 PORT AUTHORITY LIBRARY .

'Chalrman

" GEORGE deB. KEIM -

- JOHN BORG

(Vacaucy)

DTCEMBER 31 1939

FIANK (. "FER(,tm'um JhED

. JOSEPH M. BYRNE .

s RAYMOND M. GREER‘ e

’;1Im:PORT(n?NEWPYORK_AUTHORHWT

ertcd Cmmnct Betnccn lhe Sta.tcs 01‘"

N ,lork aud I\cn Jcrsc) aud Ratiﬁcd by Lougress

,NERS :
' VEW YORK

Vlce Chalrman L

JoHN 1. PULLEYN |
 ALEXANDER J. SHAMBFR(,

RUDOLPH REIMER. .

“CHARLES S. WHITMAN
"’I‘RANK J TAYLOR

i
i
|
i
“
|
1






PORT AUTHORITY LIBRARY

e+ eV i e e T i ot

S, =N

ORSNUUSRIY .., TP

THE PCRT OF NEW YORK AUTHORITY

Created by

Compact Between the States of

New York and New Jersey and Ratified by Congress

NINETEENTH ANNUAL REPORT

DECEMBER 31, 1939

COMMISSIONERS
NEW JERSEY NEW YORK
FRANK C. FERGUSON HOWARD S. CULLMAN
Chairman Vice;Chairman

GEORGE deB. KEIM

JOSEPH M. BYRNE, Jr.

JOHN BORG
RAYMOND M. GREER
(Vacancy)

JOHN J. PULLEYN -
ALEXANDER J. SHAMBERG
RUDOLPH REIMER
CHARLES S. WHITMAN
FRANK J. TAYLOR =

st M < = s

e

e

i
i
i




IN MEMORY
of

IRA R. CROUSE

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 November, nineteen hun-
dred thirty-nine, the following tribute to the memory
of the Honorable Ira R. Crouse was offered and unani-
mously adopted:

The death of the Honorable Ira R. Crouse removes from
this Board a member who had served for many years in
faithful support of the principle of interstate cooperation
as laid down by the States of New York and New Jersey in
creating The Port of New York Authority.

He was named a Commissioner of the Port Authority from
New Jersey simultaneously with the enactment of legisla-
tion merging the Port Authority and the Holland Tunnel.
He was twice honored with reappointments, thus extending
his active participation in Port Authority accomphshments
through practically the entire second decade of this agency’s
existence.

Commissioner Crouse was an able and faithful public
official, courageous and sincere at all times and devoted to the
carrying out of his responsibilities. He brought to his public
career the same high attributes of character as distinguished
his private life.

It was during his tenure as a Port Authority Commissioner
that the .planning, financing, and building of the Lincoln
Tunnel were undertaken at the direction of the States, and
many projects previously authorized also were carrled to
completion with his assistance.

The Commissioners of The Port of New York Authority

have lost not only an experienced associate whose opinions .

had their full respect but also one who had their personal
esteem and admiration.

It is directed that this Minute shall be spread in full upon
the proceedings of The Port of New York Authority and
that an engrossed copy shall be sent to his family.
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LETTER OF TRANSMITTAL—ANNUAL REPORT
FOR YEAR 1939

New Yorx, March 7, 1940

- To the Governor and Legislature of the State of New Y ork:

To the Governor and Legislature of the State of New Jer-
sey:

Because the Port Aunthority has been engaged in the
construction of interstate bridges and tunnels during most
of the period since its creation, that phase of its activities
is naturally best known to the general public. However, in
addition to the operation of its vehicular facilities the Port
Authority is charged by statute with effectuation of the
comprehensive plan of which Union Inland Freight Ter-
minal No. 1, in the Port Authority Commerce Building, is
a part. It is also charged with protecting the port of New
York in its status as the greatest port of the United States.
These funections include appearances before such regula-
tory bodies as the Interstate Commerce Commission and
the United States Maritime Commission in defense of the
port against attacks by other ports of the country on the
freight rates and services available to shippers and receiv-
ers whose merchandise moves through the Port of New
York in foreign, coastwise and intercoastal trade, as well
as cooperation with municipalities and federal and state
agencies on projects for the betterment of serviees and
facilities at the port.

An example of this latter type of activity is the study
the Port Authority has made at the direction of the legisla-
ture of the State of New Jersev of the possibility of estab-
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lishing a suburban rapid transit system to serve resi-
dents of northern New Jersey who commute into New
York City. Conferences with a special committee of the New
Jersey legislature were commenced on Janunary 4, 1940, for
the purpose of arriving at a meeting of minds on the subject
before submitting report and recommendations to the leg-
islature of the State of New Jersey.

For the interstate bridges and tunnels operated by the
Port Authority the record for the year 1939 shows in-
creases over 1938 on all facilities. The George Washington
Bridge, with 8,063,356 vehicles, the Lincoln Tunnel with
2,845,349 vehicles, the Holland Tunnel, with 13,330,681 vehi-
cles and the Bayonne Bridge with 560,515 vehicles, each
handled more traffic than in any other year since their
respective opening dates. Total traffic for all facilities
amounted to 25,740,815 vehicles, an increase of 2,368,745 or -
10.1 per cent over the 1938 total.

Outstanding Port Authority bonds in the amount of
$37,468,000 and bearing interest coupons of from 334 per
cent to 4% per cent were refunded during the year with
General and Refunding bonds having 3 per cent and 3%
per cent coupouns.

During the year the funded debt of the Port Authority
was reduced from $204,919,000 to $192,270,000, or $12,649,-
000. This reduction was accomplished largely through ap-
plying accumulated reserves which were made available by
further effectuation of the refunding plan. Debt reduction
and refunding operations resulted in interest charges being
reduced in the amount of $916,651.00 annually.

Work on the completion of the New York approaches to
the George Washington Bridge, including a new connection
through Highbridge Park with the Harlem River Speedway
is reaching a conclusion and the final touches on the New
Jersey approach to the Lincoln Tunuel which was opened
to traffic during the summer of 1939 are being made. This
New Jersey approach provides an express route between
the Lincoln Tunnel in Weehawken and Routes U. S. 1 and
New Jersey 3 at the edge of the Meadows in Homestead,
New Jersey. While the opening of the approach has resulted
in a considerable increase in the use of the Lincoln Tunnel
the full effectiveness of this modern under-the-viver cross-
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ing cannot be realized until the approach roads in New
Jersey, which were under contemplation when work on the
Lincoln Tunnel began, are built.

Respectfully submitted,

Fraxx C. Ferausoy,
Chavrman,

Howarp S. Curnmax,
Vice-Chairman,

A. J. SmaMBERG,
L TuEr Porr or Joux J. PuLLEYN,

’ New Yorx AUTHORITY Georee DEB. Krrm,
Ruporrr REIMER,
Josera M. ByrxEw, Jr.,
. ' Cmarues S. WHITMAN,
Joan Borg,

Frank J. Tavrog,
Ravmonp M. Grezgr,

Commassioners.




SECTION I—DEVELOPMENT AND PROTECTION
OF THE PORT '

Part 1—Port Development

Among the duties of the Port Authority, other than con-
struction and operation of vehicular bridges and tunmnels,
are: provision, as far as economically practicable, of
improved freight connections to all parts of the port; uni-
fication of freight terminals; advice to municipalities on
terminal matters; recommendations to the federal authori-
ties of suitable channel and waterway improvements; de-
velopment of a plan for interstate suburban passenger
transit; and protection of the commerce of the port. All
of these functions have as their purpose the maintenance
of the Port of New York as the leading port in the United
States.

During 1939 recommendations were made to the federal
government on ten matters involving channel improvement.
At the request of New York City officials a report was made
on desirable terminal improvements for the more economic
handling of perishable produce in that city. Information
was also given to the New York City Planning Commission
on terminal handling of live poultry, to assist that body in
arriving at a decision in regard to the location of a new
municipal terminal.

Active steps were taken in fourteen formal cases before
the Interstate Commerce Commission and U. S. Maritime
Commission, and in numerous informal negotiations with
railroads and steamship companies, to protect the commerce
of the Port of New York against diversion which would
have resulted if competing ports had secured the transpor-
tation rate advantages which they sought. These proceed-
ings involved millions of tons of commerce affecting
thousands of jobs for port workers. ‘

The European war and neutrality act caused significant

14



changes in the world trade situation during 1939. In order
to maintain the usefulness of the port to shippers at a
maximum and to safeguard its foreign commerce a weekly
bulletin has been issued since October 1st containing infor-
mation on the current availability of shipping service, the
regulations in force on exports and the conditions at ter-
minals, piers and warehouses. Invitations to participate in a
Port Trade Advisory Board, designed to mobilize commer-
cial publicity resources and to establish a clearing house
for port information, were also sent to leading railroads,
steamships, warehouse and dock companies and banks in
the district. ‘

In the field of terminal unification foundations were made
for a new orientation of emphasis in keeping with the shift
of freight from railroads to highways which has taken
place in recent years. Surveys of economic practicability of
establishing union terminals for the rapidly increasing vol-
ume of long distance motor freight were initiated.

Construction of the important rail freight tunnel under
the Upper Bay to link the east and west sides of the port
and to provide a through all-rail freight route to New
England via the New York gateway, has not yet been found
economically practicable because of inadequate traffic to
support the project. Financing as a national defense meas-
ure, with non-interest bearing federal funds to be repaid
out of future earnings offers the most immediate prospect
for early action on this tunnel.

A physical plan for suburban transit was formulated in
1939 pursuant to direction of the New Jersey legislature.
The submittal of a complete financial plan has been with-
held pending conferences with a special legislative commit-
tee appointed in 1939 to advise on matters of legislative
policy.

Channel Improvenients

One of the Port Authority’s duties is to urge on federal
authorities appropriate improvements of channels for the
waterborne commerce of the port. During 1939 it partici-
pated in ten public hearings before the United States Dis-
trict Engineer in matters pertaining to river and harbor
improvements. Five of these hearings dealt with the widen-
ing or deepening of channels and the construction of bulk-
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heads; four related to bridges over navigable waters and
one to the extension of Rikers Island in the East River in
order to provide additional radio facilities for the North
Beach airport. :

The hearings on the Brooklyn-Battery bridge and the
modification of the bulkheads on the Harlem River involved
proposals affecting major changes in the channel clearances
of the port. A fixed bridge with minimum vertical clearance
of 135 feet and a horizontal clearance of 1600 feet was pro-
posed across the mouth of the Kast River connecting the
extreme tip of Manhattan at the Battery with Hamilton
Avenue, Brooklyn. The Port Authority, because of the com-
mercial importance of this waterway urged a somewhat
greater horizontal clearance in the interest of navigation.
The War Department finally rejected the entire bridge ap-
plication on the grounds that national defense of the harbor
required that no obstructive crossing should be built at this
location.

Construction of new express highways involving rehabili-
tation of the Harlem River waterfront, proposed by the
City of New York, required certain modifications in the
bulkheads along the river. At hearings on the proposal the
Port Authority suggested minor changes in the interest of
protecting navigation in the Harlem River, which handles
5,000,000 tons of commerce annually. These were adopted
by the War Department and incorporated in the permit
issued.

During 1939 nearly $8,000,000 were spent on improve-
ment to channels in the Port District by the federal govern-
ment, principally on projects at the following locations:

Arthur Kill and Kill van Kull channels (Staten Island
Sound)—dredging to 35 feet.

Hudson River—deepening of the main ship channels
from the harbor entrance to 40th Street, Manhattan, to
45 feet; thence to 48 feet to 59th Street.

Hudson River-Weehawken-Edgewater channel—main-
tenance to 30 foot depth.

Buttermilk and Red Hook channels between the Brook-
lyn waterfront and Governors Island—deepening to 35
foot and 40 foot depths.
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New York State Barge Canal

The New York State Barge Canal is an important feeder
to the Port of New York, provides a water route competi-
tive with the St. Lawrence canals serving Montreal and
the Mississippi River system serving New Orleans, and is
an important factor in keeping down railroad and truck
rates to the interior. Because of these considerations the
Port Authority in 1934 took a leading part in securing a
federal grant to the State of New York for the raising of
bridges to a minimum of 20 feet vertical clearance, the
widening of bends and deepening throughout to 14 feet.

These improvements, which affect that portion of the
canal between Oswego and Albany, are now about 65 per
cent complete and 77 per cent of the federal funds neces-
sary to finish the work has been allotted for the purpose.

Cooperation with Municipalities

Following out its duty of advising municipalities in the
Port District, the Port Authority has assisted in a number
of studies of proposed improvements.

At the request of the Mayor of New York, the Port Au-
thority designated a representative to serve on a commit-
tee consisting of state, federal and municipal marketing ex-
perts, to study and report upon proposed reorganization
of the wholesale fruit and vegetable terminal market lo-
cated in lower Manhattan. A report was submitted in Feb-
ruary 1939 recommending construction of a union railroad,
motor truck and steamship produce terminal estimated to
save $3,000,000 in handling and truecking costs annually.

On invitation from the chairman of the New York City
Planning Commission the Port Authority furnished data
on the future population of New York City and the metro-
politan area, at a hearing held June 7, 1939, by the Plan-
ning Commission. The purpose of the hearing was to se-
cure useful information and data affecting future public
improvements to be incorporated in the master plan for the
City of New York.

On October 18, upon invitation from the Commissioner of
Markets, New York City, the Port Authority participated
in another City Planning Commission hearing to consider
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proposed sites for a union live poultry terminal, submit-

ting data on rail and highway connections, design and
L=T D v ’

capacity. ' :

Unification of Railroad Freight Terminals

One of the principal objectives of the bi-state plan which
the Port Authority is charged with effectuating is the uni-
fication of freight terminals for the purpose of cheapening
costs to carriers and shippers, reducing street congestion
and improving service.

The operation of Union Inland Freight Station No. I,
built by the Port Authority in 1932 and since utilized by
the eight trunk line railroads as a concentration point for
merchandise freight, has proved its value in cutting the
transfer costs of local merchants and manufacturers not
only in Manhattan but also in other sections of the port by
at least $1.00 a ton. Shippers from nearby Long Island
and New Jersey make extensive use of the station because
of the economy of concentrating trucking operations at
one union terminal instead of numerous individual railroad
stations. '

The railroads have not achieved satisfactory progress in
reducing terminal costs by consolidating and closing down
individual pier stations which could be displaced by Inland
Terminal No. 1 and similar joint facilities. Limited plans
worked out by the Port Authority and checked by former
Federal Coordinator of Transportation Hastman during his
term of office from 1933 to 1936, indicate a potential reduc-
tion of at least $7,000,000 per annum in various terminal
.costs in the New York area. In 1939 the Port Authority”
proposed to the New York railroads a recanvass of the
entire terminal situation with a view to agreeing upon
plans for terminal unification and consolidation of marine
" harbor operations, but has been unable to secure the rail-
roads’ assent. Since the lapse in 1936 of the federal coor-
dinator legislation there appears to be no adequate power
either bi-state or federal to bring about compulsory con-
solidation of railroad terminal operations, no matter how
wasteful present methods may be.

In 1939 a bill was introduced in Congress to recreate a
transportation administrator to attack this problem. The
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bill would have directed the Interstate Commerce Commis-
sion to issue appropriate terminal unification orders upon
recommendation of the administrator and after public hear-
ings and findings of public necessity. This bill died in com-
mittee because of inadequate support. However, during the
latter part of 1939 evidence of reviving interest in enact-
ing such legislation began to appear. On October 12 the
American Association of Port Authorities adopted a reso-
lution favoring cndctment of federal laws to accomplish
compulsory terminal unification and more recently munici-
pal officials have evinced a similar interest.

It is believed that continued failure on the part of rail-
roads to cooperate in setting their own terminal operations
in order will lead to the setting up of federal machinery
to accomplish the result.by appropriate orders when found
in the public interest. In the absence of a willingness on
the part of the New York railroads to consider voluntary
terminal unification measures, continued progress in this
field must await the setting up of an appropriate federal
agency with which the Port Authority may cooperate in

carrying-out the program of the two states. Efforts are

now being exerted toward that end.

Unification of Motor Freight Terminals

- Long distance haulage of freight by motor trucks has
increased rapidly during the past decade. It is estimated
that 600 motor lines operate more than 5000 trucks daily
into the port district and handle more tonnage of many
commodities than do the railroads. Between 1,500,000 and
2,000,000 tons per annum of miscellaneous motor freight
is handled over the platform of inadequate and scattered
individual terminals, mostly in lower Manhattan. -

 The motor truck terminal situation, now characterized by
high delivery costs and street congestion, calls for con-
structive improvement by applying the principles of uni-
fication. A number of long distance truck operators realize
the 1mportance of prompt action in this matter and are
seeking the aid of the Port Authority in working out a
practicable plan for establishing cooperative terminals.
Studies and negotiations to that end were started late in
the year.
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Suburban Transit

Following its 1937 report to the New Jersey legislature
on suburban transit which stated that new interstate facili-
ties would require public aid or state guarantees to supple-
ment fare revenues, the Port Authority was directed in
1938 to prepare a physical and financial plan for the initial
stage, to make -an up-to-date traffic census and to prepare
draft legislation.

The traffic census and physical plan were completed but,
in drafting a financial plan and legislative program, it be-
came evident that the problem involved many questions of
state policy and constitutional provisions. The situation was
laid before the governor and legislature with the result
that a supplemental joint resolution was adopted and ap-
proved on June 7, 1939, creating a joint legislative com-
mittee to confer with and advise the Port Authority on
matters of state policy prior to the submittal of the report.
This committee was designated late in 1939 and conferences
are in progress. _

Of the 313,000 daily interstate travelers between the New

York and New Jersey side of the port, about 40,000 travel

in common carrier motor huses, chiefly over the George
Washington Bridge to uptown Manhattan and through the
Lincoln Tunnel to midtown Manhattan. Several new routes
were established after the opening of the Lincoln Tunnel,
including some transfer routes from rail lines in New Jer-
sey to the Times Square arca.

Increased bus movements in the midtown arca have ag-
gravated the traffic congestion in this section, in the opinion
of the New York City authorities, with the result that the
Mayor appointed a committee headed by the Borough Presi-
dent of Manhattan to investigate and recommend what new
regulations might be necessary. At the invitation of this
committee the Port Authority submitted data to show that
the total daily interstate bus movements into the midtown
area approximated 1400 and that 85 per cent of the patrons
sought destinations east of Kighth Avenue. The suggestion
was proffered that bus companies might reasonably be re-
quired to equip themselves with double ended terminals
west of Seventh Avenue, entered from an eastbound strect
and connecting with a westbound street, and also he re-
quired to simplify their routes so as to approach their

20
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terminals in a direct line eastbound from and westbound
to an uncongested north and south avenue such as Dyer
Avenue (Lincoln Tunnel plaza) or Tenth Avenue.

The Borough President’s committee reported in Decem-
ber, 1939, recommending new police regulations and amend-
ments to the building zone ordinances to be made in 1941,
which would limit suburban buses to pick-up and discharge
at a zone terminal adjacent to the exit of the particular
interstate tunnel or bridge by which they enter Manhattan.
For the midtown area the easterly zone limit is placed at
Eighth Avenue. Application of these restrictions will limit
the convenience offered by the bus lines to interstate pas-
sengers unless the operators are able to work out new ter-
minal arrangements which are economically practicable and
still deliver passengers within reasonable distance of the
business and shopping areas which are their destinations.

The Port Anthority will continue to follow developments
closely with a view to obtaining for interstate commuters
the most convenient service possible under all the circum-
stances.
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SECTION I—DEVELOPMENT AND PROTECTION
OF THE PORT

Part 2—Port Protiection

During 1939 the Port Authority participated in fourteen
formal proceedings before the Interstate Commerce Com-
mission or Maritime Commission to protect the commerce
of the port. These cases involved rail, water or truck trans-
portation rates or practices affecting the relationship of the
Port of New York to competing ports. Directly or indirectly
concerned in the issues at stake were 6,000,000 tons of com-
merce giving employment to an estimated 25,000 workers
in the transport, storage and handling trades and support
to 100,000 people in their families.

Protection of the port’s commerce is a matter of eternal
vigilance. While the basic railroad ‘‘port differentials’’
among the north Atlantic ports were established in 1877
and between Gulf ports and the north Atlantic group in
1907, the most intensive drive to amend these relationships
to the disadvantage of New York has been made during
the past twenty years. During the same period, steamship
rates and terminal practices and motor carrier rates came
under the control of government regulatory agencies, mak-
ing defense of the port’s competitive rate position of still
greater importance. Following the direction of the Bi-State
Treaty of 1921 to intervene in such proceedings, the Port-
Authority is looked upon by steamship lines, railroads,
chambers of commerce and municipalities as the agency
charged with defense of the port as a whole. Needless to
say, the Port Authority cooperates closely with the New
York carriers and with local municipalities and chambers
of commerce in carrying out its duties in this field.

The list of formal proceedings during 1939 included six
Interstate Commerce Commission cases relating to rail-
road rates and practices, two Interstate Commerce Com-
mission cases relating to long-distance motor truck rates
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and six Maritime Commission cases relating to water car-
rier rates or terminal practices. Due to the necessarily
lengthy procedure of hearings, filing of briefs, exceptions
to portions of trial examiners’ reports and oral argument,
decisions in many cases were still pending at the close of
the year. The significance and status of each are sum-
marized briefly:

1.C.C. Docket 28008—

(Cocoa Bean Storage-in-Transit Rules)

A favorable decision was secured in March 1939 equaliz-

ing the rules of the railroads at the Port of New York with -

those in effect at Philadelphia governing the period within
which cocoa beans may be stored in transit without losing
the advantageous special import rates. The decision affected
not only a large tonnage of that particular commodity but
upheld the principle of equal treatment to New York, an
important precedent in future cases involving the same
practices on other commodities.

1.C.C. Docket Ex Parte 104—
(Storage Charges on Wood Pulp and China Clay)

Following the decision of the Interstate Comrerce Com-
mission in a prior general investigation into railroad ware-
housing rates at the Port of New York, the New York car-
riers raised their charges for wood pulp storage to a level
greatly in excess of the railroad charges applying at Balti-
more, Norfolk and other competing ports. Although the
Interstate Commerce Commission refused the Port Au-
thority’s request to suspend these rates pending investiga-
tion, it is expected to enter into an investigation of the
subnormal rates at competing ports in compliance with a
petition filed by the Port Authority. Meanwhile, the New
York carriers have made some reduction in their rates in
accordance with new cost studies.

I.C.C. Docket I. & S. 4689 & 4738—
(Grain Rate Port Differentials)

Grain is an important item in the export trade of the
port. The exports since the beginning of the 1939 season
(October to December) have averaged 3,882,000 bushels per
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month, a 269 per cent increase over the corresponding pe-
riod of 1938. Although some all-rail grain moves from
Illinois and other United States shipping points, the major
volume is of Canadian origin shipped from Great Lake
ports by rail or New York State Canal. Removal in Janu-
ary 1939 of impediments to the export of Canadian grain
to the United Kingdom via New York and other United
States ports, for which the Port Authority has labored
since 1933, was a large factor in the revival. -

During 1939 the Port Authority, in cooperation with
other interests, was successful in securing suspension and
subsequent withdrawal of proposed rates on ex-lake grain
from Toledo to Baltimore and Norfolk which would have
given an increased preference over New York.

During 1939 the Port Authority also joined in a success-
ful move to defend re-establishment of a fair relationship
between New York and New Orleans on grain originating
in Illinois. Readjustments by the carriers serving New York
were successfully maintained against a petition by New
Orleans to have them suspended. A retaliatory reduction
by the lines serving the gulf was suspended on petition filed
in July and is awaiting final decision by the Interstate Com-
merce Commission.

I.C.C. Docket 28076—
(Port Differentials—Virginia and Baltimore vs New York)

Farly in 1939 the Port Authority intervened in a case

" brought by Virginia interests against the eastern railroads

in reference to rates applying from the eastern seaboard
to the interior by combination of coastwise lines and rails.
These combination rates, although applying via somewhat
slower and more circuitous routes than the direct all-rail
lines, give shippers via New York transport charges com-
petitive with the differentially lower all-rail rates granted
by the railroads from Norfolk and Baltimore and are there-
fore worthy of preservation. The case is still pending.

I.C.C. Docket 1. & S. 4542—

(Rates between New York and Southwestern Territory via Seatrain

Line)

During 1939 the Interstate Commerce Commission inves-
tigated the joint rates published by the eastern railroads
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for application from eastern inland points to southwestern
territory via the Seatrain Steamship Line operated from
Hoboken to New Orleans. This steamship line carries
freight cars intact and operates exclusively from the Port
of New York as its Atlantic terminal. The point at issue
is whether the railroads, responsible for publication of the
rates as originating carriers, are offering a fair basis as
compared to the rates which they publish for all-rail over-
land movement to the southwest and to the joint rates pub-
lished in combination with the so-called break-bulk steam-
ship lines operating in the north Atlantic-Gulf trade.

The Port Authority intervened and followed the testi-
mony closely but has reserved any representation pending
the release of the f{rial examiner’s recommendations which
have not yet been handed down.

1.C.C. Bureau Motor Carriers Dockets 20 & 22—
(Motor Truck Rates to New York District)

Important developments took place during 1939 in es-
tablishing long-distance motor truck rates, which are now
subject to the Interstate Commerce Commission. Pioneer
cases are now in progress involving not only the level of
rates to be charged in New England and middle Atlantic
territory but also the grouping of points in the Port Dis-

trict, and the imposition of surcharges for deliveries to

piers and outlying sections.

In two proceedings, one covering rates between New
York and points west and south as far as North Carolina
and the other covering rates between New York and New
Ingland, the Port Authority has taken a very active part.
The major objectives of this participation have been to
keep the rates applying to the Port Distriet from being
loaded with extra cost factors, to maintain the maximum
degree of uniformity in treatment of all sections of the dis-
trict and to oppose unreasonable arbitraries or surcharges
for deliveries to outlying sections in the Bronx, Queens,
Statén Island and New Jersey and for deliveries to steam-
ship piers.

"Only temporary orders have been issued in either case,
with final decision still pending further hearings and argu-
ments. »
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U.S. Maritime Commission Docket 539—
{Intercoastal Rates—New York vs New Orleans)

A substantial volume of commerce moves between the east
central United States and the Pacific Coast via steamships
operating either from north Atlantic or Gulf ports. To pro-
tect the competitive position of New York, the Port Au-
thority has contended that the lines operating from this
port should have the right to establish rates which equalize
total transportation charges with those in effect via any
other Atlantic or Gulf port.

In a test case involving westbound shipments of liquors
from Illinois and Kentucky heard by the Maritime Commis-
sion in 1939, in which the Port Authority participated, the
right of the New York lines to establish reduced rates to
meet the Gulf competition was maintained. However, the
reduction made by the New York lines was met by a further
cut from the Gulf, which the New York lines have not as
vet been able to meet because of a conference rule requir-
ing unanimous consent, permitting a line operating in both
trades to block equalization until such rule is abrogated.

U.S. Maritime Commission Dockets 408 & 514—
(Intercoastal Rates) '

The principle of equalization of total charges betieen
central territory and the Pacific coast was a prominent fea-
ture of a general investigation instituted by the Maritime
Commission into the intercoastal rate structure following
hearings on an internal controversy within the intercoastal
trades in regard to varying rate levels maintained by the
so-called A, B and C lines (classified according to speed
and frequency of service).

In this mvestlgatlon the Port Authorlty upheld the posi-
tion that no minimum rate level should be prescribed for
New York lines above the Gulf carriers; that the lines
should be permitted to equalize total charges by absorbing
adverse inland rail differentials and by publishing special

-proportional rates; and that the privilege of shipping so-

called mixed carloads should be uniformly preserved or
uniformly denied at all ports to eliminate discrimination.
The trial examiner’s report made no recommendations
adverse to the Port of New York except on the practice
of port equalization by absorption of inland rail differen-
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tials. This latter practice, which is of particular importance
to the New York lines, was condemned as unreasonable on
grounds which appear wholly unsupportable. To this phase
of the examiner’s recommendation a vigorous brief of
exceptions has been filed in the expectation that the Com-
mission’s final decision will reverse the examiner’s recom-
mendation.

U.S. Maritime Commission Docket 482—
(Storage Charges on New York Steamship Piers)

Previous annual reports have traced the progress of a
proceeding in which the Maritime Commission established
a mandatory limit of ten days within which import freight
may be held on piers without charge awaiting pickap by
the consignee. The Port Authority offered no objection to
a reasonable limitation of this practice and in fact sup-
ported the proposition but contended that in the absence of
similar restrictions at certain competitive ports, notably on
the Gulf, the New York lines should be permitted to adjust
their charges for holding specific commodities beyond free
time to be in line with practices and charges at competing
ports.

The 1938 report stated that in a test case on coffee the
trial examiner for the Maritime Commission recommended

“that proposed New York pier charges on coffee be found
lawful. However, in the final decision rendered in 1939 the
Commission reversed its examiner and found that coffee
charges proposed by the New York lines should be raised.
This decision was appealed to the federal courts by the
steamship lines without success.

To safeguard against diversion of coffee due to more lax
provisions at Gulf ports, the Port Authority is requesting
the Maritime Commission fo investigate the situation with
‘a view to equalizing port practices.

U.S. Maritime Commission Docket 513—
(Contract Routing Restrictions via Trans-Atlantic Conference
Steamships)

During 1939 the Maritime Commission ruled against a.
practice of the Trans-Atlantic Steamship Conference
whereby in contracts made with interior shippers for spe-
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cial rates the conference insisted that all export business.
of these shippers be delivered at their home Atlantic ports
rather than diverted in part to non-conference lines oper-
ating from Great Lakes ports via the St. Lawrence River
direct to Furope. The Port Authority upheld the right of
the Trans-Atlantic lines to insist on exclusive delivery to
them at Atlantic ports in making special contract rates.
What volume of traffic may be diverted to Canadian routes
as a result of this decision cannot be estimated at this time.

Informal Negotiations to Protect Commerce

In addition to formal proceedings before federal regula-
tory agencies, the Port Authority participated in numerous
informal negotiations with carriers and service agencies in
the port to secure adjustments in rates or practices which
would encourage commerce to move through the port. These
negotiations included rate adjustments to retain the han-
dling, storage and fumigation of cotton imported at New
York in transit to southern mills; amendment of railroad
practices to permit application of special import rates to
goods stored in non-railroad warehouses; rate adjustments
on -export automobiles from certain central territory pro-
ducing points to prevent diversions to competing ports;
and continuance of lighterage service to points in Brook-
Iyn and Queens along Newtown Creek.

Port Trade Advisory Board—Information Clearing House

To meet demands for a more effective coordination of
commercial solicitation and publicity in behalf of the Port
of New York with sources of authoritative information on

" shipping services, terminal conditions, and regulations put

into force as a result of the Kuropean War and the Neu-
trality Act, the Port Authority established in October a
weekly bulletin of information which is widely disseminated
among shipping interests. Shortly thereafter it invited in-
terested carriers, warehouses, terminals, banks and others
concerned to participate in a Port Trade Advisory Board.

This nucleus is expected to grow into a permanent cen-
ter for prompt interchange of information, adjustment of
complaints, dissemination of facts and mobilization of latent
publicity channels on port matfers.
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Port Unity—Motor Carrier Operations in New York Commer.

cial Zone

Previous reports have noted a decision of the Interstate
Commerce Commission in 1937 which excluded portions of
the Port District from the New York Commercial Zone
within which interstate trucking operations are exempted
from compliance with the requirements of the Motor Car-
rier Act with respect to obtaining certificates of convenience
and necessity, filing of tariffs, issuance of bills of lading
and other regulations designed for long-distance over-the-
road operations, but unduly burdensome to local truckmen
and local merchants and manufacturers delivering mer-
chandise by hired trucks.

When this decision was appealed to the federal courts

by several truckmen, the Port Authority intervened in sup-
port of a petition for an injunction and declaratory judg-
ment. On June 24, 1939 the federal court rendered a deci-
sion upholding the Interstate Commerce Commission de-
cision.

Since relief by the courts has been denied, a legislative
amendment to make mandatory an exempt area coinciding
with the metropolitan district as defined by the United
States Census Bureau was pushed in Congress. Such a bill,
known as S-1526, was introduced by Senator Barbour and
went to hearing before a subcommittee of the Senate Inter-
state Commerce Committee during 1939. v

This bill was supported by the Port Authority as well
as by numerous chambers of commerce, industrial, mercan-
tile and trucking interests, not only from New York and
New Jersey but also from Chicago, St. Louis, Philadelphia,
and other metropolitan areas. Thus far no report has been
made by the committee.

Physical Protection of the Port—Regulation of Transportation
of Dangerous Articles

Following out its duty to make recommendation for the

~bhetter conduct of navigation and commerce the Port Au-

‘thority has for several years urged on federal and munici-

pal authorities more adequate regulation and policing of the

handling of dangerous articles within the port area.
Legislation is now pending in Congress which is intended

to coordinate existing statutes covering this traffic. Under
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the proposed act, which it is hoped will be passed and be-
come- effective early in 1940, the Secretary of Commerce
is empowered to regulate the safe transportation of explo-
sives and other dangerous cargo on board vessels on the
navigable waterways of the United States. In anticipating
this legislation the Bureau of Marine Inspection and Navi-
gation of the Department of Commerce, has already com-
piled and issued a preliminary draft of a new comprehen-
sive set of proposed regulations. These rules will govern
the transportation, stowage and storage of all dangerous
cargo on board vessels entering or clearing United States
ports. A number of conferences covering the preliminary
draft have been held by the Bureai \\'1th steamship oper-
ators, shippers, marine underwriters and representatives
of the Port Authority, and considerable progress has been
made in eliminating technical differences Which- will make
the rules more workable and reasonable.

The Bureau of Motor Carriers of the Interstate Com-
merce Commission, also has under consideration a draft of
proposed safety regulations which will apply to all motor
carriers on public highways engaged in the transportation
of explosives and other dangerous articles. Here again con-
ferences have been held covering the proposed rules at
which representatives of the Port Authority were present,
and it is expected that an official hearing will be held in
the near future to consider final adoption of the proposals.
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SECTION H—CONSTRUCTION

v {\\ Part 1—Lincoln Tunnel

kI \,_,’ A - - .
7+ The express highway connection of the Lincoln Tunnel

I
N

ﬁhrough Union City and North Bergen in New Jersey was
put in service on June 30, 1939. This connection, built at
a total cost of $12,568,000, provides a six lane express high-

_way flanked by marginal streets. Across the plateau of the

Palisades through Union City and to a point west of Hud-
son County Boulevard in North Bergen, the express high-
way is in open.cut, depressed below the level of the surface
streets which cross it on bridges.

To the west in North Bergen the highway descends on
viaduet structure to make direct connections with New Jer-
sey State Highway Routes Nos. 1 and 3 and with Paterson
Plank Road. Access to and from Hudson County Boulevard
is available ‘via a three level structure which features an
interchange circle at an intermediate level. For non-tunnel
traffic using the express highway connections to the sur-
face streets are provided near Pleasant Avenue and at Hud-
son County Boulevard East.

The marginal streets were ready for traffic in advance
of the express highway, the south marginal street being
open for traffic on May Ist and the north marginal on
June 9th. : ‘

‘The ““loop’” structure in Weehawken which carries tun-

“mel traffic from the tunnel toll area to the beginning of the

depressed highway had been completed in October 1938
about ten months after the opening of the First Operating
Unit of the Lincoln Tunnel for traffic.

At the beginning of 1939 seven contracts for the construc-
tion of the depressed express highway through Union City
and the viaduet structure in North Bergen were in prog-
ress. Four additional contracts, for paving the roadway
and the approach ramps and for electrical installation, were
let early in the year. All contracts involved in the con-
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struction of the above mentioned connection, were com-
pleted before the close of the year.

Decision had been reached in May 1938 to discontinue
construction of the north tunnel with the exception of such
contract work as was already in progress. All of this active
work was included in the contract for the shield driven
tunnel and shafts which at the beginning of 1939 was ap-
proximately 90 per cent completed. At that time the Con-
tractor was in the process of placing interior conecrete in
the river tunnel section. This contract was completed on
December 1, 1939.

‘When tlafﬁc through the Lincoln Tunnel increases suf—
ficiently to indicate deﬁmtely the need for additional ca-
pacity, the work remaining to be done on the second tube
to place it in readiness for use will be undertaken. This
work, which will consist of the manufacture and installa-
tion of ventilation equipment, the construction of the ven-
tilation buildings, the steel bent section of the tunnel in
New York and the plaza and approach in New York and
the placing of the interior finish and paving, will' require
about thirty months to complete, at a total estimated cost
of $11,500,000.



Six Lane, Depressed Express Roadway, Serving the Lincoln Tunnel, Across the Palisades
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SECTION II—CONSTRUCTION

Part 2—George Washington Bridge

At the beginning of the year -work was in progress on
completion of the New York approach west of Fort Wash-
ington Avenue under Contract HRB-29. Included in this

" contract was the encasement of the anchorage with granite

rubble masonry and the construction of two approach road-
ways flanking the center roadway from the anchorage to
Fort Washington Avenue. The construction of these road-
ways required widening of the arch over Riverside Drive.
Construction work on the anchorage and ramps  had
reached the stage of approximately 60 per cent completion
at the beginning of the year and was entirely completed
in November.

The early part of the year marked completion of work
on the 178th Street tunnel including the tunnel finish un-
der Contract HRB-30, tunnel paving under Contract HRB-

31 and electrical 1nstallatlon under Contract HRB-32.

In Highbridge Park construction of the approach con-
nection from the Harlem River Speedway to the portal of
the 178th Street tunnel and to Amsterdam Avenue has been
advanced to approximately 75 per cent completion during
the year. The approach structure is a reinforced concrete
viaduet of arched design descending along the steep hill-
side of the park from Amsterdam Avenue and from the
tunnel portal immediately east of the avenue to the Speed-
way level. Junction with the Speedway is made south of
Highbridge and opposite 170th Strect.

At the beginning of 1939 one contract, namely Contract
HRB-35 for the southerly portion of the connection, had
been started. This contract was completed in November.
Two other contracts for the work were let, namely Contract
HRB-36 for the northerly portion of the connection which,
at the end of the year, was about two-thirds completed, and
Contract HRB-38 for the electrical installation. Field work
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on the latter had not yet been started. It is expected that
this connection will be entirely completed and open to traf-
fic during the spring of 1940.

During the vear work was undertaken and completed on
three additional contracts. The first of these was for pav-
ing the center roadway of the New York side span under
Contract HRB-37. Contract HRB-40 provided for a short
roadway connection hetween Henry Hudson Parkway and
the approach through Riverside Drive. Contract HRB-39,
for the bus passenger shelter at 179th Street, was in proe-
ess of execution at the beginning of the year and was com-
pleted in May.

36



George Washington Bridge View

of New York Anchorage and Arch over Riverside Drive as Completed




SECTION III—OPERATION OF INTERSTATE
VEHICULAR CROSSINGS

Part 1—Holland Tunnel

From April 21, 1930 to March 1, 1931 the Holland Tun-
nel was operated by the Port Authority as agent for the
two states. Iffective March 1, 1931 the control, mainte-
nance, operation and revenues of the Holland Tunnel were
vested in the Port Authority.

Traffic

Traffic at the Holland Tunnel during 1939 showed an
inerease over 1938 of 884,397 vehicles, or 7.1 per cent. The
total for 1939 was 13,330,681 vehicles. In 1938 it was 12,-
446,284 vehicles. The year 1939 was the peak year since
the opening of the tunnel in 1927. The previous high year
was 1937, when the facility was used by 13,079,269 vehicles.

Revenues and Expenses

Gross income for 1939 amounted to $7,507,837.64, com-
pared with $6,905,266.69 in 1938, an increase of $602,570.95
or 8.7 per cent. The total operating expenses for 1939 were
$1,602,559.58, compared with $1,543,755.72 for 1938, an in-
crease of $58,803.86 or 3.8 per cent. '

Net revenues after deduction of operating expenses, in-
terest on the funded debt and other income charges
amounted in 1939 to $4,066,728.33, compared with $3,467,-
881.51, an increase of $598,846.82 or 17.3 per cent.
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SECTION III—OPERATION OF INTERSTATE
VEHICULAR CROSSINGS

Part 2—Lincoln Tunnel.

The first operating unit of the Lincoln Tunnel, consist-
ing of one tube only, was opened to traffic on December

22, 1937. As decision was reached during 1938 to defer.

indefinitely completion of the second tube of the tunnel,
traffic will continue to move in both directions in one tube.

Traffic

As a result of the opening of the depressed and elevated
_express highway approach to the Lincoln Tunnel connect-
ing with U. S. Route No. 1 and New Jersey Route No. 3
through the municipalities of New York, Union City and
North Bergen, there was a considerable stepping up in the
use of this facility for interstate movement of motor vehi-
cles. As a result, the total traffic for the year 1939 amounted
to 2,835,349 vehicles, an increase of 1,044,702 vehicles, or
58.3 per cent over the 1938 figure.

Revenues and Expenses

Gross income for 1939 amounted to $1,722,011.23, com-
pared with $1,012,546.80 in 1938, an increase of $709,464.43,
or 70.1 per cent. Operating expenses for 1939 totaled $597,-
747.88, a decrease of $60,662.20, or 9.2 per cent under the
1938 figure of $658,410.08. After deducting operating ex-
penses, interest on funded debt and other income charges
from the total operating revenues and income there re-
mained a net deficit in 1939 of $625,418.19, or $328,439.50,
or 34.4 per cent less than the deficit for 1938.
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SECTION III—OPERATION OF INTERSTATE
VEHICULAR CROSSINGS

Part 3—George Washington Bridge

The George Washington Bridge was opened to traffic on
October 25, 1931.

Traffic

Traffic at the George Washington Bridge during 1939, for
the first time since it was opened in 1931, passed the 8,000,-
i 000 mark. The total number of vehicles using this faecility
during 1939 was 8,063,356. In 1938 the figure was 7,694,216.
The inerease in 1939 over 1938 was 369,140, or 4.8 per cent.

Revenues and Expenses

Gross operating revenues and income in 1939 amounted

to $4,682,841.38, compared with $4,582,357.55 in 1938, an
increase of $100,483:83, or 2.2 per cent.
Ry Operating expenses for 1939 were $612,807.76, an increase
il of $95,225.90, or 18.4 per cent over the 1938 figure of $517,-
581.86. This increase in 1939 was brought about primarily
, by the increased appropriation for advertising in connec-
: tion with the World’s Fair and the 11ece531tv for the re-
placement of toll register equipment.

Net revenues for the year 1939, after deduchno opelctt—
ing expenses, interest on funded debt and othe1 income
Gharges -amounted to $2,096,458.86, an increase of $135,-
550.63, or 6.9 per cent over the 1938 figure of $1,960,908.23.
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THE 50¢ TOLL — WHERE IT WENT
BRIDGES AND TUNNELS
YEAR 1939

SINKING AND RESERVE FUNDS
FOR RETIREMENT OF DEBT

17 z—%csms

OPERATION AND
MAINTENANCE

IO%c:ms

INTEREST

22‘%%&'475

THEI0%8 CENTS FOR OPERATION AND MAINTENANCE

100
ARE DIVIDED AS FOLLOWS - :
TOLL COLLECTIONS | "o_‘c; CENTS g
LIGHTING AND TUNNEL VENTILATION | %%CENTS ’,:
CLEANING 42 cents i
100 :
POLICING 238 cents :
100 -
INSURANCE " 95 cenTs
100
OTHER OPERATING EXPENSES 2% CENTS i
DEVELOPMENT 13 cents
100
ADMINISTRATION AND LAW |%cc~n
46
TOTAL 46 Cent
10755 cenvs
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SECTION III—OPERATION OF INTERSTATE
VEHICULAR CROSSINGS

Part 4—Bayonne Bridge

The Bayonne Bridge, connecting Port Richmond, Staten
Island, with Bayonne, New Jersey, has been in operation
since November 15, 1931.

Traffic

Traffic over the Bayonne Bridge during 1939 was greater
than in any other year since its opening in 1931. The total
figure was 560,515. In 1938 it was 513,079 vehicles. The
increase in 1939 over 1938 amounted to 47,436 vehicles, or
9.2 per cent. '

Revenues and Expenses

Gross operating revenues and income for 1939 amounted
to $257,146.53, compared with $237,248.75 in 1938, an in-
crease of $19,897.78, or 8.4 per cent. '

The operating expenses for 1939 amounted to $109,-
498.16, compared with $103,977.34 in 1938, an increase of
$5,520.82, or 5.3 per cent. This increase in operating ex-
penses for 1939 was due to a large extent to the necessary
painting program carried on at that facility during the
summer months.

Operations in 1939, after deduction of operating expenses,
interest on funded debt @id other income charges, resulted
in a net deficit, the figure being $218,921.63, compared with
a deficit in 1938 of $235,706.29, or $16,784.66, or 7.1 per
cent less.

R
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SECTION III—OPERATION OF INTERSTATE
VEHICULAR CROSSINGS

Part 5—Arthur Kill Bridges

(toethals Bridge and Outerbridge Crossing, known as the
Arthur Kill Bridges, have been in operation since June
29, 1928.

Traffic

For the year 1939 the total traffic on these two facilities
amounted to 950,914 vehicles, compared with 927,844 vehi-
cles in 1938, an increase of 23,070 vehicles, or 2.5 per cent.

Revenues and Expenses

Total operating revenues and income for the year
amounted to $465,601.48, compared with $457,390.80 in
1938, or an increase of $8,210.68, or 1.8 per cent.

The operating expenses for 1939 were $137,107.57, com-
pared with $138,489.24 in 1938, or a decrease of $1,381.67,
. or 1.0 per cent.

After deducting operating expenses, interest on funded
debt and other income charges from the total operating
revenues and income there resulted a net deficit for 1939
of - $200,755.47. In 1938 this net deficit amounted to $211,-
144.65. The 1939 deficit is less by $10,389.18, or 4.9 per cent.

Goethals Bridge Bus Line

This bus line was inaugurated in March 1931 between
Elizabeth, N. J., and Staten Island, N. Y. In 1939 it han-
dled 200,757 passengers with a gross revenue of $23,176.35
and enjoyed a net operating revenue of $363.29.
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SECTION IV—GENERAL

Part 1—Financial

Results of Operations

In 1939 gross revenues from all sources amounted to
$16,162,583.08, an increase of $1,526,923.70, or 10.4 per cent,
as compared with $14,635,659.38 for the year ended De-
cember 31, 1938. Deductions for operating expenses, inter-
est on funded debt and all other charges amounted to
$10,712,672.68, an increase of 4.1 per cent. Net revenues
available for debt retirement and appropriations, for 1939,

‘in the sum of $5,449,910.40, compared with the previous year

of $4,344,936.36 indicates' an increase of $1,104,974.04 or
25.4 per cent. A comparison of net revenues from all sources
for the years 1939 and 1938 follows:

. Net Revenues Available for Per Cent
Debt Retirementand Appropriations Increase
Facility 1939 1938 orDecrease

Holland Tunnel. ............... $4,066,728 33 $3,467,881 51 17.3
George Washington Bridge...... 2,096,458 86 1,960,908 23 6.9
Lincoln Tunnel................ 625,418 19* 953,857 69* 344
Bayonne Bridge. . .............. 218,921 63* 235,706 29* 7.1
Arthur Xill Bridges. . .......... 200,755 £7* 211,144 65* 4.9
Inland Terminal No. 1......... 106,019 56 142,527 49 25.61
Other Sources. ................ 225,798 94 174,327 76 29.5
Total. ..o $5,449,910 40 $4,344,936 36 25.4

Net revenues for the year 1939 were disposed of as follows:
Holland Tunnel—Sinking Fund ........ $1,500,000.00
(George Washington Bridge— R

Sinking Fund ............... . .. .. 299,921.97
George Washington Bridge—
Retirement of Debt ......... .. ... .. 1,796,536.89
*Deficit.
tDecrease.
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Inland Terminal—Sinking Fund ....... 106,019.56

General Reserve Fund ................ 2,729,815.68
Insurance Fund ...................... 20,431.50
Additions and Betterments ............ 42.280.09
Operating Reserves (Deficits) ...... ... 1,045,095.29

Total ... v $5,449,910.40

At the beginning of the year the funded debt of the Port
Authority was $204,919,000. During the year there was re-
tired from accumulated earnings $15,673,000. The amount
of debt refunded was in the sum of $37,468,000, and there
was issued by exchange or sale $40,492,000 par value of
bonds. Funded debt at the end of the year was $192,270,000.

- The following table reflects these figures in detail:

000 Omitted

Funded Retired Refunded Issued Funded
Description Debt During During During Debt

January 1, 1939 Year Year Year December31, 1939

G $47439 ... e $ 47,439
G 16,500 {........... SI16,500  .i.iiiiiii e

G 17,500 [.oooooi oo 17,500

G 22,462 | $17,386 39,848

G 14,804 $5000 f............ 23,106 32,910
Ser 24,551 9,673 14878 |

13301 f........... 3,769 |............ 9,532

43,084 1,000 2321 |l 39,763

5278 | 5,278

$204,919 815,673 837,468 $40,492 $192,270

The Refunding Program

In 1931 the Authority established the General Reserve
Fund as the result of legislation enacted in that year en-
abling the pooling of revenues from all facilities so that
these revenues could be applied to the costs of the facilities
as a group. The legislation enacted provided, not only for
the unification of facilities already authorized, but also
facilities hereafter authorized by the two States. The re-
funding program was then initiated so as to spread amorti-
zation over longer periods than had been provided originally
in the early bond issues.

Since the adoption of the refunding program there has
been issued by exchange or sale General and Refunding
Bonds of which there were outstanding the following on
December 31, 1939
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000 Omitted

For REFUNDING SERTAL Bonps For
Lincoln
Series Date Total . Tunnel
A-4148 | B4s | B-4l4s | C-4s | D-4)4s | E-4}4s | Construction
Firgt 48 due..... 3/1/75 |347,439 | $13,216 | $ 3,507 |........ $ 3,320 | $1,491( $1,057 $24,848
Thitd344s “ ..... 5/1/76 | 17,500 1........ 16,900 %...... 0. ... 600 ... .o e
Fourth3s “ ..... 12/15/76( . 32,910 {.......[........ $ 1,718 2,905 3,781 2,006 22,500
Fifth3l4s “ ..... 8/15/77) 39,848 .. ... .| ....... 19,121 4,496 983 512 14,736
Total....oooooenene. $137,697 | 813,216 | $20,407 | $20,839 | $10,721 | $6,855 | $3,575 $62,084

Lincoln Tunnel Operations

From January 1, 1939 to July 1, 1939 1nterest was
charged to operations on $36,703,600 of funded debt. As of
July 1, at which time the entire N ew Jersey approach was
placed in use, the interest was charged to operations on a
funded debt of $47,689,100; and beginning October 1, on
$66,084,000, or all of the funded debt of the entire project.
The funded debt was represented, in part, by $16,500,000
General and Refunding 3349, bonds which were callable
at 1059,. In June market conditions were so favorable that
it was deemed advisable to provide for the refunding of this
portion of the debt with bonds bearing a 39, coupon. This
refunding operation resulted in the sale of $17,500,000 of
General and Refunding 3s of which there was repurchased

for retirement, $5,000,000 par value. The completion of this

transaction reduced the funded debt to $62,084,000, the
annual interest on which is $2,147,840, the amount charge-
able to operations after December 15, 1939.

Cash and Securities on Hand

As of December 31, 1939 cash and securities in all ac-
counts amounted to $17,209,508.72. Of this sum there was
allocated for construction purposes $1,808,116.35. Liabili-
ties for estimated construction work completed prior to
December 31, 1939 amounted to $944,267.79, leaving a bal-
ance of $863,848.56 available for future construction work.

Deposits in New York and New Jersey banks amounted
to $9,678,646.95 and cash on hand, in transit and working
fund amounted to $143,812.34. Bank deposits are fully
secured by deposit of collateral or by Federal Deposit
Insurance.

Securities acquired for investment purposes, at cost, as
of December 31, 1939 amounted to $7,387,049.43 and are
represented by the following:

46

T VL

B T s



g <~ g g

Security Amount
The Port of New York Authority
731 G & R First Series Bonds. ............... $ 779,358 75
1,667 G & R Third Series Bonds........... ... 1,711,380 00
1,909 G & R Fourth Series Bonds.............. 1,932,375 18
928 G & R Fifth Series Bonds................ 928,020 10
1,284 Series FBonds. . ....................... 1,300,965 14
611 City of New York Bonds. . .............. 611,652 28
125 Miscellaneous Bonds. ................... 123,297 98
7,255 $7,387,049 43

Sinking and Reserve Funds

(a) General Reserve Fund: A

This fund was established by special legislation in 1931,
to provide greater security for bond holders. It constitutes
balances remaining, after all charges and may be used to

- meet obligations due with respect to any facility which may

earn insufficient revenues, as well as debt service on all
General and Refunding Bonds. ‘

This fund may be maintained in a sum equal to ten per
cent of all outstanding bonds. The operations of this fund
for the year 1939 follow:

Balance, January 1, 1939...... el e $ 7,948,306 66
Additions during 1939:
Balance after all charges—Holland Tunnel . . $2,524,448 24

Miscellaneous income from investments, ete. 290,387 34
Net additions. ... ..ooiviii i .. 2,814,835 58
$10,763,142 24
Deductions:
Series F and FF Bonds—Interest and other
charges. . ........ .. i $ 158,682 32
Payment of mortgage—Washington Heights
PIOPEItY .. ..ttt 350,000 00
Retirement of $5,000,000 par value of General :
and Refunding 3%, Bonds at cost.......... 5,087,500 00 )
Net deductions. ... ................ P 5,596,182 32
Balance, January 1, 1940. . ................. e e $ 5,166,959 92

This amount consists of cash, $1,662,017.53, securities,
$3,490,952.31, and accrued interest receivable, $13,990.08.

(b) Series B—George Washington Bridge Sinking and ....

Statutory Reserve Funds.

Balance, Jannary 1,1939.................. $ 8,223,380.43
Add: Net Revenues—Year 1939......... 2,096,458.86
$10,319,839.29
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Deduct: Amount applied to retirement of

Series BBonds ......... . ... .. ...... 10,019,000.00
Cash Balance, January 1, 1940............. $ 300,839.29
(c¢) Series D—Inland Terminal Sinking Fund:
Balance, January 1,1939.................. $ 99.06
Add: Net Revenues—Year 1939......... 106,019.56

$  106,118.62
Deduct: Amount applied to retirement of

Series D Bonds. ......... .. ... ... .. 106,000.00
Cash Balance, January 1,1940............. $ 118.62
(d) Series E—Holland Tunnel Sinking Fund:
Balance, January 1,1939 . ................. $ 5,003,347.11
Add: Net Revenues—Year 1939 applied to
Sinking Fund requirement............ 1,500,000.00

$ 6,503,347.11
Deduct: Amount applied to retirement of
Series BEBonds ...................... 1,000,000.00

Balance, January 1, 1940.................. $ 5,503,'347.11

This amount consists of cash, $2,038,742.49, and securi-
ties, $3,464,604.62. :

On March 1, 1940, a bond maturity of $1,000,000 will be
paid from this fund.

(e) Insurance Fund:

The purpose of this fund is to handle transactions in
connection with self-insurance of Port Authority liability
under workmen’s compensation statutes. As of January 1,
1940, this fund amounted to $705,046.22 and consisted of
cash, $24,245.87, securities, $676,542.50, and accounts re-
ceivable, $4,257.85.
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SECTION IV—GENERAL

Part 2—Real Estate

Port Authority Commerce Building

Following the leasing of more than half of the second
floor of the Port Authority Commerce Building to Double-
day, Doran & Company, Inc., in the preceding year, the
remaining portion of the floor was leased during the current
year to Emerson Radio & Phonograph Corporation for a
period of five years. Formerly this entire floor had been
utilized for trade show and exhibition purposes.

Lease agreements, contemplating aggregate rentals of
$1,220,835.99, were consummated during the year covering
various areas throughout the building. In many cases these
were renewals or extensions of existing leases at generally
increased rentals.

During 1939 the gross income for the building totaled
$1,301,345.88, an increase of $34,824.85, or 2.7 per cent over
the preceding year.

Operating expenses for the year 1939 amounted to $471,-
353.73, an increase of $53,450.36, or 12.3 per cent over the
total of $417,903.37 for 1938. This increase was caused
primarily by the construction work necessary to convert the
second floor of the Port Authority Commerce Building from
an exposition to a commercial tenant use. In addition there
was a substantial increase in the amount of steam consumed
in the building as a result of the new commercial tenan(nes
on the second floor.
_ After deducting operating expenses, interest on funded
debt, and other income charges, the net revenues from the
building for the year 1939 amounted to $106,019.56. This
represents a decrease of 25.6 per cent from the net income
of $142,527.49 for the year 1938.
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Lincoln Tunnel

During the year 1939 a total of $602,983.17 was paid for
real estate acquired in Weehawken and North Bergen, N. J.,
for the construction, maintenance and operation of the
Lincoln Tunnel. The Port Authority had been in possession
of these properties for some time prior to their actual ac-
quisition but the payments therefor had been deferred as a
result of condemnation proceedings in some instances and
the necessity of clarifying matters affecting title in others.
A very substantial portion of this amount was for railroad
property. .

The total cost of real estate purchased for the New Jersey
approach, as of December 31, 1939, amounted to $5,821,-
398.73.

Two small parcels of vacant land, one in North Bergen
and the other in Weehawken, which had previously been
purchased as parts of larger areas required for approach
purposes and since certified as surplus property, were sold
during the year for an aggregate price of $800.00.

Pursuant to Chapter 876 of the laws of New York, 1935,
and Chapter 186 of the laws of New Jersey, 1935, the Port
Authority has for several years been making voluntary
agreements with the owners of 125 buildings affected by
changes in the street grades resulting from the construction
of the New York approach to the first operating unit of the
tunnel. These agreements contemplate payment by the Port
Authority for the damages to the buildings and improve-
ments resulting from the raising or lowering of the streets
affected by a grade change. Agreements have now been
reached with the owners of all the buildings referred to
above. With respect to 90 of the buildings the Port Author-
ity has paid, or is obligated to pay, money damages, and
with respeet to the remaining 35 buildings the Port
Authority has, at the owners’ request, performed the altera-
tion work necessary to adapt 34 of these buildings to the
new street grades and is obligated to undertake such work
on the remaining one.

George Washington Bridge

~In order to provide a new approach to the George Wash-
ington Bridge from the northbound roadway of the Henry -
Hudson Parkway, a parcel. of vacant land was acquired
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from the Trustees of Columbia University in the City of
New York. The total cost of real property acquired in the
City of New York for the construction, maintenance and
operation of the George Washington Bridge was $9,431,-
516.08 as of December 31, 1939.

A parcel of vacant land located between Haven Avenue
and Service Street in the City of New York, being surplus
property remaining after the construction of the bridge and
its approaches, was sold during 1939 for the sum of $70,-
000.00, and property in Fort Lee, N. J., no longer required
for bridge purposes, was sold for the sum of $5,000.00.
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SECTION V—ACCOUNTS AND STATISTICS

Part 1—Report of Arthur Andersen & Co.

Auditors’ Report

Exhibit 1—Balance Sheet—December 31, 1939

Exhibit 1—Schedule 1—Statement of Funded Debt—De-
cember 31, 1939

Eixhibit 2—Statement of Net Revenues and Appropria-
tions Thereof for the Year ended December
31, 1939

Exhibit 3—Summary of Reserves for the Year ended De-
cember 31, 1939
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ARTHUR ANDERSEN & CO.

67 WaLL STREET
New Yorx

" AUDITORS’ REPORT

To The Port of New York Authority,
New York, N, Y.:

We have examined the balance sheet of The Port of New
York Authority as of December 31, 1939 and the statement
of net revenues and appropriations thereof (as later de-
fined) and summary of reserves for the year ended that
date. In connection therewith we have examined or tested
accounting records of the Authority and other supporting
evidence and have reviewed the system of internal control
and the accounting procedures of the Authority by methods
and to the extent we deemed appropriate. Test checks were
made of cash received from revenues and other sources and
the disbursements made therefrom to determine that such
revenues and disbursements were properly accounted for;
changes in personnel and rates of compensation were traced
to authorizations of the Committee on Personnel, and
although we made numerous test checks of other transac-
tions during the period as outlined in more detail in the
following paragraph, we did not make a detailed audit of
all of the transactions.

Additions to facilities during the period consisted prin-
cipally of expenditures for construction of Lincoln tunmnel
approaches, ete. and for construction of the 178th Street
tunnel and approaches relative to the George Washington
Bridge; payments on construction contracts during the
period were checked to vouchers and to authorizations of
the Commissioners, and other construction expenditures
were examined through test checks of vouchers for mate-
rials, pay rolls for labor charges and of the amounts
distributed to construction accounts as engineering and gen-
eral overhead costs. The amount of general and adminis-
trative expenses allocated to facilities as general overhead
depends on the extent of construction work which has de-
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creased substantially during the latter part of 1939 and
which the management now estimates will cease about
June 30, 1940, after which date it is expected that all gen-
eral and administrative expenses will be charged to opera-
tions. During the year ended December 31, 1939, general
and administrative expenses aggregating $148,706.88 have
been allocated to the cost of construetion of certain facilities
as general overhead. During the nine months ended Sep-
tember 30, 1939, interest charges aggregating $629,762.22
on bonds the proceeds of which were used in the construc-
tion of the Lincoln Tunnel have been included in the cost
of construction of that facility; since that date all interest
on bonds (including amounts applicable to the nonoperating
North tube, the completion of which has been deferred in-
definitely) has been charged against the operations of the
facility. Cash and securities, including funded debt of the
Authority held in its various funds or pledged as collateral
to General and Refunding Bonds, were checked by confirma-
tions received directly from the depositaries or holders
thereof or by examination. Funded debt issued has been
checked to resolutions of the Commissioners authorizing

such issues; there are no trustees of the various issues of .

funded debt. Amounts due to the States of New York and
New Jersey were confirmed by correspondence with officials
of the respective states. Insofar as we were able to deter-
mine within the scope of our examination and as repre-
sented to us by the management, all liabilities of the
Authority at December 31, 1939 are reflected in the accom-
panying balance sheet, and contingent liabilities and com-
mitments are set forth in Note 1 thereto.

"~ The Port of New York Authority was created in 1921
by compact between the States of New York and New
Jersey with the approval of Congress. The Authority has
no stockholders or equity holders and all revenues or other
cash received has to be disbursed for specific purposes in
accordance with statutory provisions and agreements with
the holders of its bonds. In accordance with such statutory
provisions and bondholders’ agreements, no deductions
from revenues may be made for depreciation (except on
ancillary equipment). In accordance with resolutions of the
Commissioners, the Authority has followed the practice of
charging to the investments in facilities all net debt dis-
count and expense incurred in connection with bonds and
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notes issued for construction purposes and no provision is
made for the amortization of such debt discount and ex-
pense, which aggregated $3,450,945.82 at December 31, 1939.
In prior years $1,879,829.47 of interest on bonds, net of
income earned on unexpended construction funds, was
charged to the investment in certain facilities after the
dates of official opening thereof, of which $340,000.00 was
in accordance with the contract with the bondholders of
Inland Terminal No. 1 bonds. In the opinion of its General
Counsel, the Authority is not subject to either Federal, state
or local taxes; the Authority, however, is authorized by law
to enter into voluntary agreements to pay a fair annual
sum in lieu of taxes in connection with its marine and inland
terminals. No such agreements have been completed and
pending settlement thereof, the Authority has provided
amounts therefor as set forth in the accompanying financial
statements. Accordingly, the statement of net revenues in-
cludes no deductions for depreciation, amortization, or
taxes, except as indicated above, and the amount of net
revenues is appropriated for or allocated to various re-
serves for the benefit of bondholders in accordance with
the agreements with such bondholders. The accumulated
net revenues, as above defined, to December 31, 1939, are
shown in the accompanying balance sheet under reserves
which also indicates the various reserves and other pur-
poses for which such net revenues have been reserved or
used. Certain of the reserves are applicable to specific
issues of bonds and others are available for all bondholders.

In our opinion, the accompanying balance sheet (Exhibit
1), the statement of net revenues and appropriations thereof
(Exhibit 2) and summary of reserves (Exhibit 3) fairly
present the assets and liabilities of The Port of New York
Authority at December 31, 1939, and its revenues, expen-

ditures and appropriations of the net revenues for the year

ended that date, on the basis of the accounting policies set
forth in the preceding paragraph.

(Signed). ARTHUR ANDERSEN & CO.....

New York, N. Y.,
February 10, 1940.
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EXHIBIT 1

THE PORT OF NEW YORK AUTHORITY

Balance Sheet—December 31, 1939

ASSETS

ExrENDITURES oR FACILITIES (Including all net debt dis-
count and expense incurred in connection with bonds
and notes issued for construction purposes, aggregating
$3,450,945.82, and $1,879,829.47 of interest charged to
the investment in certain facilities after the dates of
official opening thereof):
Arthur Xill Bridges... .. .ovoiintinirnnninn i,
Bayonne Bridge......................
George Washington Bridge. ... ... cooueunn ...
Inland Terminal No. 1 (Port Authority Commerce

Building) . ... .o e
Holland Tunnel............ oo i i
Lincoln Tunnel (completion of second operating unit

deferred indefinitely). ... covvinet i e e

BaraNcE oF PROCEEDS FrROM SaLES OF Bonps AND MISCEL-
LANEOUS FUNDS AVAILABLE FOR ConsTrRUCTION PUR-
roses—Cash in banks and on hand

CURRBNT ASSETS AVAILABLE FOR DEBT SERVICE AND GENERAL
CORPORATE PURPOsES:
Cash in banks and on hand

Investment in securities:
The Port of New York Authority bonds, at_cost or
quoted market value at date of internal issuance
in exchange for bonds previously reacquired
(83,660,000 principal amount)—quoted market
value 8‘3 822,566.65. ... .. i
Municipal bonds, at cost—quoted market value
B177,647.00. . . ..ot e e
Accounts and accrued interest receivable................

Sivkine Funps (See Notes 4 and 3):
Cash in banks (including time deposits).................
The Port of New York Authority bonds, at cost or quoted
market value at date of internal issuance in exchange
for bonds previously reacquired (32,859, 000 prmcxpal
amount)—quoted market value $2,966,542.50. .. .. ....
Municipal bonds, at cost—quoted market value 5a49 476.00

OTHER AssETs AND MIsCBELLANEOUS UNaDJUSTED ITEMS:
Deposits with paying agents for unredeemed bonds and
INterest COUPODS. .\ i, it et et atet e e iaieaneninnns
Mortgages receivable and miscellaneous investments. ...
Prepaid insurance, ete.......oooi ittt

817,271,790 88
13,140,713 97
61,260,373 32

16,339,485 18
50,823,540 65

70,646,679 02

$ 6,166,910 33 .

3,733,965 30

. 188,479 51
115,509 33

$ 2,791,700 40

2,918,133 87
546,470 75

$ 3,281,982 50
262,210 63
188,789 64

The accompanying notes are an integral part of this balance sheet.
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$229,482,583 02

863,848 56

10,204,564 47

6,256,305 02
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EXHIBIT 1

THE PORT OF NEW YORK AUTHORITY

Balance Sheet—December 31, 1939

LIABILITIES

STRUCTION _AND FOR PRELIMINARY STUDIES AND
Surveys (Note 2):
State of New York...oouuueeot i e,

CURRENT LIABILITIES: .
Accounts payable........ i i e
Construction costs retained and estimated amounts
accrued under construction contracts.................
Accrued interest on funded debt.......................
Accrued lability for contribution to cmployees’ retire-
ment system (see Note 3)...oovnnn e,

DEFERRED LIABILITIES AND MISCELLANEOUS RESERVES:

. Unredeemed bonds and interest coupons................
Provision for liability in lieu of taxes...................
Reserve for self insurance (workmen's compensation and

certain minoritems).......... ... ... il
Reserves for depreciation of automotive equipment and
for painting of bridges. .............. ... ... ... .....
Unredeemed tickets and miscellaneous deposits..........

ReservEs (See paragraph 3 of auditors’ report)—(Exhibit 3):
Sinking fund reserves
Operating reserves.....

General Teserve. . vv.ve vttt
Reserves applied to retirement of debt, payment of debt
service, ete., less deficit accounts of certain facilities. . .

]
Less—Expenses in connection with funded debt refunding
and consolidating program (including premium paid on
refunded bonds and duplicate interest charges, less net
premium received on refunding bonds), deducted here-
from pending consummation of the complete program
and determination of final disposition.................

Excess or LiaBILITIES TO STATES OF NEW YORK AND NEW
JERSEY FOR ADVANGES IN AID OF CONSTRUCTION OF GEORGE
WasSHINGTON BripGE, OVER THE PRINCIPAL AMOUNT OF
Series F ano FF Bonps IssUED TO THE STATES IN SETTLE-
MENT THEREOF, LEss EXPENsEs RELATIVE THERETO AND
Iggg,nms'r oN Series F anp FF Bownps To DECEMBER 31,
1

FepErAr GRANTS AND APPROPRIATIONS BY STaTES oF NEw
Yorx anp NEW JERSEY IN A1p 0F CONSTRUCTION OF LINCOLN

TUNNEL AND GEORGE WASHINGTON BRIDGE................

CoNTINGENT LiaBILITIES AND CONSTRUCTION COMMITMENTS:
(See Note 1).

$ 4,299,840 17
4,300,000 00

$ 461,017 80

532,939 49
2,005,567 34

306,022 60

$ 3,288,002 50
350,000 00

203,746.22 -

335,608.30
112,469 42

$ 6,256,305 02
251,611 04
5,166,959 92

24,978,664 72

836,653,540 70

4,707,717 &7

The accompanying notes are an integral part of this balance sheet.
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$192,269,777 78

8,599,840 17

3,305,547 23

4,289,826 44

31,945,822 83

3,728,816 71

6,400,952 68

$250,540,583 84




EXHIBIT 1—Continued

CONTINGENT LIABILITIES REPORTED AND OTHER NOTES

(1) Contingent liabilities and construction commitments at December 31, 1939, as reported by the

management, were as follows: o
(a) Construction contracts awarded, less payments rgade and liabilities recorded to cover work

performed to and including December 31, 1939

(b) Condemnation awards and contracts covering purchases of property, ete..................,
cquisition of certain easements, payable if and when the

. e ve to & > :
(c) Contingent liabilities relative have certain construction work performed—not to exceed

owners of the properties elect to
ctors for additional compensation in connection with delays and
n work, etc. In the opinion of the management, these
tion of the amounts alleged to be due..............

(d) Claims of construction contra S
changes in plans of constructio
claims will be settled for a small frac

(e) Pending lawsuits (substantially covered by insurance or indemnity agreements)...........

: fora : ; i tractors for New York City Sales Tax i -
f) Estimated obligation to indemnify certain cons ity Sales Tax in con
@ nection with certain construction contracts in the event that such taxes are imposed and

TS s P L R R S
f certain highway connections and paving work etc. relative

(g) Estimated cost of construction o he Lincoln Tunnel.... ... . . 0. .0 . 00 T

to New Jersey approaches to t
anection with proposed construction by The City of New York

(h) Estimated commitment in co: e Lincoln Tunnel ... o o

of a protective pier over th

. : . i i ith the George Washington Bridg ;
i) Estimated cost of construction work in connection wit ge Washington Bridge which
® the Authority is obligated to undertake under agreements with The City of New York:
o Street Tunnel, additional plaza and approach facilities

Estimated cost to complete 178th 1 1
and certain street wli)dening work (exclusive of construction contracts awarded to De-

CETDET B1, 108) . .. 2 veeseeeammen s s mr T e

Note: The Federal Emergency Administration of Public Works has agreed to
makg a grantleto ghee Authority in aid of completion of the construction work in con-
nection with the Georze Washington Bridge.. To December. 31, 1939, the Authority
had received partial payments aggregating $1,039,815 under this grant and the
Managerment catimates that the] baézéggegzg thgr %l_'anlt t\vhlch will be received by the

=8 . qmately 2, . 1S latter amount is applicable, in
Authority will be approx nstruction contracts awarded at December 31, 1939,

part, to expenditures made or cO L. The Authority is oblj d
Estimated cost of 179th Street Tunnel. e Authority is obligated to build this tunnel
sst bsequent to the completion of the 178th Street Tunnel and provided that traffic
through the latter exceeds six million vehicles in 2 twelve months period. 1In the opinion
of the management, it is unlikely that traffic through the 178th Street Tunnel after its
completion will reach the aforementioned volume until after a long period of years. ...

$ 221,000
37,000

558,000

974,000
475,000

15,000

650,000

600,000

100,000

3,100,000

$6,730,000

Note: The foregoing does not include amounts necessary to complete the construc-
aos: Seceonfg t%lbe of the Lincoln Tunnel, completion of which has been deferred
indefinitely. dministrati f Public Works h

The Federal Emergency Administration of Public Works has agreed to make an
additieonael gxfgnt to (»,bi ‘Authority, in aid of construction of Lincoln Tunnel approaches
and the management estimates that the amount which will be received by the Au-
thority subsequent to December 31, 1939 will be approximately $618,000.

(i) Tbe Holland Tunnel was constr
_tion with construction of the Holk
Jersey issued its Highway Extension
lishment of a sinking fund for the pay

ucted jointly by the States of New York and New Jersey and, in connec-
land Tunnel and the Camden-Philadelphia Bridge, the State of New .
Bonds under legislative authorization which required the estab-
ment of these bonds at maturity and contained the further pro-

S nt of the annual interest on the bonds, the State of New Jersey’s one-half share
vision that, after payme f the Holland Tunnel would be paid into the aforementioned sinking

in the rgmaining net revenues Ol
fund. In connection with acquist
the New Jersey Sinking Fun
lated in the State Sinking Fund, ag|
mentioned State of New Jersey High
State of New Jersey agreed to assume 11

tion of control of the Holland Tunnel in 1931, the Authority paid to
d Commission an amount which, taken with the amounts already accumu-

aggregated a sum sufficient to pay the principal amount of the afore-
chway Extenmpn Bonds. In consideration of this payment, the
full the obligation as to interest and principal of the said bonds,

; at and agreement referred to, the statutory provision whereby one-half of the
Asg a result of the payme Tunnel is subject to lien of the State of New Jersey Highway Extension

net revenues of the Holland

Bouds has become largely ac
unless the State Sinking Fund
to pay the principal and interest O
is further not operative un
deficits out of other funds.

ademic in the opinion of the management. Such lien is not operative
for the payment of the bonds, and the interest thereon, prove insufficient
f the Higchway Extension Bonds. In case of such deficiency, the lien
less the State of New Jersey defaults in its undertaking to make good any

: December 31, 1930 providing for the leasipg to certain railroads of Union Inland
(k) In an agreement dated ecrel Inland Terminal No. 1, the Authority agreed to construct and rent.to the

Freight Station located i

Inland Freight Stations, the construction of which is to be undertaken

B S: 1 Union " .
railroads two additiona 1f the Authority shall f2il to construct and lease to the railroads either

at the request of the railroads.
of the additional stations wit o~
their option, withdraw from the agree .
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EXHIBIT 1—Continued

(2) The subordinated liability for advances in aid of construction and for preliminary studies and surveys includes
88,299,918.20 representing advances made in connection with the Arthur Kill and Bayonne Bridges which are
not repayable until the earnings of such projects have been sufficient to pay interest, sinking fund and statutory i
reserve requirements; earnings to date of the Arthur Kill and Bayonne Bridges have not been sufficient to pay i
bond interest. The balance of $299,921.97 in this account represents advances for preliminary studies and
surveys in connection with the George Washington Bridge which are not required to be paid until all Series B
Bonds have been retired—see Note 3.

(3) In April, 1935, the Authority adopted a pension plan for its employees providing for participation in the New
York State Employees’ Retirement System. It was provided that for a thirty-year period the Authority
should pay an annual deficiency contribution to the System in licu of making a lump sum payment for the
accrued liability at the date of entering the System, and the amounts of both deficiency and current contribu-
tions are being charged to expense currently. At the present time the Authority has under consideration a
plan for the establishment of a reserve against which future deficiency contributions would be charged.

(4) Payments into_the Series D Sinking Fund to December 31, 1939 were $1,068,881.38 less than required by the
provisions of the agreement with the holders of Series D Bonds. However, Series D Bonds maturing in 1936
to 1939, inclusive, aggregating $1,200,000 have been refunded, of which, $975,000 were pledged as collateral
to General and Refunding Bonds at December 31, 1939 and $225,000 had been retired. The Authority’s

i program of refunding its serial debt issues contemplates the refunding of all future maturities of Series D Bonds

) through the medium of General and Refunding Bonds.

! (3) The balance in the Series B Sinking Fund (George Washington Bridge) amounted to $646,839.29 at December 3
i 31, 1939. As indicated in Schedule 1 there were no Series B Bonds outstanding at December 31, 1939 but :
¢ $37,327,000 of such bonds were held alive and pledged as collateral to General and Refunding Bonds. In ;
the opinion of its counsel the Authority is obligated to make payments into the Series B Sinking Fund, out of i
each year's revenues from the George Washington Bridge, as follows:

(a) A payment equal to the principal amount of the following year's maturities of the aforementioned pledged
onds.

(b) Such further payment or payments, if any, as may be necessary to maintain in the sinking fund an amount
equal to the qnpz_\xd advances (£299,921.97) made by the States of New York and New Jersey for pre-
liminary studies in connection with the George Washington Bridge.

The moneys in the Series B Sinking Fund may, in the opinion of counsel for the Authority, be expended for the
following purposes:

i (a) To pay thg principal amount of the pledged Sgries B Bonds upon their réspective dates of maturity (amounts
: so applied become available for debt service on General and Refunding Bonds).

(b) To repay advances in the amount of 5299,921.97 made by the States of New York and New Jersey for
preliminary studies in connection with the George Washington Bridge (see Note 2).

(¢) To pay the principal amount of Series F and FF Bonds.
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EXHIBIT 1-—SCHEDULE 1
THE PORT OF NEW YORK AUTHORITY
" Statement of Funded Debt—December 31, 1939

Amount
authorized
(less principal
amount retired)

Amount issued
(less principal
amount retired)

Bonds refunded
through issuance
of general and
refunding bonds
and pledged as
collateral thereto

AMoUNT QUTSTANDING AT DECEMBER 31, 1939

Held by
the public

Held in funds of
The Port of New
York Authority

Total

Npw Y ORK—NE“ JERSEY INTERSTATE BRIDGE .

Series A (Arthur Kill Bndges)—4}/% serial
bonds called for redemption March 1, 1936,
Series B (George Washington Brldge)-—4%

serial bondg ;g.lled for redemption Decem-
4V% serial bonds called for redemp
November 1, 193
Series C (Bayonne Bridge)—4 %, serial bonds
called for redemption January 3, 1938

$12,200,000 00

47,327,000 00

10,352,000 00

New Yorxk—New JeRsEy TERMINAL Bonbps,
Ser1es D (Inland Terminal No. 1)—43}{ %
serial bonds due 1940-1960 ($300,000 due
March 1, 1940, of which $19,000 had been|
refunded at December 31, 1939)

15,775,000 00

New Yorxk—NEwW JeERsEY INTERSTATE TUNNEL
Bonps, Series E (Holland Tunnel)—414 %,
serial bonds due 1940-1960 ($1,000,000 due
March 1, 1940, of which $26, 000 had been
refunded at December 31, 1939) .............

SeriEs F Bonps, 3%, due March 1, 1941.........

43,000,000 00
2,500,000 00

Series F¥ Bonps, 3%, due March 1, 1941....... 2,777,717 78

=]
o

GENERAL AND REFUNDING BonDs:
First Series, 4%, due 1975..................
Third Senes 34%,due 1976...............
Fourth Serles 3%,due 1976................
Fifth Series, 3% Zoydue 1977 o

47,439,000 00
17,500,000 00
34,500,000 00
50,000,000 00

$ 12,200,000 00

17,000,000 00
20,327,000 00
10,352,000 00

15,775,000 00

43,000,000 00
2,500,000 00

2,777,777 78"

47,439,000 00
17,500,000 00
32,910,000 00
39,848,000 00

$12,200,000 00

17,000,000 00
20,327,000 00
10,352,000 00

6,243,000 00

3,237,000 00

9,632,000 00

39,763,000 00
1,216,000 00
2,777,777 78

46,708,000 00

15,833,000 00

31,001,000 00
38,920,000 00

731,000 00
1,667,000 00
1,909,000 00

928,000 00

9,532,000 00

39,763,000 00
2,500,000 00
2,777,777 78

47,439,000 00

17,500,000 00

32,910,000 00
39,848,000 00

Total funded debt......................

$261,628,777 78

$69,359,000 00

$185,750,777 78

$6,519,000 00

$192,269,777 78

NoTEes:

(15 Matured and called bonds for which redemption funds are on deposit with paying agents but which have not been presented to December 31, 1939 are

reflected in the above statement as follows:

Series B, 4%, serial bonds called for redemption December 1, 1936
414 %, serial bonds called for redemption November 1, 1939
Series C, 4 %, serial bonds called for redemption January 3, 1938
Series D, 414 9, serial bonds matured March 1, 1938
Series E, 414 9, serial bonds matured March 1, 1938

Series B,

General and Refunding Bonds, Second Series, 3/ %, due 1965, called for redemptxon December 1, 1939..

Deducted

Included from Amounts
as Pledged  Authorized and
~ Bonds Issued

$ 11,000 00 3 5,000 00
1,101,000 00 876,000 00
100,000 00 15,000 00
500000 ... ...,
............ 5,000 00
............ 937,000 00

$1,217,000 00

$1,838,000 00

(2) On February 6, 1940 the Commissioners authorized the issuance of additional installments of General and Refunding Bonds, Fourth Series, 3%, due

76, as follows:

Third mstallment——$33 000,000 principal amount authorized to be issued to refund outstanding New York—New Jersey Intersmte Tunne! Bonds,

Series “E"”

(Holland Tunnel) and for purposes incidental thereto.

Fourth installment-—$15,000,000 principal amount authorized to be issued for refunding by exchange for New York—New Jersey Terminal Bonds,
Series D (Inland Termmal) and for General and Refundmg Bonds of the First, Third and Fifth Series, and for purposes incidental thereto.
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EXHIBIT 2
THE PORT OF NEW YORK AUTHORITY

Statement of Net Revenues and Appropriations Thereof for the

Year Ended December 31, 1939

Inland Terminal General
: George No. 1 (Port . Reserve
PARTICULARS Combined Arthur Kill Bayonne Washington Holland Tunnel | Lincoln Tunnel Authority TFund and
Bridges Bridge Bridge Commerce Insurance
Building)} Fund
Gross OPERATING REVENUES: N
Vehicular tolls from bridge and tunnel
facilitles. .. ....oov i e $14,276,848 93 $431,420 00 $255,118 53 84,523,466 52 87,355,011 13 S1,7T11,832 75 | ovvvenniiin | e
Rental income—
From tenants.............oovvvian. . A4 737 99 | v | v | e i e $1,184,73709 | ... ... ...
From The Port of New York Authority TILAO3 BT | oo | e | e e - 111,493 51
Miscellaneous. . .. c.ovveevviecnneninin., 60,913 68 33,364.98 224 90 9,172 83 18,030 29 12068 | .....viiint
Gross operating revenues............. $15,633,994 11 $464,784 98 $255,343 43 34,532,639 35 $7,373,041 42 $1,711,953 43 $1,206,23150 | ...........
OPERATING EXPENSES.....vuvvvrinanininnnss 3,531,074 68 137,107 57 109,498 16 612,807 76 1,602,559 58 597,747 88 471,353 73 | ...
Net operating revenues............... $12,102,919 43 $327,677 41 $145,845 27 83,019,831 59 85,770,481 84 $1,114,205 55 $ 82487777 ...l
Oraer Incoms, Less Ormer Depucrions (In- :
cluding $60,000.00 provided in lieu of taxes).. 455,782 94 207 12 1,303 10 145,579 35 130,829 83 8,141 54 56,076 94 | $225,798 94
Totaloveer i 812,558,702 37 $327,884.53 $147,148 37 34,065,410 94 $5,901,311 67 81,122,347 09 3 768,800 83 | $225,798 94
INTEREST ON FUNDED DEBT. ..ot v 7,108,791 97 528,640 00 366,070 00 1,968,952 08 1,834,583 34 1,747,765 28 662,78127 | ....... ...
Net revenues available for sinking fund
reserves for retirement of debt and
for other appropriations in accordance
with statutory requirements and
agreements with bondholders (see
paragraph 3 of auditors' report)....| $ 5,449,910 40 8200,755 47 $218,921 63 $2,096,458 86 84,066,728 33 & 625,418 19 $ 106,019 56 | $225,798 94
APPROPRIATIONS AND ALLOCATIONS
OF NET REVENUES:
To sinking fund reserves.................. $3,702,47842 | ...l | e $2,096,458 86 $1,500,000 00 $ 106,01956 | ...........
To generalreserve.....ocoovvvveni v, 2,729,815 68 e .. 2,524,448 24 | ... o Lo, 205,367 44
To deficit accounts.....ovevne e, 1,045,006 29 | 200,755 47 | 218,921 68 | ..ol ciiii b BR5LIBIG o e
For additions to ancillary equipment....... 42,280 09 42,28000 | ..o |
Net revenues transferred to reserve . o
accounts (Exhibit 3)............... % 5,429,478 90 8200,755 47 8218,921 63 82,006,458 86 84,066,728 33 $ 106,019 56 | $205,367 44
To insurance reserve. . ........covevvn.nn. 20,431 50 | ooviiiiiiie b o | | e e 20,431 50
Total, as above...l...oocvviii i, $ 5,449,910 40 8200,755 47 8218,921 63 82,096,458 86 24,066,728 33 8 625,418 19 $ 106,019 56 | $225,798 94
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THE PORT OF NEW YORK

EXHIBIT 3

AUTHORITY

Summary of Reserves for the Year Ended December 31, 1939

PARTICULARS

Total

Sinking fund reserves

Statutory reserve
(George Washington
Bridge)

Operating reserves

General reserve

Reserves applied to
retirement of debt,
payment of debt
service, etc., less
deficit accounts of
certain facilitics
(See note)

Expenses in
connection with
funded debt
refunding and
consolidating
program

Balance, December 31, 1938.............. oot

Appropriated net revenues for the year ended December
31, 1939 (exclusive of earnings of $20,431.50 on insur-
:ﬁug:e fund transferred to insurance reserve)—from Ex-

ibit 2

Iixcess of amounts realized from sales of the Authority's
own bonds, previously internally issued, over market
value of such bonds at dates of internal issuance... ...

Funded debt retired:

Series B 4149, Bonds (George sthmgton Bndge)
Series D 4149, Bonds (Inland Terminal No. 1)..
Series B 449, Bonds (Holland Tunnel). ..........

Appropriations of General Reserve:

Tor retirement of $5,000,000 principal amount ol
General and Refundmg Bonds Fourth Series, 3%,
due 1976 through Sinking I‘und

$28,992,859 40

5,429,478 90

85,019 90

For payment of mortgage liability. ............. .| ..o

Tor payment of interest on Series F and Seties FF

Bonds.......oovvo L

Txpenses in connection with funded debt refunding and
congolidating program:

Premium paid on bonds refunded.................
Interest on refunding bonds (8902,209.46) from date

of issuance to call or maturity date of refunded
bonds less interest ($642,548.30) on refunded issues
redeemed before call or maturity date...........
Miscellaneous expenses............o..vviens .
Premium received on refunding bonds issued

2,916,619 76

$9,728,446 17

3,702,478 42

5,949,619 67
236,000 00
1,000,000 00

$3,723,380 43

8,723,380 43

$251,611 04

$7,948,3006 66

2,729,815 68

85,019 90

5,087,500 00
350,000 00

158,682 32

-8 9,487,297 60

1,002,815 20

9,673,000 00
225,000 00
1,000,000 00

5,087,500 00
350,000 00

158,682 32

82,146,182 50

2,916,619 76

259,661 16 259,661 16
17582 15 17,588 15
632,327 70 632,327 70

Balance, December 31, 1939 (Exhibit 1)...............

$31,945,822 83

6,256,305 02

$251,611 04

$5,166,959 92

824,978,664 72

84,707,717 87

Nor: The revenucs of certain facilities in 1939 and prior years have been insufficient to provide in full for interest charges applicable thereto. Moneys to provide for such deficiences have been taken

from other sources which were available for such purposes.
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SECTION V—ACCOUNTS AND STATISTICS

Part 2—Port Authority Tables

Net Revenues for the years ended December 31, 1939 and
1938

le\lll;le
1—Combined
2—Holland Tunnel
3—Lincoln Tunnel
4—George Washington Bridge
5—Arthur Kill Bridges
6—Bayonne Bridge
7—Inland Terminal No. 1

Traffic Statisties for the years ended December 31, 1939
and 1938
8—Combined
9—Holland Tunnel
10—Lincoln Tuunnel .
11—George Washington Bridge
12— Arthur Kill Bridges
13—Bayonne Bridge



Table No. 1
COMBINED NET REVENUES

Increase or *Decrease
Calendar year, Calendar year,
1939 1938

I. Operating Revenues and Income

Operating and other revenue.............. $15,633,994 11 $14,142,229 57 $1,491,764 54 105
Other incomet............. ...l 528,588 97 493,429 81 35,159 16 7.1
B ) 316,162,583 08 $14,635,659 38 $1,526,923 70 104
II. Deductions
Operating eXpenses...........oooeueen.ne $ 3,531,074 68 $ 3,380,117 61  § 150,957 07 4.5
Interest on funded debt.. .. .. 7,108,791 97 6,794,904 17 313,887 80 4.6
Other income charges...... 72,806 03 115,701 24 42,895 21 37.1
B $10,712,672 68 $10,290,723 02§ 421,949 66 4.1
Net Revenues...........ovevunnn... $ 5,449,910 40 3 4,344,936 36 $1,104,974 04 25.4
Dispositién of Net Revenues:
Reserved for Sinking Funds.................. $ 3,702,478 42 § 3,603,435 72
General Reserve Fund, operating reserves, etc.—
Y 1,747,431 98 741,500 64
1 7Y S 3 5,449,910 40 3 4,344,936 36

* Decrease shown in italics. :

+ In addition to other incoms reported in tables 2 to 7 inclusive, this account includes income earned from General
Reserve Fund, $205,367.44 in 1939 and $153,747.05 in 1938, and income earned from Insurance Fund, $20,431.50
in 1939 and $20,580.71 in 1938.

Table No. 2
HOLLAND TUNNEL

Net Revenues from Operation

Increase or *Decrease
Calendar year, Calendar year,
1939 1938

1, Operating Revenues and Income

Tolls and other revenue................... 87,373,041 42 $6,847,834 92 $525,206 50 7.9
Otherincome..............icocieeina. . 134,796 22 57,431 77 77,364 45  134.7
Total...... et $7,507,837 64  $6,905,266 69 $602,570 95 8.7
IL. Deductions ‘
Operating expenses. ..... $1,602,559 58 $1,543,755 72 $ 58,803 86 3.8
Interest on funded debt.. . 1,834,583 34 1,877,083 34 42,500 00 2.3
Other income charges..................... 3,966 39 16,546 12 12,579 73 76.0
Total e vrve e $3,441,109 31 $3,437,385 18 $ 3,724 13 a1
Net Revenues.........coevevevinan.s $4,066,728 33 93,467,881 51 $598,846 82 17.3
Disposition of Net Revenues: :
Reserved for Sinking Fund........ e $1,500,000 00 $1,500,000 00
General Reserve Fund.......ccvevenvanin oo 2,524,448 24 1,924,374 57
Additions to Property Investment............. 42,280 09 43,506 94
Total. . verineeirieiiiaiea $4,066,728 33 $3,467,881 51 ‘

* Decrease shown in italics.
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Table No. 3
LINCOLN TUNNEL

Net Revenues from Operation

Increase or *Decrease

Calendar year, Calendar year, _—
1939 1938 Amount  Per cent
1. Operating Revenues and Income :
Tolls and other revenue................... $1,711,953 43 $1,006,595 35 $705,358 08 70.1
Other income............. s 10,057 80 5,951 45 4,106 35 69.0
Totaleoieeni i $1,722,011 23 $1,012,546 80 $709,464 43 70.1
II. Deductions : A
Operating expenses..............c......... $ 597,747 88 $ 658,410 08 8 60,662 20 9.2
Interest on funded debt................... 1,747,765 28 1,302,478 75 445,286 53 34.2
Other income charges..................... 1,916 26 5,515 66 3,599 40 65.3
Total,..oovveviiiii i $2,347,429 42 $1,966,404 49 $381,024 93 19.4
Net Revenues....................... $ 625418 19f § 953,857 69t $328,439 50 344
Disposition of Net Revenues:
Operating reserve. ......o.vveeervneenneen.n $ 625,418 19f $ 953,857 691
Total..ovveeni e $ 625,418 197 $ 953,857 691

* Decrease shown in italics. .
1 Denotes deficit.

Table No. 4
GEORGE WASHINGTON BRIDGE

Net Revenues from Operation

Increase or *Decreaes

Calendar year, Calendar year, —
1939 1938 Amount  Per cent
I. Operating Revenues and Income
Tolls and other revenue................... $4,5632,63935  $4,331,163 71 $201,475 64 4.7
Otherincome.....................coou 150,202 03 251,193 84 100,991 81 40.2
Total,uuuun e 34,682,841 38 84,582,357 55 8100,483 83 2.2
II. Deductions
Operating expenses. ...................... 3 612,807 76 $ 517,581 86 $ 95,225 90 18.4
Interest on funded debt................... 1,968,952 08 2,074,780 00 105,827 92 5.1
Otber income charges..................... 4,622 68 29,087 46 24,464 78 84.1
Total....oooovoiiii 82,586,382 52 82,621,449 32 8 35,066 80 1.8
Net Revenues...........oooeveiin.n.. $2,006,458 86  $1,960,908 23 8135,550 63 6.9
Disposition of Net Revenues:
Reserved for Sinking Fund................... $2,096,458 86 81,960,908 23
Total..coueenneniiania ., $2,096,458 86 $1,960,908 23

* Decrease shown in italies.

68



Table No. 5
ARTHUR KILL BRIDGES

Net Revenues from Operation

Calendar year, Calendar year,
1939 1938

1. Operating Revenues and Income

Increase or *Decrease

Amount  Per cent

Tolls and other revenue................... $464,784 98 $455,874 33 $ 8,910 65 2.0
Otherincome................cociiiinen 816 50 1,516 47 659 97 46.2

Total. o " $465,601 48 $457,390 80 . § 8,210 68 1.8

II. Deductions

Operating eXpenses. . ......cvveeuranrornnnn $137,107 57 $138,489 24 8 1,381 87 1.0

- Interest on funded debt . 528,640 00 528,64000 .............. ......
Other income charges...........c.ouvvnnn. 609 38 1,406 21 796 83 56.7
Total. .oveeeee e $666,356 95 $668,535 45 $ 2,178 50 .8

Net Revenues...............ooien.n. $200,755 471 $211,144 65t $10,389 18 4.9

Disposition of Net Revenues:
Operating reserve £200,755 471 $211,144 65t

Total.....oooiiiii i $200,755 471 $211,144 651

* Decrease shown in italics.
+ Denotes deficit.

Table No. 6
BAYONNE BRIDGE

Net Revenues from Operation

Calendar year, Calendar year,
1939 1938

I. Operating Revenues and Income

Increase or *Decrease

Amount  Per cent

Tolls and other revenue................... $255,343 43 $235,061 41 $20,282 02 8.6
Other income. ... ooevneeneiiiinniennn... 1,803 10 2,187 34 384 34 17.6
B 7 ) P S $257,146 53 $237,248 75 $19,897 78 84
II. Deductions .
Operating expenses. ......o.oeevveeaeaennns $1090,498 16 $103,977 34 $ 5,520 82 5.3
Interest on funded debt. 366,070 00 368,047 10 1,977 10 b
Other income charges..............oovvuen 500 00 930 60 430 60 46.8
Total..eeeie i $476,068 16 $472,955 04 $ 3,113 12 N
Net Revenues.....ocvveivvnnenenn.n. $218,921 63+ $235,706 297 $16,784 66 7.1
Disposition of Net Revenues: )
Operating reserve. .......cooeveieeenoennnnn. $218,921 631 $235,706 291
Total. .o $218,921 631 $235,706 291

* Decrease shown in italics.
1 Denotes deficit.
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Table No. 7
INL_AND TERMINAL NO. 1

(Port Authority Commerce Buildingv)

Net Revenues from Operation

: Increase or *Decrease
Calendar year, Calendar year, -
1939 1938 _ Amount  Per cent

I. Operating Revenues and Income

Rent and other revenue................... 81,296,231 50 $1,265,699 85 $30,531 65 24
Other income...... B TR E T © 5,114 38 821 18 4,293 20 522.8
Total.....cceevnnnn.. i $1,301,345 88 $1,266,521 03 $34,824 85 2.7
II. Deductions ) )
Operating expenses................... et $ 471,353 73 $ 417,903 37 $53,450 36 12.3
Interest on funded debt. . 662,781 27 643,874 98 - 18,906 29 2.9
Other income charges..................... 61,191 32 62,215 19 1,028 87 1.6
1 et $1,195,326 32 $1,123,993 54 $71,332 78 6.3
NetRevenues........ccouelveenieans $ 106,019 56 $ 142,527 49 $36,607 93 266
Disposition of Net Revenues:
Reserved for Sinking Fund................... $ 106,019 56 $ 142,52749
Total e iree e $ 106,019 56 § 142,527 49
*Decrease shown in italics.
_ Table No. 8
COMBINED TRAFFIC STATISTICS
Calendar Calendar . Increase or *Decrease
N . year, year, ——P e
Class 1939 1938 Number Percent
Passenger automobiles............. ... ool 20,528,379 19,053,767 1,474,612 . 7.7
...... 32,660 . 26,419 - 6,241 23.6
..... . 1,491,365 1,157,146 334,219 28.9
. 1,624,962 1,492,956 132,006 8.8
Trucks—2 tons to 5 tons 801,494 741,056 60,438 8.2
Trucks—over 5 tons.... 341,382 297,770 - 43,612 14.6
Passenger automobiles 18,174 + 18,174 ...
Tractors with 1-axle trailers or 3 axle trucks 880,639 584,480 296,159 50.7
Tractors or trucks with trailers, 4 axles. . 21,715 18,399 3,316 18.0
Specialg, ..ol e .. 45 77 32 41.6
Total vehicles. .......ooveveiiiiniii e 25,740,815 23,372,070 2,368,745 ‘ 10.1
Pedestrians. . ... .cvveuneieelie e iniereae e 177,162 185,906 8,744 4.7

* Decrease shown in italics.
1 Included in a different classification in 1938.

70




‘
}
I
i

o L R B TR PR T ST T S o

o Table No. 9
HOLLAND TUNNEL

Traffic Statistics

.Calendar Calendar  Inerease or *Decrease

- year, year, —_—

Class, 1939 1938 Number Per cent

Passenger automobiles....... ...l iiiiiiin 10,597,360 9,985,530 611,830 6.1
Motorcycles . 18,272 14,844 3,428 23.1
UBEH. ¢ v reeeenenanenenanennn 323,386 307,308 16,078 52
Trucks—up to 2 tong or tractors, 2 1,009,540 990,282 19,258 1.9
Trucks—2 tons to 5 tons . 530,238 530,875 637 N
Trucks—over5t0n8. ... ovve v ian.. 209,740 196,059 13,681 . 7.0
Passenger automobiles with 1 axle trailers. ... 8,058 ¥ 8,058 ......
Tractors with 1-axle trailers or 3 axle trucks or tr 622,636 409,364 213,272 52.1
Tractors or trucks with frailers, 4 axles. 11,406 11,945 539 4.5
Specials....o oo 77 32 416
Total vehicles. . ....ooovviiiiiiiiiiiiiii e 13,330,681 12,446,284 884,397 7.1

* Decrease shown in italics.
t Included in 2 diffevent classification in 1938.

Tabie No. 10
LINCOLN TUNNEL. -

Traffic Statistics

Calendar Calendar

Increase or *Decrease

: : year, year, —————

Class 1939 1938 Number Per cent

Passenger automobiles..... ... e ereiaeees 1,943,245 1,393,149 - 550,096 39.5
Motoreyeles......... y FPN e 5,633 3,522 2,111 59.9
Buses..........ooiiiiiiiiiii el 473,681 186,138 287,523 1545
Trucks—up to 2 tons or tractors, 2 axles. 243,057 146,852 96,205 65.5
Trucks—2 tons to § fong.............. 101,926 46,303 55,623  120.1
Trucks—over 5 tong................. e 21,302 5,093 16,209 3183
Passenger automobiles with 1 axle trailers.............. 1,119 111 ...,
Tractors with 1 axle trailers or 3 axle trucks or tractors. ... 43,081 8,479 . 34,602 408.1
Tractors or trucks with trailers, 4 axles................ 2,325 1,111 1,214 1683
BN ) 0 U ) 2,835,349 1,790,647 1,044,702 58.3

* Decrease shown in italics. -
+ Included in & different classification in 1938.
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Table No. 11
GEORGE WASHINGTON BRIDGE

Traffic Statistics

Calendar Calendar

Increase or *Decrease

. year, year,

Class - 1939 1938 Number Per cent

Passenger automobiles............ TR 6,760, 583 6,490,015 270,568 4.2
MOtOreyeles. .. voenn e i i e 7,262 6,901 361 5.2
BUSES. ¢ttt it e e 661, 358 633,491 27,867 4.4
Trucks—up to 2 tons or tractors, 2 axles............... 247,183 239,961 7,222 3.0
Trucks—2tonsto Stons..............oooiiiill 119,914 116,999 2,915 2.5
Trucks—over 580m8...... . .ovvin it : 69,409 62,627 6,782 10.8
Pagsenger automobiles with 1 axle trailers.............. 8,046 T 8,046 ......
Tractors with 1 axle trailers or 3 axle trucks or tractors. . .. 182,485 139,407 43,078 309
Tractors or trucks with trailers, 4 axles e 7,116 4,815 2,301 47.8
Total vehicles. .oveerenieiieiirneninianiien.s 8,063,356 7,604,216 369,140 48
8,360 47

Pedestrians. .. ... e et aeeeaeneeaaane e e 168,998 177,358

* Decrease shown in italics.
1 Included in a different classification in 1938.

Table No. 12

ARTHUR KILL BRIDGES
Traffic Statistics

Increase or *Decrease

Calendar Calendar
. year, year,

Class - - - 1939 1938 Number Per cent
Passenger automoblles. et retaaeerare e aeaaneaean 782,137 776,034 6,103 8
Motoreyeles.......... 1,021 826 195 23.6
QL S R 1,195 998 197 19.7
Trucks—up to 2 tons or tractors, 2 axles.. 79,014 73,911 5,103 6.9
Trucks—2 tons to 5 tons.......... .. . 33,694 31,643 2,051 6.5
Trucks—over 5tom8.......vovvinnien... .. 32,729 27,279 5,450 20.0
Passenger automobiles with 1 axle trailers T 723 ...
Tractors with 1 axle trailers or 3 axle trucks or tractors. . 19,801 16,810 2,991 . 17.8
Tractors or trucks with trailers, 4 axles................ 600 343 257 74.9.
Total vehicles...... i eetateiaieiieaaranaas 950,914 - 927,844 23,070 2.5
Pedestrians. ....... PR R . 3,666 3,662 4 1

* Decrease shown in italics,
T Included in a different classification in 1938.
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Table No. 13

BAYONNE BRIDGE

Trafhie Statistics

Calendar Calendar  Increase or *Decrease
year, year,

Class 1939 1938 Number Percent
Passenger automobiles. . ... . ... ... ... L 445,054 409,039 36,015 8.8
Motorcycles. P . 472 326 146 448
BUSES. . uci i 31,765 - 29,211 2,554 8.7
Trucks—up to 2 tons or tractors, 2 axles. 46,168 41,950 4,218 10.1
Trucks—2 tons to 5tons.............. 15,722 15,236 486 3.2
Trucks—over 5tons.................. e 8,202 6,712 1,490 22.2

Passenger automobiles with 1 axle trailefs.............. 228 228 ...
Tractors with 1 axle trailers or 3 axle trucks or tractors. ... 12,636 10,420 2,216 21.3
Tractors or trucks with trailers, 4 axles 268 185 T8 44.9
Total vehicles. ......ovieeiiii e 560,515 513,079 47,436 9.2
Pedestrians........... i, 4,498 4,886 388 7.9

* Decrease shown in italics. L.
T Included in a different classification in 1938.
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