and St. Lawrence waterways.

During 1933 the Port Authority continued its efforts, in

cooperation with the Department of Public Works of the.

State of New York, the Albany Port Commission and
various civie and trade bodies, to advance the project
for improving the canal by deepening to 14 feet between
locks and raising bridges to a minimum vertical clearance
of 20 feet. On July 31, 1933, a Port Authority representa-
.‘tive appeared before the Board of Engineers. for rivers
and harbors of the United States War Department in sup-
port of a recommendation that the Federal Government
undertake the improvement of the canal at a cost of
$27,500,000, leaving the title, control, maintenance and
operation in the hands of the State of New York. On
August 11th a supplemental brief was filed elaborating the
economic justification for the Federal contribution.
* On September 28th the Chief of Engineers of the War
Department transmitted a report of the Board of Engi-
neers recommending to Congress the adoption of the
project. The maiter now waits favorable action by
Congress or an allotment by the Executive Department

from the funds set aside for rivers and harbors improve-

ment under the National Recovery Aect, or both.
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Channel Improvements

Since Congress refrained from enacting a rivers and
harbors bill during the past year, no new examinations or
surveys for channel improvements in the Port District
were authorized. The National Industrial Recovery Act
made up in part for the lack of a regular river and harbor
bill. Title 11, Section 202 (b), of the Act permitted the
construction of river and harbor improvements heretofore
or hereafter adopted by the Congress or recommended by
the Chief of Engineers of the United States Army.

Under anthority of this section the full amount of esti-
mated cost was allofted to the Perth Amboy Quarantine
Anchorage and Perth Amboy Cut-Off Channel projeets,
both of which the Port Authority had recommended.

Projects already under construction which received addi-
tional funds by allotment under the Public Works section
of the Recovery Act were:

Hudson River Channel, N. Y.

Bay Ridge and Red Hook Channels, N. Y.
East River, N. Y.

East Rockaway Inlet, N. Y.

Buttermilk Channel, N. Y. -

~ The total funds allotted to the above-mentioned channels
aggregated $3,435,000. The Buttermilk Chanmel project
was progressed by letting of contract for relaying of
obstructing cables and water mains between Brooklyn and
Governors Island, as well as for rock dredging in the
channel. This is the beginning of actnal work on a long
deferred project. '

The Port Authority also made many investigations and
recommendations to the United States Engineers relative
to applications for harbor line modifications, laying of
submarine pipes and eables, and other matters pertaining
to the protection” of navigable channels and regulation of
commerce thereon,



57th S_treet Bridge

At a hearing before Secretary of War Dern on Sep-
tember 13, 1933, the Port Aunthority. opposed the granting
of a permit/to the North River Bridge Company for the
construction of a bridge across the Hudson River at 57th
Street.

On November 8th, the Secretary of War advised the
bridge company as follows:

“I find that the bridge as you propose will interfere
with the navigation in the North River. That inter-
ference is not unreasonable if the bridge is a necessity
to the immense cross-river traffic between New Jersey
and New York, and were such necessity a fact, a
permit would at once issme. Any interference with
navigation in New York Harbor is unreasonable when
not necessary. ‘

Your proposed bridge is opposed by local publie

authorities, especially the Port Authoritv, in which -

appears fo be vested the special care of important
bridges and tunnels.

The Port Authority has planned a tunnel at 38th
Street, and has borrowed a large sum of money from
the Federal Government on a self-liquidating basis.
Your bridge, if built, would come into direet and power-
ful competition with that enterprise, and threaten the
security of the loan made by the Federal Government.

At present the proposed tunnel at 38th™ Street
appears sufficient to meet traffic demands. Additional
facilities appear of doubtful necesmty now or in the
near future.

With these considerations in view in the meeting of
my duty in-the interpretation of the law requiring no
nnreasonable interference with navigation, as well as

* the futility of issuing a permit, I inform you that no
permit for a bridge over the North River at or in the

vicinity of 57th Street, New York City, will be issued

by the War Department, now or in the near future.””
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Supervision of iraffic Surveys—Emergency Works Bureau and
Civil Works Administration

At the request of the Unemployment Relief Committee
(so-called Gibson Committee), the Port Authority provided
a limited amount of technical supervision for traffic surveys :
made by so-called ‘“white collar’’ groups.

The Emergency Works Bureau was provided with field
headquarters by the management of the County Trust
Building, 14th Street and Eighth Avenne. The work was
carried on continuously from November 16, 1931 to October
1, 1933 by a force built up from 30 men to approximately
800 and then tapered off as the funds were depleted. Both
New York and New Jersey residents were employed in
‘approximately equal rafio.

Among the surveys completed were an origin and destina-
tion study of freight received and delivered at Manhattan,
Brooklyn and Bronx waterfront railroad freight stations;
a canvass of the origin and desfination and mode of con-
veyance of freight handled at 45 steamship piers in New
York harbor for a period of four months in 1932; typical

 hourly, daily and seasonal variations of interstate highway

traffic; compilation of detailed origin and destination and
trend data for vehicular traffic.

Many of these compilations and analyses were graphed
and constitute valuable records for future planning of port
facilities, which the Port Authbrity could not have
assembled without the assistance of the Emergency Works
Burean. In order to complete the compilation and graph-
ing of field data gathered in these surveys the Port
Authority has arranged to house and supervise 50 engineers-
and draftsmen assigned by the New York City Branch of
the Federal Civil Works Administration beginning
January, 1934.

Highway Traffic Studies

Throughout the year a small force of expert traffie
analysts continued studies of the trend, destination,
directional flow, and periodic variations in vehicular traffic
over the Port Authoriiy’s facilities. With the aid of forces
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furnished by the IEmergency Works Bureau, mentioned

elsewhere in- this report, numerous field clockings were
completed. The facts developed from these studies were
necessary to decisions in respect to operating, engineering
and financial problems. '

Numerous statistical records were assembled and
analyzed as traffic barometers with which to compare
results of the operations of the Port Authority crossings.
These records included a complete picture of the interstate
‘vehicular traffic from Tarrytown to Perth Amboy via all
ferries, bridges and tnnnels; motor vehicle registrations
for the Metropolitan counties in New York and New Jersey;
traffic over nine bridges and tunnels in outside Metropolitan
areas such as Philadelphia, Buffalo, Defroit and San
Francisco; motor vehicle production and sales; and
signifieant New York business indexes. Information was

also exchanged with various Federal, State and Municipal

departments, administering highway traffic programs.

Numerous studies of traffic and revenues, including a
revision of estimates to the basis of the first-stage, one-tube
projeet, were prepared to be used in the financial negotia-
tions with the Reconstruction Finance Corporation and the
Public Works Administration in connection with the con-
struction of the Midtown Hudson Tunnel. Data on the
estimated volume and distribution of peak hour funnel
traffic in comparison with the Midtown Manhattan street
capacity were prepared for discussion with munieipal
officials and civie associations. Clockings and analytical
stndies were made of the per lane capacity of a funnel
under varying minimum truck speeds.
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SECTION I-—DEVELOPMENT AND PROTECTION
OF THE PORT

Part 2—Port Protection

As in prior years the Port Authority has been active in
protecting the commerce of the port. Trade restrictions
and transportation rates play a powerful part in determin-
ing the flow of commerce. Competitor ports, particularly
on the Atlantic and Gulf Coasts, enjoy lower transportation
rates to and from the highly competitive central territory.

~ The Port Anthority, in cooperation with the railroads, eivie

and trade bodies of the port, is constantly resisting
attempts to increase these out-port differentials. The

- activities during 1933 centered on three fronts:—

1. Maintaining or bettering the relationship of.the
Port of New York to other North Atlantic ports;
Boston, Philadelphia, Baltimore and Norfolk.

2. Resisting efforts to increase the advantage of
the gulf and South Atlantic ports, particularly New
Orleans, .

3. Removing restrictions against handling Canadian
grain through the United States’ to the United
Kingdom, by clarifying the British Customs
regulations. '

In connection with this program the Port Authority has
participated in five cases before the Interstate Commerce
Commission involving the North Atlantic port relationships -
and two cases involving the Gulf Ports. Decisions have
been handed down in three of the seven cases which
preserve or re-establish the customary relationship of the
Port of New York to other ports. The decisions in the
remaining cases have not yet been rendered.

In connection with the movement of Canadian grain to
the United Kingdom via New York and other United States
ports, restrictive British Customs regulations have been
clarified in such a way as will permit the re-establishment
of this important transit trade.
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In another field, the physical protectlon of the port from -

the hazard of explosions or fires in dangerous cargoes,

progress has been achieved in advancing the long delayed

regulations by the Interstate Commerce Commission.
Kach of these matters is summarlzed below.

Boston -Differential Case—I1. C. C. Docket 23327

In the Twelfth Annua! Report reference was made to a
complaint filed in April, 1930, by the City of Boston and
the Boston Port Authority which requested the Interstate
Commerce Commission

1. Mo prescribe differentially lower rates to Boston
in place of the present rates which are on an equality
with New York, and

2. To order publication of separately established

rates .and charges for terminal serviees such as -

lighterage, car floatage, motor truck service to off- track
stations, ete. ‘

The Port Authority intervened in this proceeding in
opposition to the complaint, contending that Boston is not
entitled to lower rates than New York by reason of any
geographical or transportation condition or legal precedent.
In January, 1933, the examiner for the Interstate Commerce
Commission filed a proposed report finding that lighterage,
or floating or trucking in lieu thereof at the Port of New
York on export, import, coastwise and intercoastal traffic
from and to points in New England were unduly prejudicial
to Boston and.recommending separate charges for these
services. On April 15th the Port Authority filed exceptions
to the examiner’s report, pointing out how the examiner’s
recommendations would place the Port of New York at a
disadvantage in competition with other ports, and
emphasizing the deficiencies in his reasoning on the facts
and the law. Connsel for the Port Authority also par-
ticipated in oral argument before the full Commission on

May 24th. The final decision from the Interstate Commerce"
" Commission in this proceeding has not yet been rendered.
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North Atlantic Port Relationships—Import, Expert, Inter-
coastal and Coastwise Rates: F. S. A. 14570 et al.:

Prior to 1931 practically all of the import, export, and
intercoastal business of the North Atlantic ports moved
on the same rates as domestic business. The readjust-
ment of domestic rates to a mileage basis by the Inter-
state Commerce Commission in the Eastern Class Rate
Decision . disrupted the long-standing port relationships.
As described in the Eleventh Annual Report, the Port
Authority supported the carriers’ proposal in 1931 to
publish a separate scale of import, export, intercoastal

- and coastwise rates to maintain the usual port differen-
_tials., Temporary authority so to do was granted by the

Interstate Commerce Commission at that time,
On April 4, 1933, the Port Authority appeared before

* the Interstate Commerce Commission in support of appli-

cations of the railroads for permanent authority from the
Interstate Commerce Commission to re-establish the port

relationships on import, export, intercoastal and coast-

wise rates. On May 23rd, the Interstate Commerce Com-

.. ission granted a continuation of the temporary authority.

No final decision on the request for permanent aunthority
has yet been rendered. :

Intercoastal Wood Pulp—I. C. C. Docket 24914

On January 3, 1933, the Interstate Commerce Commis-
sion issued its decision in Puget Sound Pulp and Timber
Company, et al., versus Baltimore and Ohio Ratlroad, et
al, I. C. C. Docket No. 24914. This case involved rates on
wood pulp in carloads from New York, Philadelphia, Balti-
more, Norfolk and Newport News, Virginia, to destinations
in Ohio, Indiana, Michigan and Illinois, applicable on inter-
coastal traffic originating in the State of Washington.
The Port Authority intervened in this proceeding to pro-
tect the competitive relationship of the Port of New York
to other ports by preventing the widening of the port
differentials. The examiner’s report had recommended a
rate adjustment which wounld have doubled the port differ-
entials to the disadvantage of the Port of New York. The
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final report of the Commission reqmred the preservatlon ’

of the port differential relationships on the usual basis.

Railroad Warehousing and Storage Practices—I. C. C. Ex parte
104—~Part 6

Reference was made in the Twelfth Annual Report to
a petition filed by the Port Authority with the Interstate
Commerce Commission to broaden the scope of its inquiry
in this proceeding to cover all of the North Atlantic ports,
because of the competitive character of the traffic influenced
by railroad storage practices. ,

In its decision rendered December 12, 1933, the Inter-
state Commerce Commission decided for the present
against extending the scope of its investigations but made
it clear to the carriers that practices at all ports must be
adjusted‘uniformly The decision of the Commission read
in part as follows: '

“Wor the present, the pending motion to extend this
investigation to cover other ports and terminals, is
denied. All carriers subject to the act are.hereby
admonished that their practices and charges should
be adjusted in conformity with the pl:inciples
announced in this report. Failure of the carriers so
to adjust their practices and charges should be deemed
sufficient reason for the institution of further investi-
gations in conformity with the pending motion.”

Rates to Atlantic Seaboard on Iron and Steel Arucles for
Trans-shipment via Panama Canal

In February, 1933, joint conferences were held in Pitts-
burgh between shippers’ representatives and the carriers
operating in trunk line and Central Freight Association
? territory. The shippers sought a rate basis on iron and
steel articles from Central territory to Atlantic Seaboard
ports on shipments destined for movement via the Panama
Canal to Pacific Coast ports which would be comparable
to rates applying on export traffic. At present the rates

on intercoastal iron and steel are on the same basis as

apply to loeal shipments to points in the Kastern territory.
34

The Port Aunthority participated in these conferences,
urging that the port relationships on intercoastal iron and
steel be restored to the basis already in effect on export,
import and intercoastal merchandise moving on class rates.
This basis is the long standing North Atlantic port differ-
ential adjustment under which rates via New York are 3
cents per 100 pounds over Baltimore, 2 cents per 100
pounds over Philadelphia, and on a parity with Boston.
The adverse rate differences under the domestic mileage
basis against New York range from 4 cents to 6 cents per
100 pounds as compared to Baltimore,

No decision has vet been announced by the carriers in
this matter.

Gulf Import and Export Rates—I. & S. Docket 3718

In previous annual reports reference has been made to
a protracted litigation before the Interstate Commerce
Commission involving the reiationship of New York and
other North Atlantic ports to Gulf and.South Atlantic
ports on import and export traﬂie to and from Midwestern

- territory. The first phase of the htlgatlon known as

F. S. A. 2040 et al., was ferminated by a decision of the
Interstate Commerce Commission in 1931 which in effect
denied to the Gulf and South Atlantic ports the right to
establish the very low rates proposed for the purpose of-
diverting traffic from New York and other North Atlantic
ports.

In 1932 the Southern carriers, with the support of their
port interests, -again filed tariffs proposing low rates but
this time avoided any violation of the Fourth Section by
maintaining the low basis of rates at intermediate points
south of the Ohio River as well as in the Central competiti-
tive territory. Upon protest to the Eastern Trunk Lines,
the Port Authority, and other North Atlantic port inter-
ests, the Interstate Commerce Commission suspended the
proposed rates pending 1nvest1gat1on '

At hearings, and upon brief, in 1932, the Port Authority
pointed out the wasteful and uneconomical character of
the proposals of the Southern carriers, and the lack of
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help the Port of New Orleans; which now cnjoys ocean
rates as low as any North Atlantic port, lies at the mouth
of the vast inland weterway system of the Mississippi
Valley, and has rapidly growing commerce and shipping.

On September 25, 1933, the Examiner in charge of the
case ishued a proposed report which, in effect, would per-
mit the Southern carriers to maintain the low rates which
they proposed. The Examiner’s report proposes to permit
import and export rates as low as fifty per cent of the con-
temporaneous rates for domestic movement.

In brief filed January 15, 1934, the Port Authority
joined with other interests in the Port of New York in
taking exception to the Examiner’s report. The final
decision will not be handed down until after an oral argu-

"ment before the Interstate Commerce Commission on
March 19, 1934,

Rates on Sugar from Gulf and South Atlantic Ports—I. & 8.
Docket 3814

The Southern ecarriers supplemented their attempt to
put in a low basis of import and export rates, above men-
tioned, by a proposal to reduece drastically the rates on
sugar refined at Southern ports and moved into midwestern
territory. The Interstate Commerce Commission sus-
pended these schedules upon petition of the Eastern rail-
roads, the Port Authority, and other North Atlantic port
interests. During the course of the Commission’s investi-
gation, the Eastern Trunk Lines filed rates which sub-
stantially met those proposed by the Southern carriers.
These were also suspended. After counsideration of the
entire situation the Commission, in a report dated July
3, 1933, permitted both the Southern and Eastern rates to
go into effect insofar as they applied to carloads with a
, - minimam weight of 60,000 pounds. The Southern carriers’
proposal to establish a still lower basis for 80,000 pounds
carload shipments was referred back for medification. To
meet the latter situation the Eastern carriers have filed
rates referred to under the heading—Rates on Sugar from
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North Attantic Ports, F. 8. A, 15539, elsewhere in this
report. These latter rates, if approved, will maintain the
competitive position of the Port of New York.

Rates on Sugar from North Aflantic Ports—F. S. A. 15339
In order to meet competition in the movement of refined

‘sngar from the seaboard to the middle west, the Kastern

railroads filed application with the Interstate Commerce
Commission to establish a basis of rates which would sub-
stantially equalize the North Atlantic ports with the Gulf
ports and at the same time restore the North Atlantic
port relationships, which had been disrupted on domestic
rates by the Commission’s decision in the Fastern Class
Rate, Docket 15394. The carriers application provides that
on carloads having a minimum weight of 80,000 pounds,
the rate from New York to Central territory will be 3 cents
per 100 pounds over Baltimore, the long standing Atlantic
port differential, in place of differences in favor of Balti-
more of ag high as 5 cents or 6 cents per 100 pounds created
by the mileage scales governing the domestic basis.

At a hearing before the Interstate Commerce Commis-
sion, held in Washington on January 11, 1934, the Port
Anuthority appeared in support of the railroads’ applica-
tion, contending that sugar, while moving on the domestic
rates, was in fact an imported commodity merely refined

in transit at seaboard for ultimate movement to the con-

sumer markets in the interior. The matter is still pending
beforg the Interstate Commerce Commission.

Canadian Grain to United Kingdom

The Twelfth Annual Report referred to the diversion
of Canadian grain from the Port of New York by enact-
ment of the British imperial preference tariff and a ruling
of the British Customs that through consignment from a
point in Canada to a point in the United Kingdom must
be established to secure the preference.

Two test shipments in the early part of 1933 of Canadian
wheat via the Port of New York were rejected as not prop-
erly consigned and were assessed a duty of two shillings
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per quarter (6 cents per bustel at par). This resulted in

a complete stoppage of the flow through the United States
of Canadian wheat econsigned to the United Kingdom and
resulted,in serious loss to the elevator, port and transporta-
tion lines which had been handling ahout 20,000,000 bushels
per annum of this commodity.

The Port Authority acted promptly to meet this situa-
tion by inviting all interested parties to cooperate in a
conference committee for discussion with the Federal Gov-
ernment of steps to be taken to re-establish the movement
of Canadian grain via the United States. A delegation
conferred with officials of the State, Commerce, and Agri-
cultural Departments, resulting in an exchange of notes
between the State Department and the British Foreign
Office.

On May 17th two representatives of the conference com-

mittee were dispatched to London to discuss the exaet -

character of the documents required by the British Cus-
toms. One of the delegates was a member of the staff of
the Port Authority. The British officials received the
delegation with every courtesy, and an understanding was
arrived at within ten days as to the documents required.

A test shipment of wheat was forwarded from Fort
William via Buffalo to the Port of New York and thence
via the steamship 4usonia on December 7th. The dusonia
shipment was accompanied by documents prepared in
accordance with the understanding reached in London. In
January the British Customs accepted the Ausonia ship-
ment for free entry, stipulating that certain changes would
be made in one of the documents in connection with future

consignments. These changes have been worked out by k

the grain trade and the United States Customs. It is
believed that the regular flow of Canadian grain to the
United Kingdom via the Port of New York and other
American ports can now be re-established.

Regulations for the Handling of Exploswes—l.' C. C. Docket
3666

Reference was made in the T'welfth Annual Report to the

activity of the Port Authority in precipitating issuance
38

of regulations covering the transportation of dangerous
articles by water on the part of the Interstate Commerce
Commission.

‘The Port Authority appeared at a public hearing held by
the Interstate Commerce Commission on January 4, 1933,

pointing out the large number of subaqueous tunnels and

extent of waterfront property which had been subjected
to actual hazard, both to life and property, in connection
with fire and explosion of dangerous cargoes. Numerous
amendments were suggested to the preliminary draft regu-
lations which had been prepared by the Interstate Com-
merce Commission.

After informal conferences on September 26th and 27th,
and another hearing on September 28th, the Interstate

Commerce Commission issued a second draft of prOposed

regulations under date of October 31st.

This draft failed to include two important features which
had been urged by the Port Authority ; namely, a procedure
for policing the regulations by inspection of vessels at
time of entry, and regulations covering the handling of

~ bulk cargoes of inflammable liquids such as gasoline.

Accordingly the Port Authority filed, on December 1, 1933,
a brief of exceptions urging the inclusion of these secttons.
This brief was concurred in by a committee of waterfront
property owners in New York harbor, by the American
Association of Port Authorities, and by various official port
bodies in other sections of the United States.
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SECTION II—CONSTRUCTION

Part 1-—George Washmgton Brldge

Early in the year the number of bus passengers using
this bridge had grown to such an extent that it became
desirable to provide shelters near the plazas for persons
awaiting buses, Tenders for the erection of snitable build-
ings of steel and glass construction were invited. On May
25th a contract was execnted covering the construetion of
one building on the New York plaza at Fort Washington
Avenue and one on the New Jersey plaza adjacent to the
field office building. The sheIters were completed ready
for use by September 1st.

The ultimate arrangement of the New York approach has

been made the subjeet of further study and, while the plans
are not yet definite, considerable progress has been made
toward a final solution of this difficult problem.
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SECTION II-—CONSTRUCTION

Part 2—Port Authority Commerce Building

Construction of the superstructure of the Port Authority
Commerce Building, which was started in October of 1931,

-was substantially completed in 1933. While some minor

construction has gone on since that time, it has been con-
fined to the preparation of floors for occupancy by tenants.
Included in this work was the construction of a staircase
to the second floor from a lobby at the 15th Streef and
Eighth Avenue corner of the building, and alteration of
the second and third floors for exhibition purposes.
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SECTION II—CONSTRUCTION

Part 3—Midtown Hudson Tunnél

During the year the decision was made fo construct the
Midtown Hundson Tunnel project in two stages. The first
stage will consist of a single tube with a two lane roadway
for the accommodation of one lane of vehicular traffic in
each direction. It will have suitable plazas, highway con-
nections and facilities to fit it for operation as a self-con-
tained operating unit. It is planned to construet the sec-
ond tube and other portions of the complete project at a
later date when financing of the balance of the project
becomes feasible.

Arrangements for financing the First Operating Unit,
estimated to cost $37,500,000, were made through the Fed-
eral Emergency Administration of Public Works and a
loan agreement for this purpose was executed with the
Federal Government under date of September 1, 1933.

The main tunnel of this first unit will consist of a single
‘tube about 8,000 feet in length between portals, and will
be located on an alignment somewhat south of 39th Street
in Manhattan. This tube is the southerly one of the two
tubes of the completed projects. It is designed to have an
outside diameter of 31 feet and will be built for the greater
part in silt by the shield driven method. Sections near
the portals at either end will be in rock and will be built
by the usunal rock tunneling methods.
 In method of ventilation and interior arrangement, the
tunnel will be similar to the Holland Tunnel, except that
the roadway will be 21 feet 6 inches between curbs or 1
foot 6 inches wider than the roadway of the Holland
Tunnel. The ventilation buildings, located in New York
and New Jersey, are designed so that they can be enlarged
to provide for the ventilation of the second tube,

The New York plaza will be located east of Tenth Avenue
and south of 39th Street. It will have direet connection

% 42




THE NEW YORK |

PUBLIC 1.!3RARY -

ASTOR, LENOY AND
'| TILDEN FOTSNDATIONS
n ' L

with six crosstown streets by means of new north and south
streets which extend from the tunnel to 34th Street on the
south and to 42nd Street on the north, approximately
parallel to and midway between Ninth and Tenth Avenues.
While planned to be used ultimately for exit iraffic omly
in the complete project, the New York plaza is go laid out
as to be suitable for both entrance and exit and the traffic
to and from it will be diffused over such a large area as fo
cause no serious congestion in the city streets.

Ample plaza facilities will be provided in Weehawken
where direct connections will be made with Willow and
Park Avenues to the south and with Hudson County
Boulevard East and Park Avenue to the north. Direct
access to the communities on top of the Palisades and to
the west, in the initial stage, will be by means of a new
highway from Hudson County Boulevard East and Park
Avenue to its intersection with 32nd Street in the vieinity
of Bergenline Avenue, In the completed facility the
‘Express Highway will be continued across the plateau of
the Palisades as a depressed roadway which will pass
under all north and south streets and will make eonnection
with Hudson County Boulevard and with the State high-
way arteries west of the Palisades. Marginal surface
streets will be provided on either side of this Express

- Highway.
The general plans for the approaches have received the

.. —approval of the Municipalities and in New Jersey also of

Hudson County and Hudson County Boulevard Commis-
sion, Engineering representatives have been appointed
by these bodies both in New York and in New Jersey and
have cooperated with the Port Authority in the develop-
ment of the plans. ,

Substantial areas of prop®™ty for the New York
Approach were acquired in 1931 and will be added to as
required by the construction schedule. -Negotiations lead-
ing to agreements with the railroad companies relative to
properties to be occupied by the tunnel and approaches,
in both New York and New Jersey, have been well
advanced. '
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Sitee the completion of arrangements for financing
the project, intensive efforts have been made to initiate
early active construction operations. Within thirty days
of the signing of the agreement with the Government,
bids for the manufacture of the cast iron and cast
steel segments for the tunnel lining had been received
and the contraet for this work was executed with the
Bethlehem Steel Company on October 19, 1933, at an
estimated’ contraect price of $2,358,150. The contract for
the manufacture of steel bolts, nuts and washers for the
lining was executed with the Oliver Iron and Steel Com-
pany on December 5, 1933 at an estimated contract price
of approximately $177,700. Work on both of these con-
tracts is in progress. During October and November, bor-
ings to determine rock conditions at the site of the New
"York River Ventilation Building and the character of the
silt at intervals across the river were made by the Kennedy-
-Riegger Drilling Company, Inc. Meantime, contract draw-
ings and specifications for-the most important contraet
of the project, the construction of the shield driven
tunnel and ventilating shafts, have been completed.. The
contract was advertised on December 21st and bids are to
be opened February 21, 1934, )
_ The construction schedule for the First Operating Unit

contemplates completion of the project within four years so
that the tunnel is expected to be open for traffic early in
1938.
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SECTION III—OPERATION OF INTERSTATE
VEHICULAR CROSSINGS

Part 1—Holland Tunnel

~ From April 21, 1930 to March 1, 1931 the Holland Tunmnel
was operated by the Port Authority as agent for the two
states. Effective March 1, 1931 the control, maintenance,
operation, tolls and other revenue of the Holland Tunnel

~ was vested in The Port of New York Authority.

Traffic
- A total of 10,860,645 revenne vehicles used the Holland

Tunnel during the year 1933 as compared with a total of

'11,403,863-in 1932, a decrease of 543,218 or 4.8 per cent.
The decrease is attributable entirely to continued adverse
business conditions.

During the early months of the year the trend of decrease
was mmuch more severe—the month of March showing a

" decrease of almost twelve per cent. However, during the
_ latter part of the year the downward trend became less

so that the resultar_Lt decline’ for the twelve months was
‘only 4.8 per cent.

-Revenues and Expenses

The gross income of the ‘nd Tunnel for the year
1933 was $5,999,187.41 as compared with a gross income
in 1932 of $6,276,147.40, a decrease of $276,959.99 or 4.4
per cent. There was a decrease in .operating expenses of
$78,066.95. This decrease was bronght about by operating-
economies including certain reductions in the wage seale.
The net income from operations was $2,440,987.15, a
decrease of $164,089.81 as compared with 1932,

Improvements and Changes '

"An experimental traffic counting treadle was installed
in Liane No. 5 on the New Jersey plaza with counters located
in Toll Booth No. 8.
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Designs were made for the installation of overhead tariff -

indicating signs over each operating toll lane on both the
New York and New Jersey plazas. Fabrication and ereec-
tion of these signs is in progress.

A special vacoum cleaning system was developed and
installed in the exhaust ducts of both tunnels in order to
allow the cleaning of these ducts without the hazard of
explosion on account of dust. The vacuum cleaner is port-
able and all electrical connections and the motor are explo-
sion-proof. '

Checkers’ indicator boards and toll transaetion counters
were installed in the New York Plaza office.
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SECTION III—OPERATION OE INTERSTATE
VEHICULAR CROSSINGS

Part 2—George Washington ‘Bridge
The George Washington Bridge has been in operation’

since October 25, 1931.

Personnel

At the close of 1932 the operating foréé consisted of

. eighty-four men, but, through efficient rearrangement, it

was found possible to reduce this number by fourteen on
week .days. On Saturdays, Sundays and holidays, during

" periods of peak traffie, extra men were employed as toll

collectors, equivalent to approximately one additional man

per day from June 18th to October 29th, inclusive. This -

arrangement permitted a net payroll saving of $25,000.
The men released were transferred to the Port Authority

- Commerce Building.

Traffic ' -

A total of 5,910,240 revenue vehicles used the bridge
during 1933 compared with 5,509,946 in 1932, an increase -
of 400,294, or 7.3 per cent. Pedestrian traffic declined
from 245,268 in 1932 06,067 in 1933. Of the vehicles
handled, 88 per cent w&leasure cars, 6.2 per cent buses
and 5.8 per cent other commercial vehicles.

The peak day was Sunday, Augunst 13th, when 40,468
vehicles passed over the bridge, seven per cent more than -
was handled on peak day in 1932.

Bus and truck traffic has continued to increase, the former
primarily due to increased popularity of the bridge route
to commuters who formerly used the railroads. The large
increase in the number of bus passengers has necessitated
improved bus terminal facilities on both bridge plazas
inclnding the comstruction of waiting rooms equipped with

benches, telephones, ete.
47



In order to facilitate the handling of bus patrons during
the evening rush hours, westbound, and to minimize the
hazard from fast moving traffic driving onto the bridge, the
loading of buses was transferred from the north to the
south side of the dividing island between the bridge
approach and 179th Street. Formerly, this operation took
place on the city street with accommodation for only three
buses at one time. Under the new arrangement provision
has been made for the loading of five buses at a time-and
other traffie, which formerly moved on both sides of the
bus stop, has been limited to the north side omly. To
further facilitate the movement of traffie, frucks and buses
are now generally confined ‘at the main toll booths to one
lane in each direction.

Revenues and Expenses ,

The gross income of the George Washington Bridge for
the year 1933 was $3,329,163.23 as compared with a gross
income in 1932 of $3,044,880.14, an increase of $284,283.09
or 9.3 per cent. There was a decrease in operating expenses
of $2,809.19. This decrease was brought about by operating
economies including certain reductions in the wage scale.
Interest charges to operations in 1933 were $1,827,500 as
compared with $1370,625.02 in 1932, an increase of
$456,874.98. The net income from operations was $1,142,-
770.42, a decrease of $161,806.12 as compared with 1932,
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SECTION HI—OPERATION OF INTERSTATE
- VEHICULAR CROSSINGS

Part 3—Bayonne Bridge

The Bayonne Bridge has been opened to traffic since
November 15, 1931.

Personnel

At the close of 1932, the operating foree consisted of
eleven men. Without reducing efficiency, two men were
transferred to the Goethals Bridge, one for operating con-
venience and the other to fill a vacancy. '

On Sundays and holidays from May 14th {o July 30th,
additional men were provided at this bridge to take care
of peak traffic. '

Tolls
On November 1st, modification was made in motor truck

" commutation with the hope of increasing revenues and

benefiting the public. Tickets comprising fifty coupons
formerly offered for sale were good only for the calendar
month in which purchased. These w, igscontinued and
in place thereof tickets comprising y-five coupons
were made available good for six months after the month
in which purchased. These tickets are also good over all
Staten Island bridges the same as formerly. No other
changes were made.

Tgaﬁ‘ic

A total of 444,393 vehicles used the bridge during 1933
compared with 462,859 in 1932, a decrease of 18,466 vehi-

‘cles or 4.0 per cent. Pedestrian traffic decreased from

20, 136 in 1932 to 8,465 in 1933. Of the vehicles handled,

784 per cent were pleasure cars, 7.7 per cent buses and

13.9 per cent trucks.
The peak day was July 30th, when 4,201 vehicles were
handled, ten per cent more than was handled on peak

day 1932.
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er . Truck traffic has shown a healthy increase, 27.2 per cent
sver 1932 primarily due to the modified truck commuta-
on riles, together with the fact that truck operators have
:become more familiar with the advantages of the bridge
-sroute over competitive ferries, The general depression
*‘has continued to be responsible for the decline in passenger
-, ‘ear traffic. primarily. on Sundays and holidays.

. Revenues and Expenses

.The gross income of the Bayonne Bridge for the year -

1033 was $305,292 as compared with a gross income in
1932 of $304,953.58, an increase of $338.42 or 0.1 per cent.

There was a decrease in operating expenses of $9,437.81.

This decrease was brought about by operating economies
" including certain reductions in the wage scale. "The net
. deficit as a result of operations was $240,890.18, an 1ncrease
;, .over the deficit in 1932 of $110,677.02. '
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SECTION III—OPERATION OF INTERSTATE
VEHICULAR CROSSINGS

Part 4—Arthur Kill Bridges

Goethals Bridge and Outerbridge Crossing, known as

the Arthur Kill Bridges, have been opened since June 29,
1928.

Personnel

The total operating personnel on these two bridges com-
prises twenty-five men, the same as in previous years
except for ome electrician who was transferred from

the Bayonne to the Groethals Bridge to insure better
superwswn

Tolls

The same toll schedule has prevailed at all Staten Island
bridges throughout the year excep modification made
in truck commutation rules as ref o under the Bay-
onne Bridge report.
Traffic

The general business depression continued senously to
affect traffic over these two bridges. A -total of 820,410
vehicles used these two bridges compared with 1,012,885
in 1932, a decrease of 192,475 vehicles or 19 per cent.

Of the total traffic crossing the Arthur Kills these two
bridges handled 67.6 per eent which is slightly less than
during 1932 due to the reduction in ferry rates that took
effect, during April and June, 1932.

Revenues and Expemes

- The gross income of the Arthur Kill Bridges for the
year 1933 was $435,374.72 as compared with a gross income
in 1932 of $577,880.61, a decrease of $142,505.89 or 24.7

~ per cent, There was a decrease in operating expenses of

$16,365.09. This decrease was brought about by operating
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economies including certain reductions in the wage scale.

The net deficit as a result of operations was $295,534.46,
an increase over the deficit in 1932 of $108,262.29,

Goethals Brld'ge—Bus Line

Bus operation by the Port Anuthority over " Goethals”

Bridge between Port Richmond, S. I. and Elizabeth, N. J.
was inaupgurated on April 1, 1931. In addition to satisfy-

ing public demand, the object was to build this service up

to a point where it would become attractive to private
operators after which additional revenues would acerue
to the Port Authority in the form of bus tolls.

Record of performance since the inauguration of this
service has been as follows:

1931 1932 1933
; (9 mos.)
Passengers Carried ... 197,137 214,769 - 195,096
Gross Revenne ...... $19,873.55  $24,369.40 . $22 430.05

Operating Expenses . 28,873.80 28,117.00 24,179.86
Net Operating Reve-

nue (Deficit) ...... 900025 374760 174981

Heavy Maintenance

Resumed painting of Goethals Bridge on April 3rd with

an authorized force of one Rigger Foreman, two Pushers,
twenty-five Painters, one Helper and two Watchmep. One
gang started on the incompleted underside of the main span,
the other gang started on the east end of the east approach.
Painting was completed on June 8th. All paint materials
and equipment were moved to the Outerbndge Crossing.

On June 9th, the painting of the main span—top, bottom "

and handrails of the Outerbridge Crossing was started.

ATl steel was thoroughly cleaned, given a'first spot coat of -

red lead, a second spot coat of blued aluminum paint and
a third and final coat of aluminum paint. ‘This was com-
pleted on November 13th.
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SECTION IV-——GENERAL

Part 1—Financial
General .

The Port Authority continued its conservative investment -
policy, and maintained a strong cash position throughout
the yvear.

Gross income from operations (excluding Inland Termi-
nal No. 1) for the year was $10,134,638.21. Operating -
expenses and miscellaneous charges amounted to $2,023.-
101.09, and interest chargeable to operations totalled
$4,998, 083 34. The total deductions from gross income
were $7,021,684.43, leaving a net income, after interest, of

_$3,112,953.78. There also accrued, from capital assets, net

income tota]]ing $236,735.87, which, added to the foregoing,
results in a grand total of $3, 349 689.65. Disposition of
this income was as follows:

Reserves for Sinking Funds..........................., ... 81,450,000.00
Operating BeBerVes wuwwes v os vomacwiees Bt 08 EO9eTEians s 506,345.78
General Reserve ...........coiiiiiiieiniiiiie e 1,156,608.00 -
Capital Aecounts .. ... .. ... i 236,735.87

While $322,500 or fifteen per cent of the total annual
interest on the George Washington Bridge Bonds was
charged to Construetion, the income from investment of
funds held in reserve for future construction was credited
to investment account,

£ ]
Income from Investments

Facility 1933 1932
Holland Tunnel ............. ... 0., $80,137.92 $64,179.10
George Washington Bridge........ o 255,795.25 159,715.57
Bayonne Bridge .............. ..l ... 92,361.38 96,473.70
Arthur Kill Bridges. .......... . ... ......... 14,762.10 43,789.89
Inland Termimnal No 1........................ 38,021.72 - 87,472.66
General Reserve ¥und. _ ......_... ... ......... - 62,680.73 64,836.63

$543,759.10  $518,467.55
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The operating results of the Inland Terminal are not
set up or reported in standard form, because the pro-
visions of the bond resolution require the charging of
all expenses and crediting of all income to the invest-
ment account for six months (considered a promotion
pertod) after completion of bmldmg, which -was Septem-
ber 1, 1933.

On March 1, 1933, $400,000 par value of Series A bonds
‘and $1,000, 000 par v_alue of Series E bonds were retired,
" reducing the outstanding bonds of these issues to $13,300,-
000 and $49,000,000 respectively. The outstanding indebted-
ness covering operated facilities totalled, at December 31,
1933, $140,300,000. During the year $2000000 Midtown
Hudson Tunnel Notes were issued and the proceeds used
to pay off a prior loan of $2,300,000 which had been

incurred to ecarry on preliminary studies, purchase real -

estate, ete. As of December 31, 1933 there had been issued

‘to the Federal Government $3,100,000 par value of Mid-
town Hudson Tunnel Notes to cover advances made for
engineering and construction.

General Reserve Fund
The General Reserve Fund was estabhshed by legisla-
tion enacted in 1931 to provide greater security for bond-
_holders. The statutes provide that the general reserve is to
be built up and currently maintained in an amount equal to
ten per cent of the par value of the currently outstanding
bonds and notes,
At the end of the year there was added to this fund the
sum of $1,156,608.00, bringing the balance to $3,114,644.24,
* made up of $1,521,116.17 investments, $1,572,238.91, cash
and $21,289.16 accrued interest. On December 31, 1933 the
sum of $245866.70 was transferred from this fund to the
Series A Sinking Fund to meet a deficiency of that amount
in connection with the payment of $500,000 par value
Arthur Kill Bridges’ Bonds, due March 1, 1934. This left
a balance in the fund of $3,093,343.
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" Sinking Funds

-

Al]l Sinking Fund assets are separately maintained and
set aside in safe deposit hoxes.

Series A

The New York-New Jersey Interstate Bridge, Series A
Sinking Fund was established as at December 31, 1930. As
at December 31, 1933 this fund contained $500,000 which
will mature a like amount of bonds on March 1, 1934.

Series B

The New York-New Jersey Interstate Brldge, Serles B
Sinking Fund will be established during the year 1934

"in accordance with bond resolution, by the payment of

¥

$100,000 into the fund. Reserves more than sufficient to
meet this obligation already exist. :

Series C

The Series C bond resolution provides that bond interest
shall be paid from the Sinking Fund provided that tolls
and revennes remaining after the payment of operating
expenses and maintenance charges are not sufficient to .
provide for the payment of bond interest. Because insuffi-
cient revenue remained to pay the entire amount of the
bond interest, it became necessary to withdraw from the
Sinking Fund the sum of $280,000 to complete interest pay-
ments during the past year and one-half. As at December .
31, 1933 the fund contained $720,000 and consisted of cash
in the amount of $286,750.35 and securities amounting to
$433,249.65.

Series E.

The New York-New Jersey Interstate Tunnel Series E
Sinking Fund was established prior to March 1, 1932. As
at December 31, 1933 this fund amounted to $1,003,347.11
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and éonsisted of cash in the amount of $37 ,529.21 and securi- -

ties amounting to $965,817.90. Before March 1, 1934 there
.will be added to this fund $1,500,000, in accordance with
the bond resolution, and on that day a maturity of $1, 000
000 will be paid from this fund. .

Midtown Hudson Tunnel

In April, 1930, the Legislatures of the States of New
York and New Jersey directed the Port Authority to study
and report upon the proposed Midtown Hudson Tunnel.
The sum of $200,000 was appropriated by the State of New
York in May, 1930, and a similar amount by the State of
New Jersey in June, 1930, for this purpose. These funds
were sufficient to carry on preliminary studies until the
latter part of June, 1931,

On January 1, 1931, a preliminary report was submitted

to the Leglslatures of the two states and by Chapter 4 of -
the Laws of New Jersey of 1931 and Chapter 47 of the

Laws of New York of 1931, the Port Authority was anthor-
ized to proceed with this project. _

When the funds advanced by the {wo states were
exhausted unfavorable market conditions prohibited the
flotation of a bond issue, and it therefore became neces-
sary to negotiate with bankmg institutions for add1t10nal

- funds to carry on the work.

~ An agreement for a $5,000,000 credit was entered into
with a banking syndicate headed by The National City.
Bank of New York on June 29, 1931, to provide the funds.
On that day $500,000 was advanced by the syndicate agai_nst
this credit and a note bearing interest at the rate of three
per cent per annum, and due December 31, 1931, was
., executed.

During the month of September, 1931 it was decided to
acquire certain parcels of real estate necessary for this
" project, and the first contract for the acquisition of such
real estate was signed on September 19, 1931.

On. December 1, 1931 it became necessary to obtain an
additional $1,000,000 to further the work for this enter-
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prise. . A note in the amonnt of $1,000,000 bearing interest
at the rate of three per cent per annum, and becoming due

-on December 31, 1931, the date of the expiration of the loan

agreement, was given to.the syndicate. The total loan of
$1,500,000 was renewed to January 30, 1932, one note being
executed, and bearing interest at the rate of five per cent
per annum. This note was again renewed fo April 29, 1932
and on that day was again renewed to July 29, 1932.

- When the note expired on July 29, 1932 it became neces-
sary to increase the loan by $300,000. On October 29, 1932
the loan totaling $1,800,000 was increased to $2,300,000 for
a period of six months,"and this loan was subsequently
renewed to October 30, 1933.

On August 5, 1932, the Port Authority filed a notice

- of its intention to apply for a loan from the Reconstruction

Finance Corporation in accordance with the Ermergency
Relief and Construction Act of 1932. Before conferring
with officials of the Reconstruction Finance Corporation,
the Port Authority deemed it advisable to furnish the
corporation with detailed reports, statements and exhibits.
Such information was compiled and filed on September 8,
1932, in conformity with Circular No. 3 of the Corpora-
tion, prior to the filing of a formal application for a loan,
Thereafter, negotiations were carried on between members .
of the staff and members of the Corporation, but no defi--
nite conclusions were achieved.

During the summer of 1933 the Reconstruction Finance
Corporation referred the matter to the Federal Emergency
Administration of Public Works, which organization was
formed after appropriate Congressional legislation was
passed on June 16, 1933, The subject was then pressed
actively with the new organization.

Eventually it became apparent that it was not practicable
to secure the sum of $75,000,000 originally estimated
to construet a twin-tube tunnel. Therefore, in order
to secure a loan so that work could be resumed, the Port
Authority negotiated for an amount of $40,000 OOO to con-
struct a two-way one-tube tunnel. All through the summer
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of '1933, conferences were carried on with officials of the.

Public Works Administration, and these resulted finally
in the making of the loan agreement, on September 1, 1933,
between the United States of America and The Port of
New York Authonty

The loan agreement provides that the Government will
purchase, out of an authorized issue of $40,000,000, not to
exceed $37,500,000 Midtown Hudson Tunnel Notes at par,
plus accrued interest. -The notes are to be issued, from
time to time, in accordance with requirements and are to be
dated as of the date of issuc. They bear interest at the
rate of four per cent per annum and are due on July 1, 1943,

In order to pay off the prior loan of $2,300,000, the bank-
ing syndicate, in an agrecment dated Oectober 23, 1933,
agreed to purchase $2,500,600 par value, Midtown Hudson
Tunnel Notes at a discount of $200,000. The notes are dated
October 30, 1933, bear interest at the rate of four per cent
per annum, and mature on July 1, 1943. They are direct
and general obligations of the Port Authority, secured by a
_ lien upon revenues arising out of use of Midtown Hudson
Tunnel and remaining after payment of expenses and
operation,

The Port Authority agreed with the United States Gov-
ernment to sell long term Midtown Hudson Tunnel bonds
as soon as market conditions permit, at prices to yield not
in excess of four and one-half per cent per annum. - Pro-
ceeds of the sale of such bonds are to be applied, first, to
construetion purposes, in the event that the first operating
unit has not been completed, and second, to the redemption
of Midtown Hudson Tunnel Notes. In the event the Port
Anthority is unable to market bonds, prior to July 1, 1943
(the due date of the notes), the Government is to accept
long-term bonds in payment of the notes which it then holds.

As of December 31, 1933, there were $5,600,000 par value
Midtown Hudson Tunnel Notez outstanding, of which
$3,100,000 par value were issued to the Federal Adminis-
trator of Public Works, and $2,500,000 par value were
issued to the banking syndicate.
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Deposuones

Funds amounting to $10,134,000.30 . were distributed
among 137 banks as of December 31, 1933. The increase
over last year’s cash balance is due largely to proceeds
from sale of notes to the United States Government for
Midtown Hudson Tunnel purposes.

A physieal check of the collateral placed- with frust
departments of banking institutions, as security for the
funds on deposit, was made by independent certified public
accountants, withouf giving prior notice to the banks, and
no exceptions were found, :

Appropriate legislation was secured in New York and
New .Jersey removing any question concerning the power
of state banks to give security for the payment of sums
which the Port Authoerity had on deposit in New York and
New Jersey banks. (Chapter 442 of the Laws of New
York, adopted April 26, 1933 and Chapter 150 of the Laws
of New Jersey of 1933, adopted May 3, 1933.) '

During the past three and one-half vears, twenty-seven
banks, in which Port Authority funds were deposited, sus-
pended payment. Funds on deposit in these institutions
totalled more than $700,000, and due to the policy of secur-
ing all deposits, the funds were, without exception, repaid
in their entirety.

Investments

The Sinking Fund, Construction, Operating and other
reserve accounts, of the various facilities, held as of Decem-
ber 31, 1933, investment securities at a cost of $10,547,-
395.99. Of this amount $6,194,656.38 are investments in
Port Authority bonds, equivalent to fifty-nine per cent of
the total. The balance, forty-one per cent, is in New York
and New Jersey municipal securities. The tofal- invest-
ments arc allocated as follows: ‘ '

Account Amount
George Washington BIIGER. six v v s sorovsmiasion s s e 54 s $5,329,5060.37
Ra}onne Bridge . ...l 2,270,058.35
Holland Tunnel ... ........ Y P 1,424 ,655.40
Inland Terminal No, F............. S B U REE ST B e 2,005.70
General Reserve Fand. ... .. ..... S W WA SR B SR 1,521,118.1%

TOAL et e $10,547,305.99



Like state and municipal obligations, the obligations of
the Port Authority are éxempt from ¢ontrol and supervision
by the Federal Trade Commission under the Federal
Securities Act of 1933.
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SECTION IV—GENERAL

Part 2—Real Estate

Port Authority Commerce Building

This building, now completed for oceupancy, houses
Union Inland Freight Station No. 1, a less-than-carload
railroad freight station joinily operated by all the rail-
roads entering the Port District. The popularity of the
station is attested by the constantly increasing volume of
trafic. During the year the Railway Express Agency
established a depot in the building. The building also
houses a Post Office Station for the handling of parcel post
as well as ordinary mail matter. A complete transporta-
tion service—freight, express and parcel post—is thus
available to tenants in the building, as well as the general
publiec. :

Notwithstanding the generally uncertain conditions pre-
vailing throughout the year, tending to deter business from
incurring obligations beyond immediately pressing needs,
the building’s special and unigue advantages have been
quickly recognized by prospective lessees and the amount of
space taken during the year has been most gratifying.

Some of the special features which the building offers
are: The ability to ship or receive less-than-carload rail-
road freight by elevators directly connected with the freight -
handling platforms of the railroads, thus eliminating all
cartage expense on freight of this kind; the ability to load
or unload motor trucks on the upper floors adjacent to
tenants’ shipping and receiving rooms by reason of the
installation in the building of four large truck elevators,
capable of lifting twenty-ton trucks, and two truck pits on
each floor, each pit accommodating a maximum of twelve
motor trucks at one time, which minimizes labor expense
in handling merchandise; high ceilings (fifteen feet, floor
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to floor) ; excellent natural light; an incinerator for dispos-
ing of burnable refuse; high-grade office space adjacent to
areas for manufacturing or distribution; a location unsur-
passed for rapid transit facilities from all parts of the
Metropolitan district.

The total area taken during the year was 656,605 gross
square feet—approximately thirty-six per cent of the total
rentable area, exclusive of the second floor, which has been
definitely set aside for exhibition purposes, and the rail-
road freight station area. Generally, the leases were for
relatively short terms. With the area taken during the
preceding year, the building was more than flfty per cent
rented at the end of the vear,

Indicative of the type and variety of tenants which the
building attracts may be mentioned the. following well-
known firms: Borg Warner Service Parts Company, Fred
Butterfield & Co., Inc., H. A, Caesar & Co., Emerson Radio
and Phonograph Corp., R. H. Macy & Co., Inc., Malina
Company, Inc., The Nestle LeMur Company, Rand,
MecNally & Company, Regal Shoe Co., and F. W. Wool-
‘worth Co.

In November the Port Authority made available to the
focal Civil Works Administration the tenth floor for use
as administrative offices in connection with Federal relief
to the unemployed. This use of the space was permitted
rent free,

The need in New York City for convemently located and
readily accessible exhibition facilities, providing accommo-
dation on a single floor for large trade exhibitions, influ-
enced the decision to transform the second floor of the
building into an exhibition floor. This is known as Com-
merce Hall. It contains approximately 165,000 gross square
‘feet—slightly less than four acres. Work on structural
" changes necessary to prepare the floor for exhibition pur-
poses had barely been commenced when the Ford Motor
Company concluded arrangements for its use by the Ford
Exposition of Progress. This exhibition was held between
December 9th and 30th, with a total attendance of 2,298,023,
an average daily attendance of 120,948, and a maximum of
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189,435 for one day, December 16th. This unprecedented
number of visitors was handled promptly and without con-
fusion. Acecess to the floor is via a specially designed stair-
way at the Eighth Avenue end of the building, adjacent to

_.a subway entrance serving the Eighth Avenue Independent
System, the Seventh Avenue Interborough Rapid Transit
System, the B.M.T.-14th Street Line—and ramps leading
from the street level to the Ninth Avenue end. There is
direct elevator connection between the freight platforms of
Union Inland Freight Station No. 1 and the exhibition floor.
This enables exhibitors to save all carfage expense on
exhibits moving to and from the building by railroad in
less than carload lots. KExhibits or equipment moving to
and from the building by motor truck are handled not only
directly -to the floor via ramps, but also to their ultimate
location on the exhibition floor. Rigging expense is elimi-
nated. The favorable impression which the facilities and
advantages of Commerce Hall have made upon those spon-
soring or promoting exhibitions is evidenced in the many
inquiries received, particularly from those who heretofore
have been prevented from exhibiting in New York City by
reason of lack of proper facilities.

THE NEW YORK o “
PUBLIC 'i2RARY

ASTOR, L7HOK AND .
LDEN FOUIN g ,
H = R PATION Midiown Hudson Tunnel

Acquisition of property for the Midtown Hudson Tunnel
was resumed during the latter part of the year. In order
- that it might have the benefit of information relative to
changes in value since 1931, when a portion of the property
required for this project was purchased, the Port Aunthor-
ity arranged for reappraisal of property required, both in
. New York and New Jersey, by Real Estate Advisory Com-
mittees. These Committees consisted, as heretofore, of
men familiar with values in the areas affected. These
reappraisals indicated generally a lower level of values.
Condemnation proceedings were instituted for the acqui-
sition of sixteen parcels for the New York approach.
Thereafter, agreement was reached with the owners of
three of these parcels prior to the end of the year, and con-
demnation proceedings as to such parcels were discontinued.
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Five additiéna.l parcels were acquired throug}} negotiation
with owners. At the end of the year, approxzimately fifty-

eight per cent in area of property required in fee on the

New York side had been purchased: The aggregate pur-
chase price of property acquired on the New York side to
the end of the year was $3,273,250, . : :

Due to uncertainty as to precise location of the tunnel
approach on the New Jersey side, only {wo Qarcels of New
Jersey property, at an aggregate purchase price of $138,000,
had been acquired fo the end of the year.
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SECTION IV—GENERAL

Part 3—Insurance

The Port Authority, consistent with its established prae-
tice, has continued to cover its various risks incidént to
ownership, construction and operations with adequate
insurance in carefully selected and reliable companies.’

The largest volume of insurance is multi-risk on the five
vehicular erossings. This multi-risk insnrance covers some
thirty fo forty enumerated risks, including acts of God, acts
of violence, sabotage, failure of the structure, or neglect of
third persons. This insurance also provides against loss
for cost of removing the debris from bed of waterway
in case of a collapse, and is extended by means of a ““war
risk’’ rider to cover against direet loss or damage resulting
from measures or operations incident to war. ,

The amount of insurance carried is sufficient, in case of
damage or total loss, when proved, to restore the insured
property to its condition immediately prior to the ocenr-

. rence of such damage or loss. ;

Consideration having been given to the possible suspen
sion of operations due to accident and resultant loss of
revenue in connection with the operation of the Holland
Tunnel, through which catastrophe revenues from this oper-
ation would be seriously affected, it was deemed desirable,

in order to meet all financial requirements and protect the

interest of the holders of Holland Tunmnel bonds, that the
anticipated revenue from this operation be insured. A
form of contract which insures estimated gross revenue
was evolved and finally negotiated. This contract was writ-
ten in a form which provides that should any emergency
arise causing suspension of operations and resultant loss
of revenue for any period in excess of two days, the insur-
ing companies will adjust claims based upon computed loss
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of re{'enue occurring during the period of inoperation, on
the basis of 1/365ths of the insured sum for each day
thereof. ‘

Upon the opening of the Inland Terminal to the ocen-

pancy of the railroads for Union Inland Freight S.tation.
No. 1, the Port Authority insured against its liability .for
personal injuries resulting from its operation of the build-

ing, which coverage has been extended as inereased occu-

pancy occurred. B

Upon completion of Inland Terminal No. 1, the rating
of it for insurance purposes, by the New York Fire Insur-
ance Exchange, for the fire risk, was promulgated and was

found to be the lowest rate for comparable buildings in

the Metropolitan area.

66

SECTION IV—GENERAL

Part 4—Medical

The policy of supervising the general health of all
employees was continued during the year, particular atten-
tion being given to the Tunnel operating personnel exposed
to carbon monoxide gas. A total of 3,243 visits were made
by employees to the daily clinics at the Holland Tunnel
and the main office for physical examination, consultation
and medical advice, In addition, the staff made 213 visits
to homes of employees and to hospitals. !

Studies were continued on the preliminary ventilating

- and lighting plans for the Midtown Hudson Tunnel, and

on compressed air work embodied in Contract MHT-4.
Courses in first aid treatment have been conducted with
selected employees so that there is now available at each
facility an employee capable of administering first aid.
The operation of the Commerce Building has required
several new classes of labor, increasing the scope of activi-
ties in the industrial accident field.
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' SECﬁON IV—GENERAL

Part 5—Litigation

During the year, title was taken to numerous parcels for
which contracts were entered into during this and the pre-
ceding year. In one case the seller refused to convey title
under the contract and legal steps were taken to enforce
compliance with the provisions of the contract of sale. The
reason assigned for the refusal to consummate the tran§ac-
tion was that the Port Authority acted through the medium
of a subsidiary corporation without reveali.ng. the fact that
the property was being acquired for a public improvement.
This defense was overruled by the Court who ordered the
seller to comply with the terms of his agreement.

In his opinion, Mr. Justice Cohn, of the Supreme Court
of the State of New York, said:

“‘There was adduced no proof to establish defend-
ant’s claim -that in the sale of defendant’s property
fraud was practiced by the plaintiff by The Port of
New York Authority, by any of its officers or by the
real estate brokerage corporation which negotidted the
gale. Certain it is that those connected with The Port
of New York Authority acted fairly and honorably
throughout. Furthermore, there were no misrepre-

gentations made by the broker. Though the latter knew
that the plaintiff corporation was used as a cloak to

conceal the identity of The Port of New York Author- -

ity, it was under no duty to disclose that fact to the
vendor. So long as it acted in good faith its agree-
ment to withhold the identity of the real prineipal is
not against public policy or void. (Foss v. New York
Central and Hudson River Railroad Co., 161 App. Div.

181; affirmed 217 N. Y. 727.) A broker is obliged. to .

disclose the buyer’s name where there mightrlge.q.ny
question as to the latter’s financial -responsibility.
(Ostroff v. Doctor, 238 N. Y. 264.). 'Here no such ques-
tion arose. Nor was the plaintiff under a duty to reveal
to the defendant the fact of The Port of New York
Authority’s connection with the prospective purchase.

a8

-The Port of New York Authority, a corporation
created by the States of New York and New J ersey in
the year 1921, acquires land for the building of bridges,
tunnels, aproaches and terminals in the distriet of the
Port of New York. -Its policy is to seenre its property
for these public improvements by direct negotiation
with the owners rather than by a resort to condemna-
tion proceedings. The location of a project is deter-
mined upon long in advance of the time when actual
construction is commenced. Functioning with inform-
ality and usually with secreey, it endeavors to purchase
property required, not at exaggerated and exorbitant
values, but at prices which are fair and reasonable.
* * * This policy of The Port of New York Author-
ity is a praiseworthy one and is in the public interest.
A public agency should be compelled to pay no more
than reasonable value for property acquired for publie
improvements. So long as there is no fraud or decep-
tion practiced upon the vendor, sales consummated by
public bodies under the gnise of subsidiary corpora-
tions are not rendered invalid.”’

The Appellate Division of the New York Supreme Court,
First Department, affirmed the awards made to owners of
property acquired for the Inland Terminal site in the case
of The Port of New York Authority v. Benjamin James
Realty Corp. (N. Y. Law Journal, May 27, 1933), a case in
which the appellant claimed that the award was less than
a fair amount of the value of the property taken. One other
appeal involving substantially the same questions is still
pending on the Appellate Division Calendar. In all other
cases, the award of the Commissioners in Condemnation
was affirmed by the Supreme Court and the owners have

accepted payment in aceordance with that award and
affirmance. :
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Table No. 1
General Balance Sheet as at December 31, 1933

ASBSETS
INVESTMENT IN PHYSICAL PROPERTY :

Arthur Kill Bridges: 5
Tottenville—Perth Amboy,..evovieveariarnisarnnn - $9,891,442 o2
Howiand HOUk—E“Zﬂ.bethy g e 7,347,718 97

Totat Arthur Kin Bridges....... $%g,¥gs,%ga ég

Bayonne Bridge ..... W msme L D s e wasa 1%, 202,730 g3

George Washington Bridge............. Gan deEen g v Pt i g

Holland 'Il‘:lunéle MR g S Eans amens § 5%,002,689 o

Midtown Hudson YRNEL. . vmes pomas o N s i o {

Inland Terminal Neo. 1........... e 15,789,150 03

Total investment in physical property.......v-ceveuns $157,989,550 45
CURRENT ASSETSH:

Cash in bapks and on hapd............... 55,786;218 34
Investments in marketabls bonds (at cost).. 7,627,212 27
Accrued interest receivable om investments. 108,012 21

m in tran-

e e T mmw
General reserve fund:
Cagh in banks........ $1,572,238 91
Investments In Inarket-

able bonds (at cost)

and accrued Interest

thereon .........c,.. 1,542,405 23

Unexpended halances of
amounts made awvail-
able for comprehenhsive

lan in hands of State

surers :
State of New York.... %$31.639 70
State of New Jersey,... 600

3,114,644 24

82,239 70
Total current aaséts............................ 18,735,055 69
BALANCE OF AMOUNTS MADE AvaILABLE To AID IN CONSTRUCTION

OF BRIDGES: .
State of New Jerse¥........ cecuvmnans 500,000 00
INVESTMENT IN SUBSIDIARY CoMPANIES:
Capital stock ... .-.iiioiiiriiii ey 5,000 ou
b Funxp—SnRIES A Bowps:
SWK(I?;‘:h S TR s 500,000 00
SINEi%G Fusp—Series C BoNps: L
Cash ........ T e $286,750 33
Investments in marketable bonds (at cost).. 433,249 65 720,000 00

W T -, T " " $37,820 21
?nasestments in marketable bonds (at cost).. 96_0.817 20

CasE ON DEPOSIT WITH PAYING AGENTS FOR UNREDEEMED

INTERDST COUPONS ..vivcionneisernrisascrsanaans RERSRI SN 64,378 73
OTHER ASSETS: : _
Unexpired insurance premiums. , . ... ...cx-- $54,78L 47
Unexpended balance of advance to New Jer- .
sey Highway Commission,.............. 8 213,217 96
Mortgages on _real propeérty receivable...... 19.008 83
Securities held as Surety. . ........c..c-- 7 D'%Dp o
Sundry unadjusted debits,.......... .00 34,0695
Total other A83etS.........c.uiiurscomoeronessnaan Wi 317,674 44
Total assets ...... A SRR A e .. $172,835,006 44
72

1,003,847 11

Table No. 1—Continued

LIABILITIES AND RESERVES
BoxBED INDERTEDXNESS ¢

New York-New Jersey Jnterstate Bridge bonds:
Arthur Kill Bridges—>Series A, 4% ¢4, 1934-1946 :

Authorized . .....:., ... s wR R USSP $14,000,000 00
Retired .......... POV SR R i 700,000 00
Qutstanding . ......... .o il $13,300,000 GO
George Washington Bridge—Series B
bonds :
Authorized ...... y B SR SEeEa 64,000,000 00
Issued and outstanding ;
& 4% Series, 1936-19350........%$20,000,000 00" .
4169 Neries, 1939-19353...... 30,000,000 00
; —_———— 50,000,000 00
Bayonne Bridge—Series C, 4%, 1938-1953 authorized and

" OBISLANUINE  opiveismn s i nompas ovamesions Eaiy v 12,000,000 00
New York-New Jersey Interstate Tunnel bomds:
Ho]lam}ggamnelMSeries E, 4%4%, 1934-

AUthoriZed ..........o.ueronn.in. $30,000,000 00
Retized ........... S Tanes £ 1,000,000 00

Outstanding ..........co0iriniinennen.. [e—— 49,000,000 00
New York-New Jersey Terminal bonds: 4
Inland Terminal No. 1—Series D, 41 ¢,, 1936-1960 au- =
thorized and outstanding ......... . ... . ..¢c.conn we 16,000,000

00
Midtown Hudson Tunnel Notes, 4%, 1943, Issued.......... 5,600,000 00
Total bonded indebtedness........ ipd R .- $145,900,000 00
CURRENT LiABILITIES :
Audited vouchers payable................. $65,8556 33
Mortgages payable and accrued interest.... 2,209,517 67
Accrued interest on bonds.. t 1,686,015 97
Unredeemed tickets ....... 47,2083 195
Accrued insuranes premlums 5 5,809 32
Surety and other deposits................ 8,540 00
Total currvent liabilittes................. e teeae e 4,023,031 48
SUBORDINATED LIABILITY FOR ADVANCES To AID
I¥ CONSTRUCTION OF BRIDGES AND FOR PRE-
LIMINARY STUDIES AXD SURVEYS:
State of New York.............- creaaaa-.. $9,299 840 17
State of New JerBey. ... cvvvvemaacn nunns 9,300,000 00
—_——— 18,599,840 17
URPAID BoND INTEREST COUPONS. ..o vnrnen e ennnn i 70,511 25
UREXPENDED BALANCES OF AFPPROPRIATIONS—CO0M-
- FREHENSIVE PLAN;
State of New YorK. .. .vocvennnconcnnn. $31,839 70
State of New Jersey........oocuiei.nn, P 800 00
] _—_— 32,239 70
DEFERRED CREDITS !
Accrued depreciation .......... AT LT $74,801 59
Sundry unadjusted credits...... W 1 Boi os 38,566 62
_— 113,368 21
APPROPRIATED RESERVE—MIDTOWN HUDSON TUNNEL........ R 400,000 00
RDSERVE (DEFICIT)---ARTHUR KILL BRIDGES PR . *120,403 30
RPYERVE (DRFICIT)—BAYORNE BRIDGE. .. ..ot inrir s enarnnns ¥345, 708 05 -
RESERVE—GEORGE WASHINGTON BRIDGE................. ST 2,851,611 04
OPERATING AND INSURANCE BRESERVES —HOLLAND TUNNEL........ 600,000 00
GENERAL RESERVE ......vavinsans R DR N R & SR R 3,114,844 24-
BINKING FUND RESERVE—SERIES A BONDS................ s o 245,866 T0
- BINKING FUND RESERVE—SERIES B Bowpns.......... Sedisine s Yo 100,000
SINRING FPUND RESERVE—SERIES E BOXDS, ........... S i 0 2,353,847 11
INCOME APPLIED IN REDUCTION OF DEBT...........c0cvuun. e 1,898,852 89
Total liabilities and reBerves.............eeevaven .. $179,835,008 44

—_—
Contracts awarded but not completed at December 31, 1933, as
submitted to us, aggregated. ..., .o i L T, $2,543,252 T4

* Denotes defleit.

CERTIFICATE OF AUDIT

‘We have made an examination of the books of aceount and records of The Port
of New York Authority for the year ended December 31, 18933.

We Hereby Certify that, in our opinion, the above General Balance Sheet, subject
to the Comments in our accompanying letter, correctly reflects the financial condi-
tion of*The Port of New York Auntherity as at December 31, 1933,

New York, N. Y. LAWRENCE SCUDDER & CO.,
February 1§, 1834, Acocuntants and Auditors. -
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Tahle No. 2
ANALYSIS OF CURRENT ASSETS AND SINKING FUNDS

As ar DrcEmBER 31, 1933
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Table No; 3
CONSOLIDATED INCOME ACCOUNT
CaLexpar YEag, 1933

IRCOME FROM OPERATIONS:

I. Grosg income Amount
Tolls and other revenue.......,...ccovuivmen.. $6,755,245 91
Other income .........c.ciior.vimrneneaueennn 379,392 30

Gross iNCOME . ...i.cieonnurnrneennnnann $10,134,838 21

IT. Deductions from gross income
Operating eXpenses ........c.o..eciinneieasnns $1,975,782 10
Interest on funded debt.............c ... ... 4,898,583 34
Other income charges....................c...- 47,318 99

TOtAl FOUEIOHY | ;ovwiosinnsins i bos .. $7,021,684 43
Net income from operafions................... $3,112,953 78
NET INCOME FROM CAPITAL ASSETS T:
Interest on bank balanmees.................: s $8,498 80
Interest om securities owmed.................. 205,800 57
Other IHCOMB wiuvivosisamsit f o5 8 55 Hamid ot 22,436 50
Total vovvvinrrnaeinnnnnn. s $236,735 87
Crafd Tolal wovovanan 83 0, B ST N SR $3,349,689 85
DIsPoSITION OF NET INCOME:
Reserve for sinking fund............ ... ..... $1,450,000 00
Operating reserve ..........._.....c¢c...iieins 506,345 78
General reserve ........ s B 5 ¢ o 1,156,608 00
Capital accounts ................... ... uiin. 236,735 87
Total ...... e S TR e $3,349,680 65

T The net income reported under this headinz was earned upon cash and other
capital agsets held to meet cost of construction and other purposes and the amounts
reported have been appropriately credited to eapital accounts.
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Table No. 4
HOLLAND TUNNEL

Income Account

INCOME FROM OPERATIONS: Calendar year,
1. Gross income ) 1933
Tolls and other reveRte. .. .....oceiceenenann- $5,913,487 76
Other IMCOME ... .ivriiirmanrneranscnannans 85,699 65
Gross INMCOME .. .ovecemcrnnronennnnnnans $5,009,187 41
II. Deductions from gross tncome ’
Operating expemses ..............cooiiiaiinnn $1,464,019 11
Interest on funded debt..... ... .. ... ... . ... .. 2,089,583 34
Other income charges............ccoooonoounns 4,597 81
Total deduetions ............... e $3,558,200 26
Net income from operations................... $2,440,087 15
DIspOSITION OF NET INCOME: : C
Reserve for sinking fund.. ... ... ..ot $1,350,000 0D
General TeSEIVE ... ... ..conreounmrsioaneanns 1,000,987 15
THEAL  cpino i emamms W o5 w5 6 e $2,440,087 15
Table No. 5
GEORGE WASHINGTON BRIDGE
Income Account
IxcoME FrROM OPERATIONS: Calendar year,
I. Gross income 1833
Tolls and other Fevenue...........c..uweceueuon $3,210,629 88
Other imeome ................iiiiiiiiiiiiin, 118,533 35
GEAEE B0 orumsy o 55 98 ¥4 figsms $3,829,163 23
11. Deductions from gross income
Operating expenses .....-.........c..ooiiiaies $317,651 48
Interest on funded debt...................... 1,827,50¢ 00
Other income charges............. e mmwe we 41,241 33
Total deduetiong .......... R §2,186,392 81 .
Net income from operations........ e $1,142,770 42
Ner INcoME FROM CAPITAL ARSETS t: -
Interest on bank balpnees. ... ... ... ... . .. -$2,038 63
Interest on securities owned.................. 167,630 57
Other income ........cociueveaenn. ———— 22,584 78
Total womsmans is e e awmemeemma SEalewt % o4 $193,153 98
Grand total ....... ..ot $1,335,024 40
DIsrosITION OF NET INGOME: N
Reserve for sinking fund.......... ... .. . ... $100,000 00
Operating reserve ........cc.vvoavrirenniirnn 1,042,770 42
Capital 2CC0UNtE .......cviiuiiiiaii s 193,153 98
WOLAT opimponns on o o o o5 Bovesimiss o o $1,335,924 40

+ The net ingome reported under this headinz was earned upon cash and other
capltal assets held to meet cost of congtruction and other purposes and the amounts
reported have been appropriately credited to capital accounts.

6

1ame 1w, v
ARTHUR KILL BRIDCGES

Income Account
INCOME ¥ROM OPERATIONS:
1. (Frosg income

Tolls and other revenue

II. Deductions from gross income
Operating expenses
Interest on funded debi
Other. income charges

Total deductions

DisrosrrioNn oF NET INGOME:
Operating reserve

* Denotes deflcit.

Table No. 7
BAYONNE BRIDGE

Income Account

INCOME FROM OPERATIONS:
1. Gross income

Tolls and other revenue
Other income

Gross income

11. Deductions from gross income
Operating expenses
Interest on funded debt
Other income charges

Total deductions
Net income jrom operations

DisrosrrioNn oF NET IncoME:

7

Other Income ...........iiiiiiiirninennn

Calendar year,

$419,735-08
15,630 64

$435,374 72

128,549 15
601,500 00
860 03
$730,900 18

*3205,534 46

*$295,534 46
*$295,534 46

Calendar year,
3

$211,393 19
93,898 81

$305,292 00

$65,562 36
480,000 00
619 82

$548,182 18 °

*$240,890 18

*$240,800 18
*3240, 890 18




Table No. 8
COMPARISON OF OPERATING REVENUE

Calendar
year, 1932 -

$6,197,799.49
2,936,037.40

531,422 .60
232,336.40

Increase or *Decrease
;

" Amount Per cent
$2845,811.73 4.8
273,692.48

20,%43.21

. Calendar
5 ano.mc'r year, 1933
olland Tunnel ...,. 5,013,487,
George Washington ¥ 7
Bridge ........... 3,210,6295.88
Arthur Eill Bridges.. 419,785, 08
Bayonne Bridge ..... 211,393.19
TOERL: wwmmnoniva va $0,785,245.91

$9,3898,485.98

8.3
111,6387.61 21.4
9.0
1.4

3143,850.67

* Decrease shown in italles.

Table No. 9
COMPARISON OF OPERATING EXPENSES,

Calendar Calendar S —
PrOJECT ¥ear, 1923 year, 1932 Amount Per cent

Holland Tunnel...,.... $1,464,019 11 1,342,088 08 78,068 9 ©os.
George Washlngton Bridge 317,631 48 ! 320,480 67 : 2,8 g 5.%
Arther Kill Bridges..... 128,549 15 145,514 24 18, 965 09 11.7
Bayohne Bridge........ 65,562 36 75,000 17 437 81 12.8
WotaL: o pposmwpemys $1,975,782 10  $2,083,081 14  $107,279 04 5.2
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Table No. 10

HOLLAND TUNNEL

Traffic Statisties

Increase or *Decreass

* Calendar Calendar
CLAss year, 1933 year, 1932 Number  Per cent
Motoreyeles ......vu.... 15,787 15,192 505 3.9
Auntomobiles ............ 3, 63-1 064 9,063,803 429,739 4.7
Buses ....--.c0iiinninn 9"’; 389,330 10,053 2.6
Trucks—up to 2 tons. 1, 015 208 1,072,437 57,138 5.3
Trucks—2 tons to 5 tons. 002,608 540,961 28,3538 Tl
Trucks—>5 tons 1o 10 tons 236,941 2847750 27,888 I6.5
Seml-truﬂera—-'i tons to
10 PODF cowe ey v 60,500 39,863 20,786 52.90
Semi- tmilers—lo tons to
15 tons .. 15,375 18,779 1,404 8.4
Special ....0inen 13 78 . 33 2.3
Total traffic 10,860,645 11,403,363 543,215 5.8
* Decrease shown in italies,
Table No. 11
GEORGE WASHINGTON BRIDGE
Traffic Statistics
Increase or "Decrense
Calendar Calendar
CLass year, 1933 ¥ear, 1932 Number  Per cent
Passenger automobiles 5,202,537 5, 011 330 191,157 3.3
Motorceyeles and bicycles. . 12,89 .683 216 1.7
Trucks—up to 2 tons. 186, 750 151.912 34,838 229
Trucks—2 tons to 5 to 82,633 49,41 13,219 26.7
Trucks—over 5 tons.... 43,614 27,205 16,319 58.8 |
Tractors and semi-trailers
and 6 wheel tru?ks. . 31,813 17,343 14,470 83.4
Tractors and trailers or
trucks and trailers.... 1,933 1,510 28.0
BUSEB . ...ceveetscsvanns 368,061 238,409 129,652 54.4
Total vehicles ...... 5,910,240 5,500,946 409, 294 7.3
Pedesirians ... coevevann 106,087 245,283 139,801 56.8

* Decrease shown in italies.
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Table No. 12

'ARTHUR KILL BRIDGES
Traffic Statistics

Inecrease or *Decrease

Calendar Calendar - —
Crasgs year, 1833 year, 1932 Number  Per cent
Passenger antomeobilez . 703,703 888,002 184,389 £20.8
Motorcycles and bicycles, . 1,535 ,910 1,375 47.82
Trucks—up to 2 toms.... 85,821 - 74,308 8,487 11.4
Trucks—2 tons to § tons. 24,407 25,801 1,19 3.7
Trucks—over 5 tons..... 19,527 17,829 1, 60 B
Tractors and pemi-trailers
and 6 wheel trucks. ... 3,737 3,218 521  16.2
Tractors and trailers or
trucks andd trajlers.... 189 212 gs 20.8
B s cns gk 1,511 717 794 110.7
Total vehicles ...... §20,410 1,012,885 192,475 19.0
Pedestrians .,.......... 5,500 7,096 1,497 21.1

I

* Decrease ghown in Italies.

Table No. 13
BAYONNE BRIDGE

Traffic Statisties

Increase or *Decrease

Calendar Calendar — —
CLASS i year, 1933 year, 18632 Number Per cent
Passenger automobiles ... 348,565 377,288 23,780 1.8
Motoreyeles and bicyeles. . 467 . 1,121 ssg 58.3
Trucks—up to 2 tops... 48,668 37,263 11,40 30.6
Trucks—2 tons to 5 tomns. 059 6,671 518 9.2
Trucks—over § tons..... 5,150 3,028 2,122  70.1
Tracters and semi-trailers :
- and 6 wheel trulcl:ka. v 914 895 19 2.1
ractors and trallers or
trucks and trailers.... 198 52 116 141.4
BURE ooienh ris s 34,372 36,514 2,358 6.9
Total vehicles ...... 444,393 482,869 18,566 5.0
Pedestriang .....o0nen00n 8,485 20,136 i1,6871° &7.%
* Decrease shown in itelics.
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Table No. 14
INVESTMENT IN PHYSICAL PROPERTY

To Dscemzrer 31, 1933
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* The Holland Tunnel was acquired from the States of New York and New Jorsey upon the basis of terms apecified in laws enaoted and it is not possible to

classify the amount to the General Agcounts,



| Table No. 15
INLAND TERMINAL NO. 1

Expenditures Under Construction Contracts
Jury, 1930 to Drcemeer, 1933, INcLUSIVE

o
b

29

Boa Receiven ExrenpiTunes
- Eer;:ineer’u
‘ontrac s imate
referonce DESCRIPTION " hesarid of Q&ntract o Confract Reiurks
um- izh bi . ceepd items “ontract Conlingent items plus
ber High bid Low bid ol itms ot contingent
WOr
11-3,..... Test botings.........coineiniens 7 | Bids made on |unit price basis. Low bid $4,000 00 $,10007 [ ............ : 190 07 F C ta
1ok U T Demolition. .. ....... i 19 | $114,200 00 564,000 00 $64.,000 00 75,000 00 64,000 00 $708 B2 (ﬁ,?ﬂs 83 Cﬁg}:te
14 0 L Excavation and foundebion. ...... 711,308,200 00 855,000 00 855,000 00 | 1,350,000 00 851,228 67 150,000 00 | 1,001,228 87 [ Complete
IT 16 uiin Conatruetion above foundation. . . . 41 8,011,000 00 | 7,501,000 00 | 7,591,000 00 { 7,887,250 GO | 7,380,568 00 371,307 31 | 7,761,875 31 | Completo
ITI-7...0.. Grand staireaso to Cornmerce Hall, 4 45,500 39,793 00 39,79 00 53,800 00 32,132 84 14,273 0 44,405 84 | 99% complelo

Not® — Engineer's estimate of contract items is arrived st on basis of estimated quantities ab an sssumod unib ptice for each contract itern. Contractors’ bids represent an aggregnte
estimated_cost, based on fixed unit prices bid by the contractor and the engincer's estimato of quantities. G '

Table No. 16
MIDTOWN NUDSON TUNNEL
Expenditures Under Construction Contracts

Novempur, 1930 o Decemsrr, 1935, [NcLusive

Bins Recmiven Exrenpirunes
. ' Tinginoer’s
{lunteael e e sti
i o DESCIIETION . _— bimate ot | o | ot Rouarks
um- . - : £oOLp H Dnirac sontingen jtems pius
ber High bid TLow bid bid itema et Srork continicnl
. ) St
MHAT . .... Test borings. ....ovvvvvaniinns 1] $23,038 60 316,707 50 14,707 50 $23,810 00 $18,336 82 $120 00 $18,456 82 | Completn
MHT 1-A. .| Test borings.........covvvvinees 7 8,208 00 4,664 00 465400 | ...oo0vnniin 6,337 00 { .....0iniin 8,337 90 | Completo
MHT2..... Cnst_iron and cast steel tunnel
Tining....oooevecinnsis SR 412,636,750 00 { 2,358,150 00 | 3,358,150 00 | 2,140,800 00 | .....ovovnen [ orvuvnncnnns aveevainnnne
MHT3..... Bolts, nuts and washers for tunne!
(1711, S 2 215,940 00 177,604 08 177,864 08 L0000 ... b

Nom — Engincor'a estimate of contract items is arrived at on basis of estimated quantities ab an assumed uait price for cach contract item. Contractors’ bida represent an aggregale
catimated cost, based on fixed unit prices bid by the contractor and the engineors’ estimate of quantities.
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Table No. 18
FUNDED DEBT
Drcemsrr 31, 1933

INTRREST MAToRITIES
Date Amount Amount X
DEBIGNATION SBerles ofissts | authonted isaved Rata Special provisiona
D .
payl::tt?]e Pay;%hle Date | Amount
New Fork-New Jersey
Interstate Bridgs Bonds s sroh 1
Costruction of bridaes uoroms| “A" | /1/19201814,000,900(814,000,000) 435%(Muroh 3| Nationa! City) 1932 *| 3300, 000[Legal for investment of funds of
Porth Aoboy, N. o weenl - and Bank of 1933 | %400,000f the Siates of New York snd
Tottanville. Hiaten Taland Sept. 1 | New York | 1834 500,000 Naw Jersoy and their municipal
N.Y ‘ﬁu"' betg eN 1 nd, 1935 600,000 subdivisions; also  jnsurance
Howlond Mook, ‘Shota 1036 700,000] compsnies and pasociations, say-
A sprtoaky Blaben 1037 | 800,000/ inga banks, exeoutors, adminis-
o 1 A 1938 900,000 trators, guardians, trustees and
o 1939 | 1,000,000 aNl other Aduciaries of the two
1940 | 1,000,000) Statea. )
1941 | 1,100,000|Fres from New York and New
1942 | 1,200,000 Jersey taxes, Exempt from
18443 | 1,300,000 ederal Income Tax.
1044 1,300, 000[Caliable an n:{ interest payment
1945 | 1,400,000t date on or sfter March 1, 1936,
New York-New Jersey 1646 1,500,000] at 105 and accrued interest.
Interstate Bridge Bonds Dac. 1
Cotrtl;tr%ftlﬁ Ofl?:.i brldl;;e over| “B " | 12/1/1926| 60,000,000 20,000,000 4%/ June 1 |National City| 1936 | 1,000,000/Legal for investment of funds of
tho Hudson Tovar Lelwean and Bunk of °| 1037 | 1,000,000) the Stutes of New York snd
; Ay e ey, SO0 ATHel Dec, 1 | New York | 1938 | 1,000,000 New Jersey and their municipal
- o Azl »  New 1639 | 1,000,000 subdivisions; alsoinsurance com-
2 1030 | 1,000,000] panies and nseocintions, savings
1641 | 1,000,000 banks,executors,administrators,
1942 1,000,000 g:;ul‘dinna. trustees and all other
1043 1, 500, 000, uciaries of the two States.
1944 | 1,500,000|Free from New York snd New
19456 | 1,500,000{ Jersey taxes. Exempt from
1948 | 1,500,000 Federal Incoms Tax,
1947 | 1,500,000(Callable on nny interest payment
1048 | 1,500,000 date on or after December 1.
1940 | 2,000,000] 1936, at psr and accrued in-
¥ Paid 1050 | 27000,000] terest,




2 Table No. 18 ,
FUNDED DEBT (Continued) :
Decemeer 31, 1933

INTEREST MATURITIER
Date Amount Amount ¥ 2
DERBIGNATION Berles | of issue | authorized issued Rate Special provisions

Date Payabls Date Amount
payable at

New York- New Jersey
Interstate Bridge Bonds Jan. 3

netrustion of a bridge over| " C"{ 1/2/1928($12,000,000($12,000,000( 4%| Jan.3 | Guaranty | 1638 $300,000|Legal for all state and munieipal
Ct:.ha r]%['i van Kull co‘ggxecting ‘ ' and Truat 1039 400,000| officers and bodies, backs,
Bnyonne, N. J., and Po:it July 3 | Company {31? :83.% b"“““ﬁ’hﬂ“‘" ogmpanl:;. lIz;:w-
" ten Island, ' ings banks, savings a oA
Elc&:{mond Btaten 1942 500,000| associations, investment com-
% 1943 800,000 ponies, insurance aesociations,
1944 700,000 admmfatratora, executors, guar-
1945 B00,000] disps, trustees and other
1946 900,000 fiduclories, and may proper
1947 | 1,000,000f and legally be deposited wit
1848 | 1,000,00( and received by any state or
w 1049 | 1,000,000 municipal officers or ngencies
= 1850 | 1,000,000| for any purpose for which
1961 1,000,000 bonds or other obligations of
1952 1,000,000] the two States may be deposited, -
1953 1,000,000|Free from New York and New -

Jersey taxes. Exempt from
Federal Income Tax.

Callable on any intereat payment
date on or after Janu 3,
1938, at 103 and acerued in-

terest,
niersiuts Bridge Bonds ; " V. . .

Coanstryction of aabridge overl “ B | 1171 /19281 50, 000,000] 30,000,000] 414%] May 1 |Nationa) City] 1939 | 1,500,000{Legal for investment of funds of
the Hudson River between and Bank of 1040 | 1,500,000 the-8iates of New York and
Fort Lee, N, J., and 178th Nov, 1 | New York | 1941 | 1,500,000| New Jersey and theit munjcipal
Street, Manhbattan, New i 19.2 | 1,500,000| spubdivisions;  also  insurance
York City. : 1943 1,500,000] companies and associations,

1644 | 1,500,000| gavings banka, executors, ad-
1945 | 1,500,000; . ministrators, guardiana, * trus-
1046 | 2,250,000} tees, nnd all other fiduciaries
. 1947 | 27250,000] of the two States.
1948 | 2,250,000(Free from New York and New
1949 2,250,000) Jersey taxes, Exempt {rom
1950 | 2,250,000 I'edernl Income Tax.
- 1951 | 2,250,000{Callable on any interest payment
1952 | 3,000,000 date on or alter Nuvember 1,

g : 2 ) 1953 | 3,000,000 11,930.t at 105 aod acerued in-

e - areat.

Table No. 18
FUNDED DEBT (Continued)
Decemarr 31, 1933

INTEREET Maryrrries
: Date Amount Amount 2 T
DEsraNaTION Series | #iooia authorized R Rate - — 8pecinl provisiona
ate aynble
payable ot Date | Amount
New York— New Jeraey
Terminu! Bonds sy . March 1
Construetion of o union freight D 3/171931]$16,000, 000|$18,000,000| 41£{%|March 1| City Bank 1936 $300,000{Legol for all state and munjeipal
terminal nt West 15th Bireet. and Farmers 1937 300,000{ officers and bodies, all banka,
West 18th Street, Eighth Sept. ! {Trust Com-| 1638 500,000] bankers, trust oompanies, sav-
s Avenue and Ninth Avenue, . pany 1939 300,000 inge banks, savinga assoviations,
New York City, N, Y. 1940 300,000| and building and loan associa-
, 1841 400,000| tions, inveatment companies,
i 1142 400,000) insurance companies’ and as-
1443 400,000| socintions, administrators, exec-
1044 400,000 utors, guardians, trustees and
1945 400,000] other fiduciaries in New York
1944 400,000) and New Jersey, and roay prop-
1947 &00,000] erly mnd legally be deposited
1948 500,000 with and received by any state
1949 500,000 or municipal officer or sgency
1950 500,000| in New Jersey and by any
1951 500,000] municipal officer or agency in
1952 500,000 New York, for any purpose
1953 500,000] for which the deposit of state
1954 600,000 bonda or other state obligations
18556 600,000| is now or may berenfler be
19560 600,000]  autborized,
1957 000 ,000|Free from New'York and New
1968 800,000| Jersey taxes, Exempt {rom
1968 800,000  Federal Income Tax.
1980 5,000,000|Csllable on any interest payment
. date on or after March 1, 1941,

at 105 and accrued iuterest,



_ Table No. 18
FUNDED DEBT (Continued)
Decemprr 31, 1933

INTEREST MATURITIES
. Date Amount Amount i isl
DestanaTioN Series| tamuo | suthorized iaed | Rote Special provisions
: Date Payable
payable el Date Amount
New York-New Jersey
Interstate Tunnel Bonds . March 1
For repayment to the State of[ “E " | 3/1/1031($50,000,000($50,000, 000 414 % |March 1| City Bank 1933 *%1,000,000! Legal Tor all state and municipal
New York and the Stute of and Furmers 1934 | 1,000,000( officers and bodies, all banks,
New Jorsey of amounte Sept. 1 | Trust Com- [ 1035 | 1,000,000 bankers, trust companies, sav-
expended in the construction pany 1938 | 1,000,000/ ings banks, savings and loan
o of the Holland Tunnel, 1937 | 1,000,000| associations, investment com-
w 1038 1,000,000| paonies, insurance companies
1939 1,000,000] ond associations, ndministra-
1640 1,000,000| tots, executors, guardiahs, trus-
1041 1,000,000f tees and other fHduclaries in
1942 1,000,000 New York and New Jarn:ﬁ. and
1943 | 2,000,000) may properly and legally be
1944 | 2,000,000] deposited with and received by
945 | 2,000,000 municipal officers or agencies in
1946 | 2,000,000 the Sintes of New York and New
1047 2,000,000| = Jerscy for any purpose for which
\ 1848 | 2,000,000] " the deposit of state bonds or
1949 | 2,000,000| other state obligations is now
1950 | 2,000,000{ or mey hereafter be authorized,
1851 2,000,000(Free irom New York and New
1952 2,000,000 Jeorsey taxzes. Exempt f{rom
1953 | 2,500,000 Federal Income Tax,
1954 | 2,500,000/Callable on n:{ interest payment
. " 1955 2,600,000 data on or after March i, 1841,
4 1956 | 2,500,000 at 105 and aocorued interest.

’ 1957 i 2,500,000

1958 | 2,500, 000]

1959 2,500,000

1960 | 2,500,000

Table No. 18
FUNDED DEBT (Continued)
Decemser 31, 1933

TNTEREST MatuRitIss
: Date Amount Amount " s
DEgraNATION Series of imaun | alithoried sssued Rate > — Special provisions
ate aynble
payable e Date Amount
Midtoun Hudson
Tunnel Notes . July 1 ) )
Construction of the first oper- MTN |10/30/1933/$40,000,000/+85,800,000) 4% | Jar, 1 | Gity Bank | 1943 [$5,000,000|Legal for all state and municipal
ating unit of the Midtown and Farmers officers and bodies, nll banks,
Hudson Tunnel under the, July 1 Truat bankers, truet companies, sav-
Hudson River between Union Compony ings banks, savings snd loan

68

City, Hudsan County, Now
Jersey and 30th Street, Man-
hattan, New York City.

wssociations, investment com-
panjes, insurance companies and
associations, administrators, ex-
eoutora, guardians, truatees
and other fiduciavies In New
York al;d Igtalw .;f]megr‘; gnd mtlgl
properly and legally eposi
wiLg and received by municipal
officers or agencies in the Statea
of New York and New Jersey
for any purpose for which the
deposit of state bonds or other
ntate obligations is now or may
hereafter be authorized.

Fres from New York and New
Jersoy taxes. Exempt from
Federal Tncomae Tax,

* Of tm;l total, $2,500,000 was sold to bankers for public distribution ;
tion of Public Works under the terms of a loan agreement with the United

the balnoce of-this issue was sold to the Federal Adminiatra-
States Governnment. g



Table No. 19

STATUS OF ADVANCES FROM THE STATES OF NEW
YORK AND NEW JERSEY IN AID OF CONSTRUCTION
. OF INTERSTATE BRIDGES AS OF DECEMBER 31, 1933

. .
Arthur Kill Washington Bayonne
Bridges Bridge Bridge Total
Btate of New York:
Amounts pledged, $ 00, 000 OO $a 000,000 00 52 004,000 00 $8,000,000 O
Amounts paid ... 000,000 00 5,000, ;000 00 2,000,000 00  ©,000,000 00
PBalance, Decem-
ber 31, 1933.. ... vvirrnte canamceens PN

State of New Jersey:
Amounts pledged. $2 000,000 00 $5 000,000 Q0 $2,000,000 00 59 000,000 00

Amounts pald ... 2,000,000 00 4,500,000 00 27000,000 00 8,500,000 00
Balance, Decem- : 3
ber 81, 1933, ............ $500,000 00 ...... TG $500,000 00

.Both States:
Amounts pledged $4 000,000 00%10,000,000 00 $4 000,000 00$18,000,000 00

Amounts paid .. 4,000,000 00 9,500,060 00 4, 000 000 00 17,500,000 00
Balance, Decem- :
, ber 31, 21938, ... ........ $500,000 00 ............ $500,000 00
3
!
t
e
%, M
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Description of-

" o, 1—Middle Belt Liné-the Keystors of the arch of railroad ter:

‘winal coordination within the Port Distriet. -It connects New Jersey'
and Staten Island and. the railroads on the westerly side of the port

with” Brookiyn, Queens, the Bronx and the railroads on the easterly side

of the port. This connection is the most direct, the .shortest and the
cheapest of any brought to the attention of the Commissioners for study-

or congideration. This lirie connects with the New York Central Railroad

in the Bronx; with the New York, New Haven and Hartford Railroad in.

the' Bronx; with the Long Island Raliroad in Queens and Brooklyn; with
the Baltimore and Ohio Railrond néar Elizabethport and in Btaten Island;
with the Central Railrond Company of New Jersey at Elizabethport

and at points in Newark and Jersey City; with the -Pennsylvania Rail- -

road in” Newark and Jersey City;.with the Lehigh Valley Railroad in
Newark and Jersey City; with the Delaware, Lackawanna and Westein
Railroad in Jersey City and the Seeancus Meadows; with the Erie Rail-
road in Jersey City and the Secaucus Mendows; with t.he New York, Susi
gquehanna and Western Railroud in North Bergen; with _the New Yo‘rk,
Ontario and Western and the West Shore Railroads on the Westerly side

.of the Palisades above the Weehawken tunnel,

Tts length is approximately sixty-ome ond one-half miles, of which

approximately fifty-one and one-half miles have already heen built.

Additional tracks to thosdé already built will have to be added. There
remains only approximately. ten ‘miles of entirely new line to be built.

With the comstruction of the tunnel and approaches from Greenville to.

Bay Ridge freight can commence to flow ‘without the necessity of building
any other trackage except short connections at the tunnel ends. To

lLiandle the full traffic that should traverse the Middle Belt Line or utilize”
it for loeal service would require the improvement of existing tracks a.nd.

additions to them. i .

The'oroute to the Middle Belt Line-is as follows: Connecting at the Hud-
son River at Spuyten Duyvel funning easterly and souighe‘rly genera.l]y
along the easterly side of the Harlem River, utilizing existing lines and

. improving and adding where necessary, to a connection with Hell Gate

Bridge and the New Haven Railroad, & distance of approximately seven
miles; thence continuing in a general southerly direction, utilizing exist-

ing lines and improving and adding where necessary to & point near Bay .
Ridga, a distance of approximately eighteen and one-half miles; thence

by a new two-track tunneldunder New York Bay in a westerly direction

to a portal in the‘Greenville yard of the Pennsylvania Railroad in Jersey

City, a distance of approximately five milés, to a connection with the
tra.{ks of the Pennasylvania and Lehigh Valley. Railroads; thence in &
generally northerly direction along the ensterly side of Newark Bay and

" the Hackensack River at the westerly foot of the Palisades, utilizing exist-

ine tracks and improving and adding where necessary, making connections
\Sirt’,htrfhe Jersey ({')cntra[% Pennsylvania, Lehigh Valley, DeIawg.rc, Locka-
wunng and Western, Erie, New York, Susqu(;hanna and Westem, New Yorlf,
‘Ontario and Western, and West Shore railrosds, a distance of approxi-
‘mately ten miles. From the Greenville portal of the Bay tunnel and from

“ the line along the easterly side of Newark Bay by the bridges of the

Central Railroad of New Jersey (crossing the Hackensack and Passaic
Rivers) and of the Pennsylvania and Lehigh Valley Railroads (croas_mg
Newnrk Bay) to the line of the Central Railroad of New Jersey running

" along the westerly side of Newark Bay and thence southerly along this
" line %o a connection with the Baltimore and Chio Railroad south of Eliza-

bethport, utilizing existing lines and improving and adding where neces-
sary, a distance of approximately 12 miles; thence in an easterly direction
crossing the Arthur Kill, utilizing existing lines and improving and
adding where neccssary, along the northerly and easterly shores of Staten
Island to the city piers and to a connection, if the City of New York
consent, thereto, with the tunnel under the Narrows to Brooklyn provided
for under legislation as a municipal project—a distance of approximately
nine miles, cond I the ;
. 2—A marginal railroad in the Broux extending along the shore o
thg%last River agd Weatchester Creek connecting with the Middle Belt Line
(No. 1}, and with the New York, New Hmlren and H'artfgrd Rn!lroa_d in
the vieinity of Westchester. This is a new line and wﬂl__.qpen up te‘rntory
for commercial and industrial development. TIts length ia approximately
eight miles. ‘ ] )
No. 3—A marginal railroad in Queens and Brooklyn extending. along
Flushing Creck, Flushing Bay, the East River and upper New York Bay.
1t connects with the Middle Belt line (No. 1), by lines No, 4, 1_‘10. B, No.'ﬁ
and directly at the southerly ‘end at Bay Ridge. It utilizes certain
cxisting lines of the Brooklyn Eastern District, Jay .St‘reet,._lﬁﬂ?\y York
Dock and Bush Terminal companies. Existing lines will be utilized and

_ improved and added to and new lines will be huilt where lines do not now
"exist.

This railread will open’ up territory for com_me:l'cialﬂ_und “indus-
trial development. It hds a length of approximately nineteen and one-half
miles, of which approximately four miles now exist and about fifteen and
one-half miles will be new. ’ bg, T

No. 4—An existing line to be improved and added to where necessary.
It connects the Middle Belt Line (¥No. 1) with the marginal railroad Ng. 3
near its northeasterly end, It has a- length of approximately two and
one-half miles, : e, § @ . s ‘

No. 5—An existing line to be improved. and added to where necessary.
It connécts the Middle Belt Line (No. 1],
4 amiiow oF thic lira oxiats'andva portion isanewseTtsconre

-

ttﬁé~~w;Comprehensive Plan

B ritory for commercial and industrial development,

! with the marginal m_il:;oad
. N6 3, in Long Island City. It hes a length of approximately four milés. -

Yo where necessary. It will open up territory for industrial developmen:
It has a length of approximately four miles, of which two miles now exis

No. 7—A marginal railroad surrounding the northerly and wester!
shores of Jamaica Bay. This Jine is new and connects with the Midd]
Belt Line (No. 1}. It will open up territory for commercial and indu:
trf’;tl development. It has a length of approximately twelve and one-ha
miles,

No. 8—An existing line, to be improved and added to where necessar-
It extends along the southeasterly shore of Staten Ialand, It conneot
with Middle Belt Line (No. 1), and will open up territory for commerci:
and industrial development. It has a length of approximately twel
miles. i

No. 9—A marginal railrond extending along the westerly shore ¢
Staten Island and a branch connection with No. 8. This jine js now an

- will open up territory for commereial and industrini development,

connects with the Middle Belt Line (No. 1), and with a hranch from t
OQuter Belt Line (No. 15); with its Lranch it is about fifteen and on
quarter miles long,

No. 10--This tine is made up mostly of existing lines, to be imiprove
and added to where necessary. [t connects with the Middie Belt Line (N
1) by way of margina] railread No. 11. Tt exteuds along the souther
shore of Raritan Bay and through the territory gouth of the Raritan Riv
reaching New Brunswick. It will open up territory for commercial a
industrial development, It has a length of approximately twenty-ni:
and one-haif miles, of which practically the entire length exists.

No. 11—A margina) raitroad extending from a connection with the Pr
pesed Outer Belt Line (No. 15) near New Brunswick along the nurther
sliore of the Raritan River to Perth Amboy, thence northerly along t
westerly side of the Arthur Kill to a connection with the Middle Belt Li
{No. 1) south of Elizabethport. The poction of this line which exists
‘be jmproved and added to where necessary, This line will open up t
Tt has a length
approximately fifteen and one-quarter miles, of which about ning u
one-half miles now exist.

No. 12—A marginal railroad extending along the ecasterly sliose
Newark Bay and the Hackensnek River and conncets with the Middio [
Line (No. 13. This fine whick does not now exist wili upen g beerily
for commerelal and industrial development. It has a length of appro
mately seven miles.

No. 13—A marginal railroad extending along the westerly side of t
Hudson River und the Upper New York Bay, is made ap mostly of exi
ing lines—the Erie Terminais, New Jersey Junction, Hoboken Shore a
National Docks Railroad, This line is now operated as a belt Hne appro
mately sixteen and one-half miles in Jength and, serving the Now Jon
water fropnl, has opened up terrilory for commercial and industy
development. 1t will be counecled with the Mididie Belt Line {Neo 1),

No. 14—A margina! railroad connecting with the Middle Belt Ling (3
1}, and extending through the Hackensuck and Secancus Meaduws.
will open up territory for commercial and industrinl developuent, 1§
tew fine and hos a length of approximntely twenly-three miles.

No. 15—The Quter Belt Liue, extending around the westerly linits of -
Part District heyond the congested seofton,  Tre worilerly toragdnne s
the Tadson River at Piermont ahove the Laclor vonuestion and it eonae
by marginal railroads at the southerly end with the achor waters ol
the congested geetion. By spurs it conneets with the Middle Relt Line o
Lty on the westerly shore of Newark Bay and witl the mnrgined rail
on the weslerly shore of Staten Island {(No. 91, 1t will have urent vy
in that it will afford military proteetion tu Lhe Purt District, 17 will s
as an interchange between the railroads bevend the congestion aud
cpen up territory for industvial developinent 1 hoas o

T E e

tmately seveaty one miles whick iz all mew constraetion,
16 —Uinion  freight stations Jocated at focal points  {hroughot
Port, Distrivy, ns a solution of she problems pf freight handibey

wribution for L. C. L. shipments. The overhead rights of these terwih
will be utilized as space for commereinl purposes. The stations will
served by motorized equipment operating to and from railbeads, '
first nuit, Port Authority, Tnland Terminal No. 1, is located in the bl
fovind by L5th and 16th Stveets wnd Sth and Oth Avenues in Muubats
in ihis unit there was apened by the railroads serviug the Dort of 2
York, on Oetoher 30 1032, a joipt stedion for L. G, L. feciehi.

No. 17—By nuthorizalion of the States of New York and New Jor
the Port Anthority bas construeted four interstate hridaes. s aequ
the Hollamd Tunuel, and hos bewun constraction of the Miltown 1
Tunnel extending from 30th Street o Manbattann fo Weehawken, 7
Jursey. Three of the four Tert Aunthority bridges comnect Staten sl
wille New Jersev. as follows:  Ounlerhridge Crossing, hetween 'orlh
hoy. N. . und Tottenville, §. I.; Gocthals Bridge. hetween Flizal
N. T and Howland Hook, 8. I.: and the Bavonne Bridge, helween ]
Riehmond, 8. L. and Bayonne, N, 1. The two former bridpes weee ope
to traffic on June 29, 1928, and the Bayonne Bridge. Novemher 15, 1
The fourth hridge, George Washington Bridge, spanning the Huwdson R
between Fort Lee, N. J.. und Fort Washington, New York City,
opened to traffic October 25,1931, The Holland Tunuel, between Je
City and Manhattan, has been in operation since November 13, 1927,
was acquired by the Port Authority March 1, 1931. Tt is expected
the first tube of the Midtown Hudson Tunuel, equipped to han 1(3 two-

' 4_; iﬂn‘w*

wotraffie, will he opened . ity 1RV s i des ke sirizyi, i s -

C (i !




