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The Honorable Alfred E. Driscoll, Governor, and the Members 
of the Legislature of the State of New Jersey: 

The New Jersey Turnpike Authority submits herewith its 
Second Annual Report covering the calendar year of 1950 in 
accordance with the provisions of the statute. This report 
supplements our First Annual Report filed as of the close 
of 1949 which covered the nine months' period from the date 
of our organization on March 31st to the close of that year. 
The accomplishments of the Authority as now recorded 
therefore cover a total period of twenty-one months. 

With the submission of this report, the Authority wishes 
again to express its appreciation of the guidance given by 
the Governor, the cooperationand support of the Legis
lature, and the help of many officials and employees of the 
State, Counties, and Municipalities. Without such encour
agement and cooperation the progress made to date would not 
h~ve been possible. 

We have now reached a milestone :rrom which we can 
searchingly review the past and more intelligently survey 
the future. It is with these objectives primarily in mind 
that we have prepared this current report in greater de-tail 
than was previously possible. 

The important details of preliminary organization, 
studies as to the necessity of toll road construction and 
initial engineering, and traffic and revenue studies were 
largely completed before the 1949 year end. We had also 
advanced at that time to the point of determining the Turn
pike alignment, and selecting engineering consultants and 
were proceeding with -the design of the Turnpike. 



Nineteen-fifty has been another year crowded with 
satisfying accomplishment and decisions on major policy. 
Supplemental legislation was speedily provided by the 
Legislature and financing was achieved on a forward-com
mi tment basis. With funds in hand and assured, we have 
proceeded rapidly with land acquisition, design and con
struction. All of this is comprehensively covered in this 
report. Financial statement and audit are also included. 

The question most frequently put to the Authority is 
whether the Turnpike will be opened to traffic on schedule 
in November 1951. We are pleased to report that it will be, 
barring further delays occasioned by the current world 
situation. Because of priorities established for the 
military, there has been some doubt as to the ability of the 
steel suppliers to fulfill their contract obligations to 
the Authority. Until recently there was no provision for 
preferential consideration of defense facility projects 
such as ours. During the past few weeks, however, there have 
been indications that a system of priori ties will be set up to 
expedite the construction of strategic highways and bridges. 
We are of the opinion that the New Jersey Turnpike will be 
in a preferred position in this regard because of its im
portance to the transportation of war material, and its 
essentiality to the evacuation of civilians from densely 
populated areas in the event of enemy at tack. We have ap
plied for this priority and are currently prosecuting this 
application diligently. 

With design and engineering problems in the stage of final 
completion and with construction work in the field well 
advanced, we would like to stress here some of the other im
portant matters which are now having our attention. 

The inflationary spiral brought about by the Korean and 
world situations had its impact upon our project following 
June 25, 1950, and the overall cost of the construction of 
the Turnpike will be greater than anticipated. Additional 
bonds will be sold to cover this increased cost. 

Continuing studies have been under way for months and the 
Authority will soon reach decisions on the remaining 
problems to be resolved. Among such problems are the fixing 
of speed limits, the establishment of toll rates to be 
charged, determination of policing arrangements, comple
tion of design and contract for the construction of ad
ministration, concession and maintenance buildings. The 



advertising and award of concession contracts must be 
undertaken earlier than anticipated because of the time 
now required to obtain necessary supplies and equipment. The 
selection and employment of operating and maintenance 
personnel and the purchase of maintenance equipment will 
receive accelerating attention. These are examples cf the 
vast amount of worlt still to be done before the Turnpike can 
be opened to the public. 

While the Authority and its staff must concentrate on the 
New Jersey Turnpike, studies of the following will be 
brought nearer to completion: 

(a) A connection with the further easterly extension of 
the Pennsylvania Turnpike. 

( b) Extension of the Turnpike northerly to connect with 
the New York State Thruway. 

( c) An extension of the Turnpike across Newark Bay to · the 
Hudson County Peninsula. 

( d) Other toll road facilities as directed by the Legis
lature to serve other sections of the State. 

Much has been accomplished during the comparatively 
short period since the Turnpike Authority ca.me into being. 
Still more must be done in the months immediately ahead to 
complete the work now underway and in the study of exten
sions and further projects. 

The Port of New York Authority, the Pennsylvania Turnpike 
Commission, the Delaware Memorial Bridge Commission, the 
Maine Turnpike Authority and other agencies have extended 
to us every courtesy and much helpful advice. 

The Department of the Army and the State Department of 
Conservation and Economic Development, both of whom have 
jurisdiction over stream crossings, have rendered prompt 
and equitable decisions. 

The Commissioners desire also to thank and commend the 
members of the staff, the engineering firms, the legal and 
financial advisors, appraisers, negotiators, title com
panies and others engaged by the Authority, for their loyal 
assistance and their devotion to duty. 
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All in all it has been a rather remarkable year. · We are 
indeed grateful to all who have helped so much and we look 
forward with confidence to a very exacting and dif'ficul t 
year in 1951 but yet one which will see the completion of the 
New Jersey Turnpike on the scheduled date. 

Respectfully submitted, 

George F. Smith, Vice Chairman 

111~~~ 
Maxwell Lester, Jr., Treasurer 

January 24, 1951 
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ON JANUARY 30, 1950 the Authority 
submitted its First Annual Report, covering 
the period from March 31, 1949, when the 
Commissioners were appointed and the 
Authority was organized, to the end of that 
calendar year. The report was submitted 
in compliance with the provisions of "The 
New Jersey Turnpike Authority Act of 
1948" (Chapter 454, P.L. 1948). It re
viewed the initial meetings of the Authority, 
described the preliminary engineering and 
the traffic and revenue studies, the general 
conclusions reached with respect to costs, 
the suggested schedule of reasonable toll 
charges and the feasibility of the project. 
The engineering reports indicated that the 
cost of the Turnpike, originally estimated 
at $230,000,000, could be amo1tized within 
a period of twenty-four years after it was 
opened to traffic. This estimate of cost 
was contained in the preliminary engineer
ing surveys to determine the feasibility of 
construction and th~ a~ility to finance the 
Turnpike. The · reports were completed in 
the re~ord time of four months, and pre
sented :to the Authority in September, 1949. 
The estimate was based on general plans 
only, and without the benefit of detailed 
surveys and prices. 

The annual report also listed the national 
engineering firms engaged in design and 
construction and the basic design criteria 
established at that ·time. It described in 
some detail the scope of the studies made 
for fi.nancing the construction of the Turn
pike and the plan finally adopted, the 
decision of the Supreme Court of the State 
on the constitutionality of the Turnpike 
Authority Act, and the need for amendatory 
legisla~ion. It rev~ewed the plans for the 
acquisition of real' estate, the steps which 
were taken to keep the public advised 0£ 
the Authority's plans and operations, and 
described the series of meetings held by 
the Commissioners to discuss the route of 
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the Turnpike in all of the ten counties 
through which it passes. 

The bondholders were kept current! y 
advised of progress during the year by 
interim reports issued for the periods ended 
March 31, June 30, and September 30, 
1950-reports which were required under 
the provisions of the Bond Purchase Agree
ment dated February 17, 1950. Each of 
these reports listed, as of its respective 
date, the contracts which were awarded by 
number, location, amount, and name of 
the contractor, together with a comparison 
of the low bid with the original report 
estimates of 1949 and with the engineers' 
estimates for bid evaluation purposes. 
These reports reviewed the progress of 
design, of acquisition of real estate, and 
of construction operations. The September 
30, 1950, report contained a brief analysis 
of the fifty-two contracts which then had 
been awarded, and pointed out that the 
total contract price exceeded the original 
engineering estimates by $8,556,646. It 
reviewed the reasons for this overrun, 
stating that it had come about because: 
(I) a substantial rise in price levels had 
occurred since the preparation of the 
original estimate of September 1949; ( 2) 
bridges to carry State highways, county 
and township roads had to be enlarged in 
many instances, and the acquisition of 
i·ights-of-way across railroad prope1ties 
had resulted in increased over-all costs; 
( 3) in the completion of construction 
drawings it had been found necessary to 
modify preliminary plans in many in
stances; ( 4) surveys had disclosed the 
need for constructioi:i not previously antici
pated, including certain structures, addi
tional provisions for drainage, and other 
related engineering requirements. 

The September 30 Quarterly Report 
advised that the next report would be the 
Annual Report for the year 1950. 
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THE opm1on of the New Jersey 
Supreme Court, delivered on December 
5, 1949, although sustaining the constitu
tionality of the Act creating the Turnpike 
Authority, held with respect to one of the 
Act's provisions that the State Highway 
Department could not advance funds to 
the Authority, or use them itself, for studies 
and engineering investigations and services 
relating to the New Jersey Turnpike. Since 
the Authority had been functioning on an 
advance of one million dollars from the 
State Highway Department, this opinion 
left the Authority at the close of 1949 
without funds, and made it imperative that 
some temporary financing be arranged 
pending the issuance of the Revenue Bonds. 
Accordingly, with the counsel and assist
ance of Governor Driscoll, whose interest 
in the Turnpike has been so progressive 
and enterprising at all times, and in accord
ance with the ruling of the State Supreme 
Court on December 5, 1949, that the 
Authority had the power to issue Turnpike 
bonds, a ten-year Revenue Bond No. 1, 
in the denomination of $2.000,000, and 
hearing 314 percent annually, was sold to 
the State Funds. This bond carried a pro
vision that it could he called for redemntion 
at anytime on fifteen days' notice. That 
call privilege was exercised on February 
17, 1950 when permanent financing for 
the proiect was concluded. 

As stated in the Annual Report for 1949, 
negotiations with prospective bond buyers 
emphasized the advantages to he gained 
by, and in fact, the imperative need for, 
amendatory legislation. Accordingly, two 
proposed amendments to the New Jersey 
Turnpike Authority Act were introduced 
in the Senate and Assembly of the State 
on January 10, 1950, and were enacted 
into law on January 31, 1950. One amend
ment provides ior certain changes deemed 
essential in connection with the acquisition 
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of property for the right-of -way. It grants 
the Authority a means for gaining quick 
access to properties required for construc
tion, without which the project could be 
materially delayed, and it provides further 
that whenever the Authority takes posses
sion through condemnation, it will deposit 
.in the court the estimated compensation for 
the lands to he taken and, in addition, 
double this amount in a special trust fund 
to assure that funds will be available for 
payment of just compensation as deter
mined by the court. The amendment pro· 
vides also for payment of interest from 
bond proceeds during the period of con
struction when the authority is without 
revenue, and during the first years of oper
ation when revenues may not be sufficient 
to cover debt services and other costs. 

The other amendment was deemed neces
sary in order to modify the northern ter
minus of the proiect from Alpine, New 
Jersey, to State Highway Route 6. The 
Authority, after review of the project, was 
of the opinion that no special purnose 
would he served at the time by defining 
Alnine as the northerly terminus of the 
Turnpike. A primary consideration was 
the obvious desirahilitv of awaitine: more 
definite information with respect to the lo
cation of the New York Thruway and the 
western approach to its proposed Hudson 
River crossing before fixing a terminus of 
the New Jersey Turnpike at the northern 
boundary of the State. 

On February 6 the Authority adouted its 
By-Laws, and the form of Bond Purchase 
Agreement, and authorized the Chairman, 
on behalf of the Authority, to execute the 
Bond Purchase Agreements in accordance 
with the schedule previously · negotiated. 
The authorization provided that the max
imum principal amount of bonds for which 
purchasers should he committed would be 
$220,000,000, and that the princip~l 



amount of bonds to he sold at the first 
closing should he $10,000,000. On Feb· 
ruary 10, 1950 the Authority adopted a 
resolution authorizing the issuance of not 
exceeding $220,000,000 Turnpike Revenue 
Bonds (1950 Issue) and provided that the 
bonds should hear interest at the rate of 
3;i percent per annum and mature on 
January 1, 1985, and that interest shall be 
payable semi·annually on January 1 and 
July 1 in each year until the Authority's 
obligation with respect to payment of the 
principal sum thereof shall be discharged. 

The first call privilege on the bonds for 
the purpose of refunding or redemption as 
a whole is ten years after their date of 
issuance or some 7 to 8 years after the 
Turnpike is expected to begin operations. 
Such redemption would be e:ff ected initially 
at a premium of 3 per cent and at reduced 
premiums thereafter until 1975 when the 
bonds would become callable for any pur
pose without premium. The bonds are 
redeemable from earnings at any time after 
their issuance without premium through 
operation of the Sinking Fund. 

The financing, as arranged, represents 
an unique approach in revenue bond proj
ects. The subscribing investors, including 
insurance companies and six State agencies, 
provide immediately a so-called "forward 
commitment" for the full amount of $220,-
000,000, for which the Authority pays a 
nominal fee of ! of one per cent annually 
on the bonds not issued. 

As the funds are required for the Tum-

Approach Piers for Passaic 

River Bridge, Hudson County 
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pike during its construction, the Authority 
draws against the "commitment" · and then 
issues its definitive revenue bonds for the 
amount borrowed. At the end of 1950 a 
total of $65,000,000 was withdrawn. Be
cause of the "pay-as-you-go" method of 
financing, it is estimated that the Authority 
will effect savings in interest and other 
costs of upwards of $12,000,000 during 
the period of construction and a larger 
amount over the life of the bond issue. 

The bond issue was underwritten by in
surance companies, State funds and others. 
More than half of the $220,000,000 was 
subscribed by New Jersey insurance and 
banking institutions. 

The resolution directed the establishment 
of a Construction Fund to be held by the 
Trustee for the purpose of paym.ent of the 
cost of the Turnpike and Original Feeder 
Roads, and provided for the creation of a 
Revolving Fund in an aggregate amount 
not in excess of $200,000 for payrolls and 
other costs which could not be paid con
veniently from the Construction Fund. The 
resolution also provided for the establish
ment of revenue, operating, interest, inter
est reserve, sinking, and general reserve 
funds, and pledged all surplus revenue to 
secure the payments of the principal, re-

BOND PURCHASE AGREEMENT 

CUMULATIVE 

DATE TAKEDOWN TOTAL 

Feb. 17, 1950 $10,000,000 $ 
Apr. l, 1950 10,000,000 20,000,000 
July 1, 1950 10,000,000 30,000,000 

Oct. 1, 1950 20,000,000 50,000,000 

Jan. 9, 1951 10,000,000 60,000,000 
Apr. 1, 1951 30,000,000 90,000,000 

demption premium and interest on the 
bonds, together with any commitment fees 
agreed to be paid to the purchasers. It 
provided in detail for the specific uses of 
the various funds, for the preparation and 
approval of annual budgets for operation, 
for the establishment and collection of tolls, 
the maintenance of insurance, the employ
ment of a consulting engineer, provisions 
for the redemption of bonds, the appoint
ment of fiduciaries, and other administra
tive functions. 

On February 17, 1950 the first closing 
was held, at which time $10,000,000 in 
Turnpike 35-year 3! percent interest Rev
enue Bonds were executed and issued, and 
the $2,000,000 of Turnpike ten-year Rev
enue Bonds were redeemed. 

The Bond Purchase Agreement estab-
· lished a schedule for the issuance and 
delivery of minimum amounts of bonds 
during the period to and including October 
1952. The closings were scheduled so as 
to provide the Authority with adequate 
funds for construction operations, and at 
the same time, in order to minimize interest 
charges, to issue bonds no more rapidly 
than required by the progress of construc
tion. A comparison with the actual issuance 
of bonds, is herewith shown: 

ACTUAL ISSUANCE OF BONDS 

CUMULATIVE 

DATE TAKEDOWN TOTAL 

Feb. 17, 1950 $10,000,000 $ 
Mar. 30, 1950 10,000,000 20,000,000 
June 28, l950 10,000,000 30,000,000 
Aug. 30, 1950 20,000,000 50,000,000 

Nov. 15, 1950 15,000,000 65,000,000 
Jan. 9, 1951 20,000,000 85,000,000 
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A CERTAIN amount of preliminary 
design had been accomplished during the 
preparation of the September 1949 rep01t 
to determine the feasibility of the project. 
That work included location studies of 
alternate routes, preliminary soil surveys, 
development of geometric standards, prep
aration of preliminary plan and profile 
drawings, estimates of grading quantities, 
estimates of drainage requirements, pre
liminary designs of structures, . studies of 
layouts for interchanges, and studies of the 
availability of materials, both from local 
sources and in other markets. 

The design work associated with the 
foregoing was carried only to the extent 
necessary to determine that the . Turnpike 
could be constructed at a reasonable cost, 
and to make a fairly reliable estimate of 
the cost. The designs were not refined to 
achieve maximum economy, nor were they 
in sufficient detail for bidding and con
tract purposes. They established the fact 
that the Turnpike could be built, but they 
did not attempt to condude in detail just 
how it should be built. Final design started 
in October, 1949, and was carried to the 
extent · described in the Annual Report for 
that year. 

It was necessary, of course, to obtain 
and evaluate much more extensively the 
physical information that had been devel
oped during the preliininary design work. 
In 1950 the geometric surveys were carried 
to completion; soil surveys were made in 
detail; soundings for depths of streams and 
boring of test holes deep into the earth's 
surface were completed; and precise lo
cations and elevation of existing railways 
and highways were determined, From such 
data it was possible to establish refined 
lines and grades for the roadways; deter
mine the availability locally of materials 
suitable for embankments; calculate the 
depth, character and extent required for 
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foundations for structures; and fix the 
overload requirements and rates of settle
ment for the fills across the deep mud in 
the meadow lanes of New Jersey. In so·me 
cases these detailed studies for final design 
purposes disclosed somewhat different 
conditions than did the ·investigations con
ducted during the preliminary studies. To 
this extent they influenced design and costs. 

The Authority appointed a committee, 
consisting of representatives from its eight 
consulting engineering firms, to consider 
and develop standard design features for 
structures. As a result of the standards 
established by this committee, all of the 
various designers of structures proceeded 
from essentially the same starting points 
and along the same pattern. This coordi
nation of work by several different con
sulting engineers achieved uniformity and 
economy in construction, as well as attrac
tive design. 

The General Consultants developed 
standard specifications which formed the 
basis for each construction contract. In 
addition, various consulting engineers for 
the seven sections· of the Turnpike prepared 
for their respective contracts supplementary 
specifications which covered the special 
features of each particular contract. Con
tract drawings, which accompanied these 
two spe~ifications, presented to potential 
bidders the details of the work to he done 
under each specific contract. The three 
documents thus formed the basis of mutual 
understanding between the Authority and 
the contractor with regard tO the work to 
be done and methods of construction. 

With a view to expediting design and 
the initiation of actual construction, the 
Authority decided to divide the 118-mile 
Turnpike into seven sections and to assign 
nationally recognized highway and bridge 
engineering firms to design and supervise 
construction within their respective sec~ 



tions. The selections and assignments, be
ginning at the southerly terminus are as 
follows: 

J. E. Greiner & Co., Section 1, from 
Deepwater to Woodbury, highway and 
structures; 

Gannett, Fleming, Cord dry & Carpenter, 
Inc., Section 2, from Woodbury to State 
Route 38, highway and structures; 

Parsons, Brinckerhoff, Hall & Macdon· 
ald, Section 3, . from Route 38 to south of 
Hightstown, highway and structures; 

DeLeuw, Cather & Co., Section 4, from 
Hightstown to the south bank of the Raritan 
River, highway and structures; 

Fay, Spofford & Thorndike, Section 5, 
from south abutment of Raritan River 
Bridge to south abutment of Morse's Creek 
Bridge, highway and structures; 

Edwards & Kelcey, Frederic R. Harris, 
Inc., 0. ]. Porter & Co., Associated, Sec
tions 6 and 7, from south abutment of 
Morse's Creek Bridge to northern terminus 
of Turnpike at Route 6, highway; 

Ammann & Whitney, Section 6, from 
south abutment of Morse's Creek Bridge 
to Belleville Turnpike; structures; and 

Howard, Needles, Tammen & Bergen
doff, structures from south abutment of 
Belleville Turnpike to northern terminus 
of Turnpike at Route 6, and also General 
Consultant to the Authority for the entire 
project. 

A fundamental decision was necessary 
with respect to the scope of construction 
contracts; that is, whether construction 
work for a particular section of the Turn· 
pike, from grading and drainage to pave
ment, top soiling and seeding should he 
incorporated in one contract. 

There are many advantages to the sys
tem under which all features of a highway 
for a given length are included in one r.on
tract. This procedure, however, requires 
that all design for a particular section he 

completed prior to advertisement and m 
the case of the Turnpike this would have 
meant the awaiting of final decisions with 
respect to bridge crossings, interchanges, 
and pavement. It became apparent, im
mediately, . that the time schedule for con· 
struction of the Turnpike, and its many 
problems in the highly industrialized and 
densely populated areas, would not permit 
of the adoption of this method. Hence, 
there was established the general sequence 
of contracts, and design efforts concen
trated initially on grading and drainage, 
and on the foundations of major and -mod
erate sized structures. 

As for the size of contracts, it was con
cluded to divide the grading and drainage 
work into sections generally of twenty 
miles, but with the specifications so worded 
to afford bidders opportunity to . bid on 
either half of approximately ten miles 
each, or on the entire twenty-mile section. 

This division of work to be done per
mitted the smaller contractors to compete, 
and encouraged wide-spread participation 
in bidding. Similar decisions were reached 
with respect to bridge structures, and the 
number of smaller structures included in 
one contract varies from three to as many 
as twenty. These advertisements for pro
posals also made it possible for sizable 
contracting firms to combine bids on small 
contiguous contracts into a single large con
tract for bidding purposes. By these means 
a wider cross-section of qualified contrac
tors was given opportunity to compete for 
construction contracts and at the same time 
there was provided the maximum oppor
tunity to use materials available locally. 
A review of the list of contracts awarded 
illustrates the variation in dollar value and 
the scope of competition which was ac· 
corded. 
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Contracts not yet awarded include work 
relating to the administration building, toll 



Typical Toll Plaza For Receiving and Discharging Traffic 

areas, service stations and restaurant build
ings and their utilities, maintenance build
ings, communications, guard rail, fencing, 
signs, roadway striping, lighting, roadside 
delineators and landscaping. 

In general, the final designs followed 
very closely the geometric standards and 
the concepts developed during the prelim
inary design and feasibility determination 
stages. Nevertheless, there were modifica
tions required during preparation of final 
designs. These resulted largely from a 
more accurate determination of subsurface 
conditions and from becoming more fa. 
miliar with the requirement of other agen
cies affected by the construction of the 
Turnpike. Negotiations with the State 
Highway Department, electric power and 
gas companies, the- telephone company, 
municipal owners of water and of sewer 
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and other drainage lines, railroads, public 
bodies in charge of streets and roads other 
than State highways and the various agen
cies having jurisdiction over streams and 
watenvays, led in many cases to final de
signs different from those visualized during 
the preparation of the preliminary designs. 
The Authority also prepared its specifica
tions, contract drawings, and advertise
ments for bids to make maximum use of 
alternate materials. The extent of such 
changes, and their influence on costs, is 
commented upon in a subsequent section of 
this report. -

Months of study and investigation were 
devoted to the location and design of the 
interchanges for receiving and discharging 
traffic, the toll lanes through which the 
traffic would enter and leave the Turnpike, 
and the toll booths and toll collection equip-



ment, m order to assure maximum con
veniences and service to the public, to 

provide for the growth of traffic, and to 
incorporate the most advanced ideas and 
engineering features. The estimates of 
traffic were believed by the Authority and 
its engineers to be conservative. 

The Turnpike will have 16 traffic inter
changes-places of entrance and exit- lo
cated as follows: 

DELAWARE MEMORIAL BRIDGE (U. S. 
Route 130) 

SWEDESBORO-CHESTER (U. S. Route 322) 

WOODBURY-SOUTH CAMDEN (State Route 42) 

CAMDEN-PHILADELPHIA (State Route S-41) 

BURLINGTON-MT. HOLLY 

BORDENTOWN-TRENTON (U. S. Route 206) 

HIGHTSTOWN-TRENTON (State Route 33) 

NEW BRUNSWICK (State Route S-28) 

ROUTE 4 PARKWAY 

WOODBRIDGE-THE AMBOYS (State Route 35) 

CARTERET 

ELIZABETH 

NEW ARK AIRPORT 

NEW ARK-JERSEY CITY (U. S. Route No. 1) 

LINCOLN TUNNEL (State Route 3) 

GEORGE WASHINGTON BRIDGE (U. S. 
Route 46) 

In designing the interchanges and the toll 
facilities, it was considered advisable to 
prepare for substantially greater volumes 
of traffic than were estimated for purposes 
of calculating toll revenues. In addition to 
such provisions in the original construction, 
the Authority has studied the methods by 
which these facilities may be expanded in 

future years to care for the growth which 
is anticipated before the retirement of all 
bonds is accomplished. Accordingly, the 
basic traffic assumptions were increased 
by more than fifty percent. The peak 
hourly traffic was generally considered as 
fifteen percent of average daily traffic. 
At the Route 35 Interchange a higher value 
was assumed for peak hourly traffic based 

upon the experience factors developed by 
the New Jersey State Highway Department. 

Initially it is provided that the Turnpike 
have six lanes, three in each direction in 
the twenty-two mile section from Route 35 
interchange, near Woodbridge, to Route 3 
interchange leading to the Lincoln Tunnel. 
Other sections will have four lanes initially, 
two in each direction. These, it is antici
pated, will be adequate to accommodate all 
projected traffic for a number of years. 
Plans provide, however, for ultimately in
creasing the section from Route 35 inter
change to Route 3 interchange, to eight 
lanes (dual-dual), and the fifty-seven mile 
section from the Camden-Philadelphia in
terchange to Route 35 interchange and the 
five mile section from Route 3 interchange 
to Route 6 interchange to six lanes. For 
the thirty-four mile section from Deep1"'ater 
to the Camden-Philadelphia interchange the 
ultimate number is established at four 
lanes. Provision is made in the design of 
bridge structures to accommodate the ad

ditional lanes. 
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The Turnpike travel lanes will be 12 

feet in width with those in each direction 
being flanked by a 10-foot finished shoulder 
on the outside and by a 5-foot finished 
shoulder on the inside. A center raised 
mall, or dividing strip, will separate traffic 
moving in opposite directions. Generally; 
this dividing strip between the two inside 
shoulders, will be 16 feet in width in the 
southern end, and I 0 feet in width in the 
northern end. 

Installations of toll booths have been 
planned to handle the 1960 adjusted vol
ume of predicted traffic under the above 
criteria. Further modifications were made 
based on localized studies and assumptions. 
The plans contemplate the construction of 
ninety-four toll lanes, with eighty-one of 



them fully equipped, and the construction 
of a total of forty-two double toll booths. 

All interchanges generally provide for 
complete separation of all grades within 
the interchange area, and for divided traf
fic flow. Grades have been kept to the 
lowest practical minimum and unusually 
wide curvatures have been provided. Pave
ment widths have been increased on the 
interchange curves in order to promote the 
easy and rapid flow of traffic. The toll 
plaza areas and the booths in those areas 
have been designed for the minimum in
terference with the rapid flow of vehicles. 
In general, both the entering and the leav· 
ing traffic will pass through the same toll 
plaza as a means of reducing the operating 
expenses in connection with the collection 
of tolls. In a few cases, studies have indi
cated that the public could best he served 
by nroviding more than a single toll area 
at an interchange with a substantial saving 
in original construction cost. 

Tolls for the use of the Turnpike have 
not yet been established by the Authority. 
The tolls which Coverdale and Colpitts pro
posed in their 1949 survey of traffic and 
revenue are as follows: ( 1) For passenger 
cars $1. 75 for the full 118-miles with the 
sum 0£ the intermediate rates adding up to 
$2.00; (2) For two-axle trucks $3.10 and 
for three-axle single unit trucks $4.00, with 
the sum of the intermediate rates the same 
in each case; ( 3) For semi-trailer trucks 
$4.00 proposed for the full trip with the 
sum of intermediate rates adding to $5.10. 

The proposed tolls would he the equal 
of 1.5 cents a mile for passenger cars and 
3.85 cents a mile for the semi-trailer trucks. 
The full trip toll of $1.75 for passenger 
cars is the same rate per mile ( 1.5 cents) 
as is charged on the . Maine Turnpike, as 
is the 3.85 cents a mile proposed for semi
trailer trucks. 
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The Authority has always considered the 
traffic surveys of the engineers and their 
predicted increases in traffic to be con
servative. Confirming that view, the latest 
figures compiled early in 1950 show that 
on Route 1 in Newark the average traffic 
volume has expanded by 43 % since 1947; 
at the George Washington Bridge by the 
same amount, 43%; at the Pennsville Ferry 
by 40 % ; at the Camden Bridge by 28 % 
and over the Edison Bridge by 24 % . 

Governor Driscoll has expressed a keen 
interest in the plans for the beautification 
of the Turnpike, and in the preservation of 
trees along its route. Studies have been 
made of plans for landscaping and beauti
fication, and although these have not been 
finalized, they will include planting at the 
interchanges and service areas and in other 
selected areas. The Authority engineers 
have been instr,ucted to see that all living 
trees within the right-of-way are preserved 
except those which must be removed in 
order to permit the construction of the 
Turnpike. Generally, however, it is not 
anticipated that there will be tree planting 
along the median strip. 

The Authority, in the design and prep
aration of plans for its Turnpike, at times 
has obtained the loan of specialists from 
the State Highway Department, the Port 
of New York Authority, and it is greatly 
indebted to them for their full and cordial 
cooperation. It also wishes to express its 
appreciation to Governor Driscoll, former 
Commissioner Spencer Miller, Jr. and State 
Highway Commissioner Ransford J. Ab
bott for their interest and cooperation in 
making the meinbers. of .their staffs avail
able on many occasions. -

The testing of all materials tO he inco~
porated in the grading, drainage and struc.; 
tures . contracts is being performed under 
contracts with the United States Testing 
Co., Inc., of Hoboken, and the Jersey Test· 



ing Laboratories, of Newark. These con
tracts, which were awarded as a result of 
competitive bidding, provide for the testing 
of structural and reinforcing steel, castings, 
pipe, cement, sand, gravel, stone, brick, 
timber piling, and other construction ma· 
terials. 

The Authority investigated at some 
length a proposal which has come to its 
attention for the construction by it of a 
truck terminal or truck parks and to be 
operated directly, or leased to, private 
operators. It concluded that the Authority 
would not engage in the development of a 
truck park or initiate such an activity, at 
least at this time, but preferred rather that 
private enterprise be afforded full oppor
tunity for the development of truck ter
minals on private lands at convenient points 
near the Turnpike and adjacent to its inter
changes. 

The design of architectural aspects of 
bridges, overpasses, viaducts, including the 
treatment of railings, guardrails, lighting 
and signs, was based on the concept that 
economy and serviceability of the structures 
are paramount, and that natural grace and 
attractiveness will result from expressing 
those requirements in · simple form and 
without extraneous ornament. Uniformity 
of form and detail throughout the Turnpike 
is desirable, because it leads to the economy 
and speed of design and construction made 
imperative by the short construction period, 
facilitates maintenance, and because it 
enables the public readily to identify any 
part of the Turnpike. 

The outlines of bridges, abutments, piers, 
bents, and similar features are, therefore, 
generally straight, with tapers ·or curves 
used only w~en advantageous for engi
neering design. Dependence was placed 
upon careful study of proportions and 

. masses within the range of alternatives per-
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Passaic· River Bridg~. Essex and Hudson Count!es, the. large·st structure on the T1,1rnpike 
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mitted by engineering efficiency, scale, di
rection and surface texture of form-work, 
placing and detail of construction joints, 
color, and similar features,. At the northern 
portion of the T~rnpike especially difficult 
questions of engineering and architectural 
design were posed by many inflexible lim
itations on clearances, heights, column lo
cations and foundation conditions where 
crossings are in contact with other existing 
or proposed works-a situation inherent in 
passage through developed territory. / 

Perhaps one of the most difficult deci
ions to he made, and the one most awaited 
by both the engineering profession and by 
the public, was the selection of the type of 
pavement. The Authority initiated its study 
by appointing a committee with a major 
representative from each of the consulting 
engineering firms. This committee, the 
selection of which was made in o~der to 
obtain the ablest engineering advice avail
able, and in full realization of the signifi
cance of the problem it faced, was in
structed to prepare designs, comparable 
from the performance point of view, for 
both the rigid-type Portland cement con
crete pavement, ~nd for the flexible type 
asphaltic concrete pavement. Their in
structions were to design the best possible 
road ( 1) to incorporate all known safety 
features available in any type of highway, 
in all kinds of weather, and at high speeds; 
(2) to produce the finest in the way of a 
non-skid surface and ( 3) to withstand the 
heaviest of loads and to provide a sub
stantial margini pf safety above such loads. 
Costs were to he computed over the 35 year 
period of the bond issue, the road to be in 
excellent condition at tµe conclusion of that 
period. 
· Upon the ·recommendation of this Spe
cial Paving Committee, concurred in by the 
Consulting Engineer and the Authority's 
Chief Engineer, two designs, comfar~ble 
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in all basic essentials, were developed, one 
of Portland cement concrete and the other 
of asphaltic concrete. Both pavements were 
designed to he constructed on foundations 
of frost-free materials so that the entire 
thickness of frost-free materials, suhbase 
and pavement he a minimum of 36 inches. 
Since the Committee reported that the two 
pavements were competitive and equal, the 
Authority concluded to solicit alternate 
bids. 

Bids were received in the period from 
October 18 to November 17, 1950, after 
which further studies and recommendations 
were received from the Special Paving 
Committee. The total amount of the 
bids for Portland cement concrete was 
$44,805,936, and for asphaltic concrete 
$39,546,707. The difference of $5,259,229 
to he saved by adoption of the latter type 
would double in amount by reason of 
interest charges over the life of the bonds. 
The Special Committee's analysis of main
tenance costs of the asphaltic concrete over 
the thirty-five year period indicated that, in 
spite of their being greater than those for 
Portland cement con~rete, the selection of 
the former would still represent a net sav
ing of several million dollars. In view of 
this, the fact that experience shows that a 
safe, non-skid and durable pavement of 
asphaltic concrete could he placed, and 
that Portland cement, reinforcing steel, 
steel dowels, and sleeves were becoming 
increasingly in short supply due to world 
conditions, the Authority adopted the as
phaltic concrete pavement. 

The decision to use asphaltic concrete 
was made in accordance with the unani
mous opinion of the Special Paving Com
mittee and confirmed by the Authority's 
consulting engineers,, tha~ it wo1:1ld provide 
a highway superio~ to any in existence 
today. Either pavement, in fact, would 
provide an excellent highway. 



Typical L.unchroom and Service Station 
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E NGINEERING design progressed with
out a decrease in pace in spite of the un
certainties at the beginning of the year 
with respect to financing. Contracts were 
scheduled for advertisement as soon as the 
plans and specifications were complete. 
Contract 1, for grading, drainage and struc
tures in the Esso-Standard yards in Linden, 
bids for which had been received on De
cember 20, 1949, was awarded on January 
19, 1950. Bids on Contracts 2, 5, and 6 
for the construction of the fill between the 
Passaic and Hackensack Rivers in Hudson 
County, and for the substructures of the 
Passaic and Hackensack River Bridges, 
were received on January 31, and awards 
were made on February 10. Bids for Con
tract 4, the substructure of the Raritan 
River Bridge, were received on February 7 
and the contract awarded on February 10. 
Three other contracts for grading and 
drainage were advertised in January, and 
bids were received on February 21, four 
days after. the closing of the permanent 
financing arrangements, and awards were 
made on the date of receiving the bids. 
By these actions the delays were minimized. 

The schedule for subsequent advertise
ment of construction contracts was consis
tent with the logical sequence described 
above on Design. The schedule was ex
tremely rigorous in its requirements. The 
Authority, desiring to allow a reasonable 
time for potential contractors to prepare 
their bids, established a normal thirty-day 
period as the length of time between adver
tising a contract and the date of receiving 
bids. The schedule also contained a period 
for review by the Authority, and by the 
General Consultants, of each contract de
sign, and set an advertising date for each 
contract. 

However, many and varied matters arose 
during the following months which made 
it necessary to modify, from time to time, 
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the initial schedule, and the advertisement 
of some contracts was, of necessity, de
layed slightly. 

The high degree of competition disclosed 
by these tabulations resulted in prices that, 
during the early bidding period, were 
closely in line with projected estimates. 
Subsequent to the outbreak of hostilities 
in Korea, prices were noticeably higher 
because of the uncertain future supply and 
rising costs of labor and materials. It was 
also apparent that, as many contractors re
ceived awards and were committed to work 
on the Turnpike, bidders were fewer in 
number. This may have had some partial 
effect on the increase in prices. Recent 
bidding, however, on new work shows evi
dence of renewed interest on the part of 
contractors who had received early awards, 
but who were well toward completion of 
their initial contracts. 

All bidders for New Jersey Turnpike 
work were invited to bid on the basis of 
statements of prequalification required by 
the Authority in advance of any bidding. 
All construction contracts were advertised 
for competitive bids with only two excep
tions. 

The Authority found it desirable in the 
interest of speed, and after being con
vinced that projected deliveries of materials 
were uncertain, to negotiate contracts for 
the construction of the steel work of the 
viaduct across the Oak Island Yards of the 
Pennsylvania Railroad in Newark. Two 
contracts were negotiated, one with Bethle
hem Steel Company for the furnishing of 
steel in the amount of $1,088,000, and one 
with the American Bridge Company for the 
furnishing of the remainder of the steel 
and for the erection of all of the steel for 
the sum of $1,185,560. 

The ultimate design of this structure 
had been delayed several months pending 
conclusion of negotiations with the Penn-



CONTRACTS AWARDED 

DATE OF CON-
AWARD TRACT TYPE OF NO. OF 

1950 NO. CONTRACTOR COUNTY WORK• BIDDERS 

Jan. 19 I Poirier and Mclane Union G&D 7 
Feb. 10 2 Geo. M .Brewster Hudson G&D 7 
Feb. 10 4 Spearin, Preston & Burrows Middlesex M.S. 14 
Feb. 10 5 The Underpinning & Foundation Co. Essex & 

Hudson M.S. 12 
Feb. 10 6 R. B. Jaggard Engineering Co. Hudson M.S. 8 
Feb. 21 8 Geo. M. Brewster Burlington 

& Mercer G&D 12 
Feb. 21 II Geo. M. Brewster Hudson G&D 5 
Feb. 21 12 Linde-Griffith Construction Co. Union & 

Middlesex s. 9 
Feb. 28 9 Grandview Construction Co. Mercer & 

Middlesex G&D 9 
Mar. 16 10 Villa Contracting Co. Middlesex G&D 5 
Mar. 22 7 Savin Construction Co. Gloucester, 

Camden 
Burlington G&D 10 

Mar. 28 13 Napp-Grecco Co. Union G& D 5 
Mar. 28 14 Geo. M. Brewster Essex & 

Hudson M.S. 15 
Apr. 3 16 Cayuga Foundation Co. Hudson M.S. 9 
Apr. II 15 Del Balso Construction Co. Union s. 7 
Apr. 25 3 S. J. Groves & Sons Salem & 

Glouce~ter G & D &S 8 
Apr. 25 21 P. T. Cox Construction Co. Mercer & 

Middlesex s. 12 
May 2 30 Harris Structural Steel Co. Middlesex M.S. 3 
May 9 18 Geo. M. Brewster Hudson G&D 3 
May 10 17 American Bridge Co. Hudson M.S. 3 
May 10 20 Bethlehem Steel Co. Essex & 

Hudson M.S. 2 
May 10 23 Brookfield Construction Co. Middlesex s. 13 
May 10 26 Union Building & Construction Corp. Bergen · G&D 5 
May 10 28 Union Building & Construction Corp. Burlington M.S. 12 
June I 27 Savin Construction Co. Gloucester 

Camden 
Burlington s. 6 

June 7 25 Poirier and Mclane Union s. 6 
June 7 29 Brookfield Construction Co. Mercer & 

Middlesex S. 10 
June 7 34 John Rosenblum, Inc. Middlesex G & D &S II 
June 15 24 Peerless Construction Co. Salem & 

Gloucester s. 8 
June 15 36 Geo. M. Brewster Burlington 

& Mercer s. 6 
June 21 33 Francis A. Canuso & Sons Gloucester 

Camden 
Burlington s. 5 

• Legend: 
(; & D = Grading & Dreinoge P. = Peving 
s. = Structures B. = Buildings 
M. S. = Major Structures -
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CONTRACTS AWARDED 

DATE OF CON-
AWARD TRACT TYPE OF NO. OF 

1950 NO. CONTRACTOR COUNTY WORK• llDDIRS 

June 21 35 Koppers Company, Inc. Hudson s. 9 
July 5 31 Grow Construction Co. Union s. 3 
July 5 37 Conduit & Foundation Corp. Burlington s. 5 
July 5 58 S. J. Groves & Sons Co. Union G&D 4 
July 12 54 Peerless Construction Co. Hudson s. 8 
July 18 32 Napp-Grecco Co. Union s. 3 
July 18 38 Brann & Stuart Co. Middlesex s. 6 

& Union 
July 18 39 Koppers Company, Inc. Union s. 7 
July 18 41 Construction Service Co. Middlesex s. 7 
July 21 53 Francis A. Canuso & Son Gloucester 

Camden 
Burlington s. 5 

July 26 19 Construction Aggregates & Union & 
Peter Kiewit & Sons Co. Essex G & D 3 

Aug. 2 57 Geo. M. Brewster Burlington 
& Mercer s. 5 

Aug. 10 44 Poirier and Mclane Union s. 5 
Aug. 10 50 Stock Construction Corp. Bergen s. 5 
Aug. 16 22 Construction Aggregates & 

Peter Kiewit & Sons Co. Essex G&D 3 
Aug. 16 40 S. J. Groves & Sons Co. Salem s. 2 
Aug. 23 42 H. L. Harrison & Sons, Inc. Essex. s. 9 
Aug. 30 56 Geo. M. Brewster Hudson s. 6 
Sept. 8 49 Ell-Dorer Contracting Co. Hudson s. 9 
Sept. 13 43 Franklin Contracting Co. Essex s. 8 
Sept. 20 51 Union Building & Construction Corp. Bergen s. 6 
Nov. 8 45A The Underpinning & Foundation Co. Essex s. 8 
Nov. 8 45C Bethlehem Steel Co. & American 

Bridge Company Essex s. 2 
Nov. 8 67 Elizabeth Iron Works Middlesex B. 3 
Nov. 16 68 Peter W. Kero Co. Middlesex G&D 5 
Nov. 29 45B Poirier and Mclane Essex s. 2 
Nov. 29 46 Union Building & Construction Corp. Bergen s. 6 
Nov. 29 60 Savin Construction Co. Gloucester 

Camden 
Burlington P. 5 

Nov. 29 61 Geo. M. Brewster Burlington 
& Mercer P. 3 

Nov. 29 62 Geo. M. Brewster Mercer & 
Middlesex P. 4 

Nov. 29 63 S. J. Groves & Sons Middlesex 
& Union P. 5 

Nov. 29 64 Gull Contracting Co., Inc. & Union, Essex 
Tully & DiNapoli Inc. & Hudson P. 5 

Nov. 29 65 Geo. M. Brewster Hudson & 
Bergen P. 2 

Dec. 6 48 Johnson, Drake & Piper Essex & 
Hudson M.S. 4 

Dec. 6 59 S. J. Groves & Son Salem & 
Gloucester P. 5 

Dec. 27 66 R. B. Jaggard Engineering Co. Union s. 3 

TOTAL 4.27 
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COST COMPARISONS OF CONTRACTS FOR WHICH BIDS 

HA VE BEEN RECEIVED 

(Prior to June 25, 1950-Korea) 

DIFFERENCE 
ORIGINAL ENGINEERS' BETWEEN ORIGINAL 

REPORT ESTIMATE REPORT ESTIMATE 
ESTIMATE FOR BIDS BID PRICE AND BID PRICE 

Contract .......... $ 1,725,400 $ 1,868,650 $ 1,968,730 $ 243,330+ 

Contract 2 .......... 1,787,700 2,314,995 1,884,050 96,330+ 

Contract 3 .......... 5,947,240 5,454,560 5,095,733 851,507-

Contract 4 .......... 353,000 554,445 368,374 15,374+ 

Contract 5 .......... 527,660 788,690 680,285 152,625+ 

Contract 6 .......... 895,508 1,513,950 1,226,910 331,402+ 

Contract 7 ........... 3,702,400 4,283,226 3,391,484 310,916--

Contract 8 .......... 4,125,000 3,838,764 2,477,738 1,647,262-

Contract 9 .......... 4,074,500 4,166,066 2,716,065 1,358,435-

Contract 10 .......... 1,714,100 2,574,437 1,776,420 62,320+ 

Contract II .......... 3,453,800 3,016,365 1,954,920 1,498,880-

Contract 12 .......... 43~.ooo 661,065 603,879 165,879+ 

Contract 13 .......... 1,453,200 1,428, 170 1,328,095 125,105-

Contract 14 .......... 2,833,000 4,342,290 3,855,960 1,022,960+ 

Contract 15 .......... 1,327,000 l:,;957,810 1,683,740 356,740+ 

Contract 16 ....... " ... 1,814,000 1,698,485 1,629,230 184,770-

Contract 17 .......... 4,497, 134 5,665,200 5,326,890 829,756+ 

Contract 18* ......... 7,418,561 5,746,565 5,320,288 2,098,273-

Contract 20 .......... 6,266,000 6,883,600 7,288,810 1,022,810+ 

Contract 21 .......... I, 156,200 1,440, 125 1,365, I 08 208,908+ 

Contract 23 .......... 988,700 1,448,895 1,354,698 365,998+ 

Contract 24 ........... 160,300 320,752 281,885 121,505+ 

Contract 25 . ' ........ 264,600 520,450 338,975 74,375+ 

Contract 26 ........... 3,663,500 2,209,966 1,838,685 1,824,815-

Contract 27 .......... 1,852,300 2,075,560 2,310,658 458,358+ 

Contract 28 .......... 581,000 1,249,220 1,140,145 559,145+ 

Contract 29 ....... . .. 966,900 1,239, I 28 1,161,069 194,169+ 

Contract 30 .......... 882,000 754,950 848, 170 33,830-

Contract 33 .......... 1,551,400 1,743,382 1,747,280 195,880+ 

Contract 34 .......... 3,370,600 3, 155,905 2,822,636 547,964-

Contract 35 .......... 571,400 778,557 870,825 299,425+ 

Contract 36 .......... 1,139,316 1,817,574 1,763,277 623,961+ 

$71,501,419 $77,5 11,405 $68,421,012 $ 3,080,407-

• Includes cost of construction to be performed for the Port of New York Authority and recoverable 
therefrom. 
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COST COMPARISONS OF CONTRACTS FOR WHICH BIDS 

HA VE BEEN RECEIVED 

(Subsequent to June 25, 1950) 

DIFFERENCE 
ORIGINAL ENGINEERS' BETWEEN ORIGINAL 

REPORT ESTIMATE REPORT ESTIMATE 
ESTIMATE FOR BIDS BID PRICE AND BID PRICE 

Contract 19 .......... $ 4, 149,800 $ 6, 176,585 $ 5,839,373 $ 1,689,573+ 
Contract 22 .......... 3,041,200 6,774,027 6,581,635 3,540,435+ 
Contract 31 .......... 2,629, IOO 2,564,755 2,375,781 253,319-
Contract 32 .......... 814,700 666,450 772,863 41,837-
Contract 37 .......... 2, 173,441 2,275,475 2,129,445 43,996-
Contract 38 .......... 4,025,477 4, 192,355 4,625,947 600,470+ 
Contract 39 .......... 576,000 504,345 517,953 58,047-
Contract 40 .......... 1,214,800 887,056 I, 179,970 34,830-
Contract 41 .......... 765,500 1,090,679 1,080,913 315,413+ 
Contract 42 .......... 590,500 1,093,745 1,218,613 628,113+ 
Contract 43 .......... 1,362,000 2, 139,250 2, 176,300 814,300+ 
Contract 44 .......... 2,873,600 3,854,595 4,068,675 1,195,075+ 
Contract 45A ......... 983,000 2,302,086 1,841,595 858,595+ 
Contract 45B ......... 427,700 1,089,750 1,015,300 590,600+ 
Contract 45C ......... 867,000 2,273,560 2,273,560 1,406,560+ 
Contract 46 .......... 886,300 1,417,450 1,324,925 438,625+ 
Contract 48 .......... 890,000 1,199,340 1,224,450 334,450+ 
Contract 49 .......... 1,285,700 838,270 778,804 506,896-
Contract 50 .......... 774,000 1,738,872 1,843,480 1,069,480+ 
Contract 51 .......... 248,700 424,810 464,860 216,160+ 
Contract 53 .......... 929,000 1,543,500 1,470,112 541,112+ 
Contract 54 .......... 1,084,000 2, 136,285 1,890,936 806,936-f-
Contract 56 .......... 354,400 815,542 838,973 484,573+ 
Contract 57 .......... 675,231 1,577,825 1,380,469 705,238+ 
Contract 58 .......... 522,750 693,975 491,850 30,900-
Contract 59 .......... 4,482,500 5,382,515 6,314,436 1,831,936+ 
Contract 60 .......... 3,691,600 4, 169,750 5,091,044 1,399.444+ 
Contract 61 .......... 4,452,500 5,389,681 5,9 IO,Q3 I 1,457,531 + 
Contract 62 .......... 5,493,300 6,924,843 7,086,873 1,593,573+ 
Contract 63 .......... 4, 171,673 6,502,885 6,296, 148 2,124,475+ 
Contract 64 .......... 3, 175,505 . 6,225,215 5,558,791 2,383,286+ 
Contract 65 .......... 2,877, I 85 3,279,470 3,289,384 412,199+ 
Contract 66** ........ 376,714 470,050 470,050+ 
Contract 67 .......... 67,500 90,000 64,600 2,900-
Contract 68 .......... 392,000 835,980 543,290 151,290+ 

$62,944,662 $89,448,067 $90,031,429 $27,086,767+ 

Grand Total $134,446,081 $166,959,472 $158,452,441 $24,006,360+ 

•• 50% of the amount of this Contract plus the paving in the vicinity of North Avenue is charge-
able to the Port Authority. This contract price is subject to further negotiation, which will 
possibly result in a subsequent correction. 
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Piers for Overpass near the New Brunswick Interchange, Middlesex County 

sylvania Railroad, and by that time 
(November, 1950) the steel market was 
such that a negotiated contract would give 
greater assurance as to delivery dates and 
was deemed most advantageous to the 
Authority . The unit prices per pound of 
steel compared favorably with those ob
tained in previous competitive bidding. 

All construction contracts advertised for 
competitive bids were awarded to the low 
bidders, with three exceptions. The first of 
these advertisements called for bids for 
grading and drainage in Section I in Salem 
and Gloucester Counties. It was found de
sirable, in this instance, to readvertise so 
as to combine the structures with the work 
of grading and drainage. In the second 
instance, the bids called for the furnishing 
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of structural steel for the Administration 
Building, a comparatively small contract. 
The low bidder acknowledged his inability 
to obtain steel in time to complete the 
contract on schedule, and the award was 
made to the second low bidder who gave 
satisfactory evidence of his ability to obtain 
the steel. The third instance involved the 
bids for paving in Section I, where the 
proposal of the low bidder did not comply 
fully with the hid requirements. All bids 
were rejected and, following negotiations, 
an award was made to the second low 
bidder at a price below h.is original bid. 

With only two exceptions, all contractors 
who bid successfully were established in 
New Jersey, Metropolitan New York or 
Philadelphia and were thoroughly familiar 
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with manpower and other construction con
ditions in this area. The necessary mobili
zation for the project drained a reservoir 
of skilled construction workers and con
struction machinery that had been created 
by a general slackening of construction 
late in 1949. 

A large amount of new construction 
machinery, particularly grading equip
ment, was purchased by contracting firms 
and put to extensive use during the year. 
Equipment mobilized by all contractors 
during 1950 approached $45,000,000 in 
replacement value. This represents an un
usually large concentration of construction 
equipment. Construction forces numbered 
close to 10,000, while 700 engineers have 
been employed on the work. Svecialty 
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items, such as the high-capacity Euclid 
Elevating Graders, are in use in many 
sections and are moving unusually large 
yardages. Earth wagons with capacities 
up to thirty cubic yards were used by all 
dirt moving contractors. 

In Section 6, large volumes of embank
ment are being placed by hydraulic fill 
methods using a combination of hopper 
dredges, and bottom dump scows with a 
hydraulic dredge. In this particular area, 
the sand required is dredged out of J amaiea 
Bay and the New York Bay near Coney 
Island by large hopper dredges operating 
seven days a week. It is then transported 
to the dock at Port Newark where it is 
mixed with water and pumped thousands 
of feet through a twenty-inch pipe to its 



destination in the Newark meadows. More 
than 6,000,000 cubic yards of ocean and 
sand are being placed in the area for the 
Turnpike foundation. 

Structures are being built by conven
tional methods with a large proportion of 
the concrete being provided by local transit
mix plants. Earth yardage being moved 
reached peaks in excess of 500,000 cubic 
yards per week, and at times approached 
the 750,000 mark. Concrete in structures 
is being placed at a rate in excess of 5,000 
cubic yards per week. Operations are 
being conducted simultaneously in all 
areas through the division of the work 
among the several engineering firms and 
the many contracting firms. Preliminary 
operations under paving contracts are 
underway. 

There have been no extensive or serious 
delays due to strikes or other labor dif
ferences. Labor unions have cooperated 
fully in permitting contractors to utilize 
key personnel of their organizations in 
accordance with the contractors' practices. 
The supply of skilled workmen, for the 
most part, has been adequate, with only 
exceptional cases being reported where 
work was delayed because of a shortage 
of skilled labor. In each instance where 
this has occurred, there has been prompt 
action to correct the deficiency. Unskilled 
labor has been of satisfactory quality and 
. generally of adequate supply. 

As of late 1950, the war emergency had 
had no real effect on the progress of the 
work insofar as manpower was concerned. 
There were some nominal delays, particu
larly in the instance of late delivery of 
steel piling and an occasional shortage of 
cement, hut otherwise materials were in 
fair supply. At the end of the year there 
were indications from steel producers, 
and those fabricating steel structures for 
bridges, that future delays in deliveries 
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were to he anticipated, due to the priority 
of defense orders on the output of the 
steel mills. The Authority has pursued ag
gressively all steps necessary to assure, 
so far as possible, prompt delivery of the 
steel required to complete the Turnpike 
which is generally regarded as a traffic 
facility essential in a national emergency, 
as well as one serving an essential function 
in a normal peacetime economy. The Turn
pike will represent a highly necessary 
means of evacuating civilians, in case of 
enemy attack, from the densely populated 
and vulnerable areas of northern New 
Jersey and Metropolitan New York. The 
Turnpike also will make possible the 
expeditious transportation of men and 
materials to and from the important em
barkation and debarkation points on the 
Atlantic seaboard. At the same time it will 
tie in, through direct connections, with. the 
leading producers of war material in the 
north, middle west and south. 

Under date of June 30, 1949, the Presi
dent transmitted to the Congress of the 
United States, for its consideration, a letter 
from the Administrator of the ·Federal 
Works Agency enclosing a report on the 
highway needs of the national defense. 
The report was prepared at the request 
of the Congress by the Commissioner of 
Public Roads in cooperation with the sev
eral State highway departments. The 
Secretary of Defense and the National 
Security Resources Board cooperated in 
its preparation, and responded with sug
gestions of the needs for improved high
ways for national defense. The report de
scribes and illustrates the National System 
of Interstate Highways which is the trunk
line highway system of the United States 
and which the National Military Establish
ment has determined to comprise the road 
system of greatest strategic importance -in 
time of war. The route of the New Jersey 
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Turnpike is a vital section of that system. 
In view of this essentiality, it is believed 

that the Authority's steel requirements will 
receive the necessary priority, and that 
the Turnpike completion schedule can be 
met unless there are other unforseeable 
difficulties. 

In December the entire project ap
proached a period during which it was to 
be anticipated that progress would be re
tarded by inclement weather, particularly 
in grading operations. The loss of labor 
to defense industries and the armed forces 
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will not result in an immediate crisis. How
ever, the building up of the construction 
forces again next spring in the face of an 
accelerated defense program may cause 
delays which can, and will, be offset by 
overtime and weekend work. 

The schedule of construction was de
signed to provide for simultaneous con
struction operations along the entire length 
of the Turnpike and allow successful bid
ders time to place advance orders for 
materials and stockpile materials in those 
cases where rapidity of use would exceed 



normal rate of supply. The quantities of 
materials involved are large, as is illus
trated by the following: 

TOTAL STRUCTURES • . • • • • • . • • . • . • • • • • • 263 
STREAM CROSSINGS ••..•.••••••••• 31 
HIGHWAY AND RAILROAD CROSSINGS .194 
CULVERTS • • • . • • • • • • • • • • • • • • • • • • 38 

OVERALL Mil.EAGE OF STRUCTURES • • • • • • • • 6.5 
RocK DttflliATION . . . . . . . . . 188,000 cu. yds. 
DRAINAGE PIPE • • . • • • • • • • • • • • • • • • 160 miles 
TOTAL EARTHWORK • • • • • • 51,000,000 cu. yds. 
ASPHALTIC CONCRETE 

(Paving) . . . . . . . . . . . . . 3,984,000 sq. yds. 
AsPHALTIC SHOULDERS • • 2,300,000 sq. yds. 
CONCRETE • • • • • • • • • • • • • 520,000 cu. yds. 
CONCRETE FOR PAVING • • 118,000 sq. yds. 
REINFORCING STEEL • • • • • • • • • • • 30,260 tons 
STRUCTURAL STEEL .•••••••.•.• 102,270 tons 
STEEL PILES AND PILE CASINGS • • 36,840 tons 
CASTINGS, RAILINGS, ETC. • • • • . • . 13,620 tons 
GUARD RAIL, RIGHT-OF-WAY 

FENCE • • • • • . • • • • • . • • • • . • . • . 5,200 tons 
TOTAL STEEL • • • • • . . • • • . • . • . • • 188,190 tons 
PILES, (CONCRETE, STEEL & 

TIMBER) •••.•.••••••••• 1,787,000 lin. ft. 
SAND DRAINS • • • • • • • • • . • . • • 4,800,000 lin. ft. 

The major part of the work being ac
complished on the Turnpike is being done 
by conventional methods. In the marsh 
areas, particularly in the northern part of 
the State where such areas were the only 
ones economically feasible for the Turn
pike locations, a comparatively recent, but 
highly successful, and fully proven method 
of construction has been adopted. This 
method consists of installing vertical sand 
drains which act as relief passages for 

STATUS OF GRADING IN 

TOTAL IN TOTAL 

SECTION SECTIONS* IN WORK 

1 20.4 19.l 
2 17.9 16.1 
3 21.7 19.0 
4 24.5 24.5 
5 14.2 13.5 
6 8.7 5.4 
7 7.2 7.2 

TOTAL 114.6 104.8 

*Major Bridges Not Included 

the water contained in these unstable muds 
when they are consolidated by pressure 
from the embankment fills. The removal 
of water from this unstable mud results in 
a degree of "compaction" that will provide 
a firm support for the new superimposed 
embankment which will be essentially un
yielding and will afford foundation for a 
smooth roadway riding surface with mini
mum maintenance costs. 

Construction operations, particularly 
grading, have been started on approxi
mately 105 of the 114! miles of Turn
pike that is being built on earth fill. The 
speed with which construction has been 
progressing is indicated by the fact that 
during the past ten months, to the year 
end, grading for the Turnpike is more 
than 50 percent completed, and 28.2 miles 
actually were ready for paving operations. 
Anothe1~ 24.9 miles await only the addition 
of a layer of (GRADE "A") frost-free ma
terials before paving can be undertaken, 
and an additional 12.5 miles require only 
two (GRADES "A" and "n") layers of frost
free materials before being ready for pav
ing. In all a total of 70.8 miles are ready 
for paving, or nearly so. Additional mile
age can be completed rapidly with only 
nominal additional work. 

The status of grading operations, by 
sections, is shown in the accompanying 
tabulation on a mileage basis: 

PREPARATION FOR PAVING 
TOTAL TOTAL 

READY FOR "B" "A" COMMON 

PAVING COMPLETE COMPLETE COMPLETE 

4.8 3.5 7.9 16.4 
0.8 2.5 5.5 8.8 
6.0 1.0 3.0 10.0 

11.1 3.0 7.0 21.0 
4.0 2.5 1.5 9.2 
0.8 3.1 
0.7 2.3 

28.2 12.5 24.9 70.8 
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CUTAWAY SECTION OF VERTICAL SAND DRAIN STABILIZATION BENEATH HEAVY FILLS 
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le j SOFTCLA~a_nd S_l_LT ~~ow 

FIRMER UNDERLYING ~/ 
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and FINE SANO ~ ,.,.;,. 

~/ 
~ . 

ARROWS SHOW DIRECTION OF FLOW OF WATER TO ANO FROM VERTICAL SANO DRAINS DURING FILLING ANO OVERLOADING PERIOD. 

Thus, it is readily apparent that there is 
sufficient embankment fully prepared and 
ready for paving so that paving contractors 

should be able to start their operations as 
soon as spring weather will permit. The 
balance of the Turnpike mileage is com
posed of major bridge structures, all of 
which are under construction. In the in
stance of the two largest structures, the 
Passaic River Bridge and the Hackensack 
River Bridge, outstanding progress on 
foundation substructures has been made. 

The Authority, during the course of the 
year, accepted from the State two rough 
graded sections totalling 1.12 miles _of 
what was to be the original Route I 00 
(Sections 4'A and 4B), and which becam~ 
a part of the Turnpike. The sections are 
in addition to a section 5.43 miles in length 

which had already been rough graded by 
the State Highway Department and was 
adopted as part of the Turnpike. 
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In addition to the major structures, there 
are over 202 secondary structures on which 
progress to date has been fair. At the end 
of the year substructures had been com
pleted on approximately 15 of these struc
tures and substructure work was in progress 
on nearly 100 other structures. It is antici
pated that work on secondary bridges will 
proceed throughout the winter without in
terruption, with the provision of adequate 
means for protecting 'concrete against freez
ing. The first fabricated structural steel 

has been shipped to the job, arid bridge 
superstructures will be completed as rap
idly as steel deliveries . ca~ be obtained. 



The structure work is now well organized 
and proceeding at a high level of activity. 
This work will be expedited during the 
winter and spring in order that structures 
may be completed and detours abandoned 
to give paving contractors uninterrupted 
access for their operations. In Sections 1, 
2 and 3, totalling 60 miles in length, the 
problem of coordinating operations between 
grading structures and paving contracts 
was simplified to a considerable degree 
when the principal contractors now at work 
were successful in competitive bidding and 
were awarded the contracts for paving. 
The problem of coordination thus becomes 
a matter to be worked out within the in
dividual contractor's own organization. 

Because of an unusually wet spring and 
summer, and the fact that construction 
activities were not immediately coordinated 
with the acquisition of right-of-way, con
struction progress prior to September was 
delayed in certain areas. These conditions 
were corrected through the effo1ts of the 
Authority and its staff, and the cooperation 
of the contractors. Favorable weather until 
mid-November improved the progress, and 
this advantage was utilized to the maxi
mum. There are still some areas in which 
progress is slightly behind schedule, but 
these are receiving the close and constant 
attention of the Authority and its staff, 
and in due time, the delinquent contracts 
will be brought to schedule. The overall 
progress can be roughly calculated from 
contr~ctors' earnings. The original esti
mate of contractors' earnings and the dollar 
value of contracts awarded are shown 
herein. 

In the instance of every intersecting 
thoroughfare, whether controlled by the 
State, a county, or a municipality, the 
Authority was faced with the problem of 
making appropriate provision. In a very 

few isolated instances, little used thorough
fares were cut off and abandoned. Some 
public highways having but nominal use 
were detoured by the construction of special 
marginal roads to link up with major roads 
for which grade separation structures were 
provided. In every instance where a grade 
separation structure was provided, it was 
manifestly desirable to secure the consent 
and agreement of the governing body 
charged with the responsibility for the road, 
including agreement on details of location 
and design. With only a few exceptions, it 
was necessary to provide at each structure 
location, a temporary detour facility that 
would permit traffic to operate in as nearly 
a normal manner as possible while the 
grade separation structure is being con
structed. In a few cases, it was possible by 
agreement with the governing bodies con
cerned to close a road temporarily, detour
ing traffic around by means of other ex

isting roads. All governing bodies cooper
ated with the Authority in working out 
many difficult problems. 

The foregoing discussion has dealt pri
marily with the major components of the 
Turnpike. At the year end the Authority 
and its staff were actively engaged in 
preparation of the design and specifica
tions for the toll plazas, administration, 
concession and maintenance buildings, and 
their equipment. Contracts for these facili
ties are expected to be advertised shortly so 
that awards may be made and actual work 
begun. Work also is underway on all 
those smaller miscellaneous items which 
transform a bare highway into an attrac
tive and efficient turnpike. These include 
service areas, communications, lighting, 
guard rail, right-of-way fence, utility serv· 
ices, access roads, l~nq~eapi~g, signs and 
many other features. AIJ · ~t.~· ~·ei~g knit into 
the construction pattern w~icli' 'is growing 
each day. ' 





0 NE of the most difficult and compli· 
cated problems which faced the Authority 
in 1950 was the acquisition of the right
of-way for the Turnpike. The consulting 
engineers in charge of particular sections 
of the Turnpike were each responsible 
for the preparation of property maps de
fining the lands to be acquired. Although 
the initial drawings showing the general 
location of the right-of-way with respect 
to properties were prepared by the end 
of 1949, many modifications and ad
justments, including a number of other 
requirements, such as slopes and drainage 
easements, interchange and service areas, 
were not finally determined upon in some 
instances until late in the fall of 1950. 
Because of the modifications and adjust· 
ments mentioned here, as well as a further 
breakdown of parcels into new categories, 
the number to be acquired increased from 
1,439 in February, last, to 3,426 parcels 
at the end of 1950. 

Property drawings were prepared by 
New Jersey licensed surveyors working 
under the supervision of the consulting 
engineers in each section. These drawings 
first showed merely the right-of -way for 
the Turnpike roadway, which is generally 
300 feet in width, hut of varying width 
in the section north of the Raritan River 
and reducing, in built-up areas, to approxi
mately 200 feet. The survey work required 
in preparation of the maps imposed a 
sizable work load on local land surveyors. 
A shortage of qualified engineers and sur· 
veyors handicapped the prompt production 
of final and complete property maps. 

While a procedure was followed with 
respect to the advertisement and award 
of construction contracts on a schedule in
tended to commit contractors, and initiate 
construction, as elsewhere described in this 
report, the Real Estate Department was 
faced with the necessity of a thorough 

screening of candidates to act as local 
appraisers and negotiators for_ the ten 
counties traversed by the Turnpike. The 
selection of the first appraiser was ap· 
proved on February 10, 1950 and nego· 
tiations leading to the selection of the 
major force continued during that month. 
The first contract for the employment of 
real estate personnel was approved on 
March 6, 1950. 

This search for real estate experts called 
for an exhaustive survey of the availability 
of qualified personnel. It was neither pos
sible nor desirable for the Authority to 
engage on its immediate staff the numbers 
and types of experts required, because of 
the short duration of employment and the 
inability to obtain such experts on a full. 
time basis. In addition, it was apparent 
to the Authority that it should employ to 
the greatest degree possible, local experts 
and firms for appraisals, and also nego· 
tiators who were recognized and established 
in their professions, in the various counties. 
On the other hand, it was obvious that the 
Authority must have on its staff under the 
Director of Real Estate an adequate num
ber of independent experts to appraise and 
review the results of the field activities in 
order to prevent distortion of values, or 
faulty negotiations. 
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The organization to carry out the real 
estate functions is shown below: 

a. The Director of Real Estate, 
the Assistant Director, and 
a small staff of specialists, 
plus the necessary clerical, 
legal, and administrative 
help, all on a full-time basis 
and directly employed by the 
Authority; 

h. The selection and engage· 
ment, under contract, of local 
appraisers, reaching a total 
of 30 firms and individuab 



at the peak of the program; 

c. The selection and engage
ment, under contract, of 
negotiators reaching a total 
of 66 firms and individuals. 
Compensation was mainly on 
a "per parcel" basis, hut 
some were engaged on a 
lump-sum, or a per diem, 
basis; 

d. A group of specialists for the 
appraisal of highly indus
trialized areas, as in Newark, 
and for the pig farm area in 
Secaucus, Hudson County, 
was engaged under special 
contract; and 

e. The engagement of county 
real estate supervisors, reach
ing a total of thirteen at the 
peak of the program, who 
acted as general supervisors 
of the above appraisers and 
negotiators, and who often 
carried on the final negotia
tions directly. These were 
employed generally on a 
monthly basis of compensa
tion. 

In the early stages it was imperative to 
obtain rights-of -entry in order that con
tractors could initiate construction, and 
the first efforts of the Real Estate Director 
were toward that objective. A form for 
the right-of -entry was prepared and utilized 
for these purposes, and voluntary rights
of -entry were obtained in about fifty per· 
cent of the cases, even before appraisals 
or negotiations for the purchase of the 
land had begun. A system was established 
whereby the Real Estate Department kept 
the consulting engineers in the various 
sections currently advised 0£ the rights-of· 
entry obtained. Efforts were made to oh-
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tain rights-of-entry over long stretches of 
the Turnpike to provide contractors with 
ample working areas, but obviously this 
was difficult to accomplish since numerous 
isolated parcels remained temporarily 
unavailable. 

Appraisals were prepared upon special 
forms which followed the pattern utilized 
in Federal and State acquisition programs. 
The forms bore the signature of the ap· 
praiser and were submitted as confidential 
papers to the Authority. Generally, the 
negotiations followed the submission of 
the appraisals, and so far as possible, they 
were not conducted by those who made the 
original appraisals. In instances where the 
same person appraised and negotiated, a 
careful review was made by another ex· 
pert under the supervision of the Director 
of Real Estate. 

The Authority was presented each week 
with the contracts of sale, signed by the 
owners, together with a condensed state· 
ment in each instance containing a descrip· 
tion of the property to he acquired, the 
criteria establishing the appraised value, 
the ·names of the appraisers and negotia
tors, the asking price of the owner, the 
results of the negotiations, and the recom
mendation of the Real Estate Director and 
the Executive Director. If satisfactory to 
the Authority, the Executive Director was 
authorized to execute the Contract of Sale, 
and conclude the acquisitions. 

By the end of 1950 the Authority had 
approved Contracts of Sale totaling 
$9,678,200. In some of these, totaling 
$7 44,268 in amount, it is not possible to 
make an exact comparison between the 
Contracts of Sale and the appraisals be
cause of the inclusion in the contracts of 
provisions relating to certain work to he 
done by the Authority, such as that per
taining to access, drainage, water supply, 
and removal of obstacles. The balance of 
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$8,933,932 may be compared directly 
with the corresponding appraisals of 
$8,466,996, indicating that the Authority 
was successful in negotiating those pur
chases at 105.51 percent of appraisals. 

The Authority was not only compelled 
to obtain rights-of-entry or Contracts of 
Sale at a rapid rate in order to maintain 
its construction schedule, but was conscious 
of its obligations to all property owners 
along the route of the Turnpike to complete 
the transfer of ownership and pay the 
owners at the earliest possible date. 
Although in this, as in other public acqui
sitions, the responsibility rests with the 
owner to provide a good and sufficient 
title, the Authority was particularly anxious 
to take all possible steps to assist in per
£ ecting title for an owner, so that a deed 
could be obtained and the owner paid. This 
was important in all instances, but particu
larly so in cases where an owner would 
lose his home. 

The Authority generally obtains war
ranty deeds conveying fee title to the right
of-way, slope easements for the slopes of 
embankments outside of the normal right
of-way, and to provide for overpasses or 
underpasses, and drainage easements when 
there is a change in natural drainage di
rectly attributable to the construction of 
the Turnpike. It also obtains temporary 
easements for the construction of the prin
cipal detours required during construction 
operations. New Jetsey title companies 
were engaged under contract to search 
titles, prepare deeds, and furnish title 
certificates. The latter guarantee that, upon 
payment of the purchase price and com· 
pletion of designated curative work, valid 
titles will vest in the Authority. 

The Authority concluded that, rather 
than organize a special section of attorneys 
to handle the curative work and perfect 

titles, it would utilize the same title com
panies to do this work. 

As in the case of local surveying firms, 
a tremendous burden was thus imposed 
upon the title companies selected to do 
this work. They cooperated fully with the 
Authority, and during the latter part of 
the year when many closings of titles were 
scheduled, increased their output to meet 
the requirements of the acquisitions 
schedule. 

The lands necessary for the right-of-way 
involved a great variety. The southern and 
central sections of the route traverse dairy 
and farm lands, while the northern section 
traverses developed and undeveloped in· 
dustrial areas. The built-up sections were 
generally in Gloucester and Camden Coun· 
ties, in the City of Elizabeth, and at the 
pig farms in Hudson County. As was to 
be expected, it was not always possible 
in such varying types of land development 
to obtain voluntary rights-of -entry or to 
negotiate Contracts of Sale. In these cases 
the Authority, after exhausting efforts to 
this end, instituted condemnation proceed
ings, and filed Declarations of Taking 
under the powers delegated in the January 
1950 amendments to the original Turnpike 
Authority Act. As of the end of 1950 the 
Authority had authorized the condemna· 
tions of 302 cases, of which 173 were 
resolved by continued negotiations subse· 
quent to the filing, 96 remained in court, 
and 33 were in process of filing. 
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The Authority, in dealing directly with 
property owners at the local level, has 
been instrumental in holding to a minimum 
the need for condemnation proceedings and, 
in consequence, the need for costly litiga· 
tion. Actually, the cases scheduled for 
condemnation represent but 7 .5 percent of 
the total number of owners involved, ex
clusive of those which have been resolved 
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since condemnation proceedings were 
sta1ted. 

As of the end of the year two cases were 
heard before Condemnation Commissioners 
and, being uncontested, the award was the 
Authority's appraised value. A third was 
settled ·· during the course of trial at the 
Authority's appraisal. 

where along the route of the Turnpike, 
either by the owners themselves, or in ac
cordance with contracts entered into by 

· the·~ Authority~-- In ·almost :all instances, it 
was found preferable, and necessary in the 
interest of time, to negotiate purchase 
agreements ·with owners. Possession by the 
Authority could he obtained more rapidly 
by this procedure than through condemna
tion. 

The acquisition of lands involves many 
steps-surveys, appraisals, negotiations, 
title .certjfi~ates, . curative work, and final 
payment and possession. All of these, in 
a large program, must be carefuily timed 
and coordinated. . Considering the com
plexity of the problem, and the time sched
ule required, the Authority believes it has 
established an outstanding record in its 
acquisitions of property, and that it also 
has paid fair and reasonable prices. 

The problem of severance of farms and 

The acquisition and clearing of the right
of-wa y through the City of Elizabeth pre
sented the most difficult problem. · Here it 
was necessary to remove or demolish some 
240 buildings, mostly houses about 50 . 
years old, and dispossess approximately 
100 owners and 235 tenants. No real 
difficulty was enc~mntered in ~egotia!h1g . 
Contracts of Sale. The problems were two· 
fold: ( 1) to have the owners move promtply 
upon payment of the purchase price, and 
( 2) to .. assist the tenants, who could obtain 
no comparable ·housing at the low rentals 
they were paying, to find new homes. The 
Authority ofieted to-contribute $200 toward 
the expense of moving to tenants who va
cated by Labor Day, September 4, 1950. 
This contributic>n was continued until 'the· 
end of the year but at the reduced rate of 
$150~ A total of 201 tenants had moved 

· other properties transcended expectations, 
and caused a material increase in cost over 
original estimates, as set forth later in this 

- seetion. The severance in the event. the 
Tumpike crosses a farm is gener~lly a 
complete one, since the Turnpike right-of. 

by year's end, and -110 of them ·· received · way must be ·· fenced and there wtll:~ he no 
the $200 to meet expen,ses of moving, and means of crossing it except at ov~rpasses 
91 received $150 and, in addition, as a and underpasses. In a few instance~ · sever-
further step to.ward the retention of ·ratables ·· · ··ance-dama-ges- were avoided by cons~ructing 
and minimizing the problems of re-adjust- access lanes leading to public roads, or 
ment, the Authority acquired vacant lots constructing cattle underpasses o~ farm 
in Elizabeth and has moved, or is ~n proces~ lands. Jn some. cases it was evident that 
of moving, a total of 25 of the better the Authority could negoti~te contfacts of 
houses. These houses which otherwise sale more readily if it Were to acquire 

. would )lave . been . dell_lqli,sh~d.2 . a;re being ~pt~re holdings, : Qr at least remainders 
reconditioned to accommodate about 45 which would otherwise be severed, and 
tenants. Some of these houses are already further, that it would be decidedly in the 
occupied. As a result of these methods, inter~st _ of the, Au~ority to do ~~· This 
the end~~ p~obi~m ~t a~quisitio~ , ~rid vaca- procedure also was in the best interest of 
tion of houses in Elizabeth was substantially the property owner who could utilize the 
resolved by the end of the year. funds in the purchase of a new property. 

A nilmber of houses were moved else~ As of the close of 1950, the · Authority 
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owned approximately 1,800 acres of land 
outside its minimum right-of-way lines. It 
also owns 38 houses, including those in 
Elizabeth referred to above. The cash 
market value of this surplus real estate in 
subsequent sales may total over $750,000. 
It is the intention of the Authority to dis
pose of these properties as soon as possible, 
consistent with an adequate realization for 
the holdings, so that they may be continued 
on the tax rolls of the municipalities 
concerned. 

The original 1949 estimate of cost of the 
right-of-way was $10,145,000. This esti
mate was based solely on a general survey, 
without specific drawings, and without a 
detailed alignment for the Turnpike and 
its various interchanges and service areas, 
and other lands which are required for it. 
Giving recognition to these factors and 
the generally rising market for property 
values since the preliminary estimates were 
made in September, 1949, the present 
estimates are that .the real estate will cost 
$17,230,000. The readily definable fac
tors contributing to the higher costs are 
given here: 

(I) The original estimate made dur
ing the period June to August 
1949 was made without benefit 
of property maps, without a 
definitely adopted alignment and 
without any accurate locations of 
improvements or boundaries of 
the property owners affected. The 
allowances for severance and 
contingent items were inadequate 
and the appraisals themselves, of 
necessity, were only approxi
mate; 

( 2) The acquisition has been con
ducted in a period of rising 
prices due not only to general 
economic conditions, hut in some 
degree, to the influence of the 
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Turnpike itself on property 
values; 

( 3) The purchase of excess parcels 
described previously, and which 
is an offsetting factor; and 

( 4) The speed of acquisition which 
limited the period of negotia
tions. It was clearly to the bene
fit of the Authority, in some 
instances, to pay prices somewhat 
higher than appraisal values in 
order to avoid delays in con
struction and completion of the 
Turnpike. 

As construction work progressed through 
the year, the major difficulties in the way 
of progress developed to be ( 1) the ac
quisition and clearing of right-of-way 
through Elizabeth, ( 2) the acquisition of 
right-of-way through the meadows north 
of Elizabeth and the Newark Airport, 
which involved extensive negotiations with 
the City of Newark, the Port of New York 
Authority, and the Central Railroad of 
New Jersey, (3) the negotiations with the 
Pennsylvania Railroad for the crossing of 
the Oak Island Yards in Newark which in
volved an extensive alteration of design, 
and agreement for the acquisition of lands 
for the Port Street Interchange which in
volved the Central Railroad of New Jersey, 
Pennsylvania Railroad, and the City of 
Newark, ( 4) the acquisition of the remain
ing lands through the City of Newark be
tween the Lehigh Valley Railroad and the 
Passaic River, ( 5) the acquisition of the 
right-of-way through the pig farms in 
Secaucus, and ( 6) the acquisition and 
clearing of the right-of-way through the 
congested areas of Woodbury Heights, 
Runnemede, Lawnside, and Barrington in 
Gloucester and Camden Counties. 

All of these activities had been over
come or substantially resolved hy the end 
of the year. 





THE Turnpike Act empowers the 
Authority to direct the relocation or re
moval of any public utility facility which 
inter£eres with the construction of the Turn
pike, subject to the condition that the cost 
of removing the facilities to a new location 
and the cost of any lands or right-of-way 
required to accomplish the relocation or 
removal, shall be ascertained and paid by 
the Authority as a part of the cost of the 
Turnpike. This provision is similar to that 
imposed upon the State Highway Depart· 
ment in the Freeways and Parkways Act 
of April 3, 1945, as amended on October 
28, 1948. 

A form of Relocation Order was pre
pared by counsel and adopted by the 
Authority in 1949 for that purpose, and 
the first order was issued in February 
1950. By the end of 1950, a total of 328 
relocation orders had been executed, and 
the work called for under their provisions, 
was underway. 

Most of the relocation orders provide 
that the Authority shall reimburse the 
owners for actual costs incurred. Some, 
however, provide for lump-sum settlements. 
The largest lump-sum agreement is with 
the Esso Standard Oil Company for land 
and the relocation of its facilities at the 
Esso Refinery in the total amount of 
$918,041. This agreement, covering an 
area selected for part of the alignment of 
the originally projected State Route 100, 
was negotiated jointly by the State High
way Department and the New Jersey Turn
pike Authority. Another is one entered into 
with the Central Railroad Company of New 
Jersey for relocation of its railroad yards, 
tracks and facilities located north of Eliza
beth, in the total amount of $608,010. 

Included herein is a tabulation showing 
the number and total dollar value of the 
orders issued, the various utility companies, 
and also the total estimated amount of those 

remaining to he issued. A portion of this 
latter amount is to be expended in connec
tion with the relocation of railroad facili
ties. The processing of a relocation order 
to a railroad company, in extensive and 
involved cases, follows the negotiation of 
an agreement, and the latter entails con
siderable study in view of the details in
volved in relocation of tracks, signals, 
catenaries, and the location of bridge piers 
or abutments so as to cause minimum 
interference with railroad operations. No 
delay is being experienced in such in
stances, however, since work is being 
carried out under the provisions of the 
contract agreement already executed, and 
the order is issued merely as an adminis
trative measure. 

55 

In general, the determination in the first 
instance of the need for relocation origi
nates with the consulting engineers for the 
various sections of the Turnpike. These 
engineers advise the owning company of 
the necessity for relocating their facilities, 
and the utility company proceeds with a 
survey to determine the extent and the most 
convenient and economical relocation which 
can be made. Drawings and estimates of 
cost are prepared by the utility company, 
and reviewed by the consulting engineer 
for the section, and the Chief Engineer of 
the Authority. Upon approval by the 
Authority, the relocation order is executed 
by the Executive Director. In order that 
there may he no misunderstanding with 
respect to its provisions, the order also 
provides for the signature of the owner 
indicating acceptance. 

Most of the relocation work is being 
performed by the forces directly employed 
by the various utility companies. Some 
work of a specialized nature is being done 
by contract, and in all such cases, the 
solicitation of bids, and the award of the 
contract, are subject to the approval of 



the Authority. Where work is done .on a 
reimbursable basis, relocation orders de
fine the general basis and understanding 
with respect to the rates of wages, classifi
cations of labor, method of determination 
of payment for materials, of computing 
allowances for overtime, sick leave, work· 
men's compensation and insurance, and 
allowances for materials, general overhead, 
supervision, and inspection. In cases where 
these criteria have been established and 
understandings reached between the utility 
companies and other public agencies, they 
have been adopted by the Authority. 

There remain about fifty new orders to 
he issued. Recent reports indicate some 
difficulties are being encountered in the 
securing of copper and other critical ma· 
terials required for relocations, and some 
local delays are to he anticipated. 

As is indicated by the scope of the utility 
orders issued, most of the interferences 
with the Turnpike came about because of 
the existence of railroads, power lines and 
telephone lines. All of the owners have 
been cooperative and, in many instances, 
the utilities have assigned crews which are 
devoted exclusively to work on · Turnpike 
relocation orders. 
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Reinforcing Steel Being Placed in 

Pier Forms for Swedesboro-Mullica 

Hill Overpass, Gloucester County 
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ORDERS ISSUED TO UTILITY COMPANIES 

Number and Amount To December 31, 1950 

NO. OF ORDERS TOTAL 

Public Service Electric & Gas Company ........ . ......... .. .. . 

Central Railroad of New Jersey .... ......... . .. . ... . .... . . . 

New Jersey Bell Telephone Company ... . .............. . .... . 

Elizabethtown Consolidated Gas Company .. . ........... . . . .. . 

Jersey Central Power & Light Company . . .. . ............. . .. . 

Pennsylvania Railroad ....... . .. . . . .... .. ......... . ........ . 

Erie Railroad Company ........ . .. . ... .. ..... .. .. . ... . . . ... . 

Middresex Water Company ...... . ....... . ........... . ...... . 

Atlantic City Electric Company . . ... . ....................... . 

Lehigh Valley Railroad .. .. .. .... ..... . ....... . ............ . 

Elizabethtown Water Company Consolidated . . ......... .. ..... . 

Hackensack W~~er Company .......... . ............... . .... . 

Tuscarora Oil Company Ltd. . ........ ... . .. ................ . 

South Jersey Gas Company .. " .. ........ . ....... ~ .... . ....... . 

Cities' Service Oil Company ....... . . .... ... . .. ... ..... . ... . 

New Jersey ~ate~ · Company . . ~ .. .... .. .. . . . .. . ........ : .... . 

Crosswicks Water 'company ... .. . . . . : . . . . . '. ....... . . . · ..... . 

New York, Susquehanna & Western Railroad ........ . . . ...... . 

Delaware, Lackawanna & Western Railroad ... . .... . . . ... . ... . . 

Perth Amboy Gas Light Company ...... . ... . . . ..... . ........ . 

Philadelphia & ·Rea~ing. Railroad .. . · . ...... .. .. : . .. " .......... . 
Woodbury Heights Water Company . ... .. . . .... . .......... . 

Jersey Cify N. J. Department of Public Works . . . .... .. ...... . 
Western Unio"! Telegraph Company . . . ... . ............. . .... . 
The Staten lslar,id Rapid Transit Company . ................. . . 
Tidewater Pipe Company Ltd . .... . .. . . . ...... .. ...... . ....... . 
Miscellaneous .. . .. . ..... . .... . ..... .. ..... · ....... . ....... . 

f 

Estimated amount of orders remaining to be issued: 

Railroads ... .. ..... . ............ . ... . .... .. . . ... . .... . 
Utilities 

104 

14 
111 

8 

17 
6 

3 

5 

23 

2 

3 

2 

5 

4 

I 

2 

2 

I 

2 

3 

I 

4 

$ 642,359.00 
2,251,573.00 

$2,388,776.00 

1,064,432.00 

636,037.00 
248,914.00 

108,696.00 
164,819.00 

145,505.00 
120,170.00 

89,643.00 

57,001.00 

55,236.00 
37,170.00 

58,269.00 

32.170.00 
27,000.00 

26, 173.00 

15,085.00 

14,614.00 

14,016.00 

12.000.00 

11,808.00 

10,926.00 
10,510.00 
11,142.00 
5,946.00 
2,385.00 
3,570.00 

$5,372,013.00 

2,893,932.00 

TOTAL. . ................ . $8,265,945.00 
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S ITES for concession developments 
have been selected for the convenience of 
the traveling public and for economy of 
operation. Foundation conditions, ease 
of access by the local road system, 
proximity to public utilities, and the pos
sibility of obtaining well water were ex
amined because of their influence upon 
construction and operating costs. Elevation 
and other topographical conditions were 
taken into account as they affect long 
distance visibility ·from ·the Turnpike and 
also as they may contribute to the appear· 
ance of the projects and the views from the 
buildings, especially with regard to the 
buildings to be frequented by the general 
public. Every effort has been made to · 
minimize the effect on established private 
or public interest in existing uses of prop· 
erty, and to reduce interference with the 
local tax base. 

A total of eleven locations were selected 
to divide the Turnpike into sections aver
aging about · ten to eleven miles. All hut 
one (No. 9) are intended ·to be developed 
ultimately with like facilities on both sides 
of the Turnpike, without connectfon he
twee:µ the northbound and southbound op
erations. For convenience each side of a 
concession · area . is counted as ·a -unit 
(termed a "half-~ite," making 21 half-sites 
in all). F aciliti~s were calculated to ac
commodate traffic ·after the anticipated 
initial _rapid growth, and are planned for 
further expansion to keep pace with a more 
grad~al rise thereafter, until the year 1975. 

·. All.properties .required for this program 
have been purchased, hut initial construc
tion ~ill . be limi~ed to ·. thirteen half-sites. 
These~: it is estim~t~d, will take care of .. the 
demand for _the early years following ,the 
opening . of .the . Tqmpike · to traffic. All' 
units 't(ventually will ·contain facilities for 
fueling and minor servicing of motor vehi
cles, rest ·and . comfort of travelers, and 

lunchrooms. Three of these locations were 
selected for major restaurants. Others 
except as noted below will be equipped 
with snack bars so designed as to .be readily 
en}arged to major restaurants if service 
to · the public requires such expansion. 

Concession Area No. 4 was chosen as an 
ultimate restaurant site because of its prox
imity to the Philadelphia-Camden metro
politan area, it being . the last concession 
area passed by traffic to that destination. 
Concession Area No. 6 was selected for 
ultimate development as a restaurant loca
tion in expectation of a future connection 
with the Pennsylvania Turnpike near Bor
dentown, in which · event this will be the 
first concession site passed by travelers 
from Pennsylvania. The third restaurant 
site, and the one to: he constructed at this 
time, was established at Concession Area 
No. I 0, near Woodbridge. This location is 
judged to he far enough from the metro
politan area (about 25 miles) to be accept
able to outbound travelers, and to ser~e 
as the last stop of inbound traffic. It is 
the last twin concession north of Route 35 
and S-28, the two of which are expected 
to . carry an extraordinary volume of shore 
traffic. 

The two northernmost concession sites 
(No. 11 at Elizabeth and No. 12 at Secau
cus) will be constructed initially without 
food service facilities. These latter facili
ties will be added if , a demand for that 
service becomes evident. 

The arrangement and design of conces
sion areas, set well back from travel lanes 
proper, are based on . consideration of the 
safety and convenience of ·. the traveling · 
public, . and efficiency of operation~ An · 
adequate . area ·· of -- land -has heeri acquired. 
The non-developed portion of the requ.ired 
area will be . improved with «landscaping, 
and will act to some extent as a separation 
strip between the concessions and surround-
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ing lands. Among the safety features 
included in the design are decelerating and 
accelerating lanes, each generally 1,200 
feet in length and independent of the Turn
pike traffic lanes. The approach road to 
concession areas, for example, will he 
straight and unbroken for approximately 
the first 600 feet, with a slight turn at the 
end of the approach road further to check 
the speed of arriving cars. The layout will 
permit the traveler to turn from the ap
proach road to.ward the 'lunchroom or 
restaurant end of the building and to park 
his car in an . area set aside for that pur
pose; or to proceed to the service station 
first, pulling up at the fuel vending pumps 
or turning into the service yard. 

Trucks will he served at separate gas
oline vending islands, and the road plan is 
designed so that the route into, within, and 
out of the concession area will he practi
cally devoid of turns. The parking space 
set aside for trucks will he at the far end 
of the gen~ral parking area, from which 
they can return to the service station end 
of the building for servicing, hut they will 
not he permitted to use other interior roads. 
Regular, high-test, and diesel fuel will he 
sold at all concession sites, with the service 
provided in the initial installation in ac
cordance with the expected proportion of 
truck and passenger car traffic. The motor 
fuel piping will he so arranged that the 
fill pipes are accessible to tank trucks 
arriving either by way of the Turnpike or 
by local route, hut with no thoroughfare 
between the two. 

Attractively arranged picnic areas will 
he provided at all concession areas except 
the two northernmost ones where these fa. 
cilities will he h~l~ in .. abeyance u,nt.il . it 
can he ascertained whether or not they are 
appropriate _in that area. ·· Supply and trash 
removal will he taken care of by rear 
entr~nce to ~e prope.rty, co:nnecting to the 

local road system by means of access 
roads. Power and other utilities (where 
available) will he brought in generally by 
means of the same access roads. 

For the service station and lunch room 
or restaurant facilities, the Authority's 
plans provide for its own design and con
struction and ownership of the buildings. 
By handling the service facilities in this 
manner, it is believed that revenues from 
them will he greater than if the concession
aires were to construct and amortize them 
over a period of years. 

The service stations and food units will 
he modified modern in architectural design · 
and attractively landscaped. It is expected 
that the majority of employees in each 
concession area will he local people. 

It is the present plan that the facilities 
he advertised for operation to the highest 
bidders, all of whom will he required to 
prequalify before bidding. The standards 
for prequalification will include such fac
tors as financial stability, quality and 
service of high standard, reasonable 
charges, ability to supply necessary equip
ment, methods of warehousing, provisions 
for central commissary, etc. To assure uni
formly high standard service and products 
in the public interest, the Authority plans 
to appoint a Special Committee for regular 
inspection of quality, service, price ·and 
cleanliness when the Turnpike facilities 
are in operation. 

Concession revenues, principally those 
from service stations and restaurant facili
ties, are expected to make ·a substantial 
contribution to the overall earnjngs of the 
Authority, According tq the tr'a:ff ic and rev· 
enue report prepared by Coverdale · & Col
pitts in 1949, the revenues· from concessions 
are conservatively ·estimated at $536~000 
in ·the first year of · operation. · By 1956: 
they are est.imated to increase to $848,000 
and: by 19.75 ·to $1,560,000. 
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SITES for maintenance shops were 
selected so as to facilitate work on the 
Turnpike, and to divide the Turnpike into 
twelve sections. Each two maintenance sec· 
tions will occupy one building jointly, thus 
requiring six building sites. These sites 
are more closely spaced at the north end 
where more frequent icing conditions, heav
ier traffic, more traffic lanes, and more 
numerous bridge structures will require 
increased maintenance per mile of length. 

The stretches assigned to the southern 
sections are correspondingly longer. With· 
in the pre·determined geographic locations, 
the selection of particular parcels was based 
on availability at reasonable cost of a suf
ficient area of well-drained and solid land 
(upwards of five acres for the average 
maintenance headquarters; upwards of ten 
acres for the Central Maintenance Shop) ; 
on ease of entry and exit to and from the 
Turnpike; on safe sight distances up and 
down the Turnpike; and on accessibility to 
the local road system for employees, ma
terials and utility services. 

Maintenance activities will thus be cen
tered at the six divisional headquarters 
buildings. These will consist of garage 
space dimensioned to admit the largest 
piece of equipment with snowplows at· 
tached, storage rooms, and small of fices. 
The rather centrally located headquarters 
at Hightstown will include, in addition, 
complete shop facilities for maintaining 
vehicular equipment, lighting, and signs, 
as well as toll collection and recording 
machinery. 

All locations will provide fenced yards 
for the outdoor storage of vehicles and 
materials such as snow fence, gravel, sand, 
asphalt, etc., and for employees' and vis
itors' parking. Provision will he made also 
for broadcasting antenna of the shortwave 
system at the two sites (Divisions No. 1 and 
No. 2) where the locations could he made 

to coincide to the advantage of the instal
lation .. 

Division No. 3 is consolidated with the 
major equipment maintenance and repair 
center. This will be placed inside the 
Hightstown Interchange loop, this site hav
ing been selected for its proximity to 
the center of all maintenance oper
ations, and partly for its nearness to the 
Borough of Hightstown, as a source of 
men, materials and services required at 
the major shop. 

Tentative selections of police stations 
were made, pending discussion of the sub
ject with the State Department of Law and 
Public Safety, at places where other build
ings have already been located, and to 
which the minor space requirements of the 
police divisions could be added to advan
tage. It is proposed that the Police De
partment he organized in three divisions, 
again with a relatively short territory to 
the north, and extended ones in the south
ern portion, and with Police Headquarters 
in the Administration Building at the New 
Brunswick Interchange. Police Divisional 
Headquarters will consist of small offices 
and shortwave broadcasting stations to the 
buildings most nearly central to the sections 
of the Turnpike supervised by the respec
tive divisions. 

With respect to policing the Turnpike, 
several conferences have been held to con
sider the suggestion of Governor Driscoll 
that the Turnpike force be made a part of 
the State Police organization. Consideration 
is being given to this by the Authority, and 
if such a step he decided upon, the Au
thority will compensate the State for the 
actual costs involved. The question of ty
ing in the Authority's shortwave radio fa
cilities with the principal State Police head
quarters already has been decided upon af
firmatively. 

The nerve center for all operations, in-



eluding maintenance and police, will be 
the Administration Building, at the New 
Brunswick Interchange. This building, a 
two and a half story modern structure, will 
be near the center of a triangular plot of 
ground bounded on the west by Route S-28, 
on the north by School House Lane, and 
on the east by the Turnpike itself. 

The site marks a favorable location with 
respect to the center of traffic on the Turn
pike and it is desirable, geographically, 
with respect to Trenton and the New York 
Metropolitan areas. 

The upper floor will he arranged for 
of fices of the three Commissioners, the 
Authority meeting room, the Recording 
Secretary, and the Legal Department. On 
the second floor quarters will he provided 
for the Executive Director, an Administra
tive Assistant, the Chief Engineer and his 
staff, the Comptroller, the Real Estate and 
Public Information Departments. · 

The first floor will house the Compn·ol
ler' s staff. the general administrative and 
of £ice personnel. A cafeteria for the Turn· 
pike staff will he a part of the accommoda
tions on this floor. The basement will 
contain the heating plant and mechanical 
equipment, as well as provide general stor
age facilities. 

When completed, the building will pro
vide approximately 33,000 square feet of 
space. It will he of brick and limestone 
trim with large windows. An adequate 
system of intercommunication will form 
a part of the facilities in this building. 

Bulldozer Spreading Ocean Sand 
for Turnpike Fill, Essex County 
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As reviewed in the First Annual Re
port, the Turnpike Authority in the sum
mer of 1949 filed a complaint in the Law 
Division of the Superior Court for a de
claratory judgment to detetmine the con
stitutionality of the Turnpike Authority 
Act. An opinion was desired primarily 
with respect to those provisions relating 
to the issuance of revenue bonds with which 
to finance the project, and whether such a 
bond issue ·would be in violation of the 
provisions of Article VIII, Section II, para
graph 3 of the Constitution of 1947, the 
pertinent portion of which reads as follows: 

. : · "3. • The ·-Legislature · shall not, 
· in · any manner, create in any 
fiscal year a debt or debts, liabil
ity · or liabilities · of the State, 
which together with any previous · 
debts or liabilities shall exceed 
at any one time one per centum 
of the· total. amount appropriated 
by the general appropriation. law 
for · that fiscal year, unless the 
same .shall · be authorized by a 

' law for some single object or 
,\rork distinctly specified therein. 
Regardless· of any limitation re

: -lating ' to taxation in. this Consti
tution,· such law shall:provide the 
ways . and means, exclusive of 

.. loans,' 'to pay the interest of such 
debi or liability as it falls due, 
and· also to pay and discharge the 
·principal thereof within thirty- . 
five years from the time it is 
~ontr~cted; a1id the .law shall not 

. be re:peale.d untH such debt or . 
ifability and the interest thereon 

. are · ~ully ·paid and ·discharged. 
·. -_-._ No such lalv shaU ~ake effect Un· 
. _ til . .it shall have . b.een submitted 

. tp the people at a ge~er~l election 
· and . approved by a majority of 
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the legally qualified voters of the 
State voting theron . . ." 

The case was carried to the State 
Supreme Court which, in an opinion de
livered on December 5, 1949, sustained 
the constitutionality of those provisions of 
the Act relating to financing, and ruled 
that the Authority had the power to issue 
Turnpike revenue bonds. 

The activities of the Authority described 
in other sections of this report have created 
many and varied legal problems. The niost 
important work of counsel during the year 
has been the routine, day-to-day handling 
of matters ·connected with the preparation 
and interpretation of contracts, the acquisi
tion of real estate, the negotiation and 
preparation of agreements with the several 
railroads to be crossed, the filing and 
prosecution of condemnation proceedings, 
the institution of a number of suits to en
force· the Authority's rights to possession 
of Ian~, and the ·many other questions re
quiring '. solution in order to · keep legal 
obstacles from interfering with the progress 
of construction. In addition to these, some 
outstanding legal activities deserve special 
comment. 

'Early -in .1950 a great deal of intensive 
work was done by Bond Counsel of the 
Authority, by General Counsel and by 
counsel for the prospective purchasers of 
the securities of the Authority. This work 
resulted in· the preparation of several 
amendments to the New Jersey Turnpike. 
Authority Act of 1948 which became Chap· 
ter 1 of the New Jersey Laws of 1950. It 
also. resulted in the preparation and adop· 
tion of the resolution authorizing the 
issuance of the Authority's revenue bonds 
(1950 issue). 

·In February, 1950, the City of Elizabeth 
brought.· suit in the Chancery ·Division of 
the Superior Court of New Jersey to re
strain the Authority from constructing the 



Turnpike along Fourth Street, the line 
which had been selected by the Authority 
.after long and careful consideration of the 
difficult and unavoidable problem of get
ting through the City of Elizabeth. Prior to 
the institution of suit the City authorities 
had contended that a circuitous route along 
the water front should be adopted, but this 
would have been longer, far more expen
sive and would have done substantial dam
age to an important industrial area. 

Application was made to the Court for 
a preliminary injunction and at the same 
time counsel for the Authority . moved to 
dismiss the complaint of the City. · After 
oral argument and the filing of briefs the 
Court handed down an opinion holding that 
the selection of the Fourth Street route was 
well within the discretion vested in the 
Authority by law. The complaint of the 
City was, therefore, dismissed . . 

.. In .May, 1950; officials of the City · of 
Newark proposed to the Authority that 
plans for the Newark-Jersey City inter
change located at Raymond Boulevard in 
Newark should be abandoned and that the 
Turnpike should · be elevated on structure 
through that part of the City lying between 
the Lehigh Valley Railroad line on the 
South. and Allegheny Avenue on the North, 
a distance of approximately a mile and a 
half.. It was contended· that these changes 
in ·construction. plans. would encourage fu. 
tUre industrial development in a section 
which has not generally attracted industry 
in the· past. During the summer these· con· 
tentions by the . City ·were given a great deal 
of consideration hy the Authority,' but ulti
mately rejected. The City then brought suit 
on ·August 25, 1950, i~ the Superior Court 
for an injunction to compel the Authority 
to adopt 'it~ .. t'"'.o .proposals. · The complaint 
charged unconstitutiOnality of the Turnpik~ . 

Authority Act and that the members of the 
Authority had. excee.ded· . their powers hr 

choosing to construct two interchanges in 
Newark and to build the Turnpike on 
earthen fill with bridges to provide for all 
existing streets and the future opening of 
one "paper" street. No application for a 
preliminary injunction was made by the 
City and construction work through Newark 
has not been delayed by the pendency of the 
suit. On November 10, 1950, Counsel for 
the City applied to the Court and obtained 
leave to file an amended complaint. The 
·nature of the amendments made are not of 
sufficient interest to i·equire discussion 
here. A motion for summary judgment has 
been made against that amended complaint 
on behalf of the Authority and the matter 
was orally argued on December 15, 1950. 
At that time the Court reserved decision 
and directed the City to file a brief, the 
Authority's brief having been previously 
filed . . As yet the Authority's motion for 
summary judgment against the City has not 
been decided, but is being considered by 
the Court and a decision is expected . in the 
near future. If the Authority's .. motion 
should be denied, the case will then go to 
trial in the us:ual way and. the calendar of 
the Comt is well up to date. It is generally 
accurate to say that the basic legal ques· 
tions involved in the suit brought by the 
City of Newark are ~e same as those in
volved in the suit brou~t by the ,City of 
Elizabeth, and . in a test of the constitution
ality of the act, . but witl~ a . stronger factual 
situation to support the , decisions made by 
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the Authority, conc~ming the construction of 
the Turnpike ~hrough. Newark. Cou.~sel for 
the Authority . is, therefore,. of the opinion 
that the favorable result in die Elizabeth 
case should be a strong precedent. for a 
similar result in the Newark case, and is op .. 
timi~tic thatthe Newark ·case:willb~ decided 
in the Authority's favor. {On January .19, 
1951 the -Court rendered its . opinirin ·grant· 
ing summ~ry · judgment against the City.) 
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THE ANNUAL REPORT for 1949 
pointed out that by mid-November the 
engineers of the Authority had progressed 
sufficiently in the surveys of the alignment 
and in the final design to recommend an 
alignment of the Turnpike in each of the 
ten counties through which it would pass. 
The Authority, hence, carried out a pro
gram of county meetings in order to 
present its plans to local officials for dis
cussion before adoption of the alignment. 
In general there was no marked opposition 
to the alignment except in three municipal
ities and these differences, since, have been 
i·esolved. 

However, a number of modifications in 
plan were sought by local interests when 
further local cenferences were held between 
the consulting engineers in the various 
sections with borough, municipal and conn· 
ty officials. Many situations arose which 
required material alterations in the scope 
of the plans, most of which were not to be 
anticipated when the preliminary plans 
were prepared. Concessions by the Author
ity, in consequence, were made to meet 
local wishes to the maximum extent that 
was without unreasonable financial burden 
on the Authority. 

Such concessions by the Authority were 
made in all ten counties. They included, 
generally, longer and wider bridge cross
ings at public highways to meet the require
ments of the State Highway Department 
for future widenings of those highways; 
the addition of bridge crossings over certain 
streets which, under the . original plans, 
would have ·been aba.ndoned or otherwise 
relocated because of only nominal use of 
such streets; changes in design to provide 
for future water mains and other utilities; 
the additions of bridges for streets dedi
cated and not yet actually in existence, hut 
deemed necessary in . the near future; an 

71 

:additional traffic interchange after an en
·gi:tieeriiig · -review .sho.wed · the economic 
justification for it; increased sizes of cid
verts and a general widening of structures. 

The original studies made . by the engi

~eers and contained in the Septembe~ 15, 
1949 report provided for the bridging of 
railroad tracks, . yards, and properties .so 
as to clear all e~isting facilities. As design 
progressed and negotiations were entered 
into with the respective railroads, it was 
found that some had plans for expansion of 
their yards and operating problems _which, 
in their opinion, required. further extension 
of the proposed viadu~ts to carry the· Turn.
pike across those proper~ies. Exhaustive 
stµdies were necessary ill these cases, par
ticular iy in connection with one of the 
large freight yards in the northern end of 
the Turnpike where the problem was fur
.th~r acc_entuated by the future possibility 
of the so-called DdscoU. Plan for _ rapi~ 
tra~sit development. In this case, at the 
.so-called Oak Island .Yards of the Penn~ 
sylvania Railro~d in Newark, the existing 
east-west rails of this rail~oad and . the 
north-south main line tracks of the Central 
Railroad of New Jersey cross at grade. 
The Driscoll Plan · which is embodied in . a 
study for a rapid transit system along the 
~\restern shore of Newark Bay, and connect
ing with trans-Hudson .facilities to Ma:n:. 
hattan, would utilize the Central Railroad 
of ~ ew Jersey tracks which, in turn, would 
require -the elimination of this grade cro~
sing. 

The most feasible plan would be to 
' . ' . .. 

raise the Pennsylvania tracks in order to 
cross above . the Central . Railroad of New 
Jersey tracks. Since the Turnpike is to be 
carried over the Oak Island Yards, in any 
event, it was necessary to modify the Turn· 
pike plans to carry it at such an elevation 
that . there will he ample vertical clearance 



under the Turnpike structure to permit a 
future grade separation of the two rail
roads! 

Prior to the conclusion of :agre.ements 
with all railroads, the Authority addressed 
letters to their respective presidents re
questing the submission. of evidence, agree· 
ments, plans, schedules, or other documents 
which would disclose the imminence or 

- ,• . - . . 

remoteness of any proposed future devel· 
opment of their yards, where such prospects 
were claimed by the owners. In all in
stances the legal positions of the Authority 
and _of the owners were examined by counM 
sel . with regard to liability of the former 
in respect to claims for severance damages. 

Several sewer and water line crossings 
have been constructed by the Authority for 
various municipalities at Authority expense 
and subject to agreements that when they 
are placed in service and connected to the 
municipal system, the cost will be reim· 
bursed to the Authority. 

Overall, these numerous concessions 
have caused a net increase in the cost of 
the Turnpike, over the original preliminary 
estimates of 1949, of approximately 
S5,000,000. 
REVISED COST ESTIMATE 

In April a sufficient number of bids 
had been received to disclose that the cost 
of .structures was exceeding the original 
estimates and that the savings on grading 
and drainage very likely would be can· 
celled by the overrun on structures. The 
Authority immediately directed a thorough 
review to determine the extent of . any 
economies which it could exercise to min-. . 
imize these costs. 

Subsequently, for the reasons which are . . . 

set forth above, and the impact of war 
resulting generally in rising prices, the 
Authority, under date of August 23, 1950, 
directed its engineering staff to make a 
further searching review of all engineering 
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design in a determined effort to counteract 
rising costs by added economies, and with 
the directive that the total cost of the Turn
pike must not exceed s220,ooo,ooo. 

Every possible opportunity was exercised 
to reduce costs without impairment of the 
high quality and standards which had been 
established upon initiation of the project. 

The l.atest . cost estimate, and .a compari· 
son with that contained in the September 
15," 1949 reports . on which th~ financi~g 
was based is shown. in the accompanying 
tabulation~ As will be noted, the present 
cost estimate reflects the actual contract 
amounts totalling Sl58,452,441, plus 
change orders ·to contracts of $3,275,000. 
Although the contract amounts are also 
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estimates in a sense (since they are "unit 
price" contracts based upon estimated 
quantities to he placed or delivered in the 
performance of the contract) , they are 
believed to be dependable and not suscep
tible to material variation. 

The remaining items of the current es
timate of cost are based on present day 
prices and the best available information, 
including rather complete design informa
tion. They are substantially more depend
able than the estimates of September 1949. 
The estimated cost of real estate, for exam
ple, is based upon actual contracts of sale 
covering sixty-six percent of all properties 
to be purchased and accurate appraisals 
on all but 4 % of the. balance of the proper-
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ties. The allowance for interest is based 
upon completion in November 1951. 

No estimate is made now as to a contin
gency item, although provision should be 
made for this at the appropriate time. It 
is difficult, if not impossible to foresee all 
possibilities of further increased costs. A 
number of contracts are yet to be advertised 
for bids. Delays may be encountered on 
construction contracts which, to be resolved 
and avoided, may require the substitution 
of more costly materials. Allowance should 
he made, in view of world conditions, that 
the Turnpike may not he fully in operation 
through the winter of 1951-52, although 
this possibility is not anticipated at this 
time. 



ESTIMATES OF COST OF CONSTRUCTION 

As Of December 31, 1950 

CONSTRUCTION 

Grading, Drainage and Structural (Current estimai·e based 
on contracts awarded as of December 31 , 1950) .... 

Paving (Current estimate based on contrads awarded 
for all paving of Turnpike roadway) . ..... ... ...... . 

Buildings (Contract awarded December 31 , 1950) .. . . 

TOTAL (Current Estimate== Total contract awards to 
December 3 I , 1950) . . . . . ................ . 

Change Orders and Supplementary Agreements issued 
and approved ... . . .... . .. . .. . ......... . .... . . . 

Change Orders being processed and contemplated 

CONTRACTS TO BE AWARDED 

Contract 47-Passaic and Hackensack River Bridge 
lighting ........... . . ... . .. . .. .. . . . . 

Contract 52-Hackensack River Bridge Deck Slab .. . . 
Contract 55-Pa~sa.i~ and Hackensack River Bridge 

painting ...... .. . .. . . . .... . ........ . 

RELOCATION OF UTILITIES 

SERVICE AREAS SEPT. 15, 1949 CURRENT 
ESTIMATE ESTIMATE 

(I) Grading and Drainage, ex-
elusive of Service Areas 

I ON, I OS and I I N . . . 302,000 940,000 
(2) Paving ... ...... ... . .. . 1,516,000 1,284,000 
(3) Buildings, air condi+ioning, 

gas station equipment 
and site development . . 3, 117,000 4,280,000 

Administrative, Maintenance and Utility buildings and 
Toll Booths . . .. ... . . . . . . .. . .. . .. .. .... . .. .. ... . 

Traffic aids, communications, safety devices and inter-
change lighting . .. . . ... . . . .................. . . . 

Eq.uipnient .. .. · . ... ........... . ..... .. ....... . .. . 

SUB-TOTAL ................ : .. ........ .. 

SEPTEMBER 15, 1949 
ESTIMATE o:: COST 

$I 06,034,318 

28,344,263 
67,500 

$134,446,081 

710,000 

247,500 

3,571,000 

4,935,000 

1,924,500 

1,987,000 
1,664,000 

$149,485,08 It -. 

t Comparabld to preliminary report figure of $149,030,000; and differing slightly because of varia
tions in the distribution of the preliminary report emount. In consequence, this figure of 
$149,030,000 is carried over on t he second page hereof. · 
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CURRENT 
ESTIMATE OF COST 

$118,841, 134 

39,546,707 
64,600 

$158,452,441 

3,275,000 
2,035,000 

110,000 
863,825 

355,000 

8,266,000 

6,504,000 

3,416,500 

3,443,000 
1,600,000 

$188,320,766 



ESTIMATES OF COST OF CONSTRUCTION 

As Of December 31, 1950 

SEPTEMBER IS, 1949 
ESTIMATE OF COST 

Carried forward ... . . ...... ..................... . $149,030,000 

Repayment t-o New Jersey State Highway Department 11,150,000 

House moving and Demolition ........... .... . . ... . (*) 

Real Estate 10,145,000 

Engineering, Architectural, Borings, Design, Supervision 

and Inspection .... . . ................ . .... .. . .. . 13,600,000 

1\dministra·Hon and Legal Costs ............ .. ..... . 1,000,000 

I 84, 925,000 

Interest ........................................ . (***) 23,000,000 

Allowance for Contingencies (***) 22,075,000 

TOTAL (***) $230,000,000 

( • ) Included in contingencies. 

( ••) The amount to be included for contingencies has not been estimated in this report. See 

page 73. 

( .. ') Based upon the method of financing adopted, the item of interest (and interest reserve 
' fund) was reduced to $16,315,000 and the contingency to $18,760,000, making the total 

bond issue $220,000,000. 
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CURRENT 
ESTIMATE OF COST 

(**) 

$188,320,766 

11,273,000 

800,000 

17,230,000 

13,359,234 

1,715,000 

232.698,000 

1,1_ )_~?:I_ 000 

$240,000,000 





THE COMMISSIONERS have continued to 
devote a considerable part of their time to 
the direction of the activities of the project. 
In 1950 they held fifty-one Authority meet
ings, bringing to ninety-two the total since 
their appointments on March 31, 1949, an 
average of exactly one per week. 

Each of these meetings consumes a full 
day's time, and they are attended by the 
principal ;members of the Authority staff 
and the Consulting Engineer. A comprehen
sive agenda is prepared in advance of each 
meeting by the Executive Director, includ
ing exhibits, charts, and weekly reports of 
progress to afford opportunity for study by 
the Commissioners prior to the date of the 
meeting. Each feature of the project ac
tivity is covered at each meeting, including 
design, construction, real estate, special 
problems, finances, administration and per
sonnel, and general planning for the future. 

At many meetings the particular Section 
Engineers and members of . their staff and 
Consulting Architect were present for spe
cific presentations and discussions. Several 
meetings were attended by the Special 
Paving Committee, at which time the Com
missioners thoroughly reviewed all of the 
design criteria, assumptions, and conclu
sions of that Committee. 

In addition, ·the Commissioners individ
ually, or as a group, took an active part in 
meetings and hearings with public officials 
during the year to. discuss and resolve such 
matters as the Turnpike alignment, its 
design and construction, crossings of public 
highways, the acquisition of right-of-way, 
and a multitude of other questions. 

The Minutes for 1950 cover more than 
one thousand pages, and more than 3,300 
supporting documents. 

Individually or as _a group, the Commis
sioners made numerous inspections of 
Turnpike construction. In October they, 
together with members of the Turnpike 

executive and engineering staff, attended 
the dedication and official inspection of 
the eastern extension of the Pennsylvania 
Turnpike. They also visited and inspected 
the Delaware Memorial Bridge (the south
ern terminus of the New Jersey Turnpike) 
which is under construction, and the re
cently resurfaced Du Pont Boulevard in 
Delaware, the western approach to the Del
aware Memorial Bridge. These inspections 
were completed prior to the final decision 
with respect to the selection of asphaltic con
crete pavement. Earlier in 1950 the Com
missioners, with staff members, viewed from 
the river ·the site of the proposed trans
H udson crossing to be constructed by the 
New York State Thruway Authority. At the 
same time they inspected the area of Newark 
Bay where a crossing could be made to serve 
Hudson County (Jersey City and Bayonne) 
in a future link to the Turnpike. 

Numerous conferences were held with 
officials of the State Highway Department 
regarding problems of mutual interest, and 
discmsions centered principally on the co
operation of each agency with the other 
in the development of a state-wide highway 
system for the benefit of the motoring pub
lic. On frequent occasions, the Chairman 
and the other Commissioners conferred with 
the Governor to keep him currently advised 
of progress in construction, and to exchange 
views on matters directly affecting the Turn
pike. Numerous special studies were made 
at the request of the Governor. 

Meetings also were held with members of 
the Po11 of New York Authority concerning 
problems of mutual concern to the two 
agencies, including construction through the 
Newark Airpo11 and Elizabeth areas in 
both of which the Port Authority's interests 
are involved. At various times during the 
year, members of the Legislature and repre
sentative groups of veterans' organizations, 
met with the Authority Commissioners to 
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discuss the naming of the Turnpike's major 
bridge structures after the State's war 
heroes, and the selection of those to be me
morialized is now under study. 

While the Commissioners in the past 
year have been principally concerned with 
the present construction, they have dis
cussed, informally, five additional projects. 
These include ( 1) a toll bridge extending 
from the Turnpike's Port Street (Newark 
Airport) interchange across Newark Bay 
to the Hudson County peninsula, a project 
which appears feasible based on prelim
inary studies made earlier; (2) an east
west facility from a point outside of 
Camden to a point outside of Atlantic City 
·which has been recommended by the Atlan
tic City Planning & Improvement Associa
tion; ( 3) a further extension of the Turn
pike from Route 6, adjacent to the George 
Washington Bridge, to the New York State 
line for connection to the New York State 
Thruway; ( 4) a possible loop from the 
Turnpike's New Brunswick interchange to 
the vicinity of Toms River and thus provid
ing a substantial contribution toward the 
establishment of a direct high-speed facility 
leading south; and ( 5) a future direct con
nection with the Pennsylvania Turnpike by 
means of a bridge across the Delaware 
River near Bordentown. Each of these 
projects would require -new legislation. The 
Bond Resolution, however, authorizes the 
expenditure of certain sums from the gen
eral reserve fund for surveys, studies and 
investigations. 

Several .conferences have been held 
between the Authority and officials of the 
New York State Thruway Authority and 
the · Pennsylvania Turnpike Commission 
with a view to future direct connections 
of the New Jersey Turnpike with those 
two· express facilities. 

Recently the Chairman of the-New Jersey 
·Turnpike · Authority discussed with the 

chairman of the New York State Thruway 
Authority the probability of a connection 
with the New York State Thruway by means 
of a spur extending southerly in Rockland 
County to the northern border of New 
Jersey. In anticipation of the early ad
vancement of this Thruway connecting link, 
plans for the northerly . interchange of the 
New Jersey Turnpike with the State High
way system and the connection to the 
George Washington Bridge have been pre
pared with specific provisions for that 
extension. 

Both the New Jersey Turnpike Authority 
and the New York State Thruway have 
long been in agreement on the importance 
of this connection. This agreement follows 
the recent determination of the Thruway 
route in Rockland County and the Thru
way Authority's application for a permit 
to build a bridge across the Hudson River 
between South Nyack and Tarrytown. 
Financing plans for the southern section of 
the New York State expressway are well 
under way and should he completed this 
winter according to the chairman of the 
New York State Thruway Authority. 

· Conferences also have been held by the 
Artthority ·and its executive and engineer
ing staff with members of the Pennsylvania 
Turnpike Commission regarding a direct 
connection of the two facilities at a point 
to cross the Delaware River, possibly: to 
the west of Bordentown. Such a con
nection would require a further e~ten-

. sion of the recently completed eastern 
link of the Pennsylvania Turnpike and 
the construction of · a new bridge crossing. 
'Any new crossing of the Delaware River 
would require legislation in both states. 

Should such a bridge and connection ma
terializ.e it would· have ·its nearest access 

· points at the Bordentown interchange of the 
New Jersey Turnpike on the New Jersey 
Side, and at Route· 1, ten miles away on the 
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Pennsylvania side. Thus the bridge would 
be solely for Turnpike users and not repre
sent a diversion of local traffic on which 
other bridges depended for tolls. 

The interconnections of the New Jersey 
Turnpike with the Pennsylvania Turnpike 
and the New York State Thruway will make 
it possible for motorists and truckers to 
travel to and from New England and New 
York areas, and, to areas as far west as the 
Ohio border, safely and rapidly. The inter
connections, moreover, will develop addi· 
tional traffic and revenues for the three 
express highways, and aid materially in 
relieving congestion on the public highway 
systems in the three states. 

All of the Commissioners were active in 
addressing various civic and service or
ganizations throughout the State on the 
subject of the Turnpike, informing me~- _ 
hers of those groups of the Authority's 
plans and the benefits to be o:ff ered by this 
new expressway. Besides addresses de· 
livered by the Commissioners, members of 
the Authority's staff, and its engineers, also 
spoke before numerous organizations, iri· 
cluding church congregations and other 
interested groups. More than 130 talks 
were delivered direct! y to several thousand 
members of those organizations. Many of 
these talks were illustrated with slides to 
indicate the progress of construction, the 
alignment of the Turnpike with particular 
emphasis on local areas addressed, and 
the many advantages which will accrue 
from this new facility. 

With construction work actively under 
way, the Authority's informational program 
was broadened during the year to encom
pass a wider field. Informational material 
for the use of newspapers in New Jersey 
and surrounding states, as well as for 
popular and engineering magazines, was 
prepared, and the story of the Turnpike, 
with photographs of actual construction 

80 

progress and architects' renderings of its 
facilities, has appeared in publications in 
many States throughout the nation. Special 
feature articles, profusely illustrated, have 
appeared in popular weeklies and in 
several of the national construction and 
engineering publications. 

Practically all of the newspapers in New 
Jersey, as well as many in New England 
and in the nearby States of New York, 
Pennsylvania, Maryland and Delaware 
told the story of progress in construction 
and the vital part which the New Jersey 
Turnpike will play in eastern seaboard 
highway transportation. At times through
out the year, articles on the Turnpike 
have appeared in newspapers in more 
than half the states in the country extend
ing as far west as Washington, as far 
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south as Texas and as far north as Maine.· 
Supplementing printed material, the 

story of the Turnpike has been told on 
the radio and television in several states. 
In these programs the Commissioners and 
members of the staff have participated to 
inform listeners of this modern highway, 
its safety and engineering features to pro
vide swift, safe and comfortable travel for 
motorists and truckers. Displays, showing 
the route of the Turnpike and its service 
facilities, have been prepared and used at 
fairs and special transportation forums. 
One of these displays was exhibited re
cently in Radio City where it was viewed 
by hundreds of thousands. 

In anticipation of the opening of the 
Turnpike late this year, the Authority has 
under study, and has in preparation, plans 
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to further intensify its informational pro
gram so that potential users of this new 
facility will be acquainted at the beginning 
with its features of safety and ease of 
travel. The effort will be designed to pro
mote an awareness of the Turnpike and 
thus more quickly achieve optimum use 
of the facility. It also will provide the 
economic and other data of interest to 
business men who will be interested in 
building industrial plants near the Turn
pike. It is contemplated that printed 
material, including maps showing the Turn
pike connections with other highways, and 
location of all interchanges, service and 
concession areas, will be prepared and 
distributed and that every medium of com
munication will be utilized to carry the 
story of the Turnpike and its many benefits. 





THE first Annual Report for 1949 
pointed out the intention of the Authority 
that its staff be kept small in number, and 
that engineering study and design, the ac
quisition of real estate, and all construction, 
including supervision and inspection, be 
performed to the fullest extent possible by 
private firms under supervision of the staff. 
On December 31, 1949 the staff totaled 
twenty-two employees. 

An organization chart of the staff as it 
existed at the close of 1950, showed 82 
persons were employed. The total earned 
in salaries by the staff in 1950 was 
$244,363.26. In reviewing the year's oper
ations, it seems remarkable, we believe, 
that an undertaking of the magnitude and 
complexity of the Turnpike has been di
rected and coordinated by such a small 
organization. The key personnel remained 
few in numbers, and they were required to 
devote unusual efforts and worked long 
hours in order to keep pace with the ex
panding activities. 

There will be some increase in the size 
of the staff during 1951. This will be due 
largely to the necessity for obtaining and 
training personnel for the transition from 
construction to operation and maintenance. 
The nucleus of the organization for the 
maintenance of the Turnpike, the collection 
and accounting of tolls and revenues, and 

for the police department will be selected 
in ample time for the opening of the 
Turnpike. 

The offices of the Commissioners at the 
State House, Trenton, New Jersey, and the 
office at 65 Prospect Street continued to 
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serve their purposes, although it soon be
came evident that the limited space avail
able would not adequately serve the 
Authority's operations. An additional of
fice at 801 Stuyvesant Avenue, Trenton, 
was rented in September 1950 for the 
Real Estate Department, and one at 390 
George Street, New Brunswick for the 
Condemnation Attorney and his office 
personnel. 

After a complete study of the question 
of a permanent Administration Building, it 
was concluded to construct one at the site 
of the interchange at New Brunswick. The 
building which is described in detail in a 
previous section of this report will be 
located within a triangular space area, 
which was procured largely for the purpose 
of the interchange area, and will be im
mediately adjacent to the Turnpike. The 
location is central along the Turnpike in 
respect to a balancing of maintenance 
problems and collection of revenues. It is 
excellently situated in relation to access 
from the Turnpike, from other highways 
and the railroad, and a:ff ords other con
veniences to employees and visitors. 

With respect to personnel matters, it 
might be mentioned that the Authority 
adopted regulations authorizing military 
leave and military leave payments in the 
maximum amount of one-half month's pay, 
in addition to any accrued vacation pay, 
provision for payment during military 
leave of employees' contributions to the 
State Employees' Retirement System in the 
event said employee was a member, and 
for preferential reinstatement upon cessa· 
ti on of the military · service. 



Interchange and Turnpike grading in. Salem County, Delawar~ .Memorial Bridge in background 

.. ·. 

·: The Authority has· acquired · to date · only 
the minimum: amount of .: office furniture 
and . fixtures and supplies necessary to its 
operations. ·Transportation· purchases have 
heen .· limited· also . to the· needs of its ·im
mediate· staff and . consist of the following: 

• 

1

.... 2 .:M·odel ·.52 Buick sedans . 
. 1 Ford st~t,ion .wagon ·. . . . 
4 Ford 1950' foui·~door sedans · . 
3 1950 four~door ·Chevrolet' sedan·s. 

The Authority investigated carefully . the 
subject of insurance, and in all instances 
wh.ere it appeared . that the · insurance 
coverage of the various contractors was not 
sufficiently broad in' scope to protect fully 
the activities of the Authority, or ·where 
pArticular ·coverage not directly · related. to 
a construction feature .was desirable, insur .. 
ance ·policies were· obtained. ~ 



NEW JERSEY TURNPIKE AUTHORITY 

INSURANCE POLICIES 

FIRE 

WHAT INSURED 

I. Office furniture 
Fixtures and Equipment 

2. ·Office furniture-
Fixtures and Equipment 

3. Office furniture--
. Fixtures and Equipl'l'.'lent . 

4. Furniture, Fixtures, and Equipment 

-Aerial Photographs 

5. s'tationery and Equipment 

· · 6. All buildings, except those to be demolished 
and those in process of moving from one 
location to another, owned by Turnpike 
Authority (Underlying blanket policy) 

7. Same as 6 - Specify policy, endorsed 
·i:nonthly to show actual status of ownership 

8.. T,E!mpo~ary Wooden Bridge over Salem 
· · tanal 

. • 6/1 Bodily Injury 
. P/D . Property Damage 
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LOCATION · 

61-65 Prospect St. 
Trenton 

80 I Stuyvesant Ave .. 
Trenton. 

Suite 201-202 
. Natl. Bk. Bldg. 

New Brunswick 

Rooms 29 and 30 
State Capitol Bldg. 
Trenton 

Stored at 808 
Stuyvesant Ave. 
Trenton 

Throughout State 

Throughout S+ate 

Near Deepwater, 
N. J . 

AMOUNT• 

$35,000.00 

10,000.00 

5,000.00 

. 8,500.00 

1,500~00 

2,000.00 

Maximum of 
$25,000.00 
per dwelling 

As vafued, 
up to a 
maximum of 
$25,000.00 
per parcel 

30,000.00 



NEW JERSEY TURNPIKE AUTHORITY 

LIABILITY 

WHAT INSURED 

I. Ownership and Opere+ion of +emporary 
Wooden Bridge over Salem Canal 

2. Tenant's Liability at 61-65 Prospect Street 
and 801 Stuyvesan+ Avenue, Trenton, and 
at New Brunswick office 

3. Turnpike Liability arising from operations 
of independent contractors, except for work 
under Contracts Nos. 4, 9A, 98, 12, 20, 

,21, 23, 24, 54 and 60 

4. Owners and Landlords Liability covering 
all properties owned by Authority 

**5. Turnpike Liability arising from operations 
under Contract No. 4 

**6. Turn pike liability arising from operations 
under Confrads Nos. 9A and 9B 

**7·. Turnpike liability arising from operations 
under Contract 12 

**8. Turnpike liability arising from operations 
under Contract No. 20 

• • Purchased for Authority by Contractor. 

LOCATION 

Near Deepwater, 
N. J. 

Trenton and New 
Brunswick 

Throughout State 

Throughout State 

Raritan River 

Mercer and 
Middlesex 
Counties 

Rahway River 

Passaic River 

AMOUNT* 

$I 00,000/500,000 
B/I 

25,000. 
P/D 

25,000/50,000 
B/I 

$I 00,000/300,000 
B/I 

25,000/50,000 
P/D 

I 00,000 /300,000 
B/I 

25,000/50,000 
P/D 

I 00,000/250,000 
B/I 

I 00,000/500,000 
P/D 

I 00,000/300,000 
B/I 

I 00,000/500,000 
P/D 

I 00,000/500,000 
B/I 

I 00,000/500,000 

P/D 

I 00,000/250,000 
B/I 

I 00,000/300,000 
P/D 



NEW JERSEY TURNPIKE AUTHORITY 

LIABILITY 

WHAT INSURED LOCATION AMOUNT* 

**9. Turnpike liability arising from operations Mercer and I 00,000/300,000 
under Contract No. 21 Middlesex B/I 

Counties I 00,000/5CO,OOO 
P/D 

**10. Turnpike liability from 
I • 

Middlesex I 00,000/250,000 arising Of:erat1ons 
under Contract No. 23 County 8/1 

I 00,000/500,000 
P/D 

** 11. Turnpike liability arising from operations Sdem and I 00,000/250,000 
under Contrad No. 24 Gloucester Counties 8/1 

I 00,000/300,000 
P/D 

** 12. Turnpike liability arising from operations Secaucus, N. J. I 00,000/250,000 
under Contract No. 54 B/I 

I 00,000/300,000 
P/D 

** l J. Turnj.)ike liability ar1s1ng from operations Gloucester, $I 00,000/250,000 
under Contract No. 60 Camden and B/I 

Burlington I 00,000/500,000 
Counties P/D 

14. Automobile liability - Turn pike Authority Anywhere I 00,000/300,000 
fleet of cars B/I 

25,000.00 
P/D 

15. Turn pike automobiles - comprehensive fire, Anywhere Actual cash 
theft and collision value 

Collision -
$50.00 
deductible 

•• Purchased for Authority by Contractor. 
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NEW . JERSEY TURNPIKE . AUTHORITY 

MISCELLANEOUS . 

I. Liability under N. J. Workmen's Compen
sation Act 

2. Blanket Employees, Excepting · Commis
sioners and Executive Director 

3. Plate Glass 

4. Bank Account Protection Policy - Protec
tograph Checkwriter 

5. Paul L. Troast, Chairman 

6. George F. Smith, Vice-Chairman 

7. Maxwell Lester, Jr., Secretary 

8. Maxwell Lester, Jr., Treasurer 

9. W. W. Wanamaker, Ass'+. Treasurer, . (Ex
ecutive Director) 

88 

Anywhere in 
New Jersey 

Anywhere 

65 Prospect St. 
Trenton 

Statutory 

$25,000.00 with 
$25,000 addi
tional for 
Comptroller 

Cost .. of 
replacement 

Alteration of 
checks-$12.500. 
Forgery-$ I ,000. 

$25,000.00 

$25,000.00 

$25,000.00 

$50,000.00 

$50,000.00 







BY the end of the year the total value 
of construction contracts which had been 
awarded, together with change orders and 
utility relocation orders issued, approxi
mated $168,000,000, leaving a balance of 
about $20,000,000 in construction con
tracts yet to be awarded. 

Costs incurred in 1950 directly charge
able to the contracts, change orders, and 
utility orders awarded and issued, and 
exclusive of engineering and architectural 
services, were approximately $4·2,000,000. 

Accordingly, the construction program 
for 1951 contemplates expenditures, or 
earnings, of about $146,000,000, less the 
value of ce1tain work which may be car
ried over into 1952 without delaying the 
opening of the Turnpike. Thus the con
struction earnings in 1951 should be ap
proximately three times those of 1950, and 
this illustrates the magnitude of the pro
gram to which the Authority's activities 
are now geared. 

Most of the new contracts will be for 
the construction of service and concession 
areas, including buildings, and many mis
cellaneous items necessary to complete the 
Turnpike. 

In addition, the Authodty's 1951 pro
gram will include final decisions and action 
on plans and studies which have been under 
way for some time, and which relate to 
the following: 

Organization of operations and main
tenance staff; 

Purchase of operating, maintenance, 
and shop equipment; 

Decisions with respect to operation of 
gasoline concessions, and execution 
of contracts for their operation; 

Decisions with respect to the operation 
of restaurants and lunchrooms, and 
execution of contracts; 

Determination of police organization, 
recruitment and training of po-
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lice forces, and purchase of police 
equipment; 

Construction of radio communication 
system, including tie-in with State 
Police Headquarters at Trenton, 
N. J.; 

Perfection of landscaping plans for 
the Turnpike, and completion of 
such landscaping as can be accom
plished prior to the opening of the 
Turnpike; 

Establishment of speed limits; 
Determination of toll charges, and 

classification of vehicles; 
Procurement of toll accounting ma

chinery and training of toll collec
tors, tellers, accounting clerks, and 
supervisors. 

Studies will be continued looking to the 
extension of the Turnpike so as to provide: 

a. A connection with the further east
erly extension of the Pennsylvania 
Turnpike; 

b. A connection with the New York 
State Thruway at the New Jersey
New York State line. 

c. A connection by means of a toll 
bridge across Newark Bay to the 
Hudson County peninsula, and 

d. Other toll road facilities as di
rected by the Legislature to some 
other sections of the State. 

The 1951 program, which contemplates 
the opening of the Turnpike in November 
1951, is an ambitious onr,. The only deter
rent to fulfillment of the program would 
be the effects of the war emergency in 
delaying the procurement of critical ma
terials and equipment. The Authority and 
its contractors and engineers are cognizant 
of these difficulties. They are engaged in 
planning and devising ways and means 
to overcome them, and all concerned look 
vrith confidence towards completion of the 
project on schedule. 
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PEAT. MARWICK, MITCHELL & Co. 
810 BROAD STREET 

NEWARK 2, N .• J. 

ACCOUNTANTS' REPORT 

New Jersey Turnpike Authority, 
Trenton, N. J. 
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CANADA 
CHINA 
CONTINENTAL. EUROPE 

CUBA 
GREAT BR I TA I N 
INDI A 
.JAPAN 

MAL.A YA 
MEXICO 
SOUTH AMERICA 

We have examined the statement of financial condi
tion of the New Jersey Turnpike Authority as of December 31, 
1950 and the statement of construction costs of the New Jersey 
Turnpike to December 31, 1950. Our examination was made in 
accordance with generally accepted- auditing standards, and 
accordingly included such tests of the accounting records and 
such other auditing procedures as we considered necessary in 
the circumstances. 

In our opinion, the accompanying statement of 
financial condition and statement of construction costs present 
fairly the financial condition of the New Jersey Turnpike 
Authority at December 31, 1950 and the construction costs of 
the New Jersey Turnpike to December 31, 1950, in conformity 
with generally aacepted accounting principles applicable in 
the circumstances. 

Peat, Marwick, Mitchell & Co. 

Newark, N. J., 
January 15, 1951. 



NEW JERSEY TURNPIKE AUTHORITY 

Statement of Financial Condition As of December 31, 1950 

Assets 

Cash: 

Held by Trustee in construction fund 

Special construction account . ...... .. . . ................ . .. . 

Revolving fund .......... ...... ...... ............ . . .. . '. .. 

Real esi·ate funds on deposit with fiduciaries ................. . 

lnteri.m Investments of Construction Fund: 

United States Treasury Bills .. ....... . .. . .... . . . . .. ........ . 

Accrued discount earned on above 

Accounts Receivable: 

From Clerk of the Superior Court of New Jersey ............. . 

From Port of New York Authority ......................... . 

Miscellaneous .......................................... . 

Deposits in Condemnation Cases: 

With Clerk of the Superior Court of New Jersey 

In special trust fund .... ....... .... ...... . .............. . . 

Cost of the Turn pike-Construction costs to December 31, 1950 .. 

Liabilities 

Accounts Payable and Accrued Items: 

Vouchers payable ........ . .... ... . .. .. .. ......... .. ... . . . 

Employee income taxes and retirement contributions withheld 

Commitment fees under bond purchase agreements-accrued ... 

Retained percentage on construction contracts and engineering fees 

Turnpike Revenue Bonds (1950 issue)-ag9regate principal amount 
authorized , $220,000,000; issued at December 31 , 1950 ..... . 

$ 1,545,341.56 

108,600.00 

89,809.17 

628 ,693.44 

2,989,762.50 

5,062.50 

112,433.00 

1,230,945.41 

2,000.00 

585, 139.60 

I ,210,279 .20 

1,939,814.90 

4,741.60 

99,027.77 

See Notes to Financial Statements which are an integral part hereof. 
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$ 2,372,444.17 

2,994,825.00 

1,345,378.41 

I , 795,418.80 

61,633,613.19 

$70,141,679.57 

2,043,584.27 

3,098,095.30 

65,000,000.00 

$70, 141,679.57 



NEW JERSEY TURNPIKE AUTHORITY 

Statement of Construction Costs of the New Jersey Turnpike To December 31, 1950 

Engineering and Architectur<ll: 

Salaries ..... . ........... .. .. . ........ . .... . .......... · · 

Prelimina ry engineering .. .. .. . .... . . . ....... . ... . ........ . 

Test of materials ..................................... . . . 

Engineering borings and foundation investigations ........... . 

Estimates of costs and revenues ................. . ......... . 

Engineering and architectural services ........ . ............ . . 

Travel-staff ..................... . ... . .............. . .. . 

Blueprints, plans and specifications .. . ................... . .. . 

Services and travel (other than staff) including legal fees ..... . 

Miscellaneous ...... . ................................. .. . 

Lands, Easements and Rights-of-Way: 

Salaries ................................... . ........... . 

Surveys ............................................... . 

Services and travel (other than staff) including legal fees ..... . 

Travel- staff ........................................... . 

Costs of land acquired by direct purchase, including damages .. 

Appra isals ............................................. . 

Negotiations ........................................ . .. . 

Title insurance, examination and curative work ............... . 

Cost of land acquired by condemnation . .................. . 

Expenses and costs incurred in condemnation cases ........ . .. . 

Cost of options to acquire land ........................... . 

Miscellaneous .......................................... . 

Construction: 

Salaries ..................................... .. ........ . 
Demolitions, relocations, and clearing rights-of-way .......... . 

Grading and drainage ................................... . 

Miscellaneous structures ............... . .......... . ...... . 

Travel-staff ................. . ......................... . 

Relocation and reconstruction of utilities, roads ,and other 
communications .... . .................................. . 

Major brid~es .......................................... . 

Services and travel (other than staff) including legal fees ..... . 

Bid advertising and expense ............................... . 

Miscellaneous ............................. . ............ . 
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$ 74,340.99 

399,468.32 

17,837.46 

389,374.32 

I 01 ,316.43 

6,599,38 I .80 

6, 122.26 

46,411.09 

12,641.02 

287.90 

45,274.03 

4,566.00 

34,769.91 

3, 155.00 

9,021 ,609.85 

92,250.74 

I 32, 109.60 

123,460.90 

20,000.00 

46,81 I .46 

I ,000.00 

2,077.40 

27, 178.82 
485,571.72 

29,393 ,929.34 

4,824,207.47 

1,527.05 

I ,387,965.07 

5,787,840.25 

22,638.80 

8,433.27 

8,348.75 

$ 7,647,181.59 

9,527,084.89 

41,947,640.54 



STATEMENT OF CONSTRUCTION COSTS OF THE NEW JERSEY TURNPIKE 

Administration: 

Salaries ......... . ....... ....... .. ... .... ... .... ..... .. . $ 

Legal expense and fees ............................... .. . . 

Audits and fiscal advice ....... .. . .. . ... ..... ... ..... . .. . . 

Furnishings and fixtures .................................. . 

Motor vehicles purchased and expense . .. ...... . ..... .... .. . 

Insurance .............................................. . 

Rent ................ . ............. . .. .. . . .. ...... .. ... . 

Stationery and office supplies ............................. . 

Postage ... .. .......... ... .... .. ......... .. .. . . ..... ... . 

Telephone and telegraph ................................. . 

Advertising, printing, and binding ... . ............ .. .... .. . . 

Travel ............................. . . . ....... . ...... . .. . 

Public information . ............. . ............. . ...... .. .. . 

Surety bond fees ........................... . . . ......... : 

Repair~ and maintenance ............................... . 

Miscellaneous . ................ . . . ...................... . 

Financial: 

Bond interest 

Financial advisory fees ..................... . ............ . 

Commitment fees ......... . .................... . ........ . 

Preparation, offer, sale, and issuance of bonds ...... . . .. ... .. . 

Fiduciary fees and expenses ... ... . .. ........ ... ... .. . .. . . 

Bond counsel fees .. .... .. · ................. . .. . ..... .. ... . 

Less Income from interim investment of construction fund ..... . 

See Notes to Financial Statements which ?re an integral part hereof. 

98,863.59 

21,009.45 

2,266.67 

53,624.96-

. 16,496.22 

3,469.87 

16,366.40 

26,613.26 

9,493.52 

18,554.58 

2,355.55 

3,485.73 

4-3,634.99 

1,390.54 

9,977.05 

4,261.11 

981 ,861.19 

137,055.74 

950, 138.68 

94,995.86 

4,086.85 

120,712.95 

$ 331,863.49 

2,288,851 ~27 

61,742,621.78 

109,008.59 

·. $61.~33;613.19 



NEW JERSEY TURNPIKE AUTHORITY 

Notes to Financial Statements As Of December 31, 1950 

(I) AUTHORIZING LEGISLATION-New Jersey Turnpike Authority is a body corporate 
and politic created by the New Jersey Turnpike Authority Act of 1948 approved by 
the Legislature of the State of New Jersey October 27, 1948 (Amended January 
31, 1950); authorized and empowered to construct, maintain, repair and operate 
turnpike projects at such locations as shall be established by law, and to issue turn
pike revenue bonds of the Authority, payable solely from tolls and other revenues 
of the Authority. Under the provisions of the Act, turnpike revenue bonds shall not 
be deemed to constitute a debt or liability or a pledge of the faith and credit 
of the State or any political subdivision thereof. Specific authority for the turnpike 
project under construction at December 31, 1950 was granted by supplemental 
legislation enacted April 14, 1949 (Amended January 31, 1950). 

(2) AGREEMENTS WITH BONDHOLDERS-The funds necessary for the construction and 
completion of the turnpike are being obtained by the issuance and sale from time 
to time to purchasers with whom bond purchase agreements have been concluded, 
of Turn pike Revenue Bonds ( 1950 Issue) issued under and pursuant to a Resolution 
of the Authority adopted February I 0, 1950, providing for the issuance prior to 
January I, 1953 of such bonds in an aggregate principal amount not exceeding 
$220,000,000. Bond purchase agreements have been executed for the maximum 
principal amount authorized and a commitment fee of 'h of I% per annum from 
January I , 1950 is required to be pa id by the Authority on the unissued principal 
amount of bonds covered by purchase agreements. The bonds mature January I, 
1985 and bear interest at 31/4 % per annum, payable semi-annually January I and 
July I in each year. Provision is made in the Resolution for redemption of the bonds 
prior to maturity on and after January I, 1960. Minimum annual sinking fund pay
ments are required in increasing amounts commencing January I, 1960 sufficient to 
retire by January I, 1985 the aggregate principal amount of bonds to be issued. 

(3) CONSTRUCTION COST-Included with construction costs are expenses in connection 
with the offering, selling and issuance of bonds issued for construction purposes: 
commitment fees under bond purchase agreements: interest on bonds (less interest 
earned on unexpended construction funds.}; cost of certain real estate in excess of 
right-of-way requirements which will be sold and the proceeds applied in reduction 
of construction costs; and administrative and legal expenses during the construction 
period. 

(4) INTEREST-Interest due January I, 1951 on Turnpike Revenue Bonds (1950 Issue) in the 
amount of $1,056,250 had been deposited with the Paying Agent at December 31, 
1950. 
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