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NEW JERSEY TURNPIKE AUTHORITY

TRENTON, N.J.

The Honorable Alfred E. Driscoll, Governor, and the

Members of the Legislature of the State of New Jersey:

Pursuant to the statutes, the New Jersey Turnpike
Authority submits herewith i1ts Third Annual Report
which now records the accomplishments of the Authority

for the thirty-three months’ period since its organiza-
tion on March 31, 1949.

Once again we express our indebtedness to the
Governor, the members of the Legislature, the many
officials and employees of the State, and Counties and
Municipalities for the liberal support and encourage-
ment they have given us throughout the year.

The press, and other agencies for the dissemina-
tion of public information, have accorded us a full
measure of cooperation for which we are appreciative.

Our report of a year ago emphasized the size of
the task which we had set for ourselves in 1951. That
task has now been accomplished. Motor vehicles are
rolling along the 118 mile length of the Turnpike. Only
the delivery of strategic materials delayed the final
nine miles in the most northerly section.




Here recorded are the dates on which sections were
opened to traffic:

November 5, 1951 - The 53 mile section from Deep-
water to Bordentown.

November 30, 1951 - An additional 40 mile section
‘ from Bordentown to Woodbridge.

December 12, 1951'— A further 16 mile section from
Woodbridge to Raymond Boulevard
in Newark.

January 15, 1952 - Final nine miles to George
Washington Bridge at Route 6.

Our exacting schedule contemplated completion of
the Turnpike in November, 1951. That would involve a
period of 21 1/2 months from the date of our financing
in mid-February, 1950, to the completion of construc-
tion. With the opening of the northernmost section Janu-
ary 15, the record shows that the task of building the
Turnpike has consumed a period of 23 months. During
that period, we acquired title or right of entry to
3,558 parcels of real estate; relocated utilities to an
extent measured by expenditures totalling $8,000,000;
designed and constructed 118 miles of highway, includ-
ing 263 bridges and other structures; developed all
toll facilities; equipped and assembled all operation
and maintenance staffs; and made the road available,
sectionally, to traffic with the result that more than
1,000,000 vehicles, paying upwards of $750,000 in tolls,
traveled the Turnpike prior\fo the opening of the final
link.

Much remains to be done before we can present the
New Jersey Turnpike as the complete, modern highway we
planned it to be. In some areas, portions of the pave-
ment fail to conform to the rigid specifications laid
down by the Authority. Steps have been taken to cor-




rect these deficiencies. We have also acted to widen
and improve the pavement at interchange ramps. Perma-
nent lighting is only now beginning to replace the
temporary facilities at interchanges and concession
areas. A continuing study will be made of all signs
both on the Turnpike and on feeder roads.

Because of delays in delivery of critical materi-
als, we are operating at present with temporary and in-
sufficient restaurant and service station facilities.
Despite these limitations, the seven functioning service
stations are approaching sales totals of 200,000 gal-
lons each week. Five temporary snack bars are current-
ly doing a weekly gross business in excess of $20,000.

Temporary buildings are also in use to house the
large amount of equipment assembled for maintenance

purposes. That condition is being remedied as quickly
as possible. Three permanent maintenance buildings are
in the construction stage. Structural steel for the

remaining three 1s now on hand.

Landscaping 1s already i1n progress in the conces-
sion and interchange areas. Some work along those lines
will be done 1n the Spring on the Turnpike proper, but
it will be held to a minimum. The natural beauty of
the areas opened up by the Turnpike requires little in
the way of man-made aid to present its scenic qualities.
The rolling, green, countryside of New Jersey’'s farm
lands will be visible in this area for the first time
through the medium of the Turnpike and the Authority
intends to make certain that neither billboards, nor
other unsightly collateral construction will cut off
the view. It is our determination that the Turnpike
must not be regarded as completed until all possible
measures will have been taken in the interests of the
safety, comfort and convenience of the users of the
road.

Toll rates were established in accordance with the
recommendation of our traffic and revenue experts at
the time the project was financed. These will be
studied as the traffic pattern unfolds and as we deal
with actual performance rather than predictions.




It will always be our prime objective to build for
the Turnpike an exceptional safety record. Although
the road was designed to be safe at 75 miles an hour,
we have set a maximum speed limit of 60 miles an hour,
with a provision for posting areas at lower speeds.
More than 1,000,000 vehicles traveled the Turnpike to
December 31, 1951 and there was but one fatal accident.
Investigation of this regrettable accident indicates
that 1t resulted from human failure entirely disassoci-
ated from design, maintenance or policing.

Traffic to date indicates that the New Jersey
Turnpike will be the heaviest traveled toll road in
existence. No definite comparison can be made with
traffic estimates as we have not yet had any extended
experience with the whole of the Turnpike opened to
Traffic. Statistics in this report indicate that the
number of vehicles handled 1s 51% over preliminary
estimates and that the gross income is 21% above that
estimated. The discrepancy between these figures 1is
largely due to the opening of the Turnpike in sections
rather than as a whole, with the resultant lower aver-
age revenue per vehicle.

It 1s i1interesting to observe that on Sunday, Janu-
ary 20th, a few days after the full 118 miles of Turn-
pike were placed in operation, 59,590 vehicles used the
facility. These vehicles paid $49,941 in tolls. While
the figure contains some "curiosity traffic," which 1is
likely to continue for several months, it is apparent
that traffic will be 1n excess of that estimated by the
engineers. The traffic and revenue studies project an
average daily use of the Turnpike by 23,000 vehicles in
1952. This figure is weighted by heavy summer traffic
with which we have as yet had no experience.

In providing a new artery and in relieving other
State highways, there seems to be little doubt that the
Turnpike serves a very important State need, and that
it will be both self-supporting and self-liquidating.

In our last report we stated that the inflationary
spiral brought about by the Korean and world situations
would make for increased costs. These have now been
determined and financed.' The overall cost of the




Turnpike and all of its facilities will approximate

$255,000,000.

The Legislature authorized three extensions to the
Turnpike at its last session and two of these were ap-
proved by our bondholders within the terms of the bond
resolution. The two last-named are the interconnections
with the Pennsylvania Turnpike and the New York State
Thruway. The third project involves a direct connection
with the Hudson County peninsula and the Holland Tunnel
by way of a new bridge across Newark Bay and an express
highway on the peninsula. Progress is being made on
each of the extensions and a more detailed report is
being filed herewith. All seem to be necessary addi-
tions to the Turnpike.

During December of this year we were directed by
the Governor to study a further extension of the Turn-
pike 1into Essex County. Our Engineers are engaged in
making the preliminary studies of this project.

It 1s increasingly evident that the Turnpike Au-
thority has another challenging year ahead, both in the
realm of operations and in the field of planning and
construction. Operations will continue to require more
of our time as well as that of our staff. The total
organization numbered only 10 up to the time of our
financing in early 1950, 82 at the turn of 1950 and 98
as we approached the operating stage. With the addi-
tion of our toll collection and maintenance staffs the
total of officers and employees as of December 31 was
337, of which 133 were toll collectors and 106 were in
the maintenance division.

We extend our thanks and commendation to our loyal
staff, the engineering firms, legal and financial ad-
visors, appralisers, title companies, contractors and
the thousands of workmen in the construction industry
for all they have done to aid in carrying out this
record accomplishment in so short a time.

One who contributed much during a two-year period
as Executive Director, General W. W, Wanamaker, resigned
at the close of the year to assume a very important
post in private industry. His record of accomplishment
was outstanding in the construction of the Turnpike.




We have just concluded a rather remarkable year.
Construction proceeded at an ever-accelerating pace and
the Turnpike was placed on a revenue producing basis.
We look forward to 1952 and its new challenges. The
completion of construction, continuing studies of ex-
tensions and the every-day business of operations and
maintenance will tax our staff to the utmost. We are
confident that all of these challenges will be met.

Respectfully submitted,

NEW JERSEY TURNPIKE AUTHORITY

Paul L. Troast

Chairman

George F. Smith, Vice Chairman

st FellB .

Maxwell Lester, Jr., Treasurer

January 31, 1952
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QQNCE THE ISSUANCE on January 24, 1951 of the Authority’s annual
report for 1950, the program of construction and other operations set up for
1951 has been accomplished. This has been done in spite of the difficulties caused
by the Korean war and the consequent restrictions imposed on critical materials
such as steel, copper and others. Actually, a section of slightly less than half of
the full 118 miles of the Turnpike was opened to traffic several weeks before the
scheduled date and, on January 15, 1952, all of the 118 miles of the Turnpike
were placed on a revenue-producing basis.

The Authority’s report for 1950 set forth in detail the manner in which the
New Jersey Turnpike is being financed with private risk capital, and indicated
that, in view of higher prices for materials because of the Korean war, the
increased costs of real estate in an inflationary market, and other factors, addi-
tional funds would be needed to complete the project. This financing was con-
cluded in October, 1951.

The report for 1950 also explained the features of roadway design, the
architectural treatment of bridges and overpasses, the safety features and the
type of pavement to be used on the Turnpike.

The status of the acquisition of land for the right-of-way was reviewed as
was the relocation of utilities which crossed the right-of-way or interfered with
construction. Plans in connection with the construction of concession buildings
were described as well as those for the administration and operation of the
Turnpike.

As was the case in 1950 the bondholders were kept currently informed of
progress during 1951 by quarterly reports prepared as of March 31 and June 30.
The interim report for September 30, 1951, was included in an official statement,
dated October 17, 1951, in connection with the sale of Turnpike Revenue Bonds
(1951 issue). This official statement was distribuied to holders of New Jersey
Turnpike Bonds.

The quarterly reports, as of each respective date, listed the number and
amount of contracts awarded, reviewed the progress of design and construction,
the acquisition of real estate and the status of other operations during the periods
covered by the reports.

This, the third annual report of the Authority, details the activities of the
Authority during 1951 and projects the plans of the Authority for 1952.
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ga]I:E ACTIVITIES of the Commis-
sioners of the Authority during the past year
were concentrated on the opening of the
Turnpike to traffic on schedule and its transi-
tion from a construction to an operating
status. In the attainment of these objectives,
they devoted their efforts ceaselessly to the
project. As in 1950, they spent a large
portion of their time to the direction of the
work. The policy, which was initiated in
1949, of holding meetings each week was
continued throughout 1951. These activities
were supplemented by personal inspection
trips on the Turnpike as construction pro-
gressed and after it was opened and there
was almost daily contact with the Authority’s
staff, its engineers and contractors.

In 1951 the Authority held 50 meet-
ings, bringing to 142 the number since or-
ganization of the Authority on March 31,
1949. The minutes in 1951 covered 1400
pages and 4000 documents compared with
1,000 and 3,300 respectively in 1950.

Each of the Authority meetings con-
sumed a full day’s time. A comprehensive
agenda was prepared in advance by the
office of the Executive Director. The agenda
contained exhibits, charts and reports of
progress to afford opportunity for full study
by the members prior to the date of the
meeting. The meetings were attended by
members of the Authority staff and the Con-
sulting Engineer.

At many of these Authority meetings
the consulting engineers for particular sec-
tions of the Turnpike, and the Authority’s
consulting architect, were present for spe-
cific presentations and discussions involving
design and construction of the highway and
associated buildings.

The Chairman and the other members
of the Authority, at times accompanied by
members of the staff, held conferences with
the Governor to keep him informed of prog-
ress and developments, and to discuss high-
way matters affecting the public interest.
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Also, there were meetings of the members
of the Authority with the State Highway
Department on matters of mutual interest,
seeking as a prime objective service to the
motoring public.

Early this year the Authority met with
representatives of the New York State Thru-
way Authority to discuss the proposed con-
nection of the New Jersey Turnpike with
the New York Thruway. Further conferences
are scheduled for the immediate future.

Numerous discussions were also held
during 1951 with members of the Pennsyl-
vania Turnpike Commission concerning a
direct connection to the Pennsylvania Turn-
pike at a point south of Trenton. The engi-
neers of the Authority are proceeding with
the design of this connection.

Interconnections of the New Jersey
Turnpike with the Pennsylvania Turnpike
and the New York State Thruway will afford
motorists and truckers safe and rapid trans-
portation to and from New England and
New York areas and, to areas as far west as
the Ohio border. Moreover, these intercon-
nections will develop new traffic and rev-
enues for the three systems, and will aid
materially in the relief of congestion on the
public highways in these states.

The members of the Authority con-
ferred several times during the year with
members of the Port of New York Authority
concerning matters of joint interest, particu-
larly with respect to the connection of the
Turnpike with the Lincoln Tunnel. They
were guests of the Delaware State Highway
Commission in August, 1951 for the open-
ing ceremonies of the Delaware Memorial
Bridge and had conferences while in Wil-
mington with the members of the Ohio Turn-
pike Commission.

The Chairman attended dedication
ceremonies at the time of the opening of
the Western Extension of the Pennsylvania
Turnpike to the Ohio State line.

All three Commissioners participated



in addressing civic and service organizations
throughout New Jersey and in adjacent
states, telling the story of the Turnpike and
discussing its safety and engineering fea-
tures. They devoted considerable time and
attention to the establishment of the perma-
nent staff of the Authority and, in all cases
involving key members of the organization,
personally interviewed and individually ap-
proved each addition to the Staff. The selec-
tion of the vital equipment later used in toll
collection and controls, and required for
maintenance of the Turnpike, received the
close attention of the Commissioners.

All three were active in the plans for,
and the obtaining of, the additional financ-
ing of $35,000,000 needed for the comple-
tion of the Turnpike.

The Commissioners participated per-
sonally in the plans and preparations for
the dedication ceremonies which heralded
the opening of the various sections of the
Turnpike to traffic. The ceremonies were de-
signed to advise the public of the impending
opening of this vital transportation artery
and, at the same time, gave the public and
local officials an opportunity to view the
completed project prior to its being placed
under traffic. These ceremonies and the at-
tendant publicity were important to the
quick development of high traffic volumes
and revenues. They served this purpose well.

Passaic River Bridge approach under-
passing Pulaski Skyway in Newark
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(%CE SEPTEMBER, 1949, when
it was determined that the project was feasi-
ble and could be accomplished by November
1951, the members of the Authority have
held rigidly to the latter as the date for
opening the Turnpike to traffic. Despite the
many obstacles which subsequently arose,
there had been no deviation from that sched-
ule. Included among the obstacles were court
contests to test the right of the Authority
to issue bonds without a referendum, and
to select the route and the method of con-
struction; labor and material shortages re-
sulting from the Korean War; and the ele-
ments themselves. Each of the problems was
solved, but not without difficulties or losses
in time. All who have participated in this
tremendous undertaking can look with pride
and accomplishment at the result attained.

As was shown in the 1950 Annual Re-
port, the first construction contract was
awarded only 22 months before scheduled
opening and others followed in rapid suc-
cession. Within that brief 22 months, the
schedule called for transformation of the
various design criteria into physical Turn-
pike features representative of the largest
and most difficult single highway project
ever undertaken.

At the end of 1950 contractors’ earn-
ings had reache_d a total of approximately
$35,000,000. This was a sizable sum, but in
order to accomplish the objective set earlier

-for completion in November, 1951, it was
necessary that construction be stepped up by
at least four times that rate of earnings
during 1951. The extent to which this was
attained is reflected in the accompanying
chart.

Weather during the early part of the
year was extremely unfavorable for grading
and drainage operations. Several contractors
shut down their operations completely for
extended periods. These steps were taken
because efficient operations could not be

~ maintained during the period of unseason-
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able weather. Some of the lost time was
regained because increased efficiency, when
operations were resumed, permitted the
contractors to maintain their forces at peak
strength during the regular working season.

By May, 1951, grading and drainage
operations were in full swing. Weekly totals
approaching three-quarters of a million cu-
bic yards of earth were being moved. Some
fills were placed as late as August and Sep-
tember, but excellent control of compaction
operations assure that these embankments
are equal in stability to those placed as much
as one year earlier. At some locations, par-
ticularly in the vicinity of the Bordentown
Interchange, paving operations were carried
on simultaneously with grading operations
and there was no interruption between the
two operations at this critical point. This was
equally true of the placement of embank-
ment in the Elizabeth area where paving
immediately followed the placement of the
final embankment materials. There was
some delay to bridge construction opera-
tions because of incompleted embankments,
or because embankments in sand drain areas
had not been completed for a sufficient
length of time to permit full consolidation.
In each of these instances, however, it was
possible to utilize modifications in construc-
tion procedure to assure completion in ac-
cordance with the required schedule without
sacrifice in the quality of work.

By the end of 1951 grading and drain-
age operations were accomplished. The
work remaining to be done was largely the
final cleaning out of drains and the dress-
ing, topsoiling and seeding of some of the
slopes which could not be completed in time
for the Fall planting season.

During the early part of the year the
prospects for completing the major Turn-
pike structures during 1951 were doubtful.
Foundation work was proceeding in a rapid
and orderly manner, but there were uncer-
tainties regarding the availability of struc-
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tural steel for bridge structures. The need
for steel in the national defense program
increased with each quarter of the year and
there was a corresponding reduction in the
quantities of steel and other critical mate-
rials for other purposes. While the New
Jersey Turnpike, early in the year was de-
termined to be essential to national defense
and priorities were assigned for the pro-
curement of the necessary materials, the
Government’s needs became more pro-
nounced and the Turnpike procurement
problem correspondingly increased. Due to
the enormous quantities of steel required
for the many structures along the Turnpike,
it was difficult for contractors to obtain
materials in time to maintain their con-
struction schedules.

Largely through the individual efforts
of the Authority Commissioners, the assis-
tance of Governor Driscoll, the cooperation
of the State Highway Commissioner and his
staff, and perseverance on the part of the
Authority’s staff in following through and
expediting, it was possible to maintain steel
deliveries on a schedule which avoided seri-
ous delays in construction.

The delays in the delivery of structural
steel in many instances compelled contrac-
tors to rearrange their work schedules and
complete other items in advance of steel
erection items which, normally, would have
followed such erection. Through the alert-
ness of the contractors and the Authority’s
engineers in taking full advantage of these
and other measures, steel erection proceeded
promptly when deliveries were made, thus
offsetting some of the delays.

The Authority’s decision to use asphal-
tic concrete for the Turnpike roadway was
set forth in the 1950 Annual Report. Con-
tracts for paving were awarded in Decem-
ber, 1950, leaving the winter and early
spring for the contractors to plan their or-
ganization and operation, and to assemble
the materials and equipment necessary to

accomplish the work. The placing of this
paving, consisting of more than 4,000,000
square yards, represented an unusual
achievement in construction. The bulk of
this work was completed in a period of less
than six months. In order to accomplish
this operation and the more than 2,200,000
square yards of stabilized gravel and pene-
trated macadam shoulders, the various pav-
ing contractors assembled the largest single
concentration of asphaltic paving equipment
to be used on a single project. More than
15 asphaltic concrete mixing plants were
called upon, along with many hundreds of
trucks, rollers, spreading machines and
other equipment for hauling, placing, com-
pacting and penetrating the various courses
of pavement. It is estimated that more than
10,000 workmen were engaged on the proj-
ect during this operation.

Because Turnpike construction was di-
vided into seven sections under the direct
supervision of nationally recognized engi-

- neers for each section, it was necessary to
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prepare a program for paving work so that
on all sections the design of mix would be
similar, the methods of control would be
alike and such that contractors could pro-
ceed at a rapid pace, and paving inspection
would be adequate to keep to a minimum
areas in need of correction and repair.

To accomplish these objectives several
meetings of engineers from the various sec-
tions were held with the Authority engineers
and their consultants to familiarize all with
the plans for construction and control of
the paving work. Discussions were held on
each phase of the operations. '

The result was coordination and co-
operation to the fullest extent and the pro-
duction of a superior, smooth, non-skid sur-
face with a uniform texture for the Turnpike
which will carry the heaviest loads on the
public highways in comfort and safety. The
thickness of frost-free materials, subbase
and pavement range from 36 to 42 inches.
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COST COMPARISONS OF CONTRACTS -

(Prior to June 25, 1950 — Korea)

ORIGINAL
REPORT

ESTIMATE
$1.725,400
1,787,700
5,947,240
353,000
527,660
895,508
3,702,400
4,125,000
4,074,500
1,714,100
3,453,800
438,000
1,453,200
2,833,000
1,327,000
1,814,000
4,497,134
7,418,561
6,266,000
1,156,200
988,700
160,300
264,600
3,663,500
1,852,300
581,000
966,900
882,000
1,551,400
3,370,600
571,400
1,139.316

$71,501,419

ENGINEERS'
ESTIMATE
FOR BIDS

$1,868,650
2,314,995
5,454,560

554,445

788,690
1,513,950
4,283,226
3,838,764
4,166,066
2,574,437
3,016,365

661,065
1,428,170
4,342,290
1,957,810
1,698,485
5,665,200
5,746,565
6,883,600
1,440,125
1,448,895

320,752

520,450
2,209,966
2,075,560
1,249,220
1,239,128

754,950
1,743,382
3,155,905

778,557
1,817,574

$77,511,405
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BID PRICE

$1,968,730
1,884,050
5,095,733
368,374
680,285
1,226,910
3,391,484
2,477,738
2,716,065
1,776,420
1,954,920
603,879
1,328,095
3,855,960
1,683,740
1,629,230
5,326,890
5,320,288
7,288,810
1,365,108
1,354,698
281,885

338,975 .

1,838,685
2,310,658
1,140,145
1,161,069

848,170
1,747,280
2,822,636

870,825
1,763,277

$68,421,012

DIFFERENCE
BETWEEN
ORIGINAL

REPORT ESTI-
MATE AND
BID PRICE

$ 243,330+
96,330+
851,507—
15374+
152,625+
331,402+
310,916—
1,647,262—
1,358,435—
62,320+
1,498,880—
165,879+
125,105—
1,022,960+
356,740+
184,770—
829,756+
2,098,273—
1,022,810+
208,908+
365,998+
21,585+
74,375+
1,824,815—
458,358+
559,145+
194,169+
33,830—
195,880+
547,964—
299,425+
623,961+

$3,080,407—



CONTRACT

NO.

19
22
31
32
37
38
39
40
4|
42
43
44
45a
45b
45¢
46
47
48
49
50
51
52
53
54
55
56
57
58
59
60
6l
62
63
64
65

COST COMPARISONS OF CONTRACTS

(Subsequent to June 25, 1950)

ORIGINAL
REPORT
ESTIMATE
$4.149,800
3,041,200
2,629,100
814,700
2,173,441
4,025,477
576,000
1,214,800
765,500
590,500
1,362,000
2,873,600
983,000
427,700
867,000
886,300
890,000
1,285,700
774,000
248,700
710,000
929,000
1,084,000
195,298
354,400
675,231
522,750
4,482,500
3,691,600
4,452,500
5,493,300
4,171,673
3,175,505
2,877,185

$63,933,460

ENGINEERS'
ESTIMATE
FOR BIDS

$6.176,585
6,774,027
2,564,755

666,450
2,275,475
4,192,355
504,345
887,056
1,090,679
1,093,745
2,139,250
3,854,595
2,302,086
1,089,750
2,273,560
[,417,450
166,000
1,199,340
838,270
1,738,872
424,810
915,000
1,543,500
2,136,285
475,000
815,542
1,577,825
693,975
5,382,515
4,169,750
5,389,681
6,924,843
6,502,885
6,225215
3,279,470

$89,700,941
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BID PRICE

$5,839,373
6,581,635
2,375,781
772,863
2,129,445
4,625,947
517,953
1,179,970
1,080,913
1,218,613
2,176,300
4,068,675
1,841,595
1,015,300
2,273,560
1,324,925
229,320
1,224,450
778,804
1,843,480
464,860
863,825
1,470,112
1,890,936
471,360
838,973
1,380,469
491,850
6,314,436
5,091,044
5,910,031
7,086,873
6,296,148
5,558,791
3,289,384

$90,517,994

DIFFERENCE
BETWEEN
ORIGINAL
REPORT ESTI-
MATE AND
8ID PRICE
$1,689,573+
3,540,435+
253,319—
41,837—
43,996—
600,470+
58,047—
34,830—
315,413+
628,113+
814,300+
1,195,075+
858,595+
590,600+
1,406,560+
438,625+
229,320+
334,450+
506,896—
1,069,480+
216,160+
153,825+
541,112+
806,936+
276,062+
484,573+
705,238+
30,900—
1,831,936+
1,399,444+
1,457,531+
1,593,573+
2,124,475+
2,383,286+
412,199+

$27,127,534+



CONTRACT
NO.

66*
67
68
69
70
72
73
74
75
76
77
78
79
80
8l
82
83
84

GRAND TOTAL

COST COMPARISONS OF CONTRACTS

(Subsequent to June 25, 1950)

ORIGINAL
REPORT
ESTIMATE

$ 67,500
392,000
4,566,000
67,760
20,400

241,700
87,800
55,700

333,000

311,000

135,600
83,700

157,000
93,000

200,000

$6,812,160

$142,247,039

ENGINEERS'
ESTIMATE
FOR BIDS

$ 376,714
90,000
835,980
7,700,000
454,709
65,577
230,400
375,000
58,800
35,000
30,000
427,705
495,903
382,679
241,315
439,015
256,950
284,325

$12,780,072

$179,992,418

BID PRICE

$ 470,050
64,600
543,290
7,700,000
398,434
66,582
308,985
249,485
66,459
38,147
26,619
444,539
461,951
443,892
274,108
395,443
257,517
259,108

$12,469,209

$171,408,215

DIFFERENCE
BETWEEN
ORIGINAL
REPORT ESTI-
MATE AND
BID PRICE

$ 470,050+
2,900—
151,290+
3,134,000+
330,674+
46,182+
308,985+
7,785+
66,459+
49,653—
29,081—
111,539+
150,951 +
308,292+
109,408+
238,443+
164,517+
59,108+

$5,546,049+

$29,593,176+

#8509, of the amount of this Contract plus the paving in the vicinity of North Avenue is chargeable to the Port Authority. This

contract price is subject to further negotiation.
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While major items of construction
were under way the Authority took bids and
awarded contracts for toll collection, restau-
rant and service station, utility, maintenance
and administration buildings.

In addition, bids were obtained and
contracts awarded for: the construction and
installation of a two-way radio communica-
tion system; fencing of the entire Turnpike;
lighting installing at interchanges and at
connections with important state traffic ar-
teries; the striping of the entire Turnpike
roadway; directional and “trail blazer”
signs; delineators for 118 miles of roadway
and for interchange areas; guard rail and
a myriad of other items.

In February, 1951, the Authority re-
ceived bids for the construction of its Ad-
ministration Building in East Brunswick
Township. The bids, including the lowest
ones, were considered excessive with the re-
sult that all bids were rejected. In reviewing
the situation, the Authority determined that,
in view of the Korean War and the ever-
increasing demands of national defense,
there were many uncertainties then existing
in the building construction industry and
that it could not reasonably expect to receive
a satisfactory bid for this work. Accord-
ingly, it was decided to undertake the con-
struction of this and other buildings on a
cost-plus fixed-fee contract.

After a thorough review of the eligible
contractors and after competitive fee bids
were received, the Authority, in March,
1951, awarded a contract to A. A. LaFoun-
tain, Inc., and August Arace & Sons, Inc.,
as joint venturers, for the construction of all
the Authority’s buildings. This joint bid was
the lowest of all the bids received. Govern-
mental restrictions on such construction
became progressively more severe and diffi-
culty was experienced in obtaining struc-
tural steel and other critical materials neces-
sary for this construction. Simultaneously
there was a grave shortage of labor. The
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contractor made reasonable progress with
the materials and labor available but the
building program was unduly delayed.
When materials and labor became available,
the work was concentrated on toll collection
facilities and these were completed on sched-
ule although at the expense of the remainder
of the building program.

When it was recognized that the restau-
rant and service station buildings would not
be completed in time for the opening, plans
were developed immediately for the con-
struction of temporary facilities to serve the
traveling public until the permanent build-
ings became available. These temporary
facilities were placed in operation and,
considering their size and construction, they
are serving their purposes well. Construction
is now proceeding at a rapid pace on the
permanent buildings and it is expected that
they will be placed in operation during late
winter and early spring, in ample time to
accommodate the increased traffic expected
during the summer months.

The unprecedented variety, volume and
speed of the 1951 construction operations
were not accomplished without unusual
occurrences. The Pennsylvania Railroad
wreck near the Turnpike at Woodbridge re-
quired drastic and expensive changes in
plan. While Turnpike engineering and con-
struction were held officially blameless, the
public reaction to the wreck and the atti-
tude of the railroad company made neces-
sary the construction of a complete railroad
bridge 185 feet in length. This was built on
temporary movable supports to one side of
its ultimate position. At the same time,
certain preparatory work was done at its
final location in the embankment into which
the new piers were constructed under rail-
road traffic. Early one Sunday morning, dur-
ing a gap in the train schedules, the old
track was ripped out, its supporting ballast
and some embankment beneath were swept
aside, and the new bridge complete with



CONTRACTS AWARDED DURING 1951

DATE OF CONTRACT TYPE OF NUMBER OF

G. & D. = Grading & Drainage

M.S

= Major Structure

R.W.F. = Right-of-Way Fence
*Negotiated on a cost plus fixed fee basis following receipt of competitive bids.

**Negotiated on a unit price basis following receipt of unacceptable bids.
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AWARD NUMBER CONTRACTOR COUNTY WORK _ BIDDERS
1/3/51 52 Cayuga Foundation Corp. Hudson M.S. 3
2/7/51 70 Reid Contracting Co., Inc. Salem G.&D. 3
2/28/5| 55 J. . Hass Co., Inc. Essex
Hudson Painting 2
3/9/51 69 A. A. La Fountain Inc. & Along Entire
August Arace & Sons, Inc. Turnpike Bldgs. I*
4/12/51 47 Lightning Electric Service Co. . Essex
Hudson Lighting 3
'5/23/51 78 Whitmyer Bros. Salem to
Mercer Guard Rail 2
6/12/51 79 O. W. Hubbell Middlesex
to Bergen Guard Rail 2
6/28/51 83 Lightning Electric Service Co.
& Emerson Garden Electric
Co., Inc. Middlesex Lighting 6
7/2/51 82 Lightning Electric Service Co.
& Emerson Garden Electric Salem to
Co., Inc. Mercer Lighting 7
7/3/5I 84 Lightning Electric Service Co.
& Emerson Garden Electric Union to
Co., Inc. Bergen Lighting 3
7/16/51 75 Geo. M. Brewster & Son, Inc. Middlesex Structure 3
8/29/5! 72 Anchor Post Products, Inc. Along Entire .
Turnpike RW.F. p**
8/29/51 74 United Advertising Corp. Along Entire
Turnpike Signs 3
8/29/51 76 American Gas Accumulator Co. Along Entire
Turnpike Delineators 2
8/29/51 77 Prismo Safety Corp. Along Entire Pavement
Turnpike Marking 3
8/29/5I 80 Whitmyer Bros. Salem to
Mercer R.W.F. | **
8/29/51 8l O. W. Hubbell Middlesex
to Bergen R.W.F. | ¥
9/26/51 73 Villa Contracting Co., Inc. Middlesex Paving 3
TOTAL .o, 49
Legend:



tracks, was rolled over the piers and lowered
into position. The remaining operations
were completed without interference to train
schedules. The increased cost to the Turn-
pike for the changes in design was more
than $1,000,000.

Typical of extraordinary construction
in the northern sections of the Turnpike
there are, within the 14-mile length from
the Rahway River to the Hackensack River,
about 45 bridges and viaducts having a total
length of about 5 miles; including 15 over-
passes within as many city blocks. The Turn-
pike also has grade separations with the
numerous railroad lines and yards converg-
ing on the greater New York area, and the
Turnpike passes through the largest oil re-
finery on the East Coast. Foundation condi-
tions in this northern area varied from fairly
good to exceptionally poor. It was inevitable
that problems should arise but these were
resolved by the ingenuity of the engineers
and contractors.

The 118-mile Turnpike passes through
the most densely populated and the most
highly industrialized sections of New Jer-
sey. The construction resulted in interfer-
ence with existing and planned facilities of
every conceivable type of public and private
utility, and in such locations these inter-
ferences occurred with unbelievable {re-
quency. In order to cope speedily with these
problems a special division was established
in the Authority to process agreements cov-
ering utilities. Each agreement was ap-
proved by the three Commissioners. Much
of the construction work covered by these
agreements had to be integrated closely with
the construction operations on the Turnpike
itself. Also, the various toll plazas, and the
service and maintenance areas, required
that new utilities be brought to service those
areas.

The majority of construction detail as-
sociated with the utilities was carried on
during 1951 and at the end of the year most
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One of six short wave radio
towers used for the Turnpike

of the work had been completed.

An indication of the extent and com-
plexity of the problems affected by utilities
can be obtained from the following tabula-
tion of agreements as of December 15, 1951.




RELOCATION OF UTILITIES .

NO. OF

AGREEMENTS NAME OF UTILITY ESTIMATED COST
25 Atlantic City Electric Company...........ccocoiiiieiiiiiiecc e $ 89.642.00
[ Crosswicks Water Company.............cccoviiiiiiiiiiiiiiiiiceceee e 15,085.00
20 Central Railroad of New Jersey...............ccooooiiiiiiiiiiieceeeeeeeee 1,358,674.00
| Cities Service Oil Company..........cccoooiiiiiiiieee e 27,000.00
2 D. L. & WL RQIHrOAd. .....iiiic e 14,016.00
3 Erie Railroad Company............cccoo oo 145,505.00
14 Elizabethtown Consolidated Gas Co.....c.oooooiiiiiiiiici e, 231,155.00
I Elizabethtown Water Co. Consol.............c..ocooooiiiiiiiicceccccc 55,235.00
I Forsgate Farms, Inc..........ccoooiiiiiiiiii, SOOI 2,195.00
| Freehold Electric Service Co.......oooioiiiiiiiiiiiiiiciciciiice e 7.974.00
3 Hackensack Water Company............cocooiiiiiiiiiiccecce e, 37.170.00
I Boro of Hightstown. ... 9,350.00
17 Jersey Central Power & Light Co....ovooiiiii e 103,514.00
I Jersey City Dept. of Public Works............cocoooiioiiiiice 10,510.00
2 Lehigh Valley Railroad............ccccoiiiiiiiiiiiiciiie 57,001.00
13 Middlesex Water Company..........cooiiiiiiiiiiiiiie et 180,520.00
2 Boro of Milltown, New Jersey.............ccoumiiiiniiiiiniciicce e 9,474.00
150 New Jersey Bell Telephone Company..........coouiuiiiniiciiiniiiicccrcecsecae 1,127,327.00
2 City of Newark, New Jersey..........c.ccoeiiiniiiiiiiiiincieicccseececnieecsnee 1,971.00
6 New Jersey Water Company...........coeiiiiiiiiiieiniceeeee st sess e A 48,552.00
I N. Y., Susquehanna & Western Railroad............cccccooiiiiiiiiiiiiiiinn, 11,800.00
I New York Central Railroad..........cooooiiiiiiiiiiii e 58,180.00
130 Public Service Elec. & Gas Company...........ccccooiiiiiiiiviieiieeiee s 2,906,061.00
14 Pennsylvania Railroad ... 845,395.00
2 Philadelphia & Reading Company...........cccocriiiiniiiiiec e 11,808.00
I Perth Amboy Gas Light Company.............cccooiiiiiiiiiiiicci e 12,000.00
3 Township of RArHQN........cooiiiii s 2,500.00
5 South Jersey Gas Company..............ccioiiiiiiiiiiiiiiiiee e 32,170.00
I Standard Oil Co. of New Jersey..........coooiiiiiiiiiiicceeecee e 798,633.00
I Staten Island Rapid Transit Company..............cooociiiiiiiiieecc 5,946.00
I Susquehanna Pipe Line Company..........ccocciiiiiiiiiiici e 7,215.00
2 Tuscorora Oil ComPanY........c.ccooruiiiiriiiiieic e 58,269,00
I Tidewater Pipe Company Ltd......c.cccociiiiiiiiii e 2,385.00
| TOWN OF K@APNY.. oo 124.00
3 Western Union Telegraph Company............cc.oocoiiiiiiiiiiicnces 11,142.00
[ Woodbury Water Company...........ccoooiiiiiiiiiiiiiciice 10,926.00
I City of Linden. ..o 3,752.00
436 Sub Total ... . $8,310,166.00
5 Pending .o e 40,000.00
—_— Total s $8.350,166.00
44] _—
DEDUCT: Reduction in cost due to redesign of facilities.................cooooi 300,000.00
$8,050,166.00
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Turnpike passing through residential section of Elizabeth









Q_%‘ETY was one of the prime
factors considered in fixing the geometric
standards and design characteristics for the
Turnpike. Studies of records of accidents on
highways have shown that accident rates are
increased by the presence of certain charac-
teristics such as sharp curves, steep grades,
left turns, grade intersections, inadequate
sight distances, slippery pavements, inade-
quate maintenance, lack of definition at
night or in fog, lack of provision for off-the-
roadway parking of disabled vehicles, and
lack of separation of traffic lanes in opposing
directions. The designers of the Turnpike
made a systematic and extensive attempt to
eliminate all such features which cause acci-
dents. It is unfortunate that no amount of
design effort can eliminate those highway
accidents which result from human failures
or from defects in mechanical equipment of
the vehicles.

The convenience and needs of the mo-
torist, second only in importance to safety,
were given special consideration by the Au-
thority. Every effort has been made to pro-
vide the services necessary to make his trip
with the least amount of strain or incon-
venience. At the same time, the Authority
has made a conscientious attempt to keep
the service features located on the Turnpike
within limits of reasonable necessity to
avoid unnecessary competition with private
business interests.

As outlined in the 1950 report, the New
Jersey Turnpike is a fully controlled access
express highway with all highways and rail-
ways grade separated, opposite direction
traffic divided by a raised safety mall, spe-
cially designed traffic interchanges for elimi-
nation of left or “U” turns, wide stabilized
shoulders, moderate grades, easy sweeping
curves and wide traffic lanes. All are con-
structed on wide rights of way with all
access and frontage rights prohibited from
the adjacent private property. There has
been no modification of these principles.

The wide sweeping curves of the road-
ways, the flat grades, the long sight distances
and the many important features for the
safety and convenience of the motorists all
became visible realities during 1951. To the
user these items will constitute the Turnpike.
The subsurface conditions which were prob-
lems for the designers and work for the con-
tractors will be taken for granted. The
motorists driving over the Hackensack River
and Passaic River Bridges will give little
thought to the record-breaking structures
hidden from their view beneath the roadway,
but these same structures presented knotty
problems during design and construction.

These bridges, which are the two largest
structures on the Turnpike, are within two
miles of each other. They contain the longest
single plate girders ever erected. The river
spans are each 375 feet long and provide
110 feet of vertical clearance over the
rivers. The total length of the Passaic River
Bridge with its approach viaducts is 6,955
feet and that of the Hackensack River
Bridge is 5,623 feet. Approximately 60,000
tons of steel and 100,000 cubic yards of
concrete were used in the construction of
these two bridges.

Due to the selected alignment for the
roadway and river crossing, the design of
the Passaic River Bridge presented a prob-
lem because the southern terminus of the
bridge was so close to the Pulaski Skyway.

. In studying the problem, it was found that
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by-passing the Skyway would result in a
more costly and otherwise undesirable
alignment. It, therefore, became a question
of passing over or under the elevated Sky-
way. Further study indicated the feasibility
of passing under the Skyway while retain-
ing sufficient clearance to make possible a
structure which would not exceed the maxi-
mum grade established for the Turnpike
and yet reach the required height of 110
feet at the river channel.

During the year design was completed



on service areas, toll collection facilities,
high frequency radio system, signs, reflec-
torized roadside delineators, paint striping
of pavement, lighting, guard railing, right
of way fencing and toll, service area and
maintenance buildings. Studies for decora-
tive landscape planting were initiated, de-
signs were completed and contracts awarded
for planting at the twin gasoline and restau-
rant facilities at Woodbridge as well as the
design and contract plans for the Delaware
Memorial Bridge Interchange area at Deep-
water.

Considering the Turnpike as a whole,
major redesign was unnecessary. Such
minor redesign as was done consisted of
adjusting drainage, bridge foundations and
piling to comply with actual conditions dis-
closed after excavation uncovered the under-
lying soil. Several minor roadway grade
changes were made to adjust the profile
above soft underlying strata and improve
drainage. In one instance an embankment

section was redesigned to utilize sand drains
when it was discovered, after a slide, that
dredging had failed to remove all under-
lying soft material from the underwater
foundation.

Prior to the start of the paving season
of 1951, Turnpike contractors proposed to
the Authority the use of an all asphalt-bound
stone base in lieu of the part stone dust-
bound and asphalt-bound stone base. This
modification in procedure was approved and
greatly facilitated the rapid completion of
the pavement, since the asphalt-bound stone
courses afforded an excellent haul road for
the delivery of materials for the succeeding
pavement layers.

Another modification which facilitated
construction was the agreement by contrac-
tors to place the 414 inch thick hot mix
asphaltic concrete courses in three 114 inch
layers instead of two layers and thus avoid
the use of side forms.

One additional small structure was

Entrance to Woodbridge-Amboys interchange at Route 35
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added during the year in order to separate
the grade of a local street and a ramp exit-
ing to a state highway. Recent developments
indicated that the territory served by this
street would, in all likelihood, develop soon
into an industrial area.

Critical examination of all design fea-
tures of the Turnpike will continue during
operation in order to assure that this high-
way will afford the utmost in comfort, con-
venience and safety to the traveling public
in the years ahead.

- The scarcities and rising costs caused
by the war necessitated further reduction
of the scope of the initial work outlined in
the last annual report, and required careful
scheduling of the work remaining on the
current program. Sequence of building op-
erations was repeatedly adjusted to best em-
ploy the funds, materials and manpower in
the order in which the most essential build-
ings had to reach completion.

The buildings needed in the operation

on the Turnpike total 81; namely, the ad-
ministration building; 42 toll booths now
handling 81 lanes of traffic; 20 toll plaza
utility buildings; 10 service area buildings
— gasoline stations, lunch rooms and res-
taurants; 3 maintenance buildings and 5
radio buildings.

Top priority had been given to short-
wave stations and toll stations to insure
that these would be in operation in time for
opening the respective sections of the Turn-
pike. This aim has been substantially
achieved. Minor exceptions consist of delay
on certain items in critically short supply,
principally underground cable for power
supply and area lighting, which necessitated
temporary overhead installations.

Second priority was given to concession
buildings catering to the needs of Turnpike
patrons. Since the last Annual Report the
principal reductions of the initial program,
which projects thirteen sites, now provides

for the postponement of all development at

Signs direct motorists to service areas which are set back from Turnpike travel lanes.
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three sites, and reduction in the extent of
paving, curbing, etc., at the remaining sites.
Two of these latter sites are in locations that
may be affected by the connections between
the New Jersey and Pennsylvania Turn-
pikes. The delay in their construction will
allow the Authority to review the facilities
proposed for these sites when the route of
the connection is more clearly defined.

Maintenance sites received third prior-
ity. The delay of the permanent facilities
will impose some difficulties upon the work
of maintenance during the first winter. To
mitigate this condition, certain warehouses,
intended originally for subsequent construc-
tion at each site, were rescheduled to precede
the principal headquarters buildings. Quon-
set huts, 40 feet by 100 feet were ordered
after thorough canvass of the costs and time
requirements of several prefabricated con-
struction types. Further temporary expedi-
ents were used in the relocation and adapta-
tion of surplus contractors’ buildings for
office and toolshed purposes.

Insofar as the building units become
exposed to public observation, response ap-
peared to be favorable. It is expected that
these structures will contribute their full
share towards the popularity and economic

success of the Turnpike.

Except in the industrial areas, the Turn-
pike traverses a pleasant countryside alter-
nating among highly cultivated farm land,
residential developments and timbered
areas. Many fine vistas of the unblemished
countryside are afforded the traveler on the
Turnpike. Consequently, it is considered
unnecessary to embark on an extensive
planting program to enhance the landscape.

The grading and paving contracts pro-
vided for the treatment of the median and
slopes with topsoil to be fertilized, limed
and seeded with a selected variety of
grasses. This program involves 11,000,000
square yards of surface and is calculated to
heal construction scars and control erosion
from wind and rainfall. Due to the necessity
for completion of ‘a substantial portion of
the paving in the Fall it became necessary
to suspend the grass seeding operation until
next spring because germination and rapid
growth of grass is impossible through the
winter months. The lawn areas adjacent to
the Turnpike, therefore, will not be fully
established until 1952.

Studies are also under way on screen

planting at parallel local roads to shield
headlamp glare.
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%Y THE END OF 1950 most of
the real estate obstacles had been removed,
opening the path for practically uninter-
rupted construction during 1951. Real estate
personnel concerned itself largely with the
completion of the overall acquisition pro-
gram and clearing up the few remaining
problems which had not been resolved by
the end of 1950. The relocation of tenants
and the demolition of properties lying within
the right-of-way through the City of Eliza-
beth were continued and finally completed
in the early spring. Several homes remain-
ing within the right of way, particularly
in the Secaucus and Camden areas, were
carried into condemnation before negotia-
tions for their acquisition were completed.

As construction progressed during the
year, the need for additional small parcels
of land to correct drainage conditions and
enlarge ramps and widen slopes became ap-
parent. By the end of 1951, the number of
parcels required rose from 3,426 to 3,558.
These parcels were owned by 1468 individ-
ual owners. During the year, the Authority
entered into contracts in amounts totaling
$3,838,337, bringing the total for purchase
from private owners to $13,516,537, as of
the close of the year.

By the end of 1950 there were but two
instances where awards were made by Con-
demnation Commissioners. During 1951, 43

more cases were heard in court and awards

made thereon. There are 38 cases currently
in condemnation which are awaiting hearing
before Commissioners. These should be
brought to conclusion in early 1952. Of the
total number of 139 cases which have been
filed in condemnation, 56, representing 40 %
of the total, were settled prior to actual
hearings. Of those cases on which awards
were made, the greater majority of the
awards were at prices approximating the
amount which the Authority had established
as fair and reasonable prices. In but a few
instances were the awards in an amount

4]

substantially greater than the Authority’s
appraised value of such parcels. In one
instance where the award was over 70%
higher than the Authority’s appraised value,
the Authority appealed the action and the
jury before which the case was heard, re-
duced the Condemnation Commissioners’
award to a figure within the Authority’s
appraisal.

~ There still remains slightly more than
$4,500,000 of Real Estate on which nego-
tiations must be completed. On all of these
properties the Authority has legal posses-
sion and negotiations have not been com-
pleted because of problems involved in
determining an appropriate price for the
real estate and damages. Negotiations are
being continued on all of them. While the
real estate yet to be acquired represents a
large financial value, most of it is contained
in large parcels of land and but approxi-
mately 10% of the total number of owners
along the Turnpike are involved in this re-
mainder. Many consist of large tracts of
land on which there are substantial remain-
ing elements on either or both sides of the
Turnpike, thereby involving numerous sev-
erance problems. On others, negotiations
have reached a point where, if not resolved
in the near future, the cases will be referred
for condemnation action. By and large, how-
ever, it is expected that the bulk of the Real
Estate acquisition will be brought to a con-
clusion by spring or early summer of 1952,
leaving for disposition at that time only
those cases which are in the courts and those
on which major problems are involved.

It is anticipated that during 1952, with
the acquisition problems largely resolved,
the Authority will embark upon a program
of disposing of its surplus property which
now consists of 63 dwellings, most of which
are relocated from the right of way. In ad-
dition there are approximately 2000 acres
of land, consisting principally of parts of
farms which were severed by the Turnpike.



This excess property is valued at more than
$600,000.

There has been but little change in the
anticipated total cost of real estate from that
shown on the revised cost estimate contained
in the 1950 Annual Report. The present
estimate of $18,162,000. represents an in-
crease in cost of $932,000., brought about

largely by the inclusion of the additional

parcels previously cited, together with slight
adjustments as a result of the additional
experience gained in the acquisition com-
pleted during the year. After deducting the
anticipated $600,000. to be realized from
the disposal of excess real estate, the net
cost, as shown in the revised cost estimate,

is $17,562,000.

The Authority has constantly done
everything within its power to effect prompt
payment for lands taken. The title com-
panies engaged to .perform the title work
have kept pace with the land acquisition
program. As of December 31, 1951, of the
1,321 owners with whom negotiations had
been concluded, 1,162, or 87%, had been
paid the purchase price in full. Of the
remaining 13%, delay has been occasioned
because of the condition of the title and the
curative work necessary to clear the defects.
This work is receiving close and constant
attention with a view to effecting payment
at the earliest possible date.

Final twin girder for closure span of Passaic River 'being lifted in place. lts weight about 175 tons.
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g%' PREPARE adequately for the
scheduled opening of the Turnpike in the
Fall of the year, the Authority eafly in 1951
gave consideration to its maintenance or-
ganization. By Spring, arrangements had

~ removed at each pass. The teams enter the

been completed for the employment of a -

chief maintenance engineer and the Author-

ity made comprehensive studies of operating

and maintenance procedures and equipment
on the Maine and Pennsylvania Turnpikes

and on several state highway systems. Being

cognizant of the growing shortage of critical
materials, the Authority decided to pur-
chase the necessary maintenance equipment
during the early Summer. As a result the
Authority had acquired all but a few of
the maintenance items in time for the Turn-
pike opening.

Just prior to the scheduled opening of
the Turnpike, the recruitment and selection
of maintenance and operating forces were
undertaken. About 125 persons of various
skills were needed for maintenance and
practically all have been employed.

The Authority is determined to keep
the Turnpike roadway and all bridges open
for safe travel at all times despite weather
conditions. Extraordinary provisions have
been made for prompt removal of snow and
alleviation of icing conditions.

" As stated in the 1950 Annual Report,
the maintenance of the Turnpike will be ac-
complished through six maintenance dis-
tricts located at Swedesboro, Moorestown,
Hightstown, Milltown, Elizabeth and Secau-
cus. Responsibility for snow removal, ice
control and general maintenance is placed
directly in each district where the equipment
and personnel for the accomplishment are
available.

Snow removal is planned to start as
soon as 1 inch of snow falls and will be
continuous by each section team until the
storm has ceased. Each team will go over its
section every 1 to 114 hours, thus holding
to about 2 inches the amount of snow to be
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highway at intervals of about 400 feet,
plowing lanes from the left hand to the right
hand edge of the road.

Following completion of plowing, and
to take care of icing conditions, trucks will
spread salt to melt the thin ice coating left
by the plows. After the storm the snow
accumulation at the sides of roadway -and
bridges will be removed by the use of snow
blowers, overhead and bucket loaders, and
dump trucks.

A central repair shop, within the inter-
change loop near Hightstown will perform
all general equipment repair services includ-
ing those for automotive, radio and toll
collection. General maintenance of the road-
way, median strips, shoulders, slopes and
drainage will follow normally accepted
practices.

The most modern equipment will be
used to perform the various functions of
maintenance with adequately equipped
shops to assure that the equipment at all
times is in excellent operating condition.

With an expected revenue in tolls in
excess of $8,000,000 in the first full year of
operation, the requirements for toll collec-
tion and appropriate safeguards were given
most careful consideration by the Authority.

Prior to the selection of equipment and
the establishment of procedures an exhaus-
tive investigation was made. The facilities
in use by the many other toll projects oper-
ated in this section of the country were
carefully studied and consideration was
given to new devices recommended by spe-
cialists in this field.

The Authority’s auditors and its con-
sulting engineer, together with the Comp-
troller, members of the Authority and its
staff, carefully reviewed all of the equip-
ment and the experience of others, and
determined upon a system similar to that
presently in use on nearby Turnpikes, but
with certain modifications to meet the spe-
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cial needs of the New Jersey Turnpike and
to provide superior service and controls. It
is believed that the Authority has adopted
a system which will provide quick and
accurate collection of tolls and the necessary
financial control with simplicity and econ-
omy of operation.

The system includes equipment in-
stalled at each interchange, together- with
tabulating equipment which will be located
at the Administrative Headquarters. Some
of the more important features.of the sys-
tem consist of: '

1. A treadle in the pavement over
which no vehicle can pass without
recording the number of axles,
whether or not the lane is in op-
eration.

A ticket time stamp in the toll
booth, which identifies each toll
ticket, the interchange and the time
and date of entry and exit.

An automatic device, located in a
section of the adjacent utility
building and inaccessible to collec-

life, and few had any previous experience

“in tell collection. Despite this lack of expe-

rience and the large number of vehicles
which have used the Turnpike, the vast
majority of the collectors have performed
their functions remarkably well and will
improve with experience.

The Authority is cognizant of the fact
that its toll collection personnel represents
to the majority of the public the first contact
with the Turnpike. Our greatest opportunity
for favorable impression lies with this
group. The personnel was selected with this
thought in mind and courteous treatment
and efficient handling of the traffic has been
stressed in the training program. Many

- unsolicited letters commenting on the cour-

tors, which records the number of

axles passing over the treadles and
the number of transactions as re-
flected by the ticket time stamp.
An identification and control unit
which records the number of the
collector on duty.

The toll collection organization estab-
lished under the general supervision of the
Comptroller consists of 142 men, of which
135 are toll collectors and seven are in
supervisory capacities. In addition, it is an-
ticipated that approximately 30 or more
additional collectors will be required on a
temporary, or part-time, basis to handle
the peak summer traffic.

This organization was recruited, se-
lected, employed and trained within a brief
period immediately preceding the opening
of the various portions of the Turnpike.
These men were drawn from all walks of
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tesy and efficiency of the collectors are testi-
mony to the success of selection and the
training program. One of the many features
adding to the esprit de corps of this part of
the organization is the uniform which, while
not unduly costly, is unusually attractive.
The toll ticket adopted by the Author-
ity is unique and represents a saving in cost
over that in use elsewhere. It has the advan-
tage of maintaining an inventory at a much
lower level than is normally the case; is
readily adapted to changes in toll rates and
consequently, minimizes the danger of ob-
solescence. The ticket is so designed that the
toll can be read easily by both the patron
and the collector. Prominently in mind was
its adaptability to a system of credit for
large users of proven responsibility such as
bus companies and trucking concerns. Such
a system is now being developed with a view
toward placing it in effect at an early date.
This method of payment is attractive to
large users in that it avoids the necessity for
entrusting cash to drivers or of the drivers
advancing the cash for subsequent reim-
bursement by the companies. The system, as
ultimately designed, will facilitate prompt
billing and collection of the accounts.






(%ETY, CONVENIENCE AND
SERVICE must be prime objectives in pro-
viding the public with a superior means of
transportation not otherwise available. To
be safe a highway must be fundamentally
designed for the purpose and the New Jersey
Turnpike is outstanding in that regard.
Wider than normal traffic lanes, the absence
of sharp curves on roadways, bridges and
interchanges, minimum grades (none over
3 percent) and long sight distances will be
found throughout the 118 miles. The elimi-
nation of left hand turns in virtually every
instance, the complete absence of cross
traffic and skid-resistant pavement are
among the features that have already caused
the Turnpike to be called “the safest high-
way in the world.” '

Many of the most serious highway
accidents result from head-on-collisions of
vehicles moving in opposite directions. The
design of the Turnpike has decreased the
possibility of such accidents to the maxi-
mum practical extent by providing a wide
median strip between roadways, by center
malls on bridges and by barrier curbs be-
tween opposing lanes of traffic on ramps.
The 20 and 26 foot wide median areas
between roadways are raised and built with
a sod curb to lessen the likelihood of motor
vehicles crossing from one roadway to the
other. The median strip also assists in de-
- creasing the undesirable effects of approach-
ing headlights during night driving. In-
cluded in the median area are two shoul-
ders, each 5 feet wide and equipped with
drainage basins which quiekly carry away
the water from the roadway and facilitate
snow removal.

On the right hand side of all roadways
are improved 10 foot wide shoulders to pro-
vide readily available space for vehicles
which must stop. Thus, a motorist who has
mechanical trouble, a flat tire, runs out of
gasoline, or for some other reason is re-
quired to stop, can immediately remove
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his vehicle from the traffic lanes. As in the
case of the 5-foot left hand shoulder, the
10-foot right hand shoulder assists in drain-
ing the roadway and aids in the removal
of snow.

Extraordinary safety features have
been incorporated in the design of the vari-
ous interchanges. The most densely traveled
connecting highways leading to the Turn-
pike have been provided with grade separa-
tions and left turns have been eliminated.
Virtually all of the less densely traveled
highways have been provided with channel-
ized traffic intersections. Leaving the ramps
and entering the Turnpike, the motorist uses
a long separate lane to bring his vehicle to
the speed of the adjacent traffic moving in
the same direction. The result is that, as he
merges with through traffic, he is traveling
at the same speed and thus is free of the
hazard that would otherwise be present.

As one nears his destination and de-
sires to leave the Turnpike, there is a long
deceleration lane into which entrance can
be made at the normal rate of speed. After
entering this lane, the motorist has a dis-
tance of approximately one-quarter of a
mile in which to slow down before reaching
the ramp leading to the interchange. The
approach to the ramp is made by gradual
transition in both horizontal curvature and
superelevation so that the motorist naturally
decreases speed to a rate consistent with
passage through the toll plaza and exit to
the connecting highway system.

Guard rails have been constructed at
all locations where the embankment on
which the pavement is placed is high enough
above the surrounding area to be dangerous
to a vehicle out of control. At locations
where this height is below 10 feet and guard
rail is not used, the slope down the embank-
ment is gradual so as to reduce the hazard
should a driver lose control of his vehicle.
Guard rails are also provided at all ap-
proaches to bridges carrying Turnpike



pike traffic, where such approaches are on
embankments and they are also placed ad-
jacent to ramps similarly located. At ap-

" proaches to bridges there is integrated with
the guard rail a curb design which will
funnel a vehicle into the roadway surface
of the bridge should it approach the bridge
too far off-side.

All pavement surfaces are skid resis-
tant and are provided with six inch wide
white striping to mark the travel lanes and
guide motorists. This striping contrasts very
effectively with the dark surface of the pave-
ment itself, and consists of top quality, long
lasting reflectorized paint highly visible
night and day and especially important
under foggy conditions. Supplementing the
reflectorized striping, reflector type delinea-
tors, spaced 150 feet apart, clearly outline
the edges of the roadway, the bridges, rail-

ings and the interchange and service area

lanes.

These delineators are particularly ef-
fective under adverse driving conditions. An
incidental contribution made by the deline-
ators, which are mounted 42 inches above
the pavement surface, is that they provide
a guide for snow plows, thus making it easy
for the plowers to remove snow from the
full width of the travelled roadway. Numer-

ous reflectorized signs have been strategi-

cally placed on the Turnpike, at interchange
and service areas to guide and inform the
motorist. These “directional” signs have
proved to be generally adequate but the

Authority is conducting a continuing study :

to correct deficiencies, some of which be-
came apparent soon after the Turnpike was
opened to traffic. Another and important

part of the signing program is the system-

of reflectorized “trail blazer” signs placed
on public highways leading to Turnpike
interchanges. The trail blazer signs are ob-
viously for the purpose of guiding motorists
and truckers to the Turnpike. The proper
locations of such signs and their adequacy
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represent enormous and time consuming
tasks, especially in respect to the streets of

larger cities. Much work remains to be done

before this program is complete but prog-
ress is being made. : ,

In general, the Turnpike is not illumi-
nated at night. Such features as the reflec-
torized pavement markings, the delineators,
- and the reflectorized signs make such light-
ing unnecessary. There are certain locations,
however, where it is desirable from the point
of view of safety and convenience to provide
illumination at night. Illumination is pro-
vided at toll plaza areas between point of
ramp intersections on each side of the plaza;
at areas for parking and service facilities in
service areas;at ramps and at intersections
with major State highways. The motorist
traveling at night is guided to the entrance
of a toll plaza or service area by use of
mercury vapor lamps with a distinctive blue
light. In addition the roadway on each of
the two major bridges is illuminated. These
two bridges across the Hackensack and
Passaic Rivers have a high underclearance
and are located only a short distance from
busy airports. To produce an attractive ap-
pearance all lighting standards are alu-
minum poles without exposed wiring. Due
to the critical nature of the copper wiring
required, much of the lighting currently in
use is of a temporary nature.

The right-of-way boundary of the Turn-
pike will be fenced. The purpose of such
fencing is to prevent animals and children
from wandering onto the Turnpike and, as

with a seven-foot high closely woven chain-
link fence, topped with barbed wire. .

The Authority found it both satisfac-
tory and desirable to take advantage of
Governor Driscoll’s suggestion that a spe-
cific division of New Jersey State Police be
used to patrol the Turnpike.

After meetings with the State Attor-
ney General and the Superintendent of the
State Police, a detachment of 38 men, con-
sisting of 6 sergeants and 31 troopers under
the command of a lieutenant, has been as-

- signed to the Turnpike. The Authority is

a result, being injured or causing vehicular -

accidents. Normally this fence is of the
ordinary farm type, with smaller openings
near the bottom to prevent passage of
smaller animals. In congested areas, the
fence is of a different type, depending upon
the degree of congestion. Moderately con-
gested areas are provided with a closely
woven chain-link fence four feet high and
more densely populated areas are provided
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reimbursing the State for all costs.

Tentative patrols have been established
but some will doubtless be changed on the
basis of needs as shown by actual experi-
ence. The number of police per mile is
substantially greater than on other Turn-
pikes or on the State highways of New
Jersey.

The primary function of the New Jer-
sey Turnpike troopers is twofold; namely,
to assist motorists in need of service and to
enforce regulations governing traffic on the
Turnpike. Judging from the small number
of violations to date, it is obvious that the
paramount duty of troopers has been the
rendering of service to motorists in need
of assistance. ,

One of the features incorporated in the
construction of the Turnpike and not com-
monly found on normal highway facilities
is a complete radio communication system.
All police cars are equipped with radio
apparatus, capable of receiving and send-
ing messages in almost the same way that
the motorist would normally use his tele-
phone at home. It will, therefore, be possible
for a police officer, or for maintenance ve-
hicles carrying similar radio equipment, to
summon instantly the type of assistance
needed by a motorist experiencing difficulty.
Road service vehicles for disabled cars and
trucks can be called by radio for prompt
assistance. In the same way ambulances



and towing equipment can be brought
quickly to the aid of the motorist.

The radio sysl.;em also furnishes in-
stantaneous inter-communication among ve-
hicles of the Maintenance Department, Toll
Collection, Executive and Service Depart-
ments, an important feature in times of
emergency.

Wire line connections have been almost
entirely dispensed with and, where used, as
at the administration area, have been placed
in underground conduit. At each fixed sta-
tion, relay or otherwise, engine-driven gen-
erators can be brought into emergency ser-
vice within four or five seconds after failure
of commercial power circuits because of
storms or other adverse factors.

Emergency road service is being han-
dled through two methods. First, the turn-
pike gasoline concessionaire, Cities Service
Oil Company, has emergency vehicles sta-
tioned at each service station. These will
render service for a reasonable fee to motor-
ists whose vehicles run out of gasoline, or
become disabled because of flat tires, bat-
tery and other similar troubles which can
be overcome through products, or parts,
normally dispensed at service stations. Sec-
ondly, emergency road service will be avail-
able under contract with privately owned
garages, for disability because of more seri-
ous matters, such as mechanical failure.
Where the service of a tow truck is required,
cars or trucks will be removed from the
Turnpike by privately-owned garages. These
garages are all located in communities near
interchanges. '

Ambulance service will be rendered by
the Volunteer First Aid squads located in
each community adjacent to a Turnpike in-
terchange except in Newark and Elizabeth.
Ambulance service in the latter cities will
be obtained from hospitals which normally
render such service in those cities.

The effectiveness of the features and
facilities which have been incorporated into

the design and construction of the New
Jersey Turnpike cannot be judged finally
until the lapse of several years’ experience.
In this Annual Report, it is only possible
to say that every effort has been made to
produce the highest type of traffic artery
furnishing rapid, convenient and safe trans-
portation for motor vehicles. The provisions
for safety and convenience will not be con-
sidered finished as long as the Turnpike is
in operation, and will receive continuing
attention.

Turnpike Trooper at short-wave radio






Q%RNPIKE CONCESSION BUILD-
INGS were planned to combine under one
roof certain gasoline station facilities, food
service, a small shop for travel needs and
notions, a lounge and rest rooms.

In appearance the buildings are de-
signed in a restrained contemporary style,
inside as well as out, intended to harmonize
with the countryside. The exterior design
features large areas of heat-resisting glass
and a light buff-to-gold stone facing of the
remaining solid portions of the sides most
closely seen from the roadway and parking
areas; a light buff Roman brick will be

-used elsewhere.

The buildings are of fire-resistant con-
struction and of materials designed to pro-
vide the anticipated hard service with a
minimum of maintenance. All buildings will
be air-conditioned for the comfort and con-
venience of the public.

The ‘plan of all concession buildings
follows the same principle. Therefore, only
two basic types are involved, differing from
each other only in the scope of food service
to be provided; the lunchroom type and
restaurant type. Both plans were conceived
for expansion from a central core, to the
extent of, and in, the particular facilities
warranted by future operating experience.

The principle features which are uni-
form in all plans are as follows:

A circular lounge forms the central
portion of the plan. This will be furnished,
in part, with settees and chairs. The rest of
the floor area will be used for circulation to
the other spaces used by the public all of
which will radiate from the lounge. This
room contains telephone booths, a candy
and tobacco counter and an area for the
cashier of the restaurant. The public wash-
rooms will open off this lounge.

The gasoline station wing extends from
the lounge towards the motor fuel vending
areas, and consists of a salesroom with
space for the display of accessories and

replacement items. Adjoining it are spaces
for tire repairs, greasing, storage and a
first aid room.

The food service wing extends in the
opposite direction toward a parking space
set aside for its patrons. It contains a lunch-

- room with counter and booths in all build-

ings. Beyond that are a dining room for
table service in the restaurant-type build-
ings, a kitchen and appropriate storage and
refrigerator space.

A small arcade-type shop is included
off the lounge for the sale of gifts and sou-
venirs and articles helpful to travelers.

‘Twelve locations were selected for de-
velopment of concession areas. Selections
were made with due regard to the safety
and convenience of the traveling public.
The areas are set well back from the travel
lanes, are at slightly higher elevation where
possible to provide better visibility, and
will contain ample parking facilities with
an adequate network of roadways within
the area to avoid congestion.

Further study during the year indi-
cated the advisability of limiting initial
construction to ten units: These consist of
two restaurant-type buildings, located on
each side of the Turnpike just north of
Woodbridge, six lunchroom-type- buildings
located in the general vicinity of Milltown,
Cranbury, Moorestown, Haddonfield and
one unit near Auburn on each side of the
roadway. Gasoline stations will be located
at each of the above 8 sites and, in addition,
at locations just north of Elizabeth and at
Secaucus. There will be no food service
facilities at the latter two locations in the
initial program. Of the ten units, five will
be located on the northbound side and five
on the southbound side.

Proposals for operation were obtained

- from seven catering organizations, which,
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after prequalification as to management,
finances, service and quality, submitted bids.

The Howard _D. J ohns_on Co. of Wollaston,



Massachusetts submitted the highest bid for
the food service and was awarded the con-
tract. '

Similarly, the Authority sought bids
on the operation of the service stations from
the thirteen major oil companies serving the
State of New Jersey. The Cities Service Oil
Co. of New York was the high bidder and
was awarded the contract for operation of
all service stations on the Turnpike. Regu-
lar and premium gasoline, diesel fuel, lubri-
cants and such additional supplies and ac-
cessories as are regularly sold in similar
establishments will be available at these
stations, together with facilities for car
washing, changing oil, lubrication, tire re-
pair and other services.

Due to the superior type of facilities
being provided, combined with the large
volume of traffic expected, extremely favor-
able bids were received for both the restau-
rant and service station concessions. The
proposals received for the restaurant con-
cession were such that the fourth and fifth
highest bids would have been considered
excellent for an average facility. As to the
service station concession, the price which
the Authority will receive surpasses any
known bid for a similar concession. As a
result of these bids, it is estimated that the
Authority will receive $1,344,000 from this
source in the first year of full operation of

the permanent facilities and increasing

Battery of gasoline pumps at service area on Turnpike
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amounts thereafter. This figure compares
with an original estimate of $536,000 for
the first year’s operation.

Typical of the Authority’s policy to
provide its patrons with satisfactory service,
the concession contracts provide for high
standards of quality at prices no greater
than those normally charged on adjacent
public highways. The Authority reserves the
right of inspection and control by designated
members of its staff.

All ten of the concession buildings are
under construction. Due to delays in pro-
curing equipment and materials as a result
of shortages brought about by the Korean

War, their completion, coincident with the

opening of the Turnpike, was not possible.
Construction of these buildings and their
related facilities is proceeding as expedi-
tiously as possible and their completion is
expected in late winter and early spring.

With the delay in completion of the
permanent concession buildings it became
necessary to provide, with the opening of
the Turnpike, temporary facilities for the
motoring needs of its patrons and these
have been constructed at five locations.
Food, gasoline and rest room facilities are
available at these sites. At still another site
rest room facilities and gasoline are avail-
able and provision is now being made for
similar facilities at two more sites to better
serve the public during this interim <ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>