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1. Name of Property

historic name 69"" Street Transfer Bridge

other names/site number

2. Location
On the Hudson River west of the West Side Highway

street & number between West 66*^ & West 70"^ Streets

city or town New York 

state New York code NY county New York code 061

, [ ] not for publication 

. [ ] vicinity 

__ zip code 10069

3. State/Federal Agency Certification

As the designated authority under the National Historic Preservation Act, as amended, I hereby certify that this [X] nomination 
[ ] request for determination of eligibility meets the documentation standards for registering properties in the National Register of 
Historic Places and meets the procedural and professional requirements as set forth in 36 CFR Part 60. In my opinion, the property 
[X] meets fl ] does not meet the N^ional Register criteria. I recommend that this property be considered significant [ ] nationally 
[ ] stateyiip^ [Xji >199511/ jk ] se^f/ontinuation sheet for additional comments.) / /

Signature of certifytng official/Title -i- Date

New York State Office of Parks, Recreation & Historic Preservation
State or Federal agency and bureau

In my opinion, the property [ ] meets [ ] does not meet the National Register criteria. ([ ] see continuation sheet for additional 
comments.)

Signature of certifying official/Title Date

State or Federal agency and bureau

z4. Natioiial Park Service Certification
I hereby/ertify that the property is:

entered in the National Register 
]see continuation sheet

[ ] determined eligible for the National Register 
[ ] see continuation sheet 

[ ] determined not eligible for the 
National Register

[ ] removed from the National Register 

[ ] other (explain)________________________

of the Kee date of action
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5. Classification
Ownership of Property
(check as many boxes as apply)

[X] private 
[ ] public-local 
[ ] public-state 
[ ] public-Federal

Category of Property
(Check only one box)

[ ] building(s)
[ ] district 
[ jsite 
[X] structure 
[ ] object

Number of Resources within Property
(Do not include previously listed resources in the count)

Contributing

1

Noncontributing
buildings
sites
structures
objects
TOTAL

Name of related multiple property listing
(Enter “N/A" if property is not part of a multiple property listing)

N/A_______________________

Number of contributing resources previousiy 
listed in the National Register

6. Function or Use

Historic Functions
(enter categories from instructions)

TRANSPORTATION/rail-related & water-related

Current Functions
(Enter categories from instructions)

TRANSPORT ATION/rail-related & water-related

7. Description 

Architectural Classification
(Enter categories from instructions)

NO STYLE______________

Materials
(Enter categories from instructions)

foundation wood________

walls __________________

roof

other steel

Narrative Description
(Describe the historic and current condition of the property on one or more continuation sheets)
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7. Narrative Description

Summary

An important landmark in New York City’s industrial history is the "transfer bridge" (as it is called by 
engineers) or "float bridge" (as it is called by railroad workers) located on the Hudson River waterfront, 
west of the elevated West Side Highway, in the former New York Central Railroad 60th Street yard (the 
waterfront area of which is now Riverside Park South). The purpose of this structure was to transfer 
railroad cars from barges (known as carfloats) to land, a process once essential to the handling of freight 
in New York Harbor. The 69'^ Street Transfer Bridge of the New York Central Railroad was completed 
in 1911 and remains essentially as built, except for the removal of its rails, and some deterioration and 
vandalism. It was taken out of service but left intact not long after the 1968 merger of the New York 
Central and the Pennsylvania Railroads.

The Physical Structure

The heart of the 69th Street Transfer Bridge consists of two side-by-side steel plate girder bridges, each 
carrying a railroad track. The "transfer bridge" as a whole contains within it two "sub-bridges" suspended 
independently, even though both are connected to only one carfloat at a time; to distinguish them they are 
referred to as "girder bridges" in this context. At its land end each girder bridge rests on a pivot, which 
acts as a kind of hinge. At its seaward end each is suspended from a common overhead structure, shared 
by both spans. The overhead structure, referred to as a "machinery house" in a contemporary engineering 
journal, resembles a crosswise plate girder bridge, supported by towers made up of a "box structure" of 
steel trusses. (This overhead structure sometimes leads observers unfamiliar with railroad infrastructure 
to mistakenly call the transfer bridge a "gantry" which is actually a type of overhead crane.)

The operating mechanism of the transfer bridge consists of a set of cables that lead up from the outer ends 
of the girder bridges over sheaves (large pulleys) in the overhead structure to counterweights. The 
counterweights run up and down in the towers and support 90% of the weight of the outer end of each 
girder bridge. In addition, there is a pair of steel rods connected through eyebars to the outer ends of the 
sides of each of the two girder bridges. The upper portion of these rods is threaded like a screw and is 
acted upon by a large nut supported within the overhead structure. This nut can be rotated within its 
bearing by a worm drive, which-is powered by an electric motor. As the nut turns it draws the threaded rod 
up or down within it, raising or lowering the girder bridge. The four cylindrical shapes above the roof of 
the machinery house, which resemble chimneys, are in reality protective caps for the threaded rods when 
they rise to their maximum heights. A cabin supported about halfway up one of the towers contains the 
controls for the motors, and gave the operator a good view of the outer ends of the girder bridges.

The outer end of the floor of each of the two girder bridges is actually a separate flexible platform, called 
an "apron." The two running rails continue over this platform to its end, where they meet the rails of the 
carfloat when in use. Carfloats are attached to the end of the apron by cables, which are drawn in by
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winches on the sides of the transfer bridge. When cars are transferred between the transfer bridge and the 
carfloat, steel toggle bars mounted on the ends of the apron platforms are levered into corresponding 
sockets on the carfloat, to lock it into place.

Other elements of the transfer bridge include its foundations, consisting of pilings capped by platforms, on 
which the steel towers rest. Lines of piling extended out into the water on either side, to provide guidance 
for the incoming car floats, and to prevent the current in the river from moving the tied-up carfloats 
sideways. They also protected it from floating ice and other objects.

The Waterfront Setting

Each track on the transfer bridge was served by its own lead track, running into the rail yard behind the 
bridge. This yard was known as the 60th Street Yard, or sometimes the 72nd Street Yard, and it occupied 
the land between those two streets along the waterfront. It served as the primary receiving and 
classification yard for the New York Central’s rail line into Manhattan, from the 1880s until the early 
1980s. An elevated highway was built over the rail yard in 1932. In addition to the 69th Street Transfer 
Bridge, there were two additional transfer bridges to the south. These were each built to different, earlier 
designs; remnants of each remain. Further south on the waterfront were a series of about six covered piers 
(Piers A through F, starting at the foot of 60th Street) built diagonally 500-700 ft. into the water. Nothing 
remains of the nearest piers, but the metal skeletons of two of the southernmost piers remain, forming 
picturesque ruins after fires destroyed their outer walls many years ago. Just north of the Transfer Bridge 
an open pier reached diagonally into the river; this was known as "Pier I" and was used to load freight 
onto open barges, and also to tie up car floats waiting their turn at the transfer bridges.

The transfer bridges went out of use not long after the 1968 merger of the New York Central and the 
Pennsylvania Railroads made them surplus. The rest of the yard was completely out of service by about 
1983, although the main line of the railroad through the yard was restored by Amtrak in 1991, and carries 
the intercity Amtrak trains between New York City and upstate New York. Part of the former rail yard is 
being made into a southward extension of Riverside Park (National Register listed 9/2/83). The
surroundings of the 69 Street Transfer Bridge consist of the new waterfront park in the beneath the
massive steel and concrete elevated six-lane highway soaring high above the land, just as the rail yard was 
shadowed by the same structure for the second half century of its existence.
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Appiicable National Register Criteria
(Mark “x” in one or more boxes for the criteria qualifying the property
tor National Register listing.)

[ ] A Property associated with events that have made 
a significant contribution to the broad patterns 
of our history.

[ ] B Property is associated with the lives of persons 
significant in our past.

[X] C Property embodies the distinctive characteristics 
of a type, period, or method of construction or that 
represents the work of a master, or possesses 
high artistic values, or represents a significant and 
distinguishable entity whose components lack 
individual distinction.

[ ] D Property has yielded, or is likely to yield, information 
important in prehistory or history.

Criteria Considerations
(Mark “x” in all boxes that apply.)

[ ] A owned by a religious institution or used for 
religious purposes.

[ ] B removed from its original location

[ ] C a birthplace or grave

[ ] D a cemetery

[ ] E a reconstructed building, object, or structure

[ ] F a commemorative property

[ ] G less than 50 years of age or achieved significance 
within the past 50 years

Areas of Significance:
(Enter categories from instructions)

ENGINEERING_________

Period of Significance: 

1911

Significant Dates: 

1911

Significant Person:

N/A

Cultural Affiliation:

N/A

Architect/Builder:

French. James B. (engineer)

Narrative Statement of Significance
(Expiain the significance of the property on one or more continuation sheets.)
9. Major Bibliographical References 
Bibliography
(Cite the books, articles, and other sources used in preparing this form on one or more continuation sheets.)

Previous documentation on file (NPS):
[ ] preliminary determination of individual listing (36 CFR 67) 

has been requested.
[ ] previously listed in the National Register 
[ ] previously determined eligible by the National Register 
[ ] designated a National Historic Landmark 
[ ] recorded by historic American Building Survey 

#
[ ] recorded by Historic American Engineering Record

Primary location of additional data:
[X] State Historic Preservation Office

[ ] Other State agency 
[ ] Federal Agency 
[ j Local Government 
[ ] University
[ ] Other repository:_____________
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8. Statement of Significance 

Summary

Constructed in 1911 on the Hudson River waterfront in New York City the 69“’ Street Transfer Bridge 

meets Criterion C in the area of engineering design. It is significant as the first of its design type: a 
contained apron bridge. Its ingenious design, by engineer James B. French, represented an advance over 
previous types of transfer bridges, and was patented. This historic engineering landmark is one of the 
most significant marine structures remaining in New York City.

The Development of Transfer Bridges

The purpose of the "transfer bridge" (or float bridge, as it is also known) is to transfer railroad cars 
between tracks on land and tracks on a floating barge or scow called a carfloat (a long flat barge with 
tracks on it). The car float can be moved around the harbor by a tug to bring the cars to another location. 
At the Port of New York, many different points on the islands and peninsulas surrounding the harbor 
waters had transfer bridges. Each railroad could interchange with any other railroad or terminal by this 
means, avoiding the necessity of building numerous expensive bridges and tunnels, and of laying tracks 
through densely built-up urban neighborhoods. The transfer bridge system generally offered a high 
capacity and great flexibility, and it was much more economical than laying tracks through New York real 
estate.

The railroad "transfer bridge" was developed in the second half of the 19th century. In fact it is one of the 
most efficient freight handling devices known, allowing the loading or unloading of 800 tons of cargo in 
about 15 minutes, faster even than modem container cranes operate. It was once common at several ports 
of the world, but at none was the float bridge so extensively used as at the Port of New York, where 80 or 
90 of them were in active use in the 1920s. They made it possible for each railroad reaching the Port to 
move freight cars over the harbor waters to any point on the waterfront.

Trucks on our highway system now move most of the freight that the railroads previously handled by 
carfloat. Two transfer bridges remain in use at the Port, but of simpler types than the 69th Street bridge, 
since present volumes of traffic are much lower.

The simplest type of transfer bridge was the "pontoon" type. The first of these at the Port of New York 
were constructed around the late 1860s. It is essentially a railroad bridge, about 80 feet long, with one end 
attached to the shore by a hinge, and the other end supported by a floating pontoon that automatically rises 
and falls with the tide. One end of a carfloat is connected to the watery end of the bridge, the rails are 
joined, and freight cars can then be pulled off or onto the carfloat. This type of float bridge is relatively 
cheap to build but cannot be operated very rapidly as it takes considerable time to connect it to an 
incoming carfloat. It is also subject to stoppages by ice building up under the pontoon, or silting.
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A more advanced type of transfer bridge has no pontoon. Instead its moving end is suspended from an 
overhead structure containing a system of motors, lifting jacks, cables, and counterweights that can 
directly adjust the end of the bridge to different carfloat deck heights. It is much faster in operation but 
also costs more to build, as the mechanical structure must be designed to support heavy changing loads 
and to allow for strong torsional forces. This type of bridge was introduced about 1888 and during the 
next 25 years was improved continuously to make it faster and stronger.

At first only the largest railroad companies could use the suspended type of transfer bridge because of its 
high cost. About 1905 the Long Island RR (LIRR) went in search of a different type of suspended bridge 
that would be much simpler than that in common use, and therefore cost less to build. A rather primitive 
type of bridge was built, but unfortunately the engineer who designed it overlooked certain requirements 
and this bridge collapsed after a few months of service, due to an unforeseen combination of low tides and 
a heavy carfloat. A different engineer, James B. French, was asked to rebuild the transfer bridge. He 
salvaged those elements of the new design that made sense, but added some missing elements to solve the 
original problem.

In the process of rebuilding this bridge, he began working out an ingenious new method of adjusting a 
float bridge to the twisting forces caused when a carfloat lists to one side due to loading or unloading. For 
this invention, called by him the "contained apron design," he received patent No. 983617 on Feb. 7,
1911. The first transfer bridge to be built to the new design was the 69'*’ Street Transfer Bridge of the 

New York Central Railroad located on the Hudson River waterfront of Manhattan, at the foot of West 
69th Street, (or what would be the foot, if it were extended to the water). This location was at the north 
end of the railroad’s 60th Street yards, the Central’s chief marshaling yard on Manhattan. Compared to 
earlier suspended-type designs (an example of which lies in ruins south of it) this bridge was faster and 
easier to operate, showed less inclination to dump boxcars into the river, and cost significantly less to 
build.

In his design, French kept the idea of using a separately suspended main span for each track, 
counterweighted to balance most of the dead load. Each one was suspended from a cross beam or yoke 
above it, which in turn was raised and lowered by two screws extending into the overhead structure. The 
counterweighting for the dead load was also attached to these yokes, and a sheave for these 
counterweighting cables is visible at the ends of the yokes. To isolate the twisting motion of the carfloat 
from the relatively rigid suspended span, he replaced the "swiveling head block" with a new type of apron. 
French called it a "contained apron" because it was contained within the main span, rather than suspended 
beyond its outer end. The apron’s outer end rested loosely on a "rocker" placed on a transverse beam held 
between the outer ends of the girders. This allowed the apron’s outer end to twist from side to side, yet 
gave support to both dead and live load on the apron; in effect the rocker transferred the load to the main 
span. The inner end of the apron was hinged to another transverse girder framed between the side girders. 
Because the outshore end of the apron simply rested on the rocker casting, it was free to move upward 
with the carfloat, e.g., when a load was removed from the float. The apron’s floor structure allowed its 
deck to twist without damage, and without transmitting the torsional stress to the hinge.
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In 1909 French showed his designs to engineers of the New York Central Railroad, who were about to 
build a new transfer bridge at the foot of West 69'*’ Street on Manhattan, at the north end of the 60'*’ Street 
yards. After they considered various alternatives, they built the bridge to his design. They used a "heavy 
traffic" version of the design, with the main spans 110 ft.long overall, containing within each a 30 ft. 
apron, and with four hoist screws each 7-5/8" in diameter. The main cables were 1.25" in diameter. Two 
50-HP motors were provided, making the bridge capable of lifting with a full load of 50-ton freight cars. 
Mechanical drawings for the bridge appeared in Engineering News, 1911. The bridge was put into service 
in March 1911.

The bridge footings were built by Butler Bros.; the steel structural work was by Phoenix Bridge Co., and 
Steele & Condict of Jersey City provided the machinery, as they did for nearly all the later bridges of this 
type. R.E. Dougherty, district engineer of the NYC RR, was in charge of field construction work.

Each of the two single-track spans weighed 78.5 tons, yielding a dead load of 100,300 lbs at the outer 
ends, with 90% of this carried by the counterweight. The maximum live load reaction was to be 291,800 
lbs on each side, with the bridge fully loaded and the carfloat bearing down on the end to the extent of 
112,500 lbs on each side. This maximum load would apply a 150 ton force to each screw, though the 
screws were not expected to life the bridge under this much load (Engineering News, 1911, p. 774).

French claimed his bridge was very successful, being both more economical and easier to operate than 
previous suspension types, while at least matching their strength and speed. It was so successful that 
every subsequent new suspended transfer bridge at the Port of New York was built to that design, except 
for some replacements in kind of older bridges.

For example, the LIRR’s Long Island City bridges on the East River were rebuilt to French’s contained 
apron design in 1925, and the bridge at the Brooklyn Navy Yard, built in WW n, is also of this design. 
These bridges still stand. Those at Long Island City are disposed in two sets of paired bridges, for a total 
of four. The machinery in their towers is relatively intact but scrappers removed the actual bridges some 
time ago, so it is no longer clear to an observer how they worked or what they were for. The transfer 
bridge at the Navy Yard has been converted to a pontoon type and is no longer representative of the 
contained apron suspended type.

There is one suspended-type transfer bridge at Greenville in Jersey City that is still in use. These bridges 
were originally built in 1905 to the earlier, heavy-duty design, but have been extensively rebuilt and 
simplified in the intervening years. They are interesting, and show some evidence of their original design, 
but do not embody one consistent historical design.

With declining traffic and the merger with Penn Central in the late 1960s, the 69'*’ Street Transfer Bridge 

was taken out of service but left intact, except that the rails were lifted about 1982. Of the remaining 
suspended bridges in the harbor, the 69th Street bridge is certainly the most historically significant of the
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bridges, as well as the one with the most integrity of original structure. It is arguably one of the most 
historically significant industrial marine structures in the port, because of its innovative design and its 
relevance to the colorful working port that New York once was.

1
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10. Geographical Data

Acreage of Property less than one acre

UTM References
(Place additional UTM references on a continuation sheet.)

1 imi |5|8|5|1|7|7| | 4| 5|11 4| 4 | 9 | 8|
Zone Easting Northing

2 Ui81 I I l.l..1_U I I I I I. I. i-l

3 umi U-
Zone Easting

4 umi I I I I

Northing

Verbal Boundary Description
(Describe the boundaries of the property on a continuation sheet.)

Boundary Justification
(Explain why the boundaries were selected on a continuation sheet.)
11. Form Prepared By “See continuation sheet for author**

name/title Contact: Kathleen A. Howe, Historic Preservation Specialist

organization NYS Office of Parks. Recreation and Historic Preservationdate January 9. 2003 

street & number P.O. Box 189. Peebles Islandtelephone 518-237-8643. ext. 3266 

city or town Waterfordstate NYzip code 12188-0189

Additional Documentation
Submit the following items with the completed form:

Continuation Sheets

Maps
A USGS map (7.5 or 15 minute series) indicating the property’s location 
A Sketch map for historic districts and properties having large acreage or numerous resources.

Photographs

Representative black and white photographs of the property.

Additional items
(Check with SHPO or FPO for any additional items)

Property Owner (Complete this item at the request of the SHPO or FPO)

name Hudson Waterfront Associates, L.P._____ Contact: Paul VanPien Davis, Chief Executive Officer

street & number 175 Riverside Boulevard 

city or town New York____________

telephone (212) 888-0880 

state NY zip code 10069

Paperwork Reduction Act Statement: This information is being collected for applications to the National Register of Historic Places to nominate 
properties tor listing or determine eligibility for listing, to list properties, and to amend existing listings. Response to this request is required to obtain a 
benefit in accordance with the National Historic Preservation Act, as amended (16 U.S.C. 470 et seq.)

Estimated Burden Statement: public reporting burden tor this form is estimated to average 18.1 hours per response including time for reviewing 
instructions, gathering and maintaining data, and completing and reviewing the form. Direct comments regarding this burden estimate or any aspect of 
this form to the Chief, Administrative Services Division, National Park Service, P.O. Box 37127, Washington, D.C. 20503
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10. Geographical Data

Verbal Boundary Description
The nomination boundary for the 69**’ Street Transfer Bridge is indicated on the attached Sanborn map.

Boundary Justification
The nomination boundary is drawn to encompass the entire engineering structure located on the Hudson 
River waterfront.

•4.-
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11. Form prepared by

Thomas R. Flagg
Roebling Chapter, Society for Industrial Archeology 
70 West 95*'’ Street, #234 

New York, New York 10025

(212)780-5155
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Additional Documentation

List of Photoeraphs
69“’ Street Transfer Bridge 

on the Hudson River 
New York County, New York 
Photographer: Kathleen Howe 
Date of photographs: 1/6/03 
Location of negatives: NYSOPRHP

Peebles Island, P.O. Box 189 
Waterford, NY 12188

1. North and west elevations, facing southeast.
2. East and north elevations, facing southwest.
3. North and west elevations, facing southeast.
4. East and north elevations, facing south.
5. East elevation, facing west.
6. East elevation, facing west.
7. South and east elevations, facing northwest.

Appendices
A. "The Transfer Bridge at the Port of New York: Part HI - The ’Contained-Apron’Type," by Thomas R. 

Flagg, Transfer no. 15 (July-September 1995), pp. 10-17.
B. Plan: Preservation and Adaptive Reuse of Historic West 69“* Street Float Bridge (Goodkind & Odea, 

Inc., 2001).
C. "Going Downtown, Downstream," by David W. Dunlap, New York Times (December 10, 2001).





difl'erentiaJ chain pulley blocks, operated by hand. Presumablv this 
lifting apparatus was used only to adjust an empty bndge to the height 
of an mcommg carfloat. much as pontoon-type bndges of the tune 
were adjusted (as we saw- m Part I). After the carfloat w as attached, 
the dead weight m excess of the counterweight, plus all the live load, 
was transferred via the toggles to the carfloat. Thus the weight put 
onto the carfloat was probably more than in an% previous bndge. 
whether pontoon or suspended type (French, 1917. 66). hi addition, 
the supportmg structure for the counterweight system was not strong 
enough, as was shortly made evident.

The design of these bridges caused the end of the carfloat to sink 
more than usual while being loaded but apparently this greater 
submergence was not taken into consideration when deciding how 
high to make the towers supporting the counterweights. One day. not 
long after these bridges were put into opieration. the combination of a 
low tide and a heavily loaded float caused the counterweights to go all 
the way to the top of the towers and strike an obstruction. This threw 
the entire live load onto the cables; the resulting stress caused a sheave 
to give way. droppmg the bridge and the cars on it into the river. The 
counterweight dropped 30 ft. and broke through the timber foundation. 
A sunilar but less serious accident had already happened to the other 
bridge (French. 1917. 65-67; Engineering News, 1911). (A, H. 
Mallery's son, Paul Mallery, in his 1992 book on bridges for model 
railroaders, presents a very brief description of the suspended-type 
bridge that omits the incident and gives A. H. Mallery all the credit for 
Bensel's and French's irmovations - see references.)

French's Contained-apron Design 
After this debacle, a new engineer, James B. French, was brought 
in to ccnrcct things. Since the bridge was urgently needed, he ^d the 
minimum: in 1905 he repaired the bridge using Mallery's design, but 
raised the tower to allow more play for the counterweight. In addition, 
to handle the live load and also to allow efficient raising and lowering 
of the bridge he added screw supports raised by rotating nuts m an 
overhead structure, the standard system used at other suspended float 
bridges. He also strengthened the jrivots of the head blocks and made 
other improvements. The same changes were made to the other bridge 
in 1906. But there woe still problems, including the frequent breaking 
of the 10" cantilever pins, so French added further support for these 
pins at their outer ends.

While making these repairs and additions, French worked out a new 
way of building a transfer bridge that, like the Mallery ones, did not 
require a separate support sy-stem for the apron. But unlike the Mallery 
bridges, his design w ould have all the advantages of a full working

apron. He patented it m 1911 (Engineering News. 1911.770; French. 
1917; French: U.S Patent No 983.617. Feb. 7,1911).

In his design. French kept the idea of usmg a separately suspended 
mam span for each track. counter\\ eighted to balance most of the dead 
load Each one was suspended from a cross beam or voke above it. 
which m turn w as raised and low ered by tw o screw s extending up mto 
the overhead structure. The counterw eighlmg for the dead load was 
also attached to these yokes, and a sheave for these counterw eightmg 
cables is visible at the ends of the yokes.
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PLATE IV.

Above-Figure3: Drawingfromthe French 1911 patent illustrating 
the "contained apron " type of transfer bridge-69th St style 
Below-Figure 4: Plan vieu’ of the 69th St NYC RR transfer 
bridge (Figures 4-11 all retain their numbers from Eng/g. News. 
1911.)
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FIG. 5. DIAGRAM OF POSITIONS OF 69TH ST. TRANSFER BRIDGE UNDER TIDE AND 
LOAD CHANGES.
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Fia 6. CONSTRUCTION OF MAIN GIRDERS AND CROSS-FRAMING.

Top Left—Figure 5. Drawing showing the 
positions of the bridges at various 
conditions of tides and loading of float; 
note the resulting grades which reach a 
maximum of almost 9% under certain 
conditions

Center Left—Figure 6: Construction details 
of the NYC RR 69th St transfer bridge

Top Right—Figure 7: Flexible apron of 
NYC RR 69th St transfer bridge
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FIG. 8. APRON SUPPORTS AND SPRING BEARINGS.

Bottom Right—Figure 8: Apron support 
and end view of apron, giving exact 
measurements of toggle bar spacing at 
NYC RR 69th St transfer bridge

Center Right-Figure 9: Plans for toggle 
bars and sockets, sometimes termed 
"boxes;" these were standard design at 
Port of NY, 1911
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FIG. 10. LIFTING YOKES, HOIST SCREWS AND DRIVE, 69TH ST. TRANSFER BRIDGE.

To isolate the twisting motions of the carfloat from the relatively rigid 
suspended span, he replaced the "swiveling head block" with a new 
type of apron. French called it a "contained apron" because it was 
contained within the main span, rather than suspended beyond its outer 
end, as in the suspended-type bridges described in Part II of this series. 
The side girders of each span were extended outward far enough to 
enclose a 30 ft. apron set between them. The apron's outer end rested 
loosely on a "rocker" placed on a transverse beam held between the 
outer ends of the girders. This allowed the apron's outer end to twist 
from side to side, yet gave support to both dead and Uve load on the 
apron; in effect the rocker transferred the load to the main span. The 
mner end of the apron was hinged to another transverse girder framed 
between the side girders. Because the outshore end of the apron 
simply rested on the rocker casting, it was free to move upward with 
the carfloat, e.g., when a load was removed from the float. The apron's 
floor structure allowed its deck to twist without damage, and without 
transmitting the torskmal stress to the hinge. This design, according to 
French (1917, p. 69), secured all the advantages of the Greenville type 
of bridge with simpler construction and much less machinery', since it 
eliminated the need for a separate support system for the outshore end 
of the apron, so doing away with the live load counterweight system 
and its support framework, and also simplifying the operator's control 
of the bridge.

To save still more money (according to French), under conditions of 
light traffic the apron could be shorter (its upward movement therefore 
necessarily more restricted), and slower machinery substituted.

In 1909 French showed his designs to engineers of the New York 
Central RR, who were about to build a new transfer bridge at the foot 
of West 69th St. on Manhattan, at the north end of the 60th St. yards. 
After they considered various alternatives, they built the bridge to his 
design. They used a "heavy traffic" version of the design, with the

5^'

5«l.on *■»

k-.m'.J

with Nut.

£14'0^
S*lf Alining

FJG. 11. HOIST SCREW. NUT AND SELF-ALINING BEARING OF NUT. 69TH ST.
TRANSFER BRIDGE.

main spans 110 ft. long overall, containing within each a 30 ft. apron, 
and with four hoist screws each 7-5/8" in diameter. The mam cables 
were 1.25" in diameter. Two 50-IIP IX? motors wet? proGded. 
making the bridge capable of lifting with a full load of 50-ton freight 
cars. Figures 4-11 are taken from Engineering Xews. 1911. which 
should give our modelers sufficient detail to reconstruct it with 
complete fidelity. It was put it into service in March. 1911.

The rails on the main spans w'ere supported in an interesting wav: 
instead of the usual floorbeam and stringer construction, the girders 
were connected by long wooden ties suspended from their bottoms, on 
these were laid longitudinals and the rails were laid on these (shown in 
Figure 6). In addition there were I-beams tving together the main 
girders.

The bridge footings were built by Butler Bros.: the steel structural 
work was by Phoenix Bridge Co., and Steele & Condict of Jersey City 
provided the machinery, as they did for nearly all the later bndges of 
this type. R. E. Dougherty , district engineer of the NYC RR. was ui 
charge of field construction work.
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SCALE 1* = 10-0*

1. REPAIR BUILDING ENVELOPE FOR MACHINE HOUSE INCLUDING REPLACEMENT OF
SIDING. ROOnNC. WINDOWS AND DOOR. PAINT GIRDERS. REPAIR VENTS AS REO'O

2. RECONSTRUCT BULKHEAD PLATFORM DECK US'NC EXISTING PILES REPLACE 
FRAMING AND DECKING. ADO NEW RAILING.

3. REMOVE. REHABILITATE AND RESET BRIDGE GIRDERS. REPLACE ALL TIES ANO FLOOR 
BEAUS, REPAIR KNEE BRACES AND SnFFENCflS AS REQUIRED. REPLACE DECKING 
REPLACE TRACK. ADO RAILINGS AT WEST END, REPAIR TIMBER FOUNOAnON MATS 
PAINT ORDERS AND NEW STEEL

4 REMOVE DETERIORATED CONCRETE AT GANTRY TONER FOUNDATIONS. ENCAPSULATE 
PILES ANO nuBER MATS.

5. REPAIR GANTRY TOWER LEGS AS REO’O. BLAST AND PAINT WITH APPROPRIATE CONTAINMENT.

6. REPLACE ROOFING ANO SIDING AT CONTROL CABIN.
7 RECONSTRUCT SOUTH ACCESS PLATFORM USING NEW PILES, FRAMING AND 

DECKING. EXISTING PILES TO REMAIN. ADO NEW RAILINGS, 
a. REMOVE AND DISPOSE EXISTTNC FINGER P'ERS. CONSTRUCT NEW FINGER PIERS 

wnm NEW PILES. FRAMING AND DECKING
9. REMOVE ANO REPLACE DETERIORATED P'LES AND SHEATHING AT NORTH FENDER

10. INSTALL NEW SPUD BARGE ANO GANGWAY FOR FERRY STOP.

FIGURE 1 (HALF SIZE PRINT)

PRESERVATION AND ADAPTIVE REUSE OF 
HISTORIC WEST 69TH STREET 

FLOAT BRIDGE
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City of New York 
Parks & Recreation The ATAenal 

Central Park
Nevv York, New York 1 021

Adrian Benepe 
Commissioner

]o$hua R. Laird 
Chief of Planning

(212) 360-3402 
joshua.UiTdttlparks.nyi gov

February- 26, 2003

Hon. Bernadette Castro 
Commissioner
New York State Office of Parks, Recreation, and Historic Preservation 
Agency Building No. 1 
Empire State Plaza 
Albany, NY 12238

/P _Dear Co|WlTsstoi24i-C«9trtr

I would like to express the Departmeiii of Parks and Rccrearion's strong support for the 
proposed nomination of the West 69'^ Street Transfer Bridge, in Riverside Park South on 
the Hudson River in Manhattan, to the State and National Registers of Historic Places. 
This nomination will be considered at the March 14 meeting of the State Board for 
Historic Preservation. Title to the struemre will be conveyed to Parks this spring after 
completion of Riverside Park South Phase II by the Riverside South developers.

The West 69'" Street Bridge was built by the New York Central Railroad in 1911 to allow 
rail cars to be barged from New Jersey into the NYCRR 60"* Street rail yard. Its 
revolutionary design was then replicated all over New ^'ork Harbor, including at the 
Long Island Railroad yard in Long Island City, now site of Gantry Plaza State Park, 
where two sets of these bridges were rehabilitated. Because of this design, the West 69'^ 
Street Bridge was determined by SHPO to be eligible for the Register in 1986.

The New York City Department of Transportation plans to rehabilitate the structure as a 
public pier highlighting the history of the rail yard, with a dock for commuter ferry 
service from the Upper West Side to lower Maithaiian. City DOT has just received an 
award of 51 million in TEA-21 Transportation Enhancement Program funds for this 
project. After the structure is listed on the Registers, its rehabilitation will also be 
eligible for funding from Other sources such as the Environmental Protection fund.

1 look forward to working with you and your staff to help restore and reuse this surviving 
remnant of New York City’s maritime industrial heritage.

Sincerely,

/U
Adrian Bonqse

www.nyc.gov/parks



HUDSON WATERFRONT ASSOCIATES, L.P.
175 Riverside Boulevard 

New York, New York 10069 
tel: 212-888-0880 fax: 212-496-8206

i'March 4, 2003 
State Historic Preservation Officer 
c/o Ms. Kathy Howe
Historic Preservation Field Services Bureau
New York State office of Parks, Recreation and Historic Preservation 
Peebles Island
P.O.Box 189 ^
Waterford, New York 12188-0189

Re: 69“' Street Transfer Bridge 
New York, New York County

n r

r6 2003

■ -.i

Dear Ms. Howe:

In response to the letter dated February 14, 2003 from Ms. Ruth L. Pierpont, copy attached 
hereto, I wish to express the support of Hudson Waterfront Associates, L.P. for the nomination 
of the above referenced property to the National and State Registers of Historic Places. Hudson 
Waterfront Associates, L.P. is the owner of the property on which the 69* Street Transfer Bridge 
is situated and we will convey title to the property to the City of New York as part of the second 
phase of Riverside Park South. We expect the title transfer to take place this spring, upon 
completion of our Riverside Park South Phase 2 construction activities. As you may be aware, 
the Riverside Park South Phase 1 construction received the Governor’s Waterfront Re-Discovery 
award in 2001.

Hudson Waterfront Associates, L.P. fully supports the planned rehabilitation of the 69* Street 
Transfer Bridge by the New York City Departments of Parks and Transportation into a public 
park pier and ferry landing, a project which has recently been awarded $1 million from the TEA- 
21 Transportation Enhancements Program. We understand that upon the property being listed on 
the Registers, this project will become eligible for funding from additional sources.

Please do not hesitate in contacting me in the event I may provide additional assistance.

^st regards,

Paul VanDien Davis 
Hudson Waterfront Associates, L.P. 
Chief Executive Officer 
attachment as stated



The New York City Landmarks Preservation Commission
1 Centre Street, 9‘" Floor North, New York NY 10007 TEL: 212-669-7922 FAX: 212-669-7797

http://nyc.gov/landmarks/

Ronda Wist 
Executive Director 
rwist@lpc.nyc.gov

-•

March 4, 2003

Ms. Ruth Pierpont, Director
New York State Office of Parks Recreation
and Historic Preservation
Historic Preservation Field Services Bureau
Peebles Island
P.O. Box 189
Waterford, New York 12188-0189

Re: 69^ Street Transfer Bridge. New York. New York

Dear Ms. Pierpont:

I write on behalf of Chair Robert B. Tierney in response to your request for comment on 
the eligibility of the 69*^ Street Transfer Bridge in Manhattan for the State and National Registers 
of Historic Places.

Mary Beth Betts, the Commission’s Director of Research, has reviewed the materials 
submitted by the Historic Preservation Field Services Bureau and recommended that the 69*^ 
Street Transfer Bridge appears to meet the criteria for inclusion on the State and National 
Registers of Historic Places.

Sincerely yours.

1
Ronda Wist

cc: Robert B. Tierney, Chair 
Mary Beth Betts



4r I New York State Office of Parks, Recreation and Historic Preservation
§ Historic Preservation Field Services Bureau 

NEWYORKSTATE S Peebles Island, PO Box 189, Waterford, New York 12188-0189 518-237-8643
Bernadette Castro 

Commissioner

May 13,2003
Ms. Alexis Abernathy
National Park Service
National Register of Historic Places
1201 Eye St. NW
8'" Floor
Washington, D.C. 20005

J^ECElVig ggflg

*W'i5au

Re: Transmittal of National Register 
Nomination

Dear Ms. Abernathy:

I am pleased to transmit one new National Register nomination to be considered for listing by the 
Keeper of the National Register as follows:

69"' Street Transfer Bridge, New York, New York Co., NY

Thank you for your assistance in processing this proposal. Please feel free to call on me at 518- 
237-8643 ext. 3258 if any questions arise.

Sincerely,

Mark L. Peckham 
National Register 
Program Coordinator

enclosure

An Equal Opportunity/Affirmative Action Agency
Ci printed on recycled paper


