|

STATRE

br 23 1969 ;

185 W. State ‘ptreet =
Trenton, N. §s 5







The PORT of

NEW YORK

PUBLISHED BY THE PORT OF NEW YORK AUTHORITY

« THIS REPORT WAS DESIGNED, COMPILED AND WRITTEN
WITHIN THE STAFF OF THE PORT OF NEW YORK AUTHORITY »

COPYRIGHT, 1841, BY THE PORT OF NEW YORK AUTHORILITY

Now Jossoy Stato Libresy




% . i
i . e L.
L %
A . | ! > e _
i i 3 3 i = 4 ) i +
2 - % 1 % ' Y - i i 4 i B [;
i . ! = A : 1
= i g 4 3 - . e
: = : . 3 : e : 5 !
’ 4 3 5 . . - = s S i @
. e i . “ i #
- - i : 5 = 2 - o
- " : 5 i iz S : . i -
o - ; 4 = E “ i # 5 i e
S : . 5 . s - o |
% . i - . o i D, . T i
L ] o 5 s S : 2 = % i : ; 4
. iy = i e i i ¥ i i 3 B et
¥ = : o & # # § S i s o %, i
< 3 _ ¥ i i i i % # = % % 5
4 , - o 4 e 4 - - : A P E o
o = E i e i Fla E i .
. % - i i 3 55 i g i S i ) : -
gt 2 ' £l : s - A : - :
g "s : 3 » :
i . 5 i :
- -
i G %
Ear
5

Page
FOREWORD . e T o e e
SAGA OF THE PORT S I S - BN -7
PORT OF MANY PORTS . . . . . . . . . . . ... 9
Manhattan . . . . L S R e e D)
PaaiNewarle. 50 0 s s e v e e e e B SN
Keamy, - i i b e B e el ] 8
Jersey Gty = " s o A ke e B Ak S e B
Bayonng - « v & v v v s sie s o e s o e ow 3D
Port Raritan . . . . . . . . . . . . . . . . ... .. 16
Elizabethport . . . e T o S e
Weehawken- Edgewater R O
Hoboken & 0 .« o o e o o 4% 55 s e sy e w19
Staten Islanid .« v« &« e v v s e e e oae e ww s w20
B G o 2 o T 1 M et e s i el e O]

Bionklyng s 55 e, s o et b n L f S e
Bsige Potts s = i is et e b e e ek e

-n;euluuunuuu' LLUTUIL S e - Ry PORT OF NEW YORK——lTS ADVANTAGES . 2w 9
R il :”S::E“ seneais k. B e ; R, Y ot Direct S/S Sailings. . . : Aty B . ROY
Eua et RRARREY Ry ss R ‘ | o o e s S/S Lines Serving the Port o o ol Ml e P Pl Y SRS
55455 L FEYDETpES AR08 Cargo Handling Equipment . . . . . . . . . . . . . . . 32
ST Railroads Span the Nation . . . . . . . . . ... .. 36
1o a1 o v oy Coordination Prevents Delays . . . . . . . . . . . . . . 38
Every Railroad Reaches Every SHID L e s e . i b s =39

- ;- " : World Air Transport . . . . . . . . . . . . . .. ... #

s e T e ) o ey o e " For Defense‘or Commerce. . « - « . v v s o o oo v o .. A2

' i o Lk ' Fast Flexible Truck Service . . . . . . . . . . . . . . . 44

Five Thousand Long Haul ekt 0l it 4 s i Sk e A

Chiewsofa Great Port . . . » - = & = = = =5 s o o A1
Public Agencies . . . . . . . . . . . . ... .... 50
World Finance Center . . . . . . . . . . . . . . .. . 52

SINCE 1917 . . . ot e T g A SN SR )
New Jersey o Wiz Yok Joit o b oo it e B
[slands Tied to Mainland . . . . . . . . . . . . . . . . 56
New Vistas . . . e B ol 5 TSR e eSS
A Transportation Revolutlon s et WL PR e . ol = - )
Toward Coordinated Operation . . . . . . . . . . . . . 63
Channels Deepened - = o 5 = 5 & & 5 2 5 s 5w« o0v u 04
New Berthage . . B S
Warehouses Expanded Moaren L fn gk g R R NN
First Foreign Trade DN P P = (o T
Life Linetothe West . . . . . . . . . ... .. ... 69

AT : € 1 | T THE PORT OF NEW YORK AUTHORITY . . . . . . . T1

' - : : To Serve New Jersey and New York . . . . . . . . . . . 72
Wheels Must Turn . . . . RE Ll A e = R
Traffic 1940—1939 Compared L ati oy e e o AL s
The Debt Must Be Repaid . . S, o . L "
Net Revenues 1940—1939 Compared S TR B e e 80
Development of the Port . . . . . S e g e b o SHB
Port Commerce Protected . . . . . . . . . . . . . . . . 84
Toward New Horizons . . . . . . . . . . . . . . . . . 86
_ _ | ! _ Auditors’ Report . . . R o R RS R (o
- il R .y - - Balance Sheet—December 31 LU MU S BT R
e, Y . Y & Table of Funded Debt ' 94

abh EES

Eraza i
RN
i EESTITL
SRR
RS ENRRE S
ENidians 2
& d8 FespE 1§
EALA FER BEE 0

e i‘l

H’tﬂil

e 0l |
| RTR A
ARV ER AL B}
b it
PpAR ARl

-
1
|




Seroward

THE Port of New York, America’s largest seaport, plays a vital role in the nation’s commerce. During
the past two decades, extensive improvements in the port’s facilities have fortified its preeminent position, achieved
new standards of efficiency.

At intervals, during the past twenty years, individual projects have been described and reported. But the two
decades of progress, as an integrated whole, have not yet been reviewed.

We feel that, because the port embraces parts of two states, New York and New Jersey, such a review is a task
for this bi-state agency which is charged with the duty of promoting and protecting the commerce of the port.
We have, accordingly, decided to dedicate this twentieth annual report to that purpose, in place of the more limited
annual report customarily issued.

To make this survey representative, its scope has been broadened to include many projects and improvements
outside the Port Authority’s sphere. In here presenting such developments, the Port Authority in no sense seeks
credit for all the progress of the port. Many agencies—federal, state and local-are efficiently performing essential
governmental functions in the Port of New York. There are the administrations of the two states themselves and
of the several hundred municipalities within the Port of New York District. Transportation companies, industries,
countless anonymous workers on the waterfront carry on the day-to-day work of the port and contribute to its
development. The progress reported here is the cumulative result of all these efforts.

Finally, although the scope of this report is broad, we do not pretend that every single phase of port progress has
been included. The magnitude of the port, the ramifications of its extensive systems of transport—by rail, water, air
and highway—make it impossible to compress a detailed enumeration of all developments within the space available.
The purpose of this report is merely to highlight, in non-technical terms, two decades of progress and, in so doing,
to point the way toward ever-broadening horizons for the Port of New York and the nation it stands ready to serve.
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5¢¢a OF THE PORT

IN THE LONG HISTORY of civilization the sea-
port has been the threshold of progress. Ipland throu.gh
the harbor have flowed the goods and ideas of alien
worlds; outward from the port, ships have sailed to
widening horizons. At the seaport has been mirrored Fhe
life, the culture, and the material prosperity of the nation
it served.

The Port of New York has a heritage lavishly en-
riched by the role it has played in the development of
the nation. Hence, although this is a survey of the mod-
ern Port of New York, it would be incomplete if it
failed to sketch even though briefly a few highlights out
of the heroic past.

When the men of destiny—Columbus, Vasco da
Gama, Verrezano, Gomez, Henry Hudson—seeking
spices, gold, and precious gems, came upon the new
world, New York was but one of many small Indian
trading posts.

For many years, even after the Indians moved north
and left Manhattan to the Dutch, it remained a small

trading post. Its magnificent natural harbor was no more
than a refuge for vessels from the high seas. There were
no lines of communication with the interior beyond Al-
bany other than by pack horse or wagon.

A magnet for the adventurers and craftsmen of
salt water—seamen, shipwrights, chandlers, sailmakers—
the harbor remained separate, apart and disconnected
from the hinterland. New York like the other harbors
along the seaboard had nothing in common with the
interior. The interior had no bond with the seaboard.

After the Union had been formed, Washington, who
knew as did no one else the importance of establishing
lines of communication between the Atlantic states and
the western territory, wrote in 1784, “* * * open all the
communications which nature has afforded between the
Atlantic states and the Western Territory and encour-
age the use of them to the utmost * * * and sure [ am
that there is no other tie by which they will long form
a link in the chain of Federal Union”.

Thirty-three years later the Cumberland Road from




Washington to Wheeling,
West Virginia, was opened.

an investment of twcnty—ﬁve
billion dollars.

Pioneers moved westward.
Many communities were set-
tled along the Ohio River,
but goods still had to be
hauled over stump-cluttered
wagon tracks.

Then in 1825 came New
York’s first major contribu-
tion to the westward march
of civilization—the Erie Canal,
a main artery to the heart of
theinterior. The cost of trans-
portation was virtually cut in
half. By joining the inland
seas, the Great Lakes, with
the Atlantic, New York gave
dynamic impetus to the development of the nation.

Almost overnight the Port of New York became the
trans-shipment center for the commerce flowing from
east to west, and west to east. The Erie Canal stirred
America to a new day, carrying industry through the
Appalachians. It became a mighty chain linking the vast
interior to the seacoast, unifying the east and the hith-
€rto remote western territory.

In the meantime, the story of American railroading
was being written at the Port of New York. At Hobo-
ken, Colonel John Stevens built the first steam railroad
which he operated on an experimental circular track.
Stevens’ efforts resulted in the first United States rail-
road charter in 1817, and the incorporation of a “Penn-
sylvania Railroad” in 1823. In 1830 his family built the
Camden and Amboy Railroad, original unit of the pres-
ent Pennsylvania Railroad. The empire builders who
followed created a network of a quarter of a million
miles of track that made neighbors of north, south, east
and west; developed Stevens’ pioneering project into

NEW YORK HARBOR AS PICTURED BY CURRIER & IVES

By the time the railroads
were pushing westward, New
York—by reason of the Erie
Canal—had already become
the nation’s major seaport.
Established as the trans-ship-
ment point for both inland
and overseas commerce, it
was the natural seaboard ter-
minus for the railroads. In-
stead of a mere harbor for
vessels, instead of a local trad-
ing community, New York
became the center for the
vital lines of transport, by
land and sea. The harbor had
become a port—chief gateway of the continent.

At New York- have been written countless other
chapters in the story of American transportation, com-
munication and culture. Here in the shadow of the age-
less Palisades the steamboat was transformed from the
dream of visionaries to the willing servant of man. Here
the world saw the first electric generator in successful
use. Here, too, were developed the first transatlantic
cable, the first telegraph. And here at New York mil-
lions of refugees from the hardships and persecution of
the old world—first trod the soil of America. It was here
that they brought the contributions which, fused with
the life and customs of their predecessors, forged the
American way of life.

The story of New York is the story of all these—
scaman, merchant, banker, inventor, longshoreman,
statesman, shipwright, engineer—these and countless
other men whose labor, genius, industry and energy
transformed a harbor into a mighty seaport destined to
serve all America.

NEWEST STREAMLINED FREIGHTER IN THE NEW YORK —SOUTH AFRICA SERVICE
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MANHATTAN

To the homecoming traveler, to the visitor from over-
seas, it is the fabulous Manhattan skyline that spells
New York. Manhattan is, in fact, the chief passenger
terminus of the port—the point of departure of thou-
sands of cruise-bound Americans; in time of peace the
focal point of transatlantic travel, the historic gateway
of millions.

Manhattan is more than a passenger terminus. It is
the hub from which radiate the spokes of port com-
merce—the central driving force of that commerce.
Manhattan’s banks and insurance companies finance
world trade, insure cargoes and vessels that sail the seven
seas. Concentrated in Manhattan are the country’s lead-
ing experts in transportation and trade: freight for-
warders and customshouse brokers, consular represen-
tatives and steamship agents and other experts.

One of the finest vantage points for a close-up pic-
ture of Manhattan’s waterfront is the West Side High-
way, paralleling the Hudson River shore. Along this
elevated roadway is a virtually unbroken panorama of
piers and terminals with names of steamship lines which
read like a directory of world shipping. Most impres-
sive of these piers is the group at midtown known as the

transatlantic steamship terminal. These piers serve the
largest liners.

Stretching south from the Chelsea area to the Battery
are the berths of the major vessels in the intercoastal,
coastwise, Caribbean and South American trade. For-
merly used by the transatlantic greyhounds of yester-
year, these piers are now the terminals of modern com-
bination passengers and cargo ships, the newest queens
of the United States merchant fleet—including the
America, W ashington, Manhattan, Panama, Argentina,
Brazil, Uruguay, Santa Paula and Santa Lucia.

Interspersed between these steamship docks on the
Hudson River are railroad pier stations which receive
by carfloat miscellaneous merchandise running into mil-
lions of tons. Fruits, vegetables, butter and eggs are dis-
tributed from these piers through wholesale markets,
to the entire metropolitan area and trans-shipped to
points beyond.

Rounding the Battery and up to the Brooklyn Bridge
on the East River, is the center of Caribbean shipping
as well as the famous Fulton Fish Market and the piers
especially equipped to handle imports of bananas.

Although the teeming Manhattan waterfront alone
would be the envy of any port, actually the bulk of
the harbor’s water-borne commerce flows through piers
and terminals located in other sections of the port. For

the Port of New York is not a single waterfront nor a
single waterway but a coalition of many harbors, a com-
bination of channels—a Port of Many Ports.
The Port of Many Ports is vast. Almost any one of
its eight large bays (Jamaica, Upper, Lower, Raritan,
Gravesend, Newark, Flushing and Eastchester) ha.s.as
large an area as most European harbors. In addition
there are the Raritan, Passaic, Hackensack and Hudson
Rivers and four straits (Harlem River, East River, Ar-
thur Kill and Kill van Kull). Within these waterways
the ports of Hamburg and Antwerp could be fitted 1n
without crowding. Wharves, piers and quays along the
port’s six hundred fifty miles of waterfront are nor-
mally utilized by more than a hundred steamship lines.
The Port of Many Ports is a district of fifteen hun-
dred square miles embracing parts of two states, a}n.d
several hundred municipalities and other civil subdivi-
sions. On the New York side are Brooklyn, Bronx,
Queens, Richmond, and Manhattan. On the west banks
of the Hudson are numerous New Jersey deep water
ports which include Newark, Kearny, Itllizabeth, Bay-
onne, Perth Amboy, Hoboken, Jersey City, Edgewater
and Weehawken.
Plying in and out of these ports, any day, may be
found a veritable cross section of the world’s merchant
flect. On the Hudson River, superliners and stream-

lined express passenger-cargo ships ride prqudly in their
berths. On the Brooklyn waterfront, freighters fI:OIl]

Capetown and Bombay, from Alexandria and the River

Plate disgorge cargoes of coffee aqd hemp, manganese,

chrome ore, and mahogany, Egyptian cotton a.nd Bra:ml

nuts. Coastwise colliers steam up the East River with

fuel for huge power plants. Cargoes of lumber from the

West Coast move up Newark Bay. Steam up, rfeady to

sail, from Stapleton are British freighters, their holds

filled with vital loads of airplane parts, tractors and ma-

chine tools. Into the tanks of a soap factory, on the Kill

van Kull, 2 whaler from the Antarctic disch_arges the
whale oil processed by the ship’s own macl}mery. At
Gowanus Bay wheat pours from the state grain elevator
into the holds of waiting ships.

Through the Port of New York each year moves the
titanic total of a hundred and twenty million tons of
commerce, valued at ten billions of dollars. This stu-

endous traffic is moved with efficiency and dispatch.

The Port of Many Ports has been welded mto a
vigorous confederation for the joinF solutio_n of mut.ual
problems. Geographic and historic political barriers
have been overcome to further the development and
progress of all sections. In the ﬁr}al oal}alysis it is the
initiative, enterprise and vision of individual communi-
ries which make New York America’s greatest port.
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KEARNY

The Federal Shipbuilding and Drydock Company
which dominates the waterfront at Kearny, is (ch of
the most active shipbuilding centers in the Port of New
York. With tremendous orders on hand for naval :1lnd
merchant vessels, the Federal yards are now crllPlf))fxrlg
ten thousand men in three shifts to complete their work
on schedule. In 1940 fifteen vessels were completed, and

the plant augmented by new storage structures and

it ackensack River. Al-
additional acreage along the Hackensack Rive

though the yard is already equipped to perform every

operation incident to the bui}ding of ships, th'c expan-
sion will furnish additional shipways, an outfitting basin,
crane equipment and service building.s. ‘

To meet the housing needs of shipyard c1np10}-cc§,
plans were recently announced for a new thousand-unit
housing development, to be built out of emergency
housing appropriation funds.

s > T >
Served by coastwise colliers from Norfolk, the

: ack another
coke pl-ants on the banks of the Hackensack are

of Kearny’s major waterfront industries. A large part

of the coke pmduccd here 1s shippcd by barge to one

PORT NEWARK

With a monthly traffic of forty-five million board feet,
Port Newark handles the greatest concentration of lum-
ber on the Atlantic seaboard. At this, New Jersey’s most
thriving municipal port, the federal government and
the municipality have dredged a thirty foot channel,
7,000 feet long and 700 feet wide. Former wastelands
have been reclaimed to afford space for elaborate ma-
rine terminals and a huge bulklwad—ncarly a mile In
length on each side, with quay space ample to berth
twenty freighters at one time. The Army Supply Base,
constructed by the federal government in 1917, was
purchased by Newark in 1936 and is today operated
under lease to a private company as the Newark Tide-

water Terminal. Warehouses have a capacity sufficient
to store the contents of 10,000 fully loaded freight cars.
One of the port’s chief advantages is the direct rail-to-
keel service furnished by the Lehigh Valley, the Penn-
sylvania, the Baltimore & Ohio Railroads and the Cen-
tral Railroad of New Jersey.

The port is served by the Bull Line, the American
Hawaiian Line and other coastwise and intercoastal car-
riers. More than forty vessels each month furnish regu-
lar service to the Pacific Coast, to Florida, the Gulf
Ports and New England. Port Newark annually handles
more than a million tons of waterborne commerce.
The most active year in Newark’s port history was 1940.

inci : : ica Bay.
of the port’s principal gas plants on Jamaica Bay

=g

e | P
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JERSEY CITY

Home port of the round-the-world fleet of the American President Line and of
the American Export Line, Jersey City is an important center of the fast-grow-
ing United States merchant marine. Until World W ar II the leading American
line to the Mediterranean, American Export today furnishes twice monthl
service to and from India, transporting cargoes essential for national defense:
chrome, tung oil, graphite, rubber, tungsten, jute and burlap. With United States
vessels barred from belligerent waters, the American Export’s service to Lisbon
is now the only contact with Europe by American flag ships. Recently approved
by the federal government, American Export Airlines transatlantic air service is
scheduled to commence operation soon.

Matching Jersey City’s steamship services are the facilities of six trunkline
railroads, whose tracks fan out at the waterfront to grain elevators, coal yards,
thawing sheds and lighterage piers equipped to handle the extensive lighterage
traffic centered here. Jersey City’s waterfront borders on the Hudson River and
thirty foot channels on the Hackensack River. Noteworthy are Jersey City’s
modern terminal facilities—Harborside, Lackawanna, Seaboard and Claremont;
the rapid vehicular connection with Manhattan via the Holland Tunnel.

Fairchild Asrial Surveys, Inc.
-
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BAYONNE

capable of
The Port of New York will soon have, at Ba}’onneé a I"-e“flldrydof;mlgtc r
rs. Originally con
: _ val vessel now on the ways ‘ : : |
berthing the largest na - k Authority in cooperation with the
construction by The Port of New York Au Y BERS s il b cotie
U itcd States Navy, the drydock, because of defense reql.urc.rnclll ,f Aol
1l . ’ 2 - ; :
cructed as a naval dock. In normal times it may also be available for
S
shi . r 1 .Ji l]t""
hhl_]pstt'ng out into the mouth of New York Harbor betw eerrlr ROb'mSl I}\ief lmgade
ustl : : icipal Terminal. Man- :
is the Bayonne Municipa :

e and the Statue of Liberty : ) : Al
hOlt]Sof fill sucked up by dredges which at the same time created the ft(l:; Si)“ccn
ou . - c -
foot channel, this is the largest quay ‘“.trc i w}:th doncxli(sfle xigillc probably be

: commercial usage, the ter
large liners. Constructed for : : ly depot—storage base for

. | government into a naval supply dep
converted by the federal g . = eet.
fuel oil, food, equipment and repair parts for the Lmtcdétates fl g
o ,reﬁneries and storage plants on Constable Hook, Bayonne, ¥ S

e ; : : of oil re-
crude oil by tanker and pipe line, consttute Hhe -la'rgCSF cogcl(;m;at;o: to distrib-
fineries in the east. After processing here, the oil i Sh_‘PPCB Yy gwith et
uting ;crminals in various sections of the port. Lmkll{ngl] o

. : 1 uil.

Island is the Bayonne Bridge spanning the Rl yau




PORT RARITAN

The Port Raritan District is annually served by more
than a thousand ocean-going and coastwise vessels. The
large preponderance are carriers of petroleum products
serving the storage plants and refineries on the shores
of the Arthur Kill. In addition, freighters with copper
ore from Chile and Peru move up the Raritan River
to a Perth Amboy refinery. At Sayreville are unloaded
cargoes of titanium ore to be ground into pigments.
At the Pennsylvania Railroad’s South Amboy docks
and at the Reading Railroad’s Port Reading, barges are
filled with coal brought by rail to tidewater.

The Port Raritan District embraces a territory begin-

Port of Wany Ports...

ning at New Brunswick, continuing down the Raritan
River to Raritan Bay and up through the Arthur Kill
and Kill van Kull to Upper New York Bay. Supple-
menting the thirty-five foot channels of the Arthur
Kill are Raritan Bay and Raritan River with twenty-
five foot channels.

The district’s noteworthy developments include tile
and terra cotta works, exploiting the rich local deposits
of sand and clay. The Port Raritan Districc Commis-
sion, an agency of the State of New Jersey, devotes
itself to the development of trade, and improvement of
navigation facilities, in this sector.

"A“h

. Y i
child Aerial Surveys, Inc.
T L oS

ELIZABETHPORT

Long the scene of extensive industrial activity, Elizabeth’s history
as a transportation center dates back to 1886 when it became the
eastern terminus of the Somerville-Elizabeth Line, one of the
earliest United States railroads, predecessor of the Central Rail-
road of New Jersey. Today the city is served by the Central
Railroad of New Jersey, the Baltimore and Ohio, and the Read-
ing and Pennsylvania Railroads. Among the major waterfront
industries of the area is one of the nation’s largest manufacturers
of sewing machines whose products are shipped to the four
corners of the earth. Elizabeth has direct vehicular connection
with Staten Island via the Goethals Bridge.

The Bayway Terminal at Elizabethport is one of the harbor’s
outstanding terminal facilities. With more than a half-million
square feet of floor space, over two thousand feet of dock front-
age and a mile of private railroad trackage, this terminal is well
equipped with efficient handling devices. The terminal has facili-
ties for the storage, compression and fumigation of cotton and is
licensed by commodity exchanges which trade in sugar, cotton
and pepper. At wharves served by thirty-five foot channels, deep-
sea freighters directly unload raw materials to serve the varied
industries located in the terminal. These include the processing
and storage of cotton, chicle, sugar, flour, cocoa beans and a
variety of light manufacturing.
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WEEHAWKEN-EDGEWATER

Dredged by the Federal Government to a unifor-n? depth of thirty feet, the \I?\éee—
hawken-Edgewater Channel serves the comniunities of .We?hawkc.n, West clzlw
York, Guttenberg, North Bergen and Edgewater. Major industries along ; 1s
shore depend upon waterborne transport to bring raw materials directly to fac-
tory door and for the export of finished produ.(:ts overseas. =

In this area are located some of the port’s chief waterfront industries, includ-
ing vegetable oil storage, coffee roa-sting aqd aluminum manufactt'lre, ;}:e El:zzltter
expanding rapidly to provide material for alrplgne defepse production. At Edge-
water is one of New York’s large sugar refineries. At its doclfs. cr}ldely refined
tropical sugar is received from Cuba, Puerto Rico and the Philippines to be re-
fined. cut and packaged. . .

To an assembly plant at Edgewater, motors and parts are shipped from Detroit,
on fast self-propelled motorships. Th<.3 ﬁqished automobll_cs, assembled h(él:e, are
shipped either by lighter for local d%stnbutmn to other sections of the port district
or loaded directly on sea-going freighters for export.
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HOBOKEN

Among the most active of the shipping services out of Hoboken is
Moore-McCormack’s American Republics Line, some of whose new
motor vessels clear from this point for the South American trade. Also
docking at Hoboken are the coastwise ships of the Pan-Atlantic Line,
with regular service to Tampa, Panama City, Mobile and New Orleans.
At Hoboken are the Tietjen & Lang Drydocks, active ship repair yards.

Docking also at Hoboken are Seatrain Lines’ oceangoing car ferries.
These unique ships carry fully loaded freight cars to Havana, New Or-
leans or Texas City, where the cars are lifted from the hold and placed
on railroad tracks to travel the rest of the journey as a railroad operation.
Oftering regular service for carloads sealed from shipper’s door to con-
signee delivery, the Seatrain ships on their outward journey carry a
great variety of manufactured articles including shoes, woolens, carpets,
chemicals, machinery and hardware. Inbound they bring cargoes of
wood-pulp from the mills of the southwest and hides, sugar, tobacco,
coffee, pineapple, tomatoes and bones for fertilizer from Havana.

The Hoboken Manufacturers Railroad near the waterfront serves all

piers. Ready access to mid-Manhattan is afforded by the Lincoln Tunnel,
newest Hudson River crossing.
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Vital cargoes today are moving through America’s only
Foreign Trade Zone at Stapleton, as well as through the
other busy piers and warehouses on Staten Island. Flank-
ing New York City’s piers are the terminals of the
American Dock Company and Pouch Terminal Cqm-
pany which receive and store varied cargoes, including
spices, rubber and other products of the Far East. Scene
of an unusual harbor operation is Port Ivory where
whaling ships discharge their cargoes of whale oil for a
large soap factory. -~
Shipbuilding yards on the shore of the Kill van Kull,
including the large yards of the Bethlehem Steel Com-

STATEN

pany, are actively engaged 1n construction of naval and
merchant ships to meet the nation’s defense needs. |

Fronting the Narrows on the Staten Island shore is
the Quarantine Station of the United States Public
Health Service. To the south is Fort Wadsworth and
Miller Field, an Army flying field.

Larger in area than Manhattan, Staten Island has ex-
tensive regions still available for future development.
Modern vehicular links with the New Jersey mainland
are afforded by the Outerbridge Crossing, Goethals
and Bayonne B'ridges. The island is served directly by
the B. & O.; and by lighters to all other railroads.

Borough of homes and universities, the Bronx, with
shores fronting on the East River, the Harlem and
Long Island Sound, is also a port of some magnitude.
Power plants, coal depots, asphalt and gypsum plants
and other waterfront industries are characteristic land-
marks of the Bronx shores. The full potentialities of the
Bronx waterfront for industrial development are still
to be realized.

The easterly section of the Bronx is the terminus for
the railroads handling freight to and from New Eng-
land. Daily at the Oak Point yards of the New York,
New Haven & Hartford Railroad, hundreds of freight

Fairchild Aerial Surveys,

cars are switched on or off carfloats, towed by some
of the most powerful railroad tugs in the harbor to
and from the floatbridges of the Central Railroad of
New Jersey and the Lehigh Valley Railroad at Jersey
City.

Through the east Bronx the New Haven routes its
cars over the Hell Gate Bridge, either for local desti-
nations on Long Island or by carfloat from Brooklyn
to Jersey City.

Fine vehicular connections include the Triborough
Bridge to Manhattan and Long Island; the Whitestone
Bridge to Long Island.




BROOKLYN

The colorful panorama of the Brooklyn water-
front reflects the varied life of a large seaport.
Cranes, conveyors, cargo masts, manned by sweat-
ing longshoremen, move an endless array of com-
modities to and from the holds of a hundred ships.
Sprawling along the shore are railroad tracks and
terminals, lighters, carfloats and tugs—the machin-
ery of a gigantic interchange from ship to shore
going on day after day.

Stretching out into the Upper Bay is a virtually
unbroken vista of deep-water piers and waterfront
warehouses, ranging from century-old structures
to the most modern wharf developments. Here are
the Fulton, Baltic and Atlantic Terminals of the
New York Dock Company, one of the largest pri-
vately owned pier and warehouse systems in the
western hemisphere. Among the busiest centers
of export and import traffic in the port, its thirty-
four steamship piers handle nearly a fourth of the
entire ocean freight tonnage of the harbor. Ware-
houses and industrial buildings furnish 8,000,000
square feet of floor space and the entire area is
served by its own railway, with carfloat connec-
tions to the trunk line terminals. The factories
which are part of the New York Dock Company’s
properties produce a varied list of goods.

Just south of Red Hook is Beard’s Erie Basin
marked by a century-old breakwater built of the
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ballast of clipper ships. The major portion of this
basin is occupied by the floating and graving docks
of the Robins Drydock & Repair Company—the
largest ship repair center in the port.

The New York State Canal Terminal’s grain
elevator, at Gowanus Bay, receives and stores the
wheat and corn which move for export to the
Port of New York each year on the New York
State Canal system.

At the Bush Terminal Company’s piers in South
Brooklyn may be found ships from China, India,
Australia and the Dutch East Indies with cargoes
of bamboo, tin, rubber, kapok and countless other
commodities. Back of the waterfront are over a
hundred buildings housing not only warehousing
operations but also industrial plants of all kinds,
including tea packers, spice grinders, candy manu-
facturers, coffee roasters, dried fruit packers and
box manufacturers. The Bush Terminal has its own
railroad system with its own tugs and carfloats to
ferry freight cars to the terminals of the trunk line
railroads in New Jersey, Manhattan or the Bronx.

Important centers of national defense activity at
Brooklyn are the New York Navy Yard and the
new Army Base completed just after World War I,
and now once again actively operated as a military
supply depot. At other times the Army Base is used
for commercial shipping.
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The illustrations on the map have been designed to highlight the principal regions of waterfront
activity within the port and to suggest the type of development characteristic of each section.
Indicated by the broad red band bordering the waterfront are the major steamship piers and
terminals in the port of New York serving deep water shipping. The narrower red areas are
utilized principally by local harbor traffic.
The industries included are chiefly those which utilize the waterways of the harbor for receipt
of raw materials or shipment of products. Since space limitations preclude a detailed picturization

of all industries and waterfront terminals, selection has been made of those which will give some
conception of the variety and scope of the port's activities.




NEWTOWN CREEK

BARGES ON THE

BARGE PORTS

New York is not only a deep water port en-
gaged in the movement of export and import
commerce to and from the seven seas. It is
also a port of many small ports, for along its
650 miles of waterfront are barge ports closely
related to the daily lives of the people of the
Port District.

To reduce the delivery cost of gasoline,
fuel, and building materials, New York’s elab-
orate distributing machinery takes advantage
of the secondary channels into the byways
of the Port District. Depots or unloading
points dot the shores of the Raritan, South,
Elizabeth, Hackensack and Passaic Rivers, in
New Jersey, where coal and fuel oil are dis-
charged to storage yards and tanks serving
local industries and homeowners. Some of the
delivery points on the New York side are the
piers and quays on Jamaica Bay, Flushing
Creek, and Gowanus Canal. On these streams,
and on the Harlem River, the Bronx River,
Eastchester Creek and Byram River moves a
continuous procession of barges—work bat-
talions of the harbor. Nondescript in appear-
ance, untouched by the glamour of the sea,
these barges handle many of the necessities
of modern life.

Newtown Creek, a tidal arm of the East
River which separates the Boroughs of Queens
and Brooklyn, serves the many busy water-
front industries of those two boroughs. On the
five mile channel of this tiny waterway is
carried more tonnage annually than moves by
way of the mighty Mississippi from the mouth
of the Ohio to Baton Rouge.

Port of Wany Ports...
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THE PORT OF NEW YORK—crossroads of world shipping
lanes—sends more ships of all varieties to more world ports than
any other harbor in the world. In contrast to many other ports,
ninety-five per cent of the sailings from New York to foreign
countries are direct with no intervening ports of call. As a
result, actual sailing time from New York to Europe, Africa
and South America is the shortest available to the United
States shipper anywhere.

Services range from super-liners carrying thousands of pas-
sengers on a single voyage to combination passenger and cargo
ships, general cargo freighters, oil tankers, specialized industrial
carriers, coastwise vessels and motorships for inland waterway
navigation. In 1939, a total of 6,011 vessels of 26,808,651 net
registered tons entered, and 6,083 vessels of 26,939,542 net
registered tons cleared the port in foreign trade alone. In the
intercoastal and coastal services 3,080 vessels of 9,523,369 net
registered tons entered, and 3,373 vessels of 10,190,288 net reg-
istered tons cleared.

Although world wide shipping schedules have been realigned
due to outbreak of hostilities, the actual number of sailings
from the port on direct services to foreign ports has been sub-
stantially maintained.

The most obvious change resulting from war abroad is the
temporary withdrawal of the superliners from transatlantic
service. From the shipper’s standpoint, however, this has little
significance since these floating hotels are not of major im-
portance as cargo carriers.

The chart at the right depicts world trade routes and world
ports served by regularly scheduled sailings from New York,
and the monthly frequency of direct sailings. In order to ap-
proximate as closely as possible normal conditions, clearances
to Europe, now largely unscheduled, have been based on exist-
ing schedules prior to the outbreak of hostilities abroad. Sail-
ings to South America, Africa and the Far East are current.

Rapidly rivalling in importance the normal peace time serv-
ices to European ports, are the express schedules of United
States flag ships from New York to the South American trade.
Whereas two years ago, only five out of twenty-one vessels
clearing monthly from New York to the Argentine sailed
under the Stars and Stripes, today ten out of twenty-two are
of United States registry. The fast growing fleet in this service
includes many modern liners. Newly launched are the Rio
Hudson and Rio Parana (17,500 ton combination liner and
cargo motorships) soon to be followed by two sister ships, all
slated for the New York-East Coast of South America service.
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WORLD PORTS SERVED DIRECTLY FROM N. Y.

TRADE ROUTE

CENTRAL AMERICAN-

PORT OF NEW YORK...

NUMBER OF DIRECT MONTHLY S/S SAILINGS FROM N.Y.
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America France line

American and African Line

3 Ny

American and Australian line

American and Indian Line

American and Manchurian Line

‘l

American Export Lines, Inc.

‘A

American Hampton Roads Line

American Hawaiian Steamship
Company

American Merchant Lines

k)

American Pioneer lines

ot

American President Lines

|

American Republics Line

<)

American Scantic Line

American South African Line
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_ American West African Line

Anchor Line

Bank Line

A
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- Barber Llines

- Baron Lines, Lid.

Belgian Line

’ermudu and West Indies
Steamship Company

/ AB '
.Bemsiein Line, Arnold

Black Diamond Line

'B‘Iue Funnel Line

Booth Lline

- Bristol City Lline
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Brodin Line

B
- Bull Lines

A
- Calmar Line

ﬂia. Espanola De Navigacion
Maritima (Spanish Line)

Cia. Sud Americana De
Vapores (Chilean Line)

Clyde-Mallory Lines
Colonial Line

Cosmopolitan Line

£

A Cuba Mail Line

- Cunard Brocklebank

'Cunczfd White Star Line

o=y
De La Rama S.S.
Company, Inc.

aste rn Steamship Lines

J AB '
. Eire Line, Inc.

Elder, Dempster lines, Ltd.

Ellerman’'s Wilson Line

Franco-lberian Line

L

French Line

Ly

Furness-Bermuda Line

by

Furness-Prince Line

Furness-Red Cross Lline
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Gdynia-America Lline, Inc.

Grace line

) Ny

Greek Line

.‘V| I

Hamburg-American Line

- Hansa Line
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Holland-America Line

‘ouston Line
ERTESCEHT

Z__._/ Iceland Steamship Company
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I. F. C. Lines

Isbrandtsen-Moller
Company, Inc.

Isthmian Steamship Lines
ltalian Line

Ivaran Lines

A 4

— Kokusai Line

- Lamport and Holt, Ltd.
- Linea Sud Americana, Inc.

Lloyd Brasileiro

y L 4
- Luckenbach Line

Efmersk Line

- McCormick Steamship
Company
RS
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Morgan Line

Munargo Line Company

N. Y. K. Line

- North Atlantic and Gulf Steam-
ship Company, Inc.

North German Lloyd
Norton Line

Norwegian-America Line

Old Dominion Line

Pacific Coast Direct Line, Inc.

Pan-Atlantic Line

Pzt s
SRRy
NS Panama Line

-Puncma Pacific Line

The funnels shown here represent steamship lines regularly serving
the Port of New York during normal times. Because of hostilities
abroad service of some lines has been temporarily suspended

Port Line

- Porto Rico line

‘ Quaker Line

N
+

- Red Star Line

Robin Line

Royal Netherlands
- Steamship Company

Santo Domingo Lline

Wy

Savannah Line

Scandinavian-American Line

H

|
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Seatrain Lines, Inc.

I-)

Shepard Steamship Company

r; Silver Line

L

Standard Fruit and
Steamship Company

States Marine Corporation

&

Swedish-American Line

'Thornes River Line, Inc.
ﬂ Thorden Llines

lon Clan Line

¥ United Fruit Company

-U, K. Lines, Inc

¥ United States and Levant Line,
Ltd.

.Uni*ed States Lines

A
- United States Navigation
Company

ﬂ West Coast Line
@eyerhaeuser Line

’V‘lhelmsen Line

Y
A8

Yamashita Line
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CRATE CONVEYOR. !

EFFICIENT EQUIPMENT
SPEEDS ALL TYPES OF

FLOATING AND FIXED-
COMMERCE AND TRAFFIC

TRACTORS and harvesters from Illinois for
the Argentine, airplane motors from Paterson
for the Royal Air Force, machine tools for
India and autos for Australia, paper from Can-
ada, mahogany logs from West Africa—all
these and thousands of other commodities
must be moved with dispatch. For in the effi-
cient handling of a ship’s cargo, speed and
economy are paramount. T'o maintain its pre-
eminent position, the Port of New York has in
the aggregate more modern freight handling
machinery than can be found in any other
three salt water ports in the United States.
Flexibility is the keynote to cargo handling
at New York. The harbor’s heavy lift equip-

ment includes not only fixed cranes but also
a fleet of derrick lighters and giant floating
cranes. Most spectacular of these is the
Monarch. Floated direct to shipside this der-
rick has lifted and transported such monster
items as a sixteen-inch coast defense gun—one
hundred sixty-five tons shackled in perfect
balance; a sixty-ton steel bridge girder, and a
complete oil storage tank without dismantling.
The derricks Monarch, Colossus, Capitol and
Century, lashed together have handled a bank
of thirty-six conduit pipes, almost the length
of a city block.

Pier loading equipment includes tractors,
power-driven lift trucks and lumber carriers

CONTINUED NEXT PAGE
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which operate on the piers and shuttle back and forth
between shipside and transit sheds and warehouse. Many
of these units are equipped with prongs, forks, cradles and
small crane hoists, designed to lift special types of cargo.

Performing a service similar to that of the motor truck
on land is a flotilla of local harbor craft which speeds
shipments between the various sections of the distrigt.
Operated by private lighterage companies, as well as rail-
roads and steamship lines, these barges, scows and lighters
are, in effect, heavy duty water trucks extensively used for
local deliveries of fuel, building supplies and coal, as well
as general merchandise.

fﬁulldogs of the port’s varied carriers are six hundred
sturdy tubgboats which tow lighters, barges, carfloats and

other floating equipment which 1s not self powered.
Among these are some seventy-five tugs which move from
pier to pier, nosing liners in and out of steamship berths.
Many of New York’s shaggy bowed, wave-battered tugs
are equipped with two-way ship-to-shore radio. The tug
fleet also includes a number of diesel electric-operated
streamlined, modern vessels.

Specializing in the handling of high grade, valuable
cargo and other non-bulky commodities are fast self-
propelled lighters, which do not require tugs for motive
power. Equipped with derricks these lighters load or un-
load at shipside and transport cargoes to any point in the
harbor for quick rail connections, assuring a rapid inter-
change of goods between land and water transport.
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PARALLELING the service of crack passenger trains
like the Twentieth Century and the Broadway Limited,
are fast merchandise trains. Their names—Speed Witch,
Cannon Ball, Round Up, Maine Bullet, Merchandiser—
tell the story of “hot shot” freight, as merchandise
freight is termed in railroad parlance. No longer do
these trains pull onto a siding to make way for the crack
passenger trains known as “lace curtains”.

Freight service has literally been rebuilt from the
ground up. Better roadbed, track and signals, modern
machinery for maintenance gangs, diesel electric loco-
motives for freight service—all these improvements com-
bine to move merchandise freight at impressive speeds.
Other improvements which have resulted in time sav-
ings for the shipper include the electrification of the
Pennsylvania Railroad’s main line between New York,
Washington and Harrisburg, and the West Side im-
provement of the New York Central Railroad on Man-
hattan Island. The latter project has not only eliminated
grade crossings but has also brought freight cars to
many customers’ sidings at second story levels.

Store-door delivery has brought merchandise freight
to the loading platform of all consignors and consignees,
whether located on or off the rails. In the interest of
speed, the old “order-notify” plan of permitting bills
of lading to pass through banks has been abandoned by
the Pennsylvania Railroad, for example, in favor of a
comprehensive C.O.D. service by which the railroad
now collects invoice charges on shipments for a nominal
fee. In short, freight is not held up until the bill of lad-
ing clears through the bank. The shipment gets un-
der way promptly and the railroad itself undertakes to
collect the freight charges.

Other railroad improvements include the portable
freight container which provides a unit of through
transportation smaller than a box car and speeds deliv-

RADIATING FROM NEW YORK

%ﬂ/ﬁ&dﬂé’ ISPAN THE NATION

ery by reducing transfers and switching. Later closing
hours at freight stations, together with earlier and
definitely scheduled arrivals, help shippers to maintain
quick turnovers. Rapid deliveries from the source of
supply enable the manufacturer, jobber and retailer to
keep inventories of stock at a minimum.

In the Port of New York are expert freight for-
warders, many with branch offices in all major United
States cities, who perform a role for the small shipper
equivalent to that of the traffic manager of a large in-
dustrial organization. They consolidate small shipments
in carload or container lots, thus making substantial
savings to shippers in transit time, transportation charges
and elimination of breakage resulting from unnecessary
re-handling. No other port has as many freight for-
warders especially qualified to offer these important
services to shippers.

Railroad service bureaus enable shippers to receive
complete, reliable, up-to-the-minute information about
their shipments while in transit. Special problems of
shipping are frequently cleared by The Port of New
York Authority, which maintains contact with all rail
and shipping lines.

The chart at the right shows the speed with which
package car services move to and from New York and
the territory tapped by overnight, second, third and
fourth morning deliveries to and from New York.

Also shown are the trademarks of the railroads which

e
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annually move seventy million tons of freight into, out
of and through the Port of New York.

DAILY FAST PACKAGE
CAR SERVICE TO AND
FROM NEW YORK . . .

CHICAGO

ST. PAUL
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i KANSAS CITY

"f

| LOUISVILLE

| BIRMINGHAM

| NEW ORLEANS

!’1‘ ATLANTA bu

MEMPHIS

Wi

KNOXVILLE YOUNGSTOWN

JACKSONVILLE

NORFOLK




.

]
il
§

=

- -

——

| “‘ T I"":. -‘-‘;‘— hg" \V' ,I
). % %&? ..:')}.\';f

%

g&%&%&f/éﬂ PREVENTS DELAYS

DURING WORLD WAR 1 railroad congestion at
yards was common because of shortage of ship bot-
toms. Stories are told of anchors arriving at shipyards
before the keels were laid—building material before a
site was selected. Perhaps these tales are apocryphal.
Nevertheless, it is known that the railroad terminals
in 1917-1918 became Involuntary storage ware-
houses and long lines of cars clogged the yards.

Today the transportation world, and the railroads
especially, are aware of the fact that national defense
is not only a battle of production, but a battle of
transportation. Already the railroads which serve the
Port of New York District have moved at times as
high as ninety per cent of the peak volume of the
World War I rail trafic without the slightest sem-
blance of any delay.

To avoid the repetition of incidents which oc-
curred during the last war, the American Association
of Railroads has undertaken a comprehensive pro-
gram to keep railroad cars moving, to prevent an ac-
cumulation in the yards. The I\-’Ian;iger of Port Traf-
fic has been designated to coordinate the individual
activities and efforts of the railroads at the nation’s
seaports. Located at New York he recetves a daily
report of car movements from the railroads, keeps his
finger on the railroad pulse and makes certain that
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ample car service is available at all times. Cars and
tons handled, the grain situation at tidewater eleva-
tors, freight in storage and storage facilities available,
are some of the indices under constant observation.
At the end of 1940 the Manager of Port Traffic re-
ported only thirty-one per cent of the railroads’ stor-
_age space as being utilized—that there was room for
some additional thirteen thousand railroad freight cars
at New York, despite the fact that eastbound freight
had substantially increased.

Maximum efhiciency of freight movement at New
York is assured by the cooperation of ship operators
in promptly unloading lighters at shipside. Since the
start of a special cooperative program the number of
lighters held at shipside in excess of forty-eight hours
has been cut in half, notwithstanding the greatly aug-
mented volume of lighterage freight. The tonnage per
individual lighter has increased thirty-five per cent.

It is noteworthy that during 1917-1918 such coor-
dination was achieved only by the federal govern-
ment as an incident to nationalization of transporta-
tion. Today the transportation companies themselves,
aided by such public agencies as The Port of New
York Authority and such trade organizations as the
Maritime Exchange, have undertaken the stream-
lining of the port to meet emergency conditions.

EVERY %ﬁ/ﬁ%f/

REACHES EVERY

54/% AT NEW YORK

THE PORT OF NEW YORK is the focal

point at which the transport lines of water
meet the railroads which span the nation. A
rapid, flexible system of interchange of car-
goes between ships’ holds and freight cars
employing to best advantage the unique
geographic features of the port, makes every
railroad accessible to every steamship line.

The railroads serving New York have
equipped themselves with elaborate ter-
minals, classification yards, lighterage trans-
fer piers, coal car dumpers, grain transfer
and storage elevators, storage yards for
steel, ore unloaders and magnetic cranes.
The accumulated freight of their thirty-
eight thousand miles of rail is handled by a
fleet of lighters, ferries, tugs, oil barges,
grain barges, coal barges, scows, floating ele-
vators and carfloats.

In the handling of such perishables as
meat, bananas, apples, pears, oranges and
other fresh produce which must be refrig-
erated during transport, the floating of fully
loaded refrigerated railroad cars alongside
the ship’s hold is of especial importance. At
shipside, for the first time, refrigerated cars
are unsealed and the perishable cargo trans-
ferred quickly into the ship’s refrigerated
hatch. The grouping of lighters around a
steamship according to a carefully worked
out plan, permits the swift and efficient
stowing in the ship’s hold of a miscellany of
items which comprise the usual less-than-
carload freight.

Through the efficient use of carfloats and
lighters, the very waterways of the harbor
have been converted into an uncongested
water belt line whereby every railroad can
reach every ship. In addition, bulk goods
are moved directly from railroad cars to
ships at numerous rail-to-keel terminals.
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FROM LISBON, last outpost of free contact with Europe, the
transatlantic clipper wings its way to New York with a passenger
list of diplomats and foreign correspondents, headline names and
anonymous fugitives from terror. Its arrival is front-page news.

More important, however, from the standpoint of industry and
commerce are the daily inland air services which link New York
with every state in the union. Twenty-four hours a day, regu-
larly scheduled commercial transport planes land and take off at
New York on an average of once every six minutes. Included in
the total number of two hundred thirty-four daily arrivals and
departures are seventy-nine flights to and from Washington, D.
C., eighty to or from Chicago, forty-seven to or from Philadel-
phia, and forty-five to or from Boston.

Auir service has eradicated barriers of time and distance. Today
New York is but two hours air mail transit time from Washing-
ton, twelve hours from Denver, eighteen hours from Los Angeles
and San Francisco, eleven hours from Houston and Oklahoma
City, ten hours from Fort Worth, Tulsa and Tampa, six hours
% | : from Atlanta, Jacksonville and St. Louis, and twenty-five hours

ORLAHOMA QP b wgsd | 4 s normal air mail transit time from Lisbon, Portugal.

' The Chicago exporter who suddenly finds it necessary to con-

fer in New York on a foreign trade problem can breakfast in

Chicago, lunch in New York and be back in Chicago that same

| ' _ i night. Within twenty-four hours a letter, or an essential machine

FT. WORTH _ T e tool, shipped by air from Los Angeles, can be on board an express
: | " liner sailing from New York.

The unparalleled growth of air transportation during the past

A decade is illustrated by the fact that in 1940 more than 800,000

HOUSTON & EW RLEA ' : \ it : = | passengers traveled in and out of New York by air as contrasted

o - _ : A _ S with only 20,000 in 1930. Some 6,000,000 pounds of air mail were

| ' ' ' flown in and out of New York in 1940 as contrasted with 900,000

pounds in 193o0.

Air express has grown to more than 2,700,000 pounds in 1940
as contrasted with 47,000 pounds in 1930. This service provides
ultra rapid pick up and delivery, direct to plane side without post
office clearing. News photographs, films, bank papers, drawings,
printed matter, machinery parts, radio parts, records and manu-
scripts are only a few of the numerous commodities currently

_ moving across the country by air express.
The map above pictures the directional flow of the Newest of the port’s air transport facilities is the Airlines Ter-
234 daily flights linking New York with the entire minal. Jointly utilized by American Airlines, Fastern Airlines,
United States by direct service. The thickness of the - Pan-American Airways System, Transcontinental and Western
_ lines represents the relative frequency of service. Air, and United Air Lines, the building is equipped with the
NORTH AMERICA , & P 5 The small map at the left indicates existing world latest devices for efficient handling of passengers and baggage,
e A 0 wide air service, and connections, out of New York and will be used by a million passengers annually.

NASHVILLE !

SAN ANTONIO

AFRICA




FOR C@é/éﬂé’é’

PROOF that American aviation has come of age is the
New York Municipal Airport, LaGuardia Field, some
of whose facilities are pictured here. The largest project
of its kind in the world, it is a highly developed and
thoroughly integrated terminal to serve all phases of air
transport. More than half of its five hundred fifty acre
site was created by filling in a portion of Bowery Bay,
Rikers Island Channel and Flushing Bay.

The airport serves as a terminal for both domestic
and transoceanic planes, having two separate bases. In
the land plane section are four runways, the longest of
which extends six thousand feet northwest and south-
east and is two hundred feet wide. All runways were
designed to conform with the most frequently prevail-
ing winds. Nerve center of the airport is the control
tower. On top of this tower is the most powerful rotat-
ing beacon in the nation. The land airport has six hang-

Q ars, each larger in area than Madison Square Garden.

Occupying the extreme western portion of the air-

port is the marine terminal. The hangar here is a five-
sided structure so large that two regulation size foot-
ball fields could be laid out on its floor. The marine
base is equipped with special facilities for hauling giant
clipper ships from the water into the hangar for repair
or maintenance.

While LaGuardia Field is close to the heart of the
metropolis and therefore ideal for commercial purposes,
military experience abroad has demonstrated the need
for diversification and multiplicity of airports. Adequate
defense of a large city requires a number of widely
dispersed air fields. The risk of a defensive air fleet being
grounded is great if only one metropolitan field is avail-
able—not as great if many alternate fields are in use.
New York already has a good nucleus for increasing
and diversifying landing fields. There are a number in
the metropolitan district, including army fields capable
of further expansion, and airports now either privately
operated or unused which could be utilized for defense.

OR gﬂfﬂﬁiﬁw Sk

In New Jersey, for example, Newark’s metropolitan
airport was for ten years New York’s principal com-
mercial air center handling annually nearly a half mil-
lion passengers, five million pounds of air mail and three
million pounds of air express. Currently utilized in the
nationwide pilot training program, and for assembling
of airplanes, the large Newark Airport is available for
far more extensive use.

Included in the group of air fields which may take
on new significance in national defense are the Bendix
Airport serving the Bendix plant, engaged in airplane
parts manufacture, the Caldwell-Wright Airport, West-
field and Hadley fields in New Jersey; in New York,
Floyd Bennett Field, Mitchel Field and Miller Field,
now the scene of army and navy air activity; the Wall
Street and midtown Skyports presently used by air com-
muters, Flushing Airport, Port Washington Seaplane
Base, Edo Seaplane Anchorage, Roosevelt Field, Holmes
Airport, and Donovan Hughes Airport.

Constant overhauling of engines and parts assures safety of
operations—Mechanics are here shown replacing transport
propeller after completing inspection and necessary repairs

At New York’s busy LaGuardia Field the landings and take
offs of 234 planes daily are carefully supervised from the
control tower where directions are radio-phoned to pilots

The LaGuardia Field marine base was designed especially
to serve the newest transport operation transatlantic flying.
Here Clipper passengers from Europe are disembarking

The pilot of this stratoliner banking for a landing has no
need for the beacon atop the control tower. At night, how-
ever, its 13,500,000 candlepower light can be seen for miles
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OBSOLETE as the iron horse of the nineties, or the
jitney bus of the twenties, is yesterday’s ramshackle,
poorly run, unscheduled truck-jalopy.

In its place are modern stainless steel refrigerated
trucks, dairy tank trucks, stream-lined oil tankers,
huge trailers—diesel and gas powered—moving in
swift, orderly procession on regularly scheduled
services. These modern leviathans of the road speed
commerce to and from the port. Day and night at
loading terminals an army of freight hustlers tackles
thousands of boxes, bundles, containers,, pipes, rolls,
and crates of foodstuffs, that now move over the
road by truck to a thousand and one destinations.

Hand in hand with the phenomenal growth of the
motor truck industry have been the developments in

GOWNS CREATED IN THE WORLD'S FASHION CENTER

S

highways spanning canyons and gorges, winding over
mountains, over and under river barriers. Nowhere
has highway development been more striking than in
the network of highways, bridges and tunnels which
serve the Port of New York District. Over these fa-
cilities five thousand long distance trucks move into
New York every day. Operated by four hundred
fifty long haul motor carriers, these are regularly
scheduled commercial transport services. In addition
there are thousands of short haul trucks, operated by
manufacturers, retailers and truckers.

The importance of vehicular crossings to the port
is emphasized by the fact that nearly fifty per cent
of the freight picked up, and delivered, at shipside
moves by truck.

BY NEW YORK'S SKILLED

1S A ROUTINE OVERNIGHT RUN FOR THE MODERN MOTOR TRUC
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The recent increase in exports through New York
has resulted in a constantly mounting volume of
motor truck traffic moving to and from steamship
piers. In order to keep this traffic lowing smoothly
and to eliminate congestion and costly delays at ship-
side, there has been organized, under the leadership
of The Port of New York Authority, the Commit-
tee on Steamship Pier Trucking. Cooperating through
this committee, representatives of trucking companies,
steamship lines and shippers periodically check the
waiting time of trucks at steamship piers, investigate
cases of unusual delays, and take steps to eliminate
them. Through this cooperative effort it has been
possible to assure a speedy movement of cargoes from
truck to ship even under emergency conditions.

(1) Rayon piece goods are loaded at a South Carolina mill and
(2) started over the road to New York via a modern tractor trailer
truck. The only stop en route is for a change of crew and to attach
a new tractor with a full fuel tank (3). Rolling on through the night
the truck enters New York, through the Holland Tunnel (4) the fol-
lowing morning. The goods are transferred (5) to local delivery
trucks which unload (6) at the manufacturer’s factory in New York's

garment center a few hours later.

Starting a new cycle from manufacturer to consumer, the fabric is
cut (7) and sewed (8). Finished garments are packed for shipment
(9). A new truck movement from north to south gets under way as
the goods are picked up (10) and speeded under the Hudson (11) on
the first lap of the run to a retail store in the south. The following day

the garments are available for sale (12).
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GARMENT WORKERS REACH MAIN STREET SHOPS IN TWENTY-FOUR HOURS
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5000 LONG HAUL <JJUCHS

LEAVE NEW YORK DAILY

TUGBOAT CAPTAIN DECKHAND SEAMAN

cglﬂﬂlfé’ OF A GREAT PORT...
WORKERS KEEP PACE WITH PROGRESS

MOTOR TRUCKING, a billion dollar industry, has
come of age. Regulated in interstate movements by the
Interstate Commerce Commission, trucking services
now maintain the highest standards of efficiency, regu-
larity and speed. :

The motor truck, like the automobile, the radio and
motion picture, has helped to remove the last barriers
of the hinterland. Today, some forty-eight thousand
communities from coast to coast lacking rail connec-
tions, are served exclusively by the trucking industry.
Formerly isolated, they are now in direct contact with
the main channels of commerce.

INDIANA-4I

47 587

42587

“41 KANSAS

From the busy garment center of New York, where
fashions are miraculously created overnight, silks and
satins are rushed to Main Street. From rural areas to the
city come fresh fruit, produce, and millions of gallons
of milk. From Maryland’s eastern shore come seafood
and poultry to grace countless New York tables—while
to Baltimore’s clothing factories lining fabrics are
trucked from New York. Offering speed and flexibility,
the modern truck has played a major role in the devel-
opment of the nation’s commerce. New York is linked
by motor transport with every state in the Union, and
by direct service to the thirty states shown.

ALTHOUGH MODERN MACHINERY is essen-
tial—in the last analysis, manpower operates equipment;
it 1s the muscle, sweat and skill of the man behind the
machines that speed cargo from ship’s hold to pier, from
warehouse to truck.

Unsung hero of the waterfront is the longshoreman

in rusty brown lumber jacket, with cargo hook hitched .

to the belt of his faded denim work pants. He is the man
who works on draughty wind-blown docks and below
decks in the ship’s hold. Employed by stevedore com-
panies who contract to stow and unload ships’ cargoes,
the longshoreman’s job is not a matter of brawn alone.
He must know, from experience, how to stow cargo so
that turpentine is not placed next to foodstuffs and green
hides do not contaminate cheese. He must see that the

LONGSHOREMAN SHIPYARD WORKER

light cargo is on top, heavy shipments on the bottom.
He must fill the hold so that cargo will not shift or
become damaged in a stormy sea.

The high efficiency rating generally accorded New
York’s port workers has been corroborated by a De-
partment of Labor survey. New York longshoremen
were rated first of four ports in the efficient handling of
case oil, and in loading lumber, newsprint and cement
the New York longshoremen demonstrated the high-
est productivity of any port checked. In handling lin-
seed oil the output of New York longshoremen was
nearly double that of the other port studied.

Such labor efficiency applies not only to bulk goods.
It has also been a key factor in attracting to New York
much of the nation’s high valued import-export freight.

GRAIN TRIMMER TUG DISPATCHER




DIRECT TO ALL PORTS

WORLD-WIDE STEAMSHIP
SERVICES AT NEW YORK

SPEEDY HANDLING ON
PIERS & AT SHIPSIDE

FREIGHT EXPERTS
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EXPEDITE MOVEMENT OF
LARGE OR SMALL UNITS

CUSTOMS BROKERS

HANDLE ALL PROBLEMS
OF FOREIGN COMMERCE

BANKING SERVICE

FINANCING 75% OF ALL

- U S FOREIGN COMMERCE
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%/Mﬂ/ﬂ%g OF THE PORT OF NEW YORK...

FREQUENT SAILINGS 12 MAJOR RAILROADS TRUCK CENTER EXTENSIVE AIRLINES 650 MILE WATERFRONT SPLENDID CHANNELS MODERN S/S TERMINALS POWERFUL TUGBOATS

TRANSPORT IS SPEEDED FACILITATE NAVIGATION BERTHAGE AMPLE FOR MANEUVER ALL VESSELS
VIA BRIDGES & TUNNELS PLANES ABROAD & INLAND FOR FUTURE EXPANSION OF ALL TYPES OF SHIPS VAST WATER TRAFFIC WITH TOP EFFICIENCY

SAVINGS IN FINANCING GREATER TONNAGE

SAVINGS IN INSURANCE NO IDLE TIME
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LOW-COST WATER ROUTE
FOR BULK COMMODITIES TO MEET EMERGENCIES

FASTEST S S TURN AROUND

EXCELLENT REFUELING
& ALL PORT SERVICES

BALANCED CARGOES

FULL TONNAGE LOAD
INBOUND OR OUTBOUND

SKILLED WORKERS

ALL KINDS OF CARGO
HANDLED WITH SPEED

SHIP REPAIR SERVICE
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THEIR FUNCTIONS AT THE PORT OF NEW YORK

which follows, although not a complete catalogue, in-

CARGOES ANDSPASSENGERS

————

Responsible to a great extent for the smooth operation

of the world’s largest port are numerous federal, state

and local agencies. While to the casual reader, merely

glancing at a directory of agencies, the picture may

seem confusing, the Port of New York is actually a

highly functional and efficient institution. The list,

FUNCTION

Enforcement of general navigation
laws, safety regulations and an-
chorage rules

Regulations relating to the ship—
ment, discharge, and living condi-
tions of seamen

Inspection of hulls, boilers, lif_e-
boats, safety equipment (vessels in
port); regulations implementing
safety at sea legislation

Prevention of dumping, oil pollu-
tion, illegal deposits

Improvement and maintenance: of
channels; removal of obstructions
to navigation

Assistance tc distressed vessels

Surveys for pilotage and navigation
charts

Maintenance of lighthouses, buoys,
beacons

AGENCY
U. S. Coast Guard (U. S. Treasury
Department)

Bureau of Marine Inspection and
Navigation (U. S. Department of
Commerce)

Bureau of Marine Inspection and
Navigation (U. S. Department of
Commerce)

Supervisor of Harbor (U. S. War
Department)

Army Engineers (U. S. War De-
partment)

U. S. Coast Guard (U. S. Treasury
Department)

Branch Hydrographic Office (U. S.
Navy)

Bureau of Lighthouses (U. S.
Treasury Department)

cludes the more important, and some of the less known

agencies. The preponderance of federal agencies is due

to the fact that operation of the port involves navigable

waters, interstate and foreign commerce—over which

the federal government has jurisdiction.

D SHIPPING

Preparation of maps, charts and
tide tables

Weather Reports

Allocation of steamship services

Regulation of interstate carriers

Licensing of ships’ officers and sea-
men

Licensing of pilots (N. Y.)

Licensing of pilots (N. J.)

Regulation of intra-state shipping
on inland waterways (N. J.)

Regulation of intra-state shipping
on canals (INN. Y.)

Navigation fines
Customs tonnage taxes
Entrance and clearance fees

Coast and Geodetic Survey (U. S.
Department of Commerce)

Weather Bureau (U. S. Depart-

men of Commerce)
U. S. Maritime Commission
Interstate Commerce Commission

Bureau of Marine Inspection and
Navigation (U. S. Department of
Commerce)

Commissioners of Pilots of the
Port of New York

Board of Commissioners of Pilot-
age

N. J. Board of Commerce and
Navigation

Canal and Waterways Division
(N. Y. State Department of Pub-
lic Works)

Collector of the Port (U. S. Bu-
reau of Customs, U. S. Treasury
Department)

FUNCTION

Quarantine health regulations

Regulations governing transport of
dangerous cargo

Enforcement of immigration laws

Administration of perishable agri-
cultural commodities act, export
apple and pear act and other re-
lated statutes

Inspection and certification of do-
mestic and imported meat and
meat products; animal quarantine
regulations

Approval, classification and fumi-
Pp 3 :
ganon Of mcomlng cotton

Domestic and foreign plant quar-
antine, Japanese beetle quarantine

Enforcement of food, drug and
cosmetic act, tea, import milk,
caustic poison, filled milk acts

Licensing of manufacturers for ex-
port and import of arms, ammu-
nition and implements of war

Enforcement of regulations with
respect to the manufacture, sale
and transport of paris green, lead
arsenate, insecticides, fungicides,
spirits of turpentine and resin

Customs duties

Excise taxes on imported alcoholic
beverages

AGENCY
U. S. Bureau of Public Health

- Bureau of Marine Inspection and

Navigation (U. S. Department of
Commerce)

Immigration and Naturalization
Service (U. S. Department of Jus-
tice)

Fruit and Vegetable Division,
Agricultural Marketing Service
(U. S. Department of Agriculture)

Bureau of Animal Industry (U. S.
Department of Agriculture)

Board of Cotton Examiners (U. S.
Department of Agriculture)

Bureau of Entomology and Plant

Quarantine (U. S. Department of -

Agriculture)

Food and Drug Administration
(U. S. Department of Agricul-
ture)

Division of Controls (U. S. State
Department)

Food and Drug Administration
(U. S. Department of Agricul-
ture)

Collector of the Port (U. S. Bu-

reau of Customs)

Alcoholic Tax Unit, Internal Rev-
enue Bureau (U. S. Treasury De-
partment)

Issuance of passports

Marketing information for United
States manufacturers and export-
ers

Aid to exporters of cotton and
cotton products

Regulation of rates and services of
railroads, motor trucks and coast-
wise and inland water carriers

Regulation of ocean rates and serv-
ices

Regulation of rates and services of
commercial air transport

Supervision of municipal docks,
wharves and piers in N. Y. C.

Supervision of N. Y. C. Airports

Supervision of municipal docks,
wharves and piers in Newark and
Newark Municipal Airport

Development of Port Raritan Dis-
trict

Port development and protection;
operation of interstate vehicular
crossings: George Washington
Bridge, Holland Tunnel, Lincoln
Tunnel, Bayonne Bridge, Arthur
Kill Bridges; and Commerce
Building (Union Inland Terminal
No. 1)

Operation of intra-state bridges:
Triborough, Whitestone, Marine

Parkway, Cross Bay Boulevard

Operation of Queens Midtown
Tunnel; and Brooklyn - Battery
Tunnel (under construction)

U. S. Department of State

Bureau of Foreign and Domestic
Commerce (U. S. Department of
Comimerce)

Cotton Export Agent (U. S. De-
partment of Agriculture)

Interstate Commerce Commission

U. S. Maritime Commission

Civil Aeronautics Board (U. S.
Department of Commerce)

N. Y. C. Department of Docks
Bureau of Aviation (N. Y. C. De-
partment of Docks)

Department of Public Affairs (Bu-

reau of Docks, Newark)

Port Raritan District Commission

The Port of New York Authority

Triborough Bridge Authority

New York City Tunnel Authority




FINANCING A TYPICAL
EXPORT TRANSACTION

A BULWARK of the port’s commerce—New York’s
banks finance seventy-five per cent of the total water-
borne foreign trade of the United States; now have
deposits of seventeen billion dollars. Some measure
of the activity of New York in world trade 1s the
fact that its banks clear one hundred sixty billion
dollars in checks from all over the world each year.

Paralleling the scope of the far flung consular
services of the United States are the representatives
and offices of New York banks, which are con-
stantly in communication with these outposts of
commerce throughout the world. These institutions
are in an unexcelled position not only to finance
world trade but also to serve the shipper.

One bank alone, for example, maintains forty—twé
branches in South America and the Caribbean, a total
of sixty-nine branches throughout the world. Such
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services help to surmount barriers of language and
custom, keep shippers posted as to ever-shifting ex-
change rates and assure the smooth flow of foreign
commerce.

To assist the importer in clearing inbound com-
modities through the customs there is at New York
the largest group of customshouse brokers in the
country. On export transactions these specialists not
only advise on foreign customs regulations, but also
arrange space on outgoing vessels, advise exporters
when and how to route their shipments, prepare all
necessary documents—export declarations, consular
invoices, bills of lading—and perform numerous other
valuable services.

New York security and commodity exchanges
(grain, cotton, sugar, cocoa, metals, rubber, raw silk
and hides) are familiar to traders the world over.
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WITH A MIGHTY SPLASH of paddle wheels, and
puffing a defiant cloud of black smoke, a small white
steamboat—the Bellona—chugged out of her wharf at
Elizabethtown, New York bound. From her mast
floated a flag, bearing the legend New Jersey Must Be
Free. It was the year 1818 and her Dutch captain was
Cornelius Van Derbilt.

After tying up his craft at the Battery, it was Fhe
skipper’s custom to conceal himself behind a slidmg
panel in his small cabin until the return voyage. This
singular behavior was recognized as no more than pru-
dent by both passengers and crew, for they knew that
the Bellona was operating in bold defiance of a New
York monopoly. A monopoly by which the New York
Legislature had granted Fulton and Livingston the ex-
clusive privilege of navigating steamboats on the waters
of the Hudson—whether on the New York side or the
New Jersey side. For challenging New York State’_s
monopolistic franchise, the captain was in constant peril
of arrest. Waiting to seize him with a warrant upon his
arrival in New York, the police were unable to find the
wily captain. The Bellona continued to operate through
waters which New York had declared sacred for all
save two favored New Yorkers—Livingston and Fulton.

It is probable that neither Captain Van Derbilt nor
his pugnacious employer Thomas Gibbons invested
with historic significance the drama in which they
played the leading roles. As practical men, howev'er,
they did know that even though an invisible state line
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divided the Hudson, the waters of the river were not
the exclusive property of either state, and Gibbons as
owner of the Bellona was prepared to fight for his rights.
His tenacity was to have historic consequences. For
while Captain Van Derbilt carried on his game of hide-
and-seek with the New York warrant officers, Thomas
Gibbons took his plea to the courts. When New York
jurists turned him down he carried the issue to the
Supreme Court of the United States, retaining as coun-
sel Daniel Webster, who, by his own statement, made
his greatest argument in what is known to history as
“the steamboat case”. By the decision of the Court,
written by Chief Justice Marshall, New York’s law
granting the exclusive monopoly was declared “repug-
nant to the Constitution and laws of the United States”.

Thereafter the Hudson was free to all and, legend
has it, “there was sun in the sky and the waters leaped
and sparkled”. On the free river there were soon to be
hundreds of steamboats where, throttled by monopoly,
there had only been eight. But great as was the impetus
given to the harbor’s development by this decision,
the progress of the port was destined to be hampered
by countless future controversies—all centering about
the invisible political barrier, the state line. There were
to be disputes over boundaries and channels, disputes
as to jurisdiction and development—which were not to
be resolved for more than a hundred years.

It was war in Europe which ultimately brought peace

in New York and New Jersey. Although it had long

been known that a coordinated plan of harbor develop-
ment was desirable, it took the terrific impact of war-
time pressure upon the port’s uncoordinated facilities to
drive the lesson home.

New York’s Governor Whitman and New Jersey’s
Governor Edge knew that the Port of New York—

meaning the Port of Many Ports with its numerous local -

harbors in New Jersey and New York—was historically,
geographically and commercially one port. The prob-
lem of how two states could treat and develop it as one
port they determined to delegate to a bi-state commis-
sion. In 1917 they created the New York-New Jersey
Port and Harbor Development Commission to repre-
sent both states.

Although they realized that it would take two years
to study the problem, the members of the commission
were willing to embark upon such a task without re-
muneration, as a public service. Not content to confer
and pore over existing records and data, the commis-
sion gathered first hand information from the far cor-
ners of the port.

Clockings were made in railroad yards recording for
twenty-four hour periods the movements of trains, cars,
car-floats, trucks, commodities handled, their origins
and destinations, and other pertinent information. The
commission projected plans for food terminal markets,
a foreign trade zone, a bridge across the Hudson, union
inland freight terminals, store-door delivery, vehicular
tunnels under the Hudson. Channel improvements, the

New York State Canal and other inland waterways,
freight handling machinery, the movement of fuel,
grain, ice, the manufacture and supply of electric power,
water supply for New York, disposal of municipal
waste—these and countless other subjects were included
within the scope of the commission’s complete report,
published in 1920.

The report offered not only voluminous data but also
a plan under which New Jersey and New York could
cooperate in the joint development and improvement of
the port. The commission recommended a treaty be-
tween the two states and the creation of a single joint
agency to carry on. In 1921, after exhaustive confer-
ences, public debate and discussion, on April 30th, the
Treaty was signed and the agency—The Port of New
York Authority—was created.

In the intervening years much progress has been
made. However, the port’s problems have not been en-
tirely solved. Much remains to be done. Not all, in fact,
not even most of the improvements which have been
made, and which are shown in these pages, are the work
of ‘The Port of New York Authority alone. In render-
ing this report, as the joint port agency of New York
and New Jersey, the Port Authority claims no credit
for the vast improvements made by federal, state and
local agencies and by private enterprise. The function
of this report is to take inventory of the port’s progress,
and to point the way toward future port and harbor
development and improvement.
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TO THE PORT of New York, the Hudson River has
been the mainspring of the harbor’s greatness. Yet para-
doxically, the river has been both a vital artery for
water-borne commerce and, at the same time, an
obstacle to the free movement of land commerce be-
tween the separate sections of the district. Similarly the
minor rivers, bays, estuaries and tidal streams which pro-
vide admirable channels for ships, split the district into
detached islands and peninsulas.

In fact, the very waters of the port made New York
a Mesopotamia of the western hemisphere—land in the
middle of the rivers. It has only been with the progress
of modern engineering in spanning rivers with bridges
and in boring tunnels beneath them that New York’s
unique transportation problem moved toward solution.

Today, as a modern air transport wings 1ts way over
New York, the traveler looks down upon bridges, and
their approaches, plazas and ventilation shafts of vehicu-
lar tunnels, and a network of supporting highways. In
short, he sees the effect of a geographical unification
wrought largely in the past two decades.

In contrast, the same traveler in 1920 would have
seen only a few small bridges across the lesser water-
ways and none whatever across the broad expanse of
the Hudson. And he might well have wondered how
tons of food, fuel and manufactured goods could be
distributed to the district’s millions of island inhabitants,
how the people themselves traveled from one section of
the district to another.

It was, in fact, the day when the motorist waited
in line for hours to be ferried across the Hudson;
when he struggled over horse and buggy roads. No
bridges and tunnels, no broad continuous parkways were
available. Instead of smooth white ribbons of concrete
scientifically designed for safe and speedy travel, the
roads of that day were high-crowned, badly broken and
winding. The era of the clover leaf, the multi-lane high-
way and the by-pass, in which the New Jersey State
Highway Commission was soon to lead the way, had
not yet arrived. Instead, the motorist had to thread his
way through city streets designed for and taxed to the
limit by local traffic. Railroad crossings at grade and
drawbridges were traffic barriers.

Motorists traveling on the old Lincoln Highway
to Trenton or returning on Route 4 from the New

Jersey coast resorts, had to travel through the most
congested thoroughfares of Newark and Elizabeth.
Crossing the meadows, traffic was halted every time the
low-level drawbridges over the Hackensack and Passaic
Rivers were opened for shipping. It was the day of stop-

start-stop-and-start.
Lack of adequate highways, however, was only

one of the motorist’s difficulties. When he finally
reached the river’s edge his sole means of crossing were
the very ferries which antedated the horse car. Carrying
only a limited number of vehicles, they were wholly
inadequate for the needs of the metropolitan motorist.

First major step in the solution of the problem
came in 1919 when the New York State Bridge and
Tunnel Commission and the New Jersey Interstate
Bridge and Tunnel Commission jointly undertook the
construction of a two-tube vehicular tunnel under the
Hudson. Far longer than any under-river crossing for
motor traffic ever before built, its construction pre-
sented many seemingly insuperable obstacles. A titanic
engineering feat, lasting eight years, the building of the
tunnel cost the life of its first chief engineer, Clifford
M. Holland, who did not live to sce the completion of
the facility, named in his memory.

The opening of the Holland Tunnel in 1927 forged
the first link in the chain of interstate vehicular cross-
ings, and paved the way for geographical unification.
Other interstate links have been added within a rela-
tively short period of time: the three New Jersey-
Staten Island Bridges, the George Washington Bridge
and the Lincoln Tunnel. New intrastate crossings in-
clude the Triborough Bridge, the Bronx-Whitestone
Bridge, the Queens Midtown Tunnel and new high
level bridges over the Raritan, Hackensack and Passaic
Rivers in New Jersey.

The superb highways and river crossings built by the
States of New Jersey and New York, by New York
City and by such agencies as the Triborough Bridge
Authority, the New York City Tunnel Authority, and
The Port of New York Authority, have radically
changed metropolitan motor travel in the past two
decades. While some new points of congestion have
since developed, and additional highways are needed,
the impressive fact is the tremendous progress that has
been made in linking together islands and mainland.

 -| - ELIZABETH /
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250,000,000 vehicles have used Port Authority crossings. Each

has saved an average of 10 minutes on each trip, as shown

above. The resulting cumulative time if saved by one person

would equal a total of 472 centuries, enough time at 30 miles

per hour for that person to make 7 round trips to and from the sun.

TIME SAVERS Mo'riwweis™™
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H. H. Costain

TODAY the motorist who speeds his way across the
George Washington Bridge in four minutes for fifty
cents forgets that not so long ago he paid as much as
a dollar for the privilege of ferrying his seven-passenger
Peerless across the Hudson. Forgotten too are the inter-
minable lines of cars piling up for miles back of the
ferry slips on broiling hot summer Sundays. Bridges and
tunnels, today taken for granted, have wrought a meta-
morphosis not only in motor travel but in the very way
of life of millions of residents of the metropolitan area.

For New Yorkers, cramped in small apartments, har-
ried and hurried by the tumultuous pace of the city,
suburban life has always had a powerful lure. The
problem of travel from suburbs just across the river to
offices in Manhattan was the major stumbling block.

Bridging the Hudson was a vital factor in making
possible the great decentralization of the past two dec-
ades, which is still continuing. This trend i1s well illus-
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trated by the rapid development of such communities
as Teaneck, New Jersey. Now a thriving suburb of
twenty-five thousand, Teaneck before the opening of
the George Washington Bridge had a population of
only four thousand.

Radburn, Montclair, Glen Ridge, Short Hills, Maple-
wood, Metuchen, Westwood in New Jersey; Scarsdale,
Rye, Larchmont, Bronxville in Westchester; Manhasset,
Great Neck, Garden City, Forest Hills in Long Island,
are but a few of the many suburban areas now readily
accessible to New York.

Residents of these and neighboring communities find
in such facilities as the George Washington Bridge, the
Holland Tunnel and Lincoln Tunnel, the Triborough
Bridge, the Henry Hudson Bridge, the Queens Mid-
town Tunnel and the highways and parkways which
serve them, tangible evidence of the physical unification
which has taken place within recent years.

Shown here is a typical bus, one of hun-
dreds which now play an important part in
suburban life, particularly in New Jersey,
by offering a fast convenient service to and
from New York via bridges and tunnels. Also
shown here is an interesting development in
combining the rail service of the Susque-
hanna Railroad from Paterson to the Sus-
quehanna transfer at North Bergen with bus
and tunnel connections. The modern diesel
streamliner of the Susquehanna Railroad
makes the trip from Paterson to Susquehanna
Transfer in 20-25 minutes. On its arrival un-
derneath the viaduct approach to the Lin-
coln Tunnel, the railroad passengers are
transferred to a modern bus waiting at
trainside and are transported to Times
Square via the Lincoln Tunnel in 10 minutes.
The entire trip from Paterson to Times Square
now takes but 30 minutes where formerly it
took nearly an hour and required a transfer
to ferry or tubes and at least one additional
transfer to reach Times Square in Manhattan.

Despite the spectacular strides which have been made
in facilitating travel between suburbs and city, the prob-
lem still presents a challenge for the future.

Further arterial highways must be constructed in
New Jersey, Westchester and Queens to bring addi-
tional communities within the radius of easy motor
travel to the metropolis and to increase the convenience
and efficiency of existing routes. Another task for the
immediate future is the solution of the terminal problem
created by the introduction of large interstate and inter-
urban buses into congested city streets.

Finally, neither the motor bus nor private automobile
is the complete answer te a problem which still involves
mass movements of passengers at certain peak hours of
the morning and evening. Still needed is a coordinated
system of suburban rail lines, urban subways and feeder
bus lines, as well as the extension of existing rail facilities,
to serve the constantly growing number of communities.
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THE UPSWING IN LONG HAUL TRUCKING—
DRAMATIZES THE TREND OF MODERN TRANSPORT

From wagon wheel to Model T—
from rumbling jalopy to modern
_ | : streamline truck—singing wheels
gig"Clarity in the 1940 battle of France tell the story of the motor age
lge in methods of transport in only
fearful as the phalanxes of Alexander

pact of a transportation revo-
as to challenge contemporary
ransport was used in the last
t-war period that the auto-
Z& the way of life.
ythic automobile was a luxury
oW Its dustered and bégoggled
ith the unpredictable vagaries
Fave the rigors of getting out
ard magneto; and brawny
ginsily punctured tires he must

z8d bicycle pump. The motor
odel T’s were rolling by the The chart at right shows the daily
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from desert to mountain, from . average number of long haul
fl everyone from Judy O’Gmdy trucks using Port Authority vehicu- 535
el. lar crossings (and ferries) in the ' 1240
District, embracing the teeming i area between the Battery and

otor vehicle registrations jumped to Tarrytown, N. Y.

CONTINUED PAGE 62
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over two million in 1940, an increase of more than four
hundred per cent over the 1920 figure.

In 1920, one-third of the trans-Hudson vehicular
traffic (from the Battery to Tarrytown) was horse
drawn. Two decades later only one-tenth of one per
cent was horse drawn. Daily truck trips across the
Hudson (long distance and local) which in 1920 to-
taled only seven thousand had jumped to twenty-three
thousand bv 194o0.

A few hundred buses were all that could be counted
crossing the Hudson on a typical day as recently as
1925. Today, nearly five thousand daily bus trips across
the Hudson transport an entire army of persons—
equivalent to a city the size of Hoboken or New
Rochelle—in and out of Manhattan. Where only three
million private passenger cars annually crossed the
Hudson in 1920, some thirty million private passenger
cars crossed the Hudson (Battery to Tarrytown) from
January to December, 1940.

The effects of the transportation revolution have also
been felt by the railroads. While as a group they are
still the greatest freight carriers in the United States,
the motor truck has become increasingly important. A
significant development is the extensive utilization by
the railroads themselves of motorized transport, espe-
cially terminal trucks, as a supplementary service.

FRUITS AND
VEGETABLES

TRUCKS Up

THE dying eighteenth century bequeathed to the nine-
teenth the industrial revolution which gave birth to the
machine age. But it also created a host of problems—
some of which are still unsolved. A similar heritage is
the transportation revolution which began with the
invention of the automobile and has grown to avalanche
proportions since the nineteen twenties. It too has
created new problems: the construction of adequate
facilities to absorb the mounting tide of motor traffic,
and the coordination of existing facilities to meet
changed conditions.

Progress in constructing new facilities—highways,

bridges and tunnels—has been swift. Slower moving -

has been the program of integrating all transportation
mechanisms into a coordinated plan to eliminate waste,
overlapping and duplication.

In New York, the problem is further complicated
by the fact that most of the trunk line railroads serving
the port terminate their lines in New Jersey, and that
freight must therefore be ferried across the river from
lighterage terminals on the New Jersey shore to railroad
pier stations throughout the district. The unification of

these operations, to reduce terminal costs, is the goal of
a continuing effort which started twenty years ago.
One major step towards solution of this problem was
the construction of Inland Terminal No. 1 by The Port
of New York Authority. Jointly used by the railroads,
the facility is designed to cope with only one phase of
the freight handling problem, the movement of less-
than-carload shipments to and from Manhattan Island.
At the time the terminal was constructed it was con-
templated that two more would be built at other stra-
tegic points. However new trends in transportation have
caused the railroads to proceed cautiously. Chief of
these has been the marked shift in tonnage from rails
to highway. For example, more than half of the milk
and live poultry, which ten years ago were shipped to
New York almost exclusively by rail, now move b
motor truck. Less-than-carload freight handled at Man-
hattan rail stations south of Fifty-ninth Street has
declined from 2,000,000 tons in 1929 to 700,000 tons
in 1939. Trucks on the Boston Post Road are at present
handling twice as much merchandise freight as the

New York, New Haven and Hartford Railroad.

At Inland Terminal, trucks unload (1) without blocking street traffic. Packages are sorted and weighed (2) just as mail is handled in a post office. Trac-
tor trains (3) run packages across platform to trucks of different railroads. (4) Fully loaded railroad frucks carry shipments to freight cars at railheads
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AND WATERWAYS SAFEGUARDED

THERE ARE TWELVE world cities with a popula-
tion of two million or over. Of these only four are sit-
uated on deep water channels—New York, Buenos
Aires, Shanghai and Leningrad—the last, icebound many
months of the year. Among these great port cities, New
York is unique. Its forty to forty-five foot channels per-
mit even the largest super liners like the Queen Mary,
which draws thirty-eight feet of water, as well as thf:
largest naval vessels, to dock alongside piers. There 1s
also an abundance of thirty foot channels capable of ac-
commodating the freighters which carry the great bulk
of the port’s commerce. There are within the port some
forty-two separate improved channels having a total
length of two hundred sixty miles. _

Deep channels, however, like other bount-les of
nature, require the collaboration and cooperation of
man. Shifting sands, river silt, the accumulated wastes
of the harbor tend to clog and otherwise destroy and
obstruct channels unless dredging operations are main-
tained.

o G R T e RTEEREE

¥

sand and silt which are deposited in special bins and

In 1920-1921 the City of Newark completed a thirty
foot channel from Newark Bay to the new municipal
port, and a limited amount of similar dredging has been
done by other local interests. However, the federal
government carries virtually the entire responsibility for
channel improvement and annually spends millions of
dollars for channel deepening projects throughout the
United States, under its all-inclusive jurisdiction over
navigable waters. This work is carried on impartially,
and on a nation-wide scale by the United States Army
Engineer Corps. However, appropriations are only al-
located to specific projects after ample and convincing
data have been submitted to justify the expenditure.

The Port of New York Authority plays an active
part in assembling and presenting such data for the Port
of New York. In so doing it acts as the joint representa-
tive of the States of New York and New Jersey and of
the individual municipalities which comprise the Port
District.

During the past two decades, some eighteen new
channel projects within the Port District have been
authorized by Congress and ten earlier projects have
been adapted to fit modern needs. Among the more
important projects are the forty-five foot channel in
the Hudson River, the thirty foot channel in Newark
Bay, the main ship channel in Staten Island Sound and
the Wechawken-Edgewater channel.

Since 1921, more than eighty-five million dollars have
been expended by the federal government in improving
and maintaining channels in the Port of New York. In
addition, some sixty-five anchorage grounds—about one

hundred forty-five square miles in area—have been .

established under authority of the Secretary of War.

A bridge spanning a navigable stream at too low a
clearance for harbor craft will create as much obstruc-
tion to commerce as an inadequate channel. The problem
has assumed increasing importance with the growth of
motor travel because the opening of low level bridges
ties up motor traffic. To minimize such delays the Army
Engineers Corps has suggested that on the Harlem
River, where there are numerous low level bridges, the
maximum height for vessels using this waterway should
be twenty-four feet. In cooperating with the Army
Engineers to solve the problem of delays to motor
traffic, caused by such low level bridges, the Port
Authority has advocated a standard thirty-five foot
clearance for all new or reconstructed bridges over
secondary waterways.

The United States Army hopper dredge Goethals,
shown on the opposite page, is an ultra modern channel
dredging vessel. Operated by powerful engines amid-
ships, the iron-armed vacuum sweeper sucks up tons of

<The Phroblem a/ %M/ge Eleapance

later dumped far out at sea. In spite of the new major
bridges and vehicular tunnels which have tied islands
to mainland and improved motor traffic in the Port of
New York immeasurably, one serious bridge problem
remains: the low level movable bridge. When a com-
mercial craft sounds the traditional three long blasts,
warning bells sound and gates swing into place, dam-
ming the flow of automotive traffic. As the bridge
slowly moves to provide a free passageway for boats,
automobiles wait. When difficult conditions of wind
and tide necessitate very careful maneuvering of ves-
sels, the waiting time of the motorist grows. Two illus-
trations indicate the magnitude of the problem. In one
year the Vernon Avenue Bridge over Newtown Creek
(shown below) was opened more than 14,000 times,
the old Lincoln Highway bridge over the Passaic River
more than 12,000 times. To solve this problem, a stand-
ard thirty-five foot minimum clearance is advocated for
bridges over secondary waterways.
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IN ALL, the Port of New York numbers nearly two thousand piers,
wharves and quays along its six hundred fifty miles of waterfront.
Since 1917 extensive new berthage has been constructed. 'The new
trans-atlantic steamship terminal in Manhattan was built by the New
York City Dock Department at a cost of over $zo,c_)oo,ooo. Ele.ven
hundred feet long, with slips four hundred feet wide, these piers,

during normal times have simultaneously berthed the liners Nor-

mandie, Queen Mary, Rex and Bremen. -

New York City’s newest pier, Number 64, is now the terminal
of the Panama Line operating the modern steamshi-ps Panama,
Cristobal and Ancon in the New York to Panama service. :

Since 1917, twelve new steamship terminals, many of Wl]}(:h
provide multiple steamship berths such as Bayonne Municipal
Terminal and Harborside in Jersey City, have been construct_ed.
In addition, twenty-two new piers have been built at Jersey City,
Weehawken, Brooklyn and elsewhere in the port.

In 1918, to accommodate war time shipping, the City of New
York constructed twelve large piers at Stapleton in Staten Island
at a cost of $30,000,000. Four of these are covered, providing nearly
a million square feet of well protected space for the_ unloading and
temporary storage of freight. In 1937 the progressive Nexjv York
City administration converted five of these piers, long idle, into the

country’s first foreign trade zone.

UWatosonses

EXPANDED AND MODERNIZED

A MODERN PORT requires a bulwark of supporting
warehouses to protect valuable goods from the elements,
prevent loss and breakage; and act as a reservoir of raw
material and manufactured goods awaiting market de-
mands. Such warehouse space must be ample to provide
storage whether for a few hours, days or weeks; acces-
sible for the swift interchange of cargoes.

Nowhere is there more impressive evidence of the
expansion of the port’s facilities than in the waterfront
warehouse space which has been expanded by more
than 5,000,000 square feet since 1917, an increase of
over twenty per cent. As a result, a recent survey shows
that less than three-quarters of the available waterfront
warehouse space is currently occupied despite a greatly
augmented volume of traffic. This fact has proved of
special importance at the present time when disruption
of world trade has brought many ships with stranded
cargoes to New York.

The development of scientific methods for the preser-
vation of special types of commodities, and the numer-
ous processes carried on during the period of storage
have made modern warehousing a complex industry,
equipped with a variety of highly specialized facilities.

At the Port of New York, for example, are ware- -

houses bonded by the Bureau of Internal Revenue where
imported wines and liquors may be stored for a period
of three years without payment of duty until the goods

are withdrawn. Special temperature and humidity-
control devices maintain proper atmospheric conditions
to prevent the deterioration of fine wines.

Other warehouse facilities include modern freezing
and cooling machinery; equipment for fumigation and
sterilization of cotton; blending and grading of coffee;
storage of sacked grain, sugar and wool. Also greatly
expanded since 1917 are the port’s facilities for the stor-
age of bulk commodities, notably grain.

Well equipped merchandise warehouses are con-
veniently located in all sections of the port: Brooklyn,
Newark, Manhattan, Hoboken, Jersey City and Staten
Island. In Jersey City, for example, the Harborside Ter-
minal is a modern rail-water terminal with extensive
manufacturing areas, direct connection with the Penn-
sylvania Railroad and deep-water piers for import-
export shipments and for lighterage operations. In re-
cent months it has been utilized as the central storage
point for Red Cross supplies to be shipped overseas.

Other important railroad operated warchouses are the
St. John’s Park Terminal of the New York Central on
Manhattan, served by direct rails to second story levels;
and in Jersey City, the Lackawanna terminal with a mil-
lion and a half square feet of storage space, and the Le-
high Valley Claremont Terminal. The latter is equipped
with the only modern high speed ore-unloading plant
on the northern Atlantic seaboard.
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ZONE

THE FOREIGN TRADE ZONE is physically an
area within the port, fenced off from the port itself, at
which ships may unload cargoes without payment of
duty pending reshipment of goods abroad or entry Into
the United States. It is only when goods are shipped
out of the foreign trade zone into domestic territory
that they become subject to customs duties.

For centuries, European ports have recognized the
need for foreign trade zones. Their history, in fact,
goes back to the Hanseatic League of the Middle Ages.
Hamburg and Danzig, on the northern coast of Europe
and Hong Kong on the China coast have had foreign
trade zones for many years.

The function of a foreign trade zone is primarily to
facilitate the handling of shipments in transit and await-
ing ultimate distribution. Much world commerce,
shipped on speculation to possible buyers, must be re-
marked when sold. Processing, inspection, blending
and grading of certain products may be necessary to
meet domestic standards. These operations are facilitated
at a foreign trade zone in the country of import.

To capture a larger share of this type of commerce
the City of New York in 1937 created on Staten Island
the first United States foreign trade zone.

Since its opening, the zone has received shipments
from Madagascar and the Sudan, from French Indo-
China and Uruguay, from the U.S.S.R., Turkey, Eire—
in all, from fifty nations of the world. Shipments have
included such diversified commodities as hides and sil-
ver-fox furs, brandy from South Africa, tungsten ore
from China, corned beef from the Argentine, and rugs
from Iran; cognacs and champagnes from France.

Now under construction at the foreign trade zone is
a tobacco market, financed by merchants of the Neth-
erlands East Indies to replace the lost markets of Amster-
dam and Rotterdam. On Staten Island the East Indies
merchants hope to regain some of the trade disrupted by
the fall of the Netherlands. Thousands of bales of Su-
matra and other high-grade tobaccos of the East Indies
will be offered at an international sale at the foreign trade
zone to buyers from all parts of the world.

Beef shipped by Argentine exporters to the for-
eign trade zone is held there pending re-export,
and labeled according to purchaser’s requirements

Irish linen is inspected and graded by domestic
buyers, who are afforded opportunity to exam-
ine merchandise in this country before purchase

Foreign-made accordion parts imported from Eu-
rope are assembled at the foreign trade zone
and there tested before transshipment to Australia
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IN 1904 the people of New York approved a bond issue
of $150,000,000—at that time the largest ever voted by
any state in the Union—to convert the Erie Canal into
a modern inland waterway. Fourteen years later the
new barge canal, twelve feet deep, equipped with elec-
trically operated locks, was opened. The modern New
York State Canal System is a combination of rivers,
lakes and canals linking the Hudson River, the Great
Lakes and the St. Lawrence River. Nine times as long
as the Panama Canal, with locks as high, the improved
inland waterway carries 5,000,000 tons of commerce
annually.

The modern canal vessel is a combination lake car-
rier, ocean vessel and river boat. Ships of this type,
300 feet long, diesel powered, sail from Boston, Provi-
dence, Philadelphia, up the Hudson River across New

York State, to industrial harbors of the Middle West,
1400 miles from the Atlantic. These ships sail from
New York to Detroit in five days, to Chicago in eight
days. With continuing channel improvements, even this
speed will be increased.

Frequently referred to by boatmen as the “Broadway
canal” because of the hundreds of navigation lights that
flicker on its waters—red on the right, going away from
the sea, white on the left approaching it—the revitalized
canal 1s an ultra-modern waterway.

At Little Falls, a lock with a lift of forty feet is one
of the highest in America. At the eastern end, where
the Erie Division joins the Hudson, the canal descends
one hundred sixty-nine feet by means of five locks in a
distance of two miles—one of the most remarkable flights
of locks in the world. The old time canal lock was

CONTINUED NEXT PAGE
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Petroleum products and auto-
mobile parts are handled on
motor ships (shown at the
right). These are low enough
to travel under canal bridges,
yet high enough to breast
the Great Lakes and even
the coastal Atlantic waters

Grain, building materials, salt,
fertilizer and molasses are
some of the many commodi-
ties shipped via the canal on
barges such as those shown
below unloading at New York
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laboriously operated by hand. Today a modern tug with
a barge fleet in tow gives three blasts of the whistle. The
lock tender responds by showing colored signal lights.
Gates open electrically and canal traffic moves smoothly
and quickly.

Though an asset to the nation as a whole the canal
was financed entirely by the State of New York. It was
not until 1935 that the federal government recognized
the national importance of the canal and, heeding the
plea of the state and the Port Authority and other agen-
cies, appropriated $27,000,000 for improving the Great
Lakes to Hudson section, by increasing depth and
width of channels and overhead clearance under bridges.

The canal serves the Port of New York in the same
way that the Mississippi River serves the Gulf ports, and
the St. Lawrence River serves Canadian ports. Industry
which is dependent on low cost water transportation
might migrate elsewhere—and thus divert commerce
from the port—were it not for the canal.

The Port of New York Authority and other agencies
have been active not only in securing improvement of
this route but also in resisting efforts to cripple its use-
fulness by the repeal of the state’s constitutional guar-
anty of free access to all users. Despite considerable pres- :
sure in recent years, New York State has wisely refused 1 o o @
to repeal this guaranty.

The record of the New York State Canal System,
since its revitalization in 1918—the upward trend in
tonnage carried—proves that it is, and will remain, a
potent artery of traffic from Great Lakes to sea.
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FIRST STEP in understanding any ‘“Authority”’—
whether it be the Red River Dam Authority, the Ten-
nessee Valley Authority, or The Port of New York Au-
thority—is to disregard its authoritative name. For the
authority wields no big stick. On the contrary, it is
merely an agency created to serve the ends of govern-
ment, to perform certain delegated tasks. The Port of
New York Authority, for example, was created to serve
New York and New Jersey in the development of the
port. In performing these functions it is as integral a
‘part of the states as the State Highway Department in
New Jersey or the Department of Public Works in
New York.

Because of its method of financing, the Port Au-
thority has an apparent similarity to the modern busi-
ness corporation. Resembling the familiar board of
directors of a bank or industry are the twelve Port

TOLL COLLECTOR ELECTRICIAN

Authority Commissioners, six appointed by the Gov-

.ernor of New Jersey and six by the Governor of New

York, in each case with the consent of the respective
state Senate.

Like the modern corporation, or any other govern-
mental agency for that matter, the Port Authority also
has a paid personnel. From office boy to general man-
ager, from janitor to engineer, from file clerk to comp-
troller, their prototypes may be found in the Port
Authority, if not in title, at least in duties of office. As
in the case of the corporate enterprise, the paid per-
sonnel reports to and takes its directions from the Board.
Together, the Commissioners and staff function as The
Port of New York Authority.

Pictured above is a group of Port Authority Com-
missioners at one of the weekly meetings at which staff
reports are heard and policies formulated. The Board of

MAINTENANCE MAN

Commuissioners is subdivided into twelve standing com-
mittees which report to the full Board.

Below, are shown a few of the staff—draftsman, tech-
nician, maintenance man, toll collector, electrician and
bridge painter—who carry on the daily work delegated
by the two states to the Port Authority.

While apparently the Port Authority resembles a
business corporation, there are many essential differ-
ences between the Authority and any commercial enter-
prise. Fundamentally, these differences arise from two
facts. First, the Authority is entirely non-profit making;
second, it performs only those tasks which the legisla-
tures direct and authorize it to perform.

The directors of a business corporation may also be
stockholders. The Commissionérs of the Port Authority,
however, own no stock in the Port Authority. For
there is no stock. The ordinary business corporation is
operated for profit. The Port Authority, on the other
hand, is a non-profit enterprise. It was created by a
treaty between New Jersey and New York, and not
under ordinary corporation laws, to develop and im-
prove the Port of New York District. Neither the
Commissioners nor the staff are concerned with profits
or dividends. Moreover, the Commissioners are the un-
paid servants of both states. Their actions are not moti-
vated by corporate salaries or bonuses.

The Port Authority has by no means the same latitude
of action as the typical business corporation. Its Com-
missioners receive their powers from the States of New
Jersey and New York. The Authority constructs a
bridge, or a tunnel, not because its Commissioners de-

sire to expand the scope of their business, but because -

the states have directed and authorized them to do so.
Far from acting with the same freedom as the directors
of a business corporation, the Commissioners have only
so much authority to act as is given them by the states.

At least three Commissioners from each state must be
present at Port Authority board meetings, and actions
are binding only if approved by the majority of the
members from each state present—but in any event at
least three.

Finally, the proceedings of every board meeting are
reported to the Governor of each state. And once each
year the treaty requires the Commissioners to make an
annual report to the Governors and Legislatures of New
Jersey and New York.

The work of the Authority falls into four principal
categories: planning port development and improve-
ment; protection of port commerce; construction of
authorized facilities; and their operation.

In addition to effectuating specific projects which
have been authorized, the Commissioners and staff are
charged with the duty of studying and recommending
new or additional plans for port improvement; making
recommendations to the states and to the Congress for
the better conduct of commerce passing in and through
the port; petitioning appropriate federal and state agen-
cies for the adoption and execution of any physical
improvements, changes in method, or rates of trans-
portation, to the end that the commerce moving in and
through the port may be improved; and to intervene in
any proceeding affecting port commerce.

Of prime importance in shaping policies is the fact
that the Port Authority is a self-supporting enterprise.
When authorized to carry on activities, or to construct
improvements, such as the George Washington Bridge
or the Lincoln Tunnel, the Port Authority must do its
own financing. The George Washington Bridge, for
example, was built after funds had been borrowed from
the public through the sale of bonds. The charges and
costs involved must be collected entirely from the users
of the bridge—there is no recourse to indirect collections
through taxation. All Port Authority activities must be
financed in the same manner.

An unusual creature in some respects because it is an
arm of government and yet must carry on without tap-
ping the usual sources of government funds, the Port
Authority is neither complicated nor mysterious.

‘The reader is invited, in these pages, to discover just
what the Port Authority’s work is and what bearing its
past, present and future projects and plans have upon
the life, commerce and industry of the people it serves.

DRAFTSMAN / BRIDGE PAINTER TECHNICIAN
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MUST TURN

TO THE MOTORIST speeding his way across a Port
Authority crossing in four minutes, aware only of the
toll paid (forgetful of the interminable ferry delays of
former years) the operation of such facilities as the
George Washington Bridge, Holland Tunnel, Lincoln
Tunnel, Bayonne Bridge, Goethals Bridge, and Outer-
bridge Crossing appears automatic. Largely unseen by
the motorist are the skilled workers and technicians who
have made Port Authority crossings the safest highways
in the world.

The pictures on the opposite page illustrate the man-
ner in which two problems of tunnel operation—venti-
lation and vehicle stoppage—are handled. These, how-
ever, are only a few phases of Port Authority operations.
Bridge cables must be inspected and painted to prevent
corrosion; plazas kept clean and free of ice or snow;
traffic regulated by the Authority’s police force.

As a result of extensive research by Port Authority
engineers, an effective toll collection and recording
system has been developed. The system includes a push
button register designed for speed and simplicity in
operation and maintenance; a sidewalk indicator on
which the patron can see the amount of toll paid; an
overhead indicator on which the type of vehicle, shown
by a classification number, is flashed in lights; a remote
panel board indicator on which the classification num-
bers of vehicles in all lanes are again flashed; and vehicle
counting treadles.

Research is constantly under way to devise other in-

A scene at one of New Jersey’s many seacoast playgrounds, which are now more readily accessible to motorists from
New York through the use of modern vehicular crossings.
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novations which will bring operations to a still higher
level of efficiency and convenience for patrons. For
example, the simple device of a ground wire at the toll
booth has been developed to eliminate the unpleasant
shock of static electricity which would otherwise be
felt by the motorist as he paid his toll.

The Operations Committee of the Port Authority,
two of whose members are pictured here, is constantly
on guard to keep operating costs at the lowest point con-
sistent with efficiency. To this committee all operating
policies and expenditures are referred by the staff and
under its careful supervision the cost of operating the
bridges and tunnels has been kept down to such a low
point that all operating, maintenance and administrative
costs combined represent only a fraction over ten cents
out of the fifty-cent toll. The ratio of operating costs
to gross revenues has decreased since 1934 notwithstand-
ing the fact that a new facility (the Lincoln Tunnel)
has in the interim been placed in operation.

Exhaust gases from automobiles passing through the
tunnels would menace health were it not for adequate
ventilation. The cross section view (1) shows the ventilation
building connected with the tunnel. Through openings in
the building walls giant fans (2) force fresh air into a duct
below the roadway and through curb slots into the road-

More than 27 million cars every year use Port Authority
tunnels and bridges. Yet the safety record of these facili-
ties surpasses that of any comparable highways. This

record reflects the work of Port Authority traffic officers and .

maintenance men trained to meet emergencies of all kinds
quickly and ef’ﬂaepﬂy. A 30 passenger bus with a flat tire
has broken down inside the tunnel. The officer nearest the

way where it dilutes the exhaust gases and rises gradually
through openings in the ceiling into an upper duct and is
drawn out. A ringing bell and a flashing light in the Ventila-
tion Building warn the supervisor (3) to supply more fresh
air. The carbon monoxide analyzer (4), one of the tunnel’s

silent watchmen”, constantly samples and tests tunnel air

scene presses a button changing green lights to amber,
then telephones (1) for the emergency truck. From the
garage just outside the entrance, the emergency truck (2)
is quickly dispatched to the scene. A wedge (3) is placed
Hnder the flat tire. The bus can now be backed onto the
““dolly” for towing (4). Towing and other emergency serv-
ice is free of charge to all patrons of Port Authority facilities

Wi
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MUST BE REPAID

WITH the creation of The Port of New York Author-
ity, first Authority in the United States, a wholly new
concept of financing public Improvements came into
being. The agency was directed to finance its work en-
tirely on its own credit, independently of the states’
credit, and charge the cost to the users of the project
rather than to the taxpayers in general. It was required
to be self-supporting without any taxing power.

When the Port Authority undertook the task which
the two states authorized, it was a new agency. Its
projects were in the blueprint stage. It was difficult to
finance bridges and tunnels merely upon the speculative
security of estimated traffic. To complicate matters, the
prospective investor feared that if tolls could become
a political issue like the five-cent subway fare his loan
might never be repaid. To eliminate this hazard the
states delegated the power of fixing tolls to the Port
Authority Commissioners.

The Port Authority entered the bond market offering
the investor as security, its promise to repay the prin-
cipal debt with interest within a definite period. The
promise was backed up by a pledge that the revenues
of the facility built with the investor’s money would
be used to repay the debt.

As the depression of the nineteen-thirties set in it
became evident that vehicular traffic would not mate-
rialize at a rate sufficient to permit repayment of the
debt on schedule. Something else had to be done.

The acquisition of the Holland Tunnel by the Port
Authority upon the payment of $50,000,000 to the
States of New Jersey and New York was not intended
to solve that problem. As far back as 1931 it was
apparent to the state legislatures that congestion would
ultimately develop at the Holland Tunnel and that
another vehicular crossing was needed. To make
possible the construction of such a crossing at mid-
Manhattan (the Lincoln Tunnel) the two states turned
over the operation of the Holland Tunnel to the Port
Authority, on payment of $50,000,000.

As an incident to this transfer the Authority was
directed to operate all facilities as a group and to pool
all revenues over and above operation, maintenance, and

interest in a general reserve fund. The Authority was
directed by the states to build this fund up to an amount
equal to ten per cent of all outstanding bonds. The fund
was intended to make the financing of the Lincoln Tun-
nel feasible and economical: Port Authority bonds
would be more secure, more attractive and therefore
saleable at lower interest rates.

That much accomplished, the Authority was still con-
fronted with the problem of how to meet interest and
principal requirements with traffic which fell short of the
preliminary estimates.

The Authority’s Finance Committee, some of whose
members are pictured on this page, evolved the plan
whereby new bonds would be issued for the purpose
of calling in, and refunding, more than $152,000,000
of debt which was outstanding in 1935. The new bonds
were to be retired at a rate consistent with the then
demonstrated earning capacity of the facilities.

This plan, known as the refunding program, was
launched in 1935 and completed in 1941. Its significance
lies in the fact that the present Port Authority debt can
be retired year by year out of current revenues so
that eventually the facilities will be free of debt. It has
also enabled the Authority to take advantage of its bet-
ter credit position, and lower money rates, so that its
interest rates have decreased substantially.

It must not be assumed, however, that toll reductions
depend solely- upon the ultimate retirement of debt.
Toll reductions are deemed inadvisable at this time for
several reasons. The completion of much needed high-
ways in New Jersey is essential. These will produce
sufficient traffic to permit the Lincoln Tunnel to be
operated as a two-tube facility—enable traffic to be more
evenly balanced between the Holland and Lincoln Tun-
nels—thus overcoming the present stumbling block to
the effectuation of commuter rates at these facilities. In
addition, fixed charges, interest and amortization of
debt, must be reduced. This the Port Authority will
accomplish by 1945 in substantial degree if current tolls
and earnings are maintained. The attainment of these
twin goals will afford the opportunity to reconsider the
toll schedule in light of then current conditions.

Policing, Cleaning, Insurance, Light
and Power, Other Operating Expenses
(Maintenance, Repairs, Etc.), Toll
Collections, Port Protection and
Development, Administration
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Pictured above are the six Port Authority bridges and tunnels which

represent an investment of approximately $214,000,000. To finance these
facilities in 1940 the 50¢ toll was applied, as the chart shows, 3956

97

for interest, and present and future retirement of debt; only 10555¢ of the 50¢
toll was applied towards operations and maintenance of the bridges and
tunnels, and administration of the Port Authority. The table below is tangible
evidence that Port Authority financing is supervised with great care to
the end that the greatest portion of the 50¢ toll is applied toward reducing
the debt. As the table shows, since 1934, a small portion of the 50¢ toll
has been required for interest, operation and maintenance, and a greater
portion has been applied toward present and ultimate debt reduction:

1934

Interest on Debt 26555
Present and Future Debt Retirement. . 1255
Operation and Maintenance 1055

—_—m

50 ¢

1939
22:55¢
1755

10555¢

1940
205
1935

10555¢

50 ¢

50 ¢
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Increase or *Decrease

Calendar Calendar

year, year, Per
| 1940 1939 Amount cent
Operating Revenues and

Incomes:

Tolls and other revenve.. $7,399,027.66 $7,373,041.42 $25,986.24 4
Other income. . ....... 78,661.70 134,796.22 56,134.52* 41.6*
i =) fo | e GRS T s $7,477,689.36 $7,507,837.64 $30,148.28* 4%
Il
Deductions:

Operating expenses. ... $1,620,508.37 $1,602,559.58 $17,948.79 1.1

Interest on funded debt. 1,792,083.32 1,834,583.34 42,500.02* 2.3*
Other income charges. . . 3,873.72 3,966.39 92.67* 2.3*
Foral. ozt anseraie ssars $3,416,465.41 $3,441,109.31 $24,643.90* e

$4,061,223.95 $4,066,728.33 $ 5,504.38% qF

*Decrease.
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Increase or *Decrease
Calendar Calendar
year, year, Par
1940 1939 Amount cent
l.
Operating Revenuves and
Income:
Tolls and other revenue. $495,203.17 $464,784.98 $30,418.19 6.5
Other income......... 780.00 816.50 36.50% 4.5%
Fotalnnnt s dnresasias s $495,983.17 $465,601.48 $30,381.69 6.5
1L
Deductions:
Operating expenses. . . . $114,202.91 $137,107.57 $22,904.66™ 16.7*
Interest on funded debt. 528,640.00 s 3 L8 [ B e et e
Other income charges . . 700.63 609.38 . 91.25 15.0
Fotein toed Hhacs $643,543.54 $666,356.95 $22,813.41*% 3.4*
Net Revenues. . ....... $147,560.371 $200,755.471 $53,195.10 5;5_
*Decrease.
TDeficit,

80

LiNcoLK

Calendar
year,

1940
L

Operating Revenues and
Income:

Tolls and other revenue, $2,405,456.23

=

r=

T

Calendar
year,

1939

$1,711,953.43

, -, ,ﬁ |

Increase or *Decrease

Per

Amount cent

$693,502.80 40.5

Other income. . ....... 22,201.36 10,057.80 12,143.56 1207
Totalles e it $2,427,657.59 $1,722,011.23 $705,646.36 41.0
1.

Deductions:

Operating expenses.... $ 661,029.83 § 597,747.88 $ 63,281.95 10.6
Interest on funded debt. 2,147,840.00 1,747,765.28 400,074.72 22.9
Other income charges. . . 1,875.00 1,916.26 41.26% 2.2*
Fotals ot ol i $2,810,744.83 $2,347,429.42 $463,315.41 19.7
Net Revenuves. . ....... $ 383,087.24% ; _625,41 8.197 $242,330i§5= §8:7

*Decrease.
tDeficit.
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“

Increase or *Decrease

Calendar Calendar

year, year, Per

1940 1939 Amount cent
I
Operating Revenues and

Income:

Tolls and other revenue. $284,997.84 $255,343.43 $29,654.41 11.6
Other income. . ,...... 2,610.27 1,803.10 807.17 44.8
153 1= | s e e AT oo $287,608.11 $257,146.53 $30,461.58 11.8
i
Deductions:
Operating expenses.... $ 76,163.83  $109,498.16 $33,334.33* 30.4*
Interest on funded debt. 366,070.00 30007000 cuii saasenre s Sy
Other income charges.. . 437.50 500.00 62.50*% 12.5%
To¥ali: sivdes amatines $442,671.33 $476,068.16 $33,396.83* 7.0
Net Revenues. . ....... $155,063.221 $218,921.63¢% $63,858.41 29.2

*Decrease.
fDeficit.

“

Calendar
year,

1940
L.

Operating Revenues and
Income:

Tolls and other revenve. $4,761,577.54

Calendar
year,

1939

$4,532,639.35

|

Increase or *Decrease

Per
Amount cent
$228,938.19 5.1

Interest on funded debft. 1,404,742.50

| Other income charges.. . 2,423.61

1,968,952.08

4,622.68

Other income. . ....... 112,305.35 150,202.03 37,896.68* 25.2*
TONah s ves s snidioiais $4,873,882.89 $4,682,841.38 $191,041.51 4.1
il.

Deductions:

Operating expenses.... $ 649,135.64 $ 612,807.76 §$ 36,327.88 5.9

564,209.58* 28.7*
2,199.07* 47.6*

$2,056,301.75

$2,586,382.52

$530,080.77* 20.5*

$2,817,581.14

$2,096,458.86

$721,122.28 34.4

*Decrease.

Increase or *Decrease

Calendar Calendar

year, year, Per

1940 1939 Amount cent
I
Operating Revenues and
Income:
Rent and other revenue. $1,313,376.71 $1,296,231.50 $17,145.21 123
Other inCome. . . vvveer venreenmnnscns 5,114.38 5,114.38% 100.0*
Total: s s $1,313,376.71 $1,301,345.88 $12,030.83 .9
Il
Deductions:
Operating expenses. ... $ 482,164.64 $ 471,353.73 $10,810.91 2.3
Interest on funded debt. 655,415.00 662,781.27 7,366.27% 1.1*
Other income charges.. . 62,291.57 61,191.32 1,100.25 1.8
ot i $1,199,871.21 $1,195,326.32 $ 4,544.89 4
Net Revenues. ........ $ 113,505.50 $ 106,019.56 $ 7,485.94 7.1

*Decrease.
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Increase or *Decrease

Calendar Calendar
year, year, Per
1940 1939 Amount cent
l.
Operating Revenuves and
Income:
Operating and other
revenue............ $16,659,639.15 $15,633,994.11 $1,025,645.04 6.6
Other incomef......... 334,805.12 528,588.97 193,783.85* 36.7*
Tobals s e s i $16,994,444.27 $16,162,583.08 $ 831,861.19 5.1
.
Deductions:
Operating expenses.... $ 3,603,205.22 $ 3,531,074.68 $ 72,130.54 2.0
Interest on funded debt. 6,894,790.82 7,108,791.97 214,001.15% 3.0*
Other income charges. . 71,602.03 72,806.03 1,204.00% 1.7*
TORC5x woarn o s otm iz $10,569,598.07 $10,712,672.68 $ 143,074.61* 1.3*

$ 6,424,846.20 $ 5,449,910.40 $ 974,935.80 17.9

*Decrease.

tIncludes income earned from General Reserve Fund $93,282.44 in 1940, and $205,367.44
in 1939, and income earned from Insurance Fund, $24,964.00 in 1940 and $20,431.50 in 1939.

'DISPOSITION OF NET REVENUES

s e e e N T I T PO T N P 1Y | P e U

Calendar year

1940 1939
HOLLAND TUNNEL
Reserved for Sinking Fund . .. . ............... $1,700,000.00 $1,500,000.00
General Reserve Fund. , . ... ......coiiivenn.n 2,361,223.95 2,524,448.24
Additions to Property Investment. . ............ ..........00 42,280.09

Total . . e e A s ST e At T s $4,061,223.95 $4,066,728.33
LINCOLN TUNNEL

Operating reserve. . . ....veuneeseneaneeesns $383,087.24% $625,418.191
GEORGE WASHINGTON BRIDGE

Reserved for Sinking Fund. . . . ....... ... 00 $2,817,581.14 $2,096,458.86
ARTHUR KILL BRIDGES

OPeraling TeSEIVE L o oo a1 =16 o1 sicis|sareiela tatsrs dare $147,560.37t $200,755.477

BAYONNE BRIDGE
Operating reserve. .. . .ooveeresseransssnnss

INLAND TERMINAL No. 1

$155,063.227 $218,921.63¢%

Reserved for Sinking Fund . . . . ........... ..., $81,226.15 $106,019.56
Additions to Property Investment. .. ........... 3202735 e e
=1 | ol PR IR e R R BT TS e P s $113,505.50 $106,019.56

COMBINED NET REVENUES

Reserved for Sinking Funds................... $4,598,807.29 $3,702,478.42
General Reserve Fund, operating reserves, etc.—
S s A S i i) Dot ) T it e S i 1,826,038.91 1,747,431.98
725 1o T e P e O e S i A i) LR $6,424,846.20 $5,449,910.40
fDeflcit.

fHincludes income earned from General Reserve Fund, $93,282.44 in 1940, and 52_05,367.44
in 1939, and income earned from Insurance Fund, $24,964.00 in 1940 and $20,431.50 in 1939.
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THE PLAN of port development adopted by the states,
in creating the Port Authority, was the fruit of an ex-
haustive engineering and legal study and was set forth
in legislation enacted in 1922.

The statutes define the broad objectives of the plan:
to reduce waste and increase the efficiency of the port’s
terminal and transportation methods through the me-
dium of a central, unifying agency.

The attainment of these objectives was the broad man-
date placed upon the Port Authority. Spe(:lﬁcally the
agency was directed to plan on a continuing basis for
the long term development of the port; to adwse and
cooperate with other governmental bodies and private
transportation companies and, in addition, itself finance,
construct and operate certain needed improvements.

Port Authority activities, during the past twenty
years as a planning and advisory agency, have been ex-
tensive. They have included a continuous research pro-
gram on questions of pier and harbor development,
channel improvements, arterial highways, airports, mar-
kets, union terminals and allied subjects.

In many instances the Port Authority has cooperated
with other agencies in st.udying such projects as the for-
eign trade zone constructed by New York City on

MUST GO ON

Staten Island, and the new naval drydock for the Port
of New York. This improvement will soon be built by
the federal government in Bayonne.

Reduced to its essentials, the problem of port devel-
opment is one of unification. The difficulties inherent
in a large scale program of unification clearly indicate
the need for a joint agency with power to proceed and
a mandate to do so. This is especially true in the field
of terminal unification, where it is necessary to bring
together competing transportation companies. For ex-
ample, a union freight station, used by numerous rail
carriers would have been a difficult venture for private
enterprise. Analagous problems exist in the fields of
motor truck transportation, bus transportation and ter-
minal marketing.

For example the movement of 4,800 short haul buses
which carries an army of 50,000 persons to and from
New York City daily, has created a grave problem. The
crowded city streets of Manhattan, taxed by existing
intra-city traffic, are faced with an added volume of in-
terstate bus traffic. In an effort to solve this traffic prob-
lem the City of New York would require these buses
to load and unload all passengers west of Eighth Avenue.
In that event a central bus terminal would be desirable.

Another pressing problem is that of food distribution
to which the Mayor of the City of New York recently
called attention. Announcement was made of a plan
for a 35 acre shedded terminal, stretching along the
Hudson River waterfront utilizing city owned piers
now largely devoted to receiving fruits and vegetables,
shipped by rail and carfloat.

The need for bi-state study of transportation ques-

tions which involve the entire Port District is illustrated -

by the suburban rapid transit problem. It has long been
the considered opinion of transportation experts that
the daily flow of commuters between New Jersey and
New York could be immeasurably improved by a co-

s Through its Committee on Pro-
gram and Work, some of whose
' members are pictured here, the
§ Authority is continuously engaged
8 in shaping plans to meet shifting
i@ conditions, in cooperating with
& other agencies of government,
and in speeding the fulfillment of
i projects vital to the welfare of
the entire port and of the nation

ordinated system of rapid transit which would discharge
passengers along strategic points in Manhattan itself.
Since such a system must span the Hudson and connect
both states, it is a bi-state problem which the Port Au-
thority has studied.

Emergency conditions affecting world commerce and
creating problems of national defense give added urg-
ency to certain port development projects such as addi-
tional arterial highways and connections, and the pro-
posed Cross Bay Railroad Freight Tunnel. The latter
would be a vital rail link between strategically important
sections of the country. Its construction has hitherto
been deferred because of financial obstacles.

Under existing methods of operation Manhattan street corners serve A rapid transit system, by furnishing rail trans- aid commuters now dependent on ferries to To alleviate congestion at the New York City produce markets in the
as loading points for many interstate buses. This frequently obstructs port from Northern New Jersey directly to reach New York where they must retransfer vicinity of Washington Street, a terminal market has been proposed.

city traffic; is inconvenient for passengers as well as bus operators central points in Manhattan would materially to subway or bus to reach their destinations The market will save six millions yearly for consumers and farmers

i = | \ B = * 110 ' e “‘!&\, -“‘-.
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A VITAL ASSET MUST BE PROTECTED

MORE THAN PRIDE and prestige are involved in
maintaining New York’s position as America’s largest
port. At stake are the livelihoods of steamship employ-
ees, longshoremen, truck drivers, warehouse employees
and other port workers. With their families and de-
pendents, there are nearly one million persons directly
dependent on the movement of commerce through the
port. Every vessel, every cargo which flows through
the Port of New York means work and wages to these
people.

Swelling the figure are thousands more indirectly de-
pendent on port commerce—retail merchants, clerks and
others who gain their livelihood by furnishing food,
clothing and supplies to the army of port workers; em-
ployees of the port industries which are located in New
York because of its preeminence as a seaport.

It is estimated that steamship companies alone expend
almost one hundred million dollars annually in the Port
District for labor, supplies, services and the like.

Almost one billion dollars has been invested in the
piers, warehouses and other harbor facilities of the port.
This investment and the livelihood of the port’s workers
are placed in jeopardy by any conditions which threaten
to divert or impede the flow of commerce through the

Port of New York.

Port commerce is continually threatened by forces
largely unknown even to those they most intimately
affect. Hardy perennial of these threats is the railroad
rate structure, the rate differences (technically known
as port differentials) between interior points and the
various seaports of the nation.

The port differential story has its origin in the early
history of the United States Railroads. In the days when
the trunkline carriers were unrestrainedly competing for
traffic, slashing of freight rates became a common prac-
tice. An era of bitter rate wars resulted, which had spe-
cial consequences for the seaports.

The railroads tailored their rates to fit their respective
port interests or affiliations. The Baltimore and Ohio
Railroad was naturally interested in attracting traffic
to Baltimore; the Pennsylvania Railroad, to Philadelphia;
the Chesapeake & Ohio to Newport News.

Studying the ocean freight rate structures, the rail-
roads found that New York, being closer than Phila-
delphia and Baltimore to Europe, had generally cheaper
ocean steamship rates. In order, therefore, to stimulate
the flow of traffic through the other ports and offset
New York’s geographical advantage they awarded Bal-
timore and Philadelphia substantial rate differentials on
freight from the interior.

The rate wars proved so vicious and self-destructive
that the railroads themselves determined to end them.
This they undertook to do in 1877 through an Arbi-
tration Commission, which succeeded to a considerable
degree in stabilizing rates but also pegged the port dif-
ferentials favoring Baltimore and Philadelphia.

Ten years later, when the Interstate Commerce Act
gave the Interstate Commerce Commission jurisdiction
over the charges made by railroads, the matter of port
differentials was taken out of the hands of the railroads.
The differential railroad rate advantages under New
York were gradually extended to Montreal, to the Gulf
ports and to the south Atlantic ports to and from mid-
west territory. ,

Today, more than half a century later, port differen-
tials, with various adjustments for different types of
commodities, remain woven in the fabric of the United
States railroad rates. Unfortunately for New York its
ocean rate advantages, which were the original excuse
for the railroad differentials, have since disappeared.

Nevertheless, rival ports are constantly appealing to
the Interstate Commerce Commission for more favor-
able rates to the interior than those to and from New
York.

In some cases the lower rates are demanded because
of a shorter distance to the interior; while contempo-
raneously other ports justify their rates on the ground
that distance is of no importance. Not a year passes
without a new group of cases to be contested.

The Port of New York Authority, which is charged
by New Jersey and New York with the duty of ap-

pearing before the Interstate Commerce Commission in

such proceedings, must be vigilant to guard against fur-
ther widening of the disadvantageous differentials and
prompt to press for their abolition where it is clear that
their continuance is indefensible. In behalf of the port
and of the commercial interests of the country as a
whole the Port Authority argues that all ports should
be treated alike, with preference to none.

The federal government’s control of the United
States merchant marine has played an important part
in determining essential trade routes and the allocation
of various lines in the merchant fleet. It has frequently
been necessary for The Port of New York Authority to
present facts and arguments in behalf of the Port of
New York before the committees of Congress, the old
shipping board and its successor, the United States Mari-
time Commission. Through such efforts it has defeated
the frequent attempts made in the past to transfer im-
portant steamship services to other ports, or to change
sailing schedules to the disadvantage of New York. De-
spite strong inter-port competition, in direct steamship
sailings to world ports New York offers services which
are unmatched.

Shown above are members of the Port Authority
Standing Committee on Port Protection matters

Steamship lines spend one hundred million dol-
lars a year at New York for labor and supplies
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TWENTY YEARS AGO trans-river vehicular cross-
ings were the port’s most urgent transportation need.
Today, essential bridges and tunnels have been built or,
like the Brooklyn-Battery tunnel, are under construc-
tion. As a result, islands, peninsulas and mainland have
been linked together with well-nigh incalculable sav-
ings in time to the huge volume of commerce and mil-
lions of passengers who have moved over these facilities.

Not fully realized, as yet, are the ultimate potential
benefits of the new facilities. For modern, high speed
bridges and tunnels stimulate motor traffic, make it im-
perative that the construction of connecting highways
keep pace with the development of river crossings.

There has been a lag in the construction of supporting
highways necessary to achieve maximum serviceability
of bridges and tunnels built in the last twenty years. In
consequence, certain areas of unnecessary congestion
and delay remain in both New York and New Jersey.
To eliminate these bottlenecks and permit increased use
of existing vehicular crossings, new highway links are
necessary. What they will mean to interstate traffic is
illustrated by the map on the opposite page which high-
lights the existing congested areas and shows how the
new links will speed the port’s motor traffic.

Both in New York and in New Jersey recommenda-
tions have already been made. The New Jersey State
Highway Department has proposed some thirty-two
highway projects to cost approximately fourteen and
one-half million dollars. Included are New Jersey State
Highway Route 101 (the proposed Hackensack valley
highway); the acquisition of part of the right of way
for Route 10 (the proposed Essex east-west highway);
and Route S 3 from Route 2 at Rutherford to Passaic
Avenue, Clifton. The latter two projects are regarded
as-especially important links in the connections to the
Lincoln Tunnel. Their early construction would be

most timely because the second tube of the Lincoln
Tunnel is now being completed under the supervision
of The Port of New York Authority’s Construction
Committee, some of whose members are pictured above.

In New York, the Triborough Bridge Authority has
called attention to four vital gaps: The Pelham-Port-
chester Express Highway, the Brooklyn-Queens Con-
necting Highway, an Elevated Highway across lower
Manhattan and the Harlem River Drive.

It is significant that the new highway projects recom-
mended in both states are intended to make better use
of existing facilities. Significant because this is the key-
note of the larger program of port coordination and uni-
fication. The Port of New York is at the threshold of a
new era, when progress will be marked by careful in-
tegration and coordination of existing facilities, and not
merely by the size and number of new projects.

The outlines of the program are clear, and in some
cases blueprints are ready. Still undecided by govern-
ment, however, is the method of financing the improve-
ments. In some cases the projects may be self-supporting.
In others a government subsidy will be required. Shall
existing agencies be called upon to finance the improve-
ments on the basis of their own credit? Or shall new
agencies be created to attack the problem?

The decision rests with the state legislatures. In the
case of the Port of New York Authority, for example,
the States’ equity in its properties is constantly being
expanded as the debt is being retired. In the not distant
future opportunity will be afforded the States of New
Jersey and New York to employ that equity by direct-
ing The Port of New York Authority to complete some
phases of the program, utilizing the foundation of sound
credit and basic achievement of the past twenty years
to attain new and ever widening horizons of efficiency
for the future port.
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Tolls from Passenger Cars

Inland Terminal, Other Rents,
and Miscellaneous Income

AND HOW IT WAS

(Used. .

* 3181% OF 1340 INCOME APPLIED TO
PRESENT AND FUTURE DEBT RETIREMENT

1940
...WHERE THE

Waﬂey

CAME FROM

To Operate, Maintain and Ad-
minister Port Authority Facilities

TSIy p=pep=pepaipenyspmpejuppay |

To Pay Bondholders Interest on
Money Borrowed from Them

For Amortization of Debt, Generdl
Reserve Fund & Operating Reserve:

ARTHUR ANDERSEN & CO.

Auditers Refor e

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, 1940 and the statement of net revenues
and appropriations thereof (as later defined) 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 personne! and rates of compensation were traced to authorizations of the Committee on Personnel, and although we made numerous test
checks of other transactions 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 principally of expenditures for construction of Lincoln Tunnel approaches, etc., and for
construction of the 178th Street tunnel and approaches relative to the George Washington Bridge, the construction activities in connection with
both projects being substantially completed at December 31, 1940 with the exception of work contemplated in connection with the completion
of the North tube of the Lincoln Tunnel. 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 materials, pay rolls for labor
charges and of the amounts distributed to construction accounts as engineering and general overhead costs. During the year ended December
31, 1940 general and administrative expenses aggregating $18,050.60 have been allocated to the cost of construction of certain facilities as
general overhead. A substantial portion of the insurance coverage of the Authority was verified by correspondence with the insurance companies.
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 confirmations 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 determine
within the scope of our examination and as represented to us by the management, all liabilities of the Authority at December 31, 1940 are re-
flected in the accompanying balance sheet, and contingent liabilities and commitments 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 bond-
holders' agreements, no deductions from revenues may be made for depreciation (except on ancillary equipment). In accordance with resolu-
tions of the Commissioners, the Authority has followed the practice of charging to the investments in facilities all net debt discount and expense
incurred in connection with bonds and notes issued for construction purposes and no provision is made for the amortization of such debt discount
and expense, which aggregated $3,450,945.82 at December 31, 1940. 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. Under the terms of an agreement with
the City of New York dated February 15, 1941 the Authority agreed to pay the City an amount of $465,173.87 in lieu of taxes in connection
with Inland Terminal No. 1 for the period from the dates of acquisition of property to June 30, 1940, and is obligated to make annual pay-
ments of $60,064.10 thereafter. The amounts provided therefor in the accompanying financial statements are in accordance with the above-
mentioned agreement. Accordingly, the statement of net revenues includes no deductions for depreciation, amortization, or taxes, except as
indicated above, and the amount of net revenues is appropriated for or allocated to various reserves for the benefit of bondholders in accord-
ance with the agreements with such bondholders. The accumulated net revenues, as above defined, to December 31, 1940 are shown in the
accompanying balance sheet under reserves which also indicates the various reserves and other purposes 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 sum-
mary of reserves (Exhibit 3) fairly present the assets and liabilities of The Port of New York Authority at December 31, 1940, and its revenues,
expenditures and appropriations of the net revenues for the year ended that date, on the basis of the accounting policies set forth in the pre-
ceding paragraph.

(Signed) ARTHUR ANDERSEN & CO.

New York, N. Y.,
February 24, 1941.
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EXPENDITURES FOR FACILITIES (Including all net debt discount 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):

AT Kl B GES, s ot s s s 0o Sl 5 el N ree 1o oele x sl momiare Eraian sl e e B $17,271,505.70

BAYONNE BIIAGE. . aieioin s st o eimin i st w svas 15 snise x brecs i irals ¥ e & Svisn siabs weiis sladhte WA St s ot & 13,140,648.88

George Washington Britlge. . . . v vt .t sieie  wioie s sioie s sl o siase o miain oaimie siace s aten = oia'e o siaia s 61,802,911.35

Inland Terminal No. 1 (Port Authority Commerce Building). ... ..ot 16,428,966.11

Holldnd TUnteli s s oo o 20l 7 v 3 s €ioimie = linie e im e aiote e s ts o 50,816,987.29

Lincoln Tunnel (completion of North tube authorized by Commissioners in January, 1941). ... ... ... 70,985,429.77
$230,446,449.10

BALANCE OF PROCEEDS FROM SALES OF BONDS AND MISCELLANEOUS FUNDS AVAILABLE FOR

SPECIAL PURPOSES (See Note 5)—Cash in banks (principally.time deposits) . . . ...ttt 65,431,362.69

CURRENT ASSETS AVAILABLE FOR DEBT SERVICE AND GENERAL CORPORATE PURPOSES:

Cash in banks and on hand . . . .. ..ot $ 7,560,930.79
Investments 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 ($2,362,000 principal amount)—quoted market
Value S 2 4 A G OO e o i e s e s e e 2,383,211.27
Municipal bonds, at cost—quoted market value $76,720.00. . . .. .. 77,480.00
Accounts and accrued interest receivable. . .. ... ... ... 91,327.91

10,112,949.97

SINKING FUNDS (See Note 4):

Cashiln banksi(including fifie deposits) v b s s Dbt 2o 5 s S e s i e $ 5,674,256.95
The Port of New York Authority bonds, at cost or quoted market value at date of internal issuance in
exchange for bonds previously reacquired ($2,024,000 principal amount)—quoted market value

$2,088,927.50......... NN B Rel el T~y ol Kol et o s e ) sl 2,074,855.36

2, 749,11.2:31

OTHER ASSETS AND MISCELLANEOUS UNADJUSTED ITEMS:

Deposits with paying agents for unredeemed bonds and interest coupons. . .................... $ 338,691.25
Mortgages receivable and miscellaneous investments. . . ... ... .. ... 258,294.29
PFrEP QI IOSULARCE; B1C:. . ...+ 1eie » e o ions siaiis momiere svuisce SUmim s sias o ES5e < S1o0E 51 Siate 5 S0 & Brans Satdty o s 103,439.24
— 700,424.78

$314,440,298.85

CONTINGENT LIABILITIES REPORTED AND OTHER NOTES The foregoing does not include amounts necessary to complete the construction of

(1) Contingent liabilities and construction commitments at December 31, 1940, as the north tube of the Lincoln Tunnel, completion of which was authorized by the
reported by the management, were as follows: Commissioners on January 16, 1941. Estimates of the cost of completion of

(a) Estimated amount payable on a claim for additional compensa- the north tube range from approximately $5,400,000 to approximately

tion on construction work completed. . . vuuuuuursrerensns $ 149,000 $8,800,000 depending upon the extent of approach work to be undertaken.

(b) Condemnation 'awards and contracts coverin urchase of Subsequent to December 31, 1940 the Authority received $50,906.82 from the
g P b

REO DBy e R N i e oot oo 15l o)) wls e ey <ella ¥ (oL [a 45 ) Fllohw re 1,500 Federal Works Agency in aid of construction of Lincoln Tunnel approaches,

which amount applied to expenditures made or liabilities recorded for con-
struction work performed to December 31, 1940,

(c) Contingent liabilities relative to acquisition of certain easements,
payable if and when the owners of the properties elect to have

ce;:tuin construction work performed—not to exceed....... 558,000 (i) The Holland Tunnel was constructed jointly by the States of New York and New
(d) Penf:hng lawsvits (substantially covered by insurance or indem- Jersey and, in connection with construction of the Holland Tunnel and the Cam-
Nty ogreements) i it sn b s e e s e e e s et el e 280,000 den-Philadelphia Bridge, the State of New Jersey issued its Highway Extension

(e) Estimated obligation to indemnify certain contractors for New

] Bonds under legislative authorization which required the establishment of a
York City Sales Tax in connection with certain construction

sinking fund for the payment of these bonds at maturity and contained the further
contracts in the event that such taxes are imposed and upheld . 15,000 provision that, after payment of the annual interest on the bonds, the State of
(f) Estimated cost of construction of certain highway connections and New Jersey's one-half share in the remaining net revenues of the Holland
p!cwing work, etc., relative to New Jersey approaches to the Tunnel would be paid into the aforementioned sinking fund. In connection with
LinCOIA T ORI vre ieis mia torelal sy wie? olaael s ools e atatat a6 ie orara la A e o Te 650,000 acquisition of control of the Holland Tunnel in 1931, the Authority paid to the
(g) Estimated commitment in connection with proposed construction New Jersey Sinking Fund Commission an amount which, taken with the amounts
by The City of New York of a protective pier over the Lincoln already accumulated in the State Sinking Fund, aggregated a sum sufficient
FUrnel i s e eterars e alals ST O S O e e 0 600,000 to pay the principal amount of the aforementioned State of New Jersey
(h) Estimated cost of construction of 179th Street Tunnel in connection Highway Extension Bonds. In consideration of this payment, the State of New
with the George Washington Bridge which the Authority is Jersey agreed to assume in full the obligation as to interest and principal of
obligated to undertake under agreements with The City of the said bonds. As a result of the payment and agreement referred to, the
New York. The Authority is obligated to build this tunnel when statutory provision whereby one-half of the net revenues of the Holland Tunnel
traffic through the 178th Street Tunnel, which was completed is subject to lien of the State of New Jersey Highway Extension Bonds has
in June, 1940, exceeds six million vehicles in a twelve months become largely academic in the opinion of the management. Such lien is not
period. In the opinion of the management, it is unlikely that operative unless the State Sinking Fund for the payment of the bonds, and the
traffic through the 178th Street Tunnel will reach the afore- interest thereon, prove insufficient to pay the principal and interest of the High-

mentioned volume until after a long period of years........ 3,100,000 way Extension Bonds. In case of such deficiency, the lien is further not operative
———————— unless the State of New Jersey defaults in its undertaking to make good any

$5,353,500 deficits out of other funds.

DECEMBER 31, 1940 exuisit 1
Liabilitios

FUNDED DEBT (Schedule 1)—(See Note 5). ...\ttt ittt en e eeaneasaasssasasnnsssssssnsssosssnnsens $255,001,777.78

SUBORDINATED LIABILITY FOR ADVANCES IN AID OF CONSTRUCTION AND FOR PRELIMINARY
STUDIES AND SURVEYS (See Note 2):

Stette Of INEW NOBK i ois & sios olatsis e sArile s e eiiahs, woialhe i o) Weah dl STs Setlo.sene s OmiIvS SOAGeA Eirie b i $ i,ggg,gégég
State OFf NeW JerseY. . . . .. com o ois sinie o onie s oiie o slois o sisia & s & sieie o/siate s levala slaals wraraie wieie s y ; L 8,599,840.17
CURRENT LIABILITIES:
Accotnls, POYOBE: (i & lan s wete e 2leisis win & SIS e b e s saeins) siolis $0tA s mivie Blloals eecs b ziat $ 76,687.06
Construction costs retained and estimated amounts accrued under construction contracts. . .. ....... 48,486.29
Accriadiintereston TONAEE rdBBT. iiiv:: i « wwemi i vhims = s s vistsig 5 =rmos 3 S Snoan otama m s sin s Fs 1,752,169.56
Accrued liability for contribution to employees’ retirement system (See Note ) A, e i igg,;gggg
Liability in lieu of taxes (for current and prior LT L P I o, A . Wty wperiognll | i e e " g 2 670,681.18
DEFERRED LIABILITIES AND MISCELLANEOUS RESERVES:
Unredeemed bonds and interest COUPONS. . . <.« v <o o ~iois & siats & 5ics 5 alels & sals o wiv wluce o sl 3 wlsls o oo $ 344,711.25
Reserve for self insurance (workmen’s compensation and certain minor items). . . ................ 246,951.75
Reserves for depreciation of automotive equipment, for painting of bridges, etc.. . .............. ?gé,gggég
i i L oy e T, o e e L B Dt e o e e A ' .
Unredeemed tickets and miscellaneous deposits 1,063.646.52
RESERVES (See paragraph 3 of auditors’ report)—(Exhibit 3):
SINKING FUNT TESEIVES.. . ,..i « ool o i ciinss s aUseal s o S1ala o) oA Rl asars 4 Hoats & wikica S\t wiuiinis Sncidlal st $ 7,749,112.31
OBErtiNg (MESBINES s 5 o sy By swhane dhe mmmsdioet s Bt SN s smrensiyi ren -t DR e 251,611.04
S ONETal TOSETYE, s ke i ¥ hiars oo o Gl rass eI SN aa ks Sale i ia il e W SHaANeY 63w o) sicale o) asda E 5,064,638.06
Reserves applied to retirement of debt, payment of debt service, etc., less deficit accounts of certain
FECIHES, . o o b o o b Beoi e e et o Siasabie S st ol sl ] AEATE K WA (€ SRR 8 WS ke e taA A SR 4 e 29,991,807.98
OO o o e e e s W o s S % BEATE VA Ve | W S W el Bl A e e MR e T S iy s S $43,057,169.39
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 herefrom pending consummation of the complete program and deter- e
minohon of Andl disPoSIION - < s & 55is & e & Slels SHEaTs & sala Sl <hulsrs v e siaiansheisns atuzors o &silb b piois . ' . 36,276,267.13
EXCESS OF LIABILITIES TO STATES OF NEW YORK AND NEW JERSEY FOR ADVANCES IN AID OF CONSTRUCTION OF
GEORGE WASHINGTON BRIDGE, OVER THE PRINCIPAL AMOUNT OF SERIES F AND FF BONDS ISSUED TO THE
STATES IN SETTLEMENT THEREOF, LESS EXPENSES RELATIVE THERETO AND INTEREST ON SERIES F AND FF BONDS TO iio
DEGCEMBER 31, TR0 .« v ccis & suie o simis sinens shings & wioce 3 sysis & arisgs s wieie sinaie Sisimre scecs 8 Sabis 5 S50 5 Hw0sl ) 004 wiagelial aduca 3 suia o) ofta 3,577 ,964.
FEDERAL GRANTS AND APPROPRIATIONS BY STATES OF NEW YORK AND NEW JERSEY IN AID OF CONSTRUCTION OF 28
LINCOLN TUNNEL AND GEORGE WASHINGTON BRIDGE. . . .. ... ittt iiiiiiin e Z;290,121:
CONTINGENT LIABILITIES AND CONSTRUCTION COMMITMENTS (See Note 1)
$314,440,298.85
(2) The subordinated liability for advances in aid of construction and for preliminary Authority an amount equal to the unpaid advonc'eS_ ($299-92_1-9_7] made 'bY
studies and surveys includes $8,299,918.20 representing advances made in the States of New York and New Jersey for prehmmur_y studses: in cormef:ho;
connection with the Arthur Kill and Bayonne Bridges which are not repayable with the George Washington Bridge will hav.e to be n:mmtcmed in the Series
until the earnings of such projects have been sufficient to pay interest, sinking Sinking Fund until such advances are repaid or satisfied—see Note 2.
n d i ts; i to date of the Arthur Kill
:Jndd B(;:ronir:*Burri‘::;e:el'ls:::enorfgt;;:r::#i:ie:f:;l;?::sy l:,on; iEt;est.eTherb:lrance (b) Payments into the Series D Sinking Fund to December 33 19:40 were $1,337,655.?3
of $299,921.97 in this account represents advances for preliminary studies less than required by the provisions of the ug'reement with the I:lolde_rs of Series
and surveys in connection with the George Washington Bridge which are not D Bonds. However, Series D Bonds maturing in ]"?36 to 1940, inclusive, aggre=
required to be paid until all Series B Bonds have been retired—see Note 4(a). gating $1,500,000 have been refunded, of which $1,169,000 were pledged
as collateral to General and Refunding Bonds at December 31, 1940 and
(3) In April, 1935, the Authority adopted a pension plan for its employees providing $331,000 had been refired. As indicated in Note 5, Series D Bonds have been
for participation in the New York State Employees’ Retirement System. It was called for redemption on March 1, 1941.

provided that for a thirty-year period the Authority should pay an annual
deficiency contribution to the System in lieu 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 contributions are being charged fo expense (5) The balance of proceeds from sales of bonds and miscellaneous funds are available

currently. for special purposes as set forth below:

(c) The balance in the Series E Sinking Fund is to be used in connection with the re-
demption of Series E Bonds on March 1, 1941—see Note 5.

Available for refunding of the following bond issues called for

(4) Balances in the various sinking funds at December 31, 1940 were as follows: redemption on March 1, 1941 and for purposes incidental

(a) Series B Bonds (George Washington Bridge). ...c.ovvvvvnnn $1,464,420.43 thereto including the payment of interest on the bonds to be
funded—
(b) Series D Bonds (Inland Terminal). «vvvevencrrinennorenasss 81,344.77 rencs

(c) Series E Bonds (Holland Tunnel). « v civivenrunennereanenns 6,203,347.11 Series D, 41/ %, Serial Bonds (Inland Terminal No. 1). .. ...... $ 7,409,799.36
Series E, 4149 Serial Bonds (Holland Tunnel}—see Note 4(c).. 25,445,225.41
$7,749,112.31 General and Refunding Bonds, First Series, 477, dve 1975..... 27,596,813.01

Available for refunding of Series F and FF Bonds, 39, due
March 1, 1941 and for purposes incidental thereto...... ves  3,946,876.21

Available for construction and for purposes incidental thereto. .. 1,032,648.70

(a) As indicated in Schedule 1 there were no Series B Bonds outstanding at December
31, 1940 but $35,327,000 of such bonds were held alive and pledged as $65.431.362.60
collateral to General and Refunding Bonds. In the opinion of counsel for the )
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NEW YORK-NEW JERSEY INTERSTATE BRIDGE BONDS:

Series A (Arthur Kill Bridges)—4Y29, serial bonds called for redemption March 1, 1936

Series B (George Washington Bridge)—

49, serial bonds called for redemption December 1, 1936
427, serial bonds called for redemption November 1, 1939
Series C (Bayonne Bridge)—49, serial bonds called for redemption January 3, 1938

-

..........................

.............................................

NEW YORK-NEW JERSEY TERMINAL BONDS, SERIES D (Inland Terminal No. 1)—4% Y, serlal bonds due 1941-1960

(called for redemption March 1, 1941)

NEW YORK-NEW JERSEY INTERSTATE TUNNEL BONDS, SERIES E (Holland Tunnel)—4% 9, serial bonds due 1941-1940

(called for redemption March 1, 1941)

GENERAL AND REFUNDING BONDS:

First Series, 49), due 1975 (called for redemption March 1, 1941)

Third Series, 329, due 1976

Fourth Series, 39, due 1976

...............................................
................................................

...............................................

SPECIAL REFUNDING BONDS, SERIES G—1.107, serial bonds due 1941-1945 ($800,000 due October 1, 1941)

THE PORT OF NEW

(Less Principal

10,352,000.0
15,669,000.0

42,000,000.0
1,161,000.0
2,777,777.7
4,000,000.0

STATEMENT OF FUNDED DEBT—
Amount Avthorized

Amount Retired)

$ 12,200,000.00

} 45,327,000.00

0

0

0
0
8
0

26,103,000.00
17,500,000.00
82,500,000.00
50,000,000.00
48,735,000.00

NOTE: Matured and called bonds for which redemption funds are on deposit with paying agents but which have not been presented

i
=
|
E

STATEMENT OF NET REVENUES

Particulars

GROSS OPERATING REVENUES:
Vehicular tolls from bridge and
tunnel facilities
Rental income:
Fromitenants. . .. oo v
From The Port of New York
Authority, .. .............
Miscellaneous

OPERATING EXPENSES. . .....

Net operating revenues. . . .
OTHER INCOME, LESS OTHER
DEDUCTIONS (Including $60,-
437.98 provided in lieu of
Yaxes): iy sidiass s Bl

o] 0= ] I R I
INTEREST ON FUNDED DEBT . .

Net revenues available for
sinking fund reserves for re-
tirement of debt and for other
appropriations in accordance
with statutory requirements
and agreements with bond-
holders (see paragraph 3 of
auditors' report). . ........

APPROPRIATIONS AND ALLO-
CATIONS OF NET REVENUES:

To sinking fund reserves

To general reserve

To deficit accounts. . .. . ... ....

For additions to property accounts

Net revenues transferred to re-
serve accounts (Exhibit 3). . .
To insurance reserve

...........

Total, as above

Series B, 47, serial bonds called for redemption December 1, 1936
Series B, 4129, serial bonds called for redemption November 1, 1939 .
Series C, 49, serial bonds called for redemption January 3, 1938
Series D, 4% 9, serial bonds matured March 1, 1938
Series E, 4% 9, serial bonds matured March 1, 1938 .

AND APPROPRIATIONS THEREOF FOR THE YEAR ENDED DECEMBER 31, 1940

R R T L e s L ot Rl

SR s N =TS

Inland Terminal

EXHIBIT 2

) George No. 1 General Reserve
Combined Aril.lur Kill Ba?onne Washington Holland Lincoln (Port Authority Fund and
Bridges Bridge Bridge Tunnel Tunnel Commerce Building) Insurance Fund
$15,309,742.61 $480,571.27 $284,937.29 $4,757,919.90 $7,380,962.75 $2,405351.40 $ ........... DR e
L2 dDSLIN e o Pl ol neie it e srecrs el T KR M o N o ST 1,230,052.91
83,323.80
e A e e e o e e et 83:323. 800
36,519.83 14,631.90 60.55 3,657.64 18,064.91 S 7 58 e N ol L S B i s
$16,659,639.15 $495,203.17 $284,997.84 $4,761,577.54 $7,399,027.66 $2,405,456.23 $1,313,376.71 BRI e s
3,603,205.22 114,202.91 76,163.83 649,135.64 1,620,508.37 661,029.83 482,164,648 i e
$13,056,433.93 $381,000.26 $208,834.01 $4,112,441.90 $5,778,519.29 $1,744,426.40 $ 831,212.07 L — —_—
272,491.99 79.37 217277 109,881.74 74,787 .98 20,326.36 62,291.57 127,535.34
$13,328,925.92 $381,079.63 $211,006.78 $4,222.323.64 $5,853,307 2_7 $1,764,752.76 $ 768,920.50 $
; ! : . i ; : : s 5 ; ; 3 ; 127,535.34
6,904,079.72 528,640.00 366,070.00 1.404,742.50 1,792,083.32 2,147,840.00 655,415.00 9,288.90
$ 6,4?4,846.20 $147,560.37 $155,063.22 $2,817,581.14 $4,061,223.95 § 383,087.24 $ 113,505.50 $118,246.44
$ 4,598,807.29 $.......... G e Bl o $2,817,581.14. $1,700,000.00 $........... $ 81,226.15 L Y
2,454,506.39 .. .. ... 2;361,2231951 0 e e e e 93,282.44
685,710.83  147,560.37  155,063.22 .. .. .o BB08F. 24 i s i s s
82,2708 L BN N 1 H " 32)079/35 i e e
$ 6,399,882.20 §/47,560.37 §155,063.22 $2,817,581.14 $4,061,223.95 § 383,087.24 $ 113,505.50 $ 93,282.44
2E964000 i T0h i i e e 24,964.00
$ 6,424,846.20 §147,560.37 $155,063.22 $2,817,581.14 $4,061,223.95 § 383,087.24 $‘I'(8,2:16.44

$ 113,505.50

i

Amount Issued
{Less Principal
Amount Retired)

$ 12,200,000.00

15,000,000.00
20,327,000.00
10,352,000.00

15,669,000.00

42,000,000.00
1,161,000.00
2,777,777.78
4,000,000.00

26,103,000.00
17,500,000.00
75,585,000.00
39,848,000.00
48,735,000.00

$331,257,777.78

DECEMBER 31,

1940
Bonds Refunded
Through Issuance
of General and
Refunding Bonds
and Pledged as

Collateral Thereto
(See Note)

$12,200,000.00

15,000,000.00
20,327,000.00
10,352,000.00

8,436,000.00

9,941,000.00

.............
.............

.............
.............
-------------
.............

$76,256,000.00

YORK AUTHORITY

AMOUNT OUTSTANDING AT DECEMBER 31, 1940

Held by
the Public

..............

..............

7,233,000.00

32,059,000.00
1,161,000.00
2,777,777.78
4,000,000.00

26,103,000.00

“15,793,000.00

73,834,000.00
38,920,000.00
48,735,000.00

$ 250,615,777.78

to December 31, 1940 are reflected in the above statement as follows:

Balance, December 31, 1939

Included as
Pledged Bonds

$ 1,000.00
73,000.00
100,000.00
5,000.00

...........

SUMMARY OF RESERVES FOR THE YEAR ENDED DECEMBER 31, 1940

Particulars

............................

Held in Funds
of The Port
of New York
Authority

............
............

............
............

1,707,000.00
1,751,000.00
928,000.00

$4,386,000.00

Deducted from Amounts
Avuthorizéd and Issued

5.000.00
15,000.00

" 5,000.00
28.000.00

$53,000.00

Appropriated net revenues for the year ended December 31,
1940 (exclusive of earnings of $24,964.00 on insurance fund

transferred to insurance reserve) from Exhibit 2

Excess 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 47, Bonds (George Washington Bridge)..........
Series D 414 9, Bonds (Inland Terminal No. 1)
Series E 414 9, Bonds (Holland Tunnel)

Appropriations of General Reserve:
For 1940 sinking fund requirement on General and Refunding
Bonds, First Series, 49, due 1975—$364,000 principal

T ORI o o bl i e s M ok oAl e ia) w T aisalos Ll o 3 e s at mcaZostyrrdl 370

For retirement of $327,000 principal amount of General and

Refunding Bonds, First Series, 49, due 1975

For retirement of $1,284,000 principal amount of Special

Refunding Bonds, Series G
For additions to property accounts—George Washington Bridge

For payment of interest and additions to property accounts—

Inland Terminal No. 1

For payment of interest on Series F and FF Bonds

Expenses in connection with funded debt refunding and con-

solidating program:

Premium paid on bonds refunded
Net premium on refunding bonds issued
Miscellaneous expenses (net)

Interest on refunding bonds ($1,344,531.04) from date of
issuance to call or maturity date of refunded bonds less
interest ($581,829.69) on refunded bonds acquired before

call or maturity date

.............................

Balance, December 31, 1940 (Exhibit 1)

..............

--------------

7,233,000.00

32,059,000.00
1,161,000.00
2,777,777.78
4,000,000.00

26,103,000.00
17,500,000.00
75,585,000.00
39,848,000.00
48,735,000.00

$255,001,777.78

Reserves Applied

EXHIBIT 1
SCHEDULE 1

EXHIBIT 3

Expenses in

Sinking To Retirement of Connection with

Fund Operating General Debt, Payment of Funded Debt

Total Reserves Reserves Reserve Debt Service, Etc., Refunding and

Less Deficit Accounts Consolidating

of Certain Facilities Program

$31,945,822.83 $6,256,305.02 $251,611.04 $5,166,959.92 $24,978,664.72 $4,707,717.87
6,399,882.20 4,598,807.29 ..iiiiicaee 2,454,506.39 65383148 i .
A O I e e B F4649 ol ciaEnaeese | G ateasiisalatey
............. 220000000000 cmivanviietin: | SicansTmsars eyal 2,000,000.00
............. 106,000.00 ........... .« ..oiieninnn 106,000.00
............. LO001000.00 ... omsn eemsamaih caies 1,000,000.00 A e S
.................................... 388,129.07 388,129.07
.................................... 348,676,39 348,676.39
.................................... 1,284,000.00 1,284,000.00 A I
........................ 250,781.54 250,781.54
........................ 125,000.00 125,000.00
.................................... 163,987.74 163,987.74
BT 260 0T o s S e A ais| | elsidieratsiesiatatanerol [ eTlsdal oiutielRte i zes 1,550,726.01
SR BBT IO i a e aner s e el hsiate it st e sa | nsere-mbaimaeuie iyt 253,387.36
e R L W el ey R L e A O 13,144.39
O D e pt e lsave casoreyadeieth miaton) Wiasere e olenauteiatemni f I ozt qtoter o e e e are 762,701 .35
$36,276,267.13 $7,749,112.31 $251,611.04 $5,064,638.06 $29,991,807.98 $6.,780,902.26




DESCRIPTION OF Jﬂﬂé/@/@@// OUTSTANDING AS AT MARCH 1, 1941°...

L Sa=—% e e =R o= e e

INTEREST
INTEREST CALLABLE AMOUNT COST TO
DESIGNATION DATED MATURITY AMOUNT (E) FISCAL AGENTS ON 30 DAYS' NOTICE (A) SOLD (F) DATE SOLD PORT GENERAL FEATURES
Rate Payable OUTSTANDING r AUTHORITY
Genet:ul and Re- | 3rd Series | May 1, 1936 May 1, 1976 3%2% May 1 and Nov. 1 $17,500,000 Paying Agent— At 103, on May 1, 1941 and on or $17,500,000 May 1, 1936 3.5079, ® Exempt, in the opinion of General Counsel and
funding Bonds Central Hanover Bank & before May 1, 1945; Bond Counsel, under the Constitution of the United
Trust Company. iThereafter at 102, on or before States, as now in force, from any and all taxation
May 1, 1950; . (except estate, inheritance and gift taxes) now or
Registrar— Thereafter at 101, on or before hereafter imposed by the United States of America
Manufacturers Trust Com- B May 1, 1955; unless the States of New York and New lJersey
pany. Thereafter at 100 to maturity. consent to such taxation; and under the Treaty of
i 1921 and supplemental legislation, from any and
. all taxation (except estate, inheritance and gift
General and Re- | 4th Series | Dec. 15,1936 Dec. 15,1976 3% June 15 and Dec. 15 $75,585,000 Paying Agent— FAt 103, on Dec. 15, 1941 and on or $10,000,000 Dec. 15, 1936 2.8389, taxes) now or hereafter imposed by the States
funding Bonds . The Chase National Bank | before Dec. 15, 1945; (B) 17,500,000 June 15, 1939 2.9249, of New York and New Jersey or by political sub-
of the City of New York. RThereafter at 102, on or before 33,000,000 Mar. 1, 1940 ‘ 3.0229, divisions thereof.
Dec. 15, 1950; ' 9,000,000 July 26, 1940 3.06%,
Registrar— SThereafter at 101, on or before } ® Eligible, in the opinion of General Counsel of
City Bank Farmers Trust 8 Dec 15, 1955; the Port Authority and Bond Counsel, under exist-
Company. SThereafter at 100 to maturity. ‘ ing legislation, for investment in New York and New
A S - - | Jersey for state and municipal officers, banks and
savings banks, insurance companies, trustees and
Genefﬂ' and Re- | 5th Series | Aug. 15,1937 | Aug. 15,1977 3% 9, | Feb.15and Aug. 15| $39,848,000 Paying Agent— FAt 104, on Aug. 15, 1942 and on or $15,000,000 Aug. 15,1937 3.2719 other fiduciaries; and for deposit with state or
funding Bonds City Bank Farmers Trst 8 before Aug. 15, 1946; (C) municipal officers or agencies for any purpose for
Company. SThereafter at 103, on or before which the deposit of bonds or other obligations of
L Aug. 15, 1951; the States of New York or New Jersey, respectively,
Registrar— Thereafter at 102, on or before | is now or may hereafter be authorized.
The Chase National Bank & Aug. 15, 1956; |
of the City of New York Flhereafter at 101, on or before : ® Coupon bonds, registerable as to both principal
L Aug. 15, 1961; and interest, or as to principal alone and if so regis-
.i hereafter at 100 to maturity. | tered, convertible into coupon bonds in accordance
=L (RS T . | I with the provisions for registration endorsed thereon.
General and Re- | 6th Series | Dec. 1, 1940 Dec. 1, 1975 3%, June 1 and Dec. 1 $48,735,000 Paying Agent— At 103, on Dec. 1, 1941 and on or $27,750,000 Dec. 19, 1940 2.9149, ® General and Refunding Bonds are direct and
funding Bonds City Bank Farmers Trus LThbefore Dec. 1, 1945; (D) ’ i j general obligations secured by:
Company. ereafter at 102, on or before | | (a) Full faith and credit of the Port Authority.
§ Dec, 1,1950; | (b) Revenues of George Washington Bridge,
Registrar— Thereafter qt 101, on or before | | Lincoln Tunnel, Holland Tunnel, Arthur Kill
The Chase National Bank § Dec.1,1955; '. ‘, Bridges, Bayonne Bridge and Inland Termi-
| of the City of Newﬂhereuﬂer at 100 to maturity. : : nal No. 1.
- - = = CI Y I (c) General Reserve Fund.
] L . ..., 7 : (d) Special Reserve Fund for General and Re-
Spﬁecml Refund- Series G Oct. 1, 1940 Oct. 1, 1941 1.109, Apr. 1 and Oct. 1 $ 800,000 Paying Agent— ~ $5,284,000 | Oct. 1, 1940 | 1.079, ; funding Bonds.
ing Bonds Oct. 1,1942 800,000 J. P. Morgan & Co., Inc. | |
| | Oct. 1, 1943 800,000 NON-CALLABLE | . i ® Special Refunding Bonds are direct and general
Il Oct. 1, 1944 800,000 Registrar— j | obligations secured by:
Oct. 1, 1945 800,000 The Chase National Bank - | | (a) Full faith and credit of the Port Authority.
| L | of the City of New York | | (b) General Reserve Fund.
=T FPYSPRE, Ty TR ST O T _ s | | | =
NOTES: * OL;Lsfc:;;dii:ng Ifunded Debt as of March 1, 1941—$185,668,000. Excludes bonds acquired and pledged as collateral security under | {g] Subject to redemption prior to August 15, 1951, only through the operation of the Sinking Fund. ‘
t‘ (A) Noti:e ;"f li:l::;nig z’;gi:z;noto be poblithad twice: rot lem thak 30 FoL M . ] Subject to redemption pr.ior to Det.:ernber i 1.945, o.niy through the operation of the Sinking Fund. ‘
, ; ore than 45 days before the date fixed for redemption, Includes bonds sold publicly or privately, or issued in exchange for other bonds. 1
qnd not less ’fhap 10 nor more than 20 days before said date. Amounts shown are only those bonds which were sold by public sale. In addition thereto, bonds have been issued from time to time by exchanges. |
(B) Subject to redemption prior to December 15, 1950, only through the operation of the Sinking Fund. |
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LITHOGRAPHED IN NEW YORK, N. Y., BY ROGERS-KELLOGG-STILLSON, INC.









