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Regional Plan Association—\ Catalyst With a History of Results

The nation's oldest independent planning organization. Regional Plan Association promotes sustainable economic
development, sound environmental stewardship, and broad social equity for the New York-New Jersey-Connecticut
Metropolitan Region. Supported by a wide array of corporations, foundations, and individuals from all over the region,
RPA prepares long-range comprehensive plans for the region and advocates for their implementation across the 2,000
political jurisdictions that fragment the metropolitan area. Over the years RPA's recommendations have shaped the
network of highways, railways, parks, communities, and urban centers that define the region as we know it today, ena
bling the region to remain at the forefront of the global economy.

RPA's First Regional Plan, published in 1929, brought the region together to build a network of roads, railways, and
parks that directly shaped two generations of growth. The Second Regional Plan, published in 1968, renewed the re
gional focus on landscape and transportation, leading to protection of nearly 1 million acres of open space. It advocated
combining the New York City subways and several suburban railroads into the Metropolitan Transportation Authority
and NJ TRANSIT, which led to a multi-billion dollar reinvestment program that served as a foundation for the region's
surging growth in the 1980s.



Introduction

As a new millennium approaches, the metropolitan
region of New York, New Jersey, and Connecticut is a
region at risk.
•  Despite our strength in the global economy, we are

facing years of slow growth and uncertainty follow
ing our worst recession in 50 years.

•  Despite the billions of dollars spent every year by
the public and private sectors on infrastructure, of
fice space, and housing, the uncomfortable truth is
that we have been living off the legacy of invest
ments of previous generations.

•  Despite a history of strength from diversity, a
shadow of social division has fallen across the re

gion.
•  Despite strict laws and renewed public concern, we

continue to pollute our air and water and checker
board our rural areas with suburban sprawl.

The region faces a future in which it must compete in a
global economy that offers new challenges and oppor
tunities. The question posed is whether the next 25 years
will represent the final chapter in a story of prosperity
and momentum that dates back to the settlement of
Manhattan in the 17th century. The warning is that mod
est growth in the next few years could mask the begin
ning of a long, slow, and potentially irreversible and
tragic decline.

A regional perspective is the proper scale and context

for analyzing and addressing these issues. Metropolitan
regions are becoming the dominant economic, environ
mental and social actors of the next century During the
1980s, the metropolitan regions in the U.S. that grew
most rapidly all had central cities that also grew rapidly.
And in areas where suburban incomes declined, central
cities also experienced decline. Nearly one-third of the
income earned in New York City ends up in the pockets
of commuters, around $44 billion annually. More than
ever, the economies, societies, and environments of all
the communities in the Tri-State Metropolitan Region
are intertwined, transcending arbitrary political divi
sions. Our cities and suburbs share a common destiny.

RPA has produced a plan to reconnect the region to
its basic foundations, the "Three E's"—economy, envi
ronment, and equity—^that are the basis of our quality of
life. The fundamental goal of the plan is to rebuild the
"Three E's" through investments and policies that inte
grate and build on our advantages, rather than focusing
on just one of the "E's" to the detriment of the others.
Currently, economic development is too often border
warfare, as states within the region try to steal businesses
from each other in a zero-sum game. Social issues are
either ignored or placated by a vast welfare system that
fails to bring people into the economic mainstream. And
environmental efforts focus on short-term solutions that

attack the symptoms rather than the causes of problems.



This summary outlines RPA's analysis and projec
tions of the "Three E's." It summarizes the recommen

dations of A Region at Risk, the Third Regional Plan,
and groups them into five major campaigns that integrate
the "Three E's": creating a regional greensward, concen
trating growth in centers, improving mobility, investing

in a competitive workforce, and reforming governance.
Each" campaign combines the goals of economic, equity,
and environmental improvements, leading the region to a
more competitive, prosperous, fair, and sustainable fu
ture.

The Tri-State Metropolitan Region
RPA focuses its research and analysis on the 31 counties that compose and surround New York City and function

as a single region. They encompass southwestern Connecticut, New York City's five boroughs. Long Island, the
lower Hudson Valley, and northern New Jersey. It includes nearly 20 million people, a more than half-trillion dollar
economy, and nearly 800 cities, towns, and villages spread across 13,000 square miles.
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The "Three E's":

Where We Are, Where We Are
Headed

The "Three E's" are the objectives of the plan, the
components of RPA's goal of improving quality of life.

Environment

Quality

of
Life

Economy

Economy

Between 1989 and 1992, this region fell into a steep
and frightening recession that claimed 770,000 jobs—
the largest job loss of any metropolitan area since
World War II—eliminating virtually all our growth
from the 1980s. Unlike previous recessions, howwer,
all parts of the region suffered losses of similar magni

tude. Immediate growth prospects for many key indus
tries remain weak or uncertain, and recovery has been
much slower than in other parts of the nation.

This recession and slow recovery must be consid
ered in the context of a wrenching global transforma
tion. New technologies have radically changed how
goods .and services are produced, marketed, and dis
tributed, and a fiercely competitive global economy can
quickly turn the fortunes of a business or a community.
Low-skilled workers are particularly vulnerable to this
transformation, as automation, rising skill requirements,
and corporate downsizing have depressed wages and
job opportunities.

But this region has enormous advantages in the
emerging global economy. It is the world's most active
and innovative center of global capital management,
with more than 10,000 international businesses. It is an
unsurpassed producer of information, with leadership in
broadcasting, book publishing, and magazines and
electronic media. This region is a premier designer of
popular culture, through the arts, mass marketing, me-



dia, and an increasing multi-culturalism that equips us
to compete directly in dozens of languages and cultures.
With over 150 colleges and universities, it is one of the

world's largest centers for research and academia. Fi
nally, it is the meeting grounds for governments from
around the world, with the United Nations, its affiliates,

and permanent missions drawing an unparalleled di
versity of people, interests, and ideas.

Over the next decade, the region is likely to experi
ence sluggish growth as employment recovers to its pre-
recession peak. Moderate growth fueled by new global
markets and information technology will be countered
by continued corporate downsizing and global competi

tion. These trends will likely result in continued em
ployment losses in manufacturing and government, but
modest increases in financial, business, and personal

In the long term, the region has the opportunity to . . , ,
4. • ui • tu ,1 ■ u A 's without them,enjoy sustainable economic growth driven by produc- ^ ̂

tivity gains and increased sales to expanding global
markets. But that promise could fail without new in- s s o\
vestments in infrastructure, communities, environment society
and the workforce. Increasingly, quality of life is the °
benchmark against which the region is judged in com- ^^l^earT^tN
petition with other regions in the nation and world. poverty, ear y i
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Equity

This region is one of the most diverse in human
history. Residents speak more languages, offer a wider
array of skills, reside across more extreme densities, and
live under the broadest range of incomes in the nation.
Demographic projections show that it will be even more
diverse in the future. By the year 2020 a majority of the

region's residents will be of African, Asian, or Hispanic
heritage, largely as a result of a constant flow of immi
grants from around the globe. Since 1970 the region has
drawn nearly 3 million legal immigrants, almost one-
fifth of the nation's total legal entries. Throughout the
1990s and beyond, immigrants and their children will
account for virtually all of the region's expansion in
working-age population. These new residents bring
with them enormous talent and cultural diversity—New
York City could never have become the world capital it
is without them.

But even as we become a more diverse society, dis
turbing trends show us becoming a more isolated and
fragmented society. Low-skilled workers face a future
of declining incomes and sporadic employment, and
over two million residents of the region already live in
poverty. Nearly three million adults in the region are
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Projected Population in Millions

□ Asian/Other

□ Hispanic

□ Black

White

estimated to be functionally illiterate. Most new jobs
will demand at least some college or post-secondary
education, yet a large share of urban students never fin
ish high school. And poverty remains much more con
centrated among non-white residents, even when differ
ences in education and skills are accounted for, demon
strating that bias and segregation remain persistent
problems.

Entire communities are being left out of the region's
growing prosperity, as too many people have come to
accept the concept of a permanent underclass. Some
people now see our diversity not as the enormous ad
vantage it provides in the world economy, but as a hin
drance. For a prosperous future, this region must do a
better job of welcoming and assimilating its present
immigrant population, as well as the 1.25 million new
immigrants expected in the next 10 years. Isolated by
physical barriers—such as a lack of housing or public
transportation alternatives—that separate residences
from new employment opportunities, inner-city com
munities have been cut off from the new employment
centers in the region's suburbs. The region needs to
work harder to integrate isolated and racially diverse
communities into its social fabric and economic main
stream.

These communities can either be an enormous ad
vantage, or a liability, depending on the policies put in
place now, from affordable housing to education to
economic development.

Environment

This region is a national leader in environmental
protection, having enacted comprehensive and far-
reaching environmental standards and having spent the
money and political capital needed to make the laws
work. As a result, the region has added 350,000 acres of
public parkland since the 1960s, while air and water
quality has improved significantly. Yet these achieve
ments can obscure the serious nature of problems that
still confront us. Most of the region does not meet fed
eral air quality standards. More and more drinking wa
ter must now be fi ltered. Many urban neighborhoods
lack park acreage and suburban development continues
to sprawl across mountains and farmland.

In the past 30 years a new pattern of land use has
swept the region, involving the construction of massive
campus-style commercial and industrial facilities in
sprawling residential suburbs. From 1970 to 1995, core
urban counties lost more than 300,000 jobs while the
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outer suburban ring gained 2 million. Eighty percent of
the 1.7 million housing units built since 1970 were
constructed in the region's outer ring, as residents
sought affordable housing, lower taxes, and escape
from the problems of cities and inner suburbs. But these
rings of deconcentrated suburbs consume vast areas of
open land and shatter traditional patterns of community.

The spread-out pattern of homes and jobs has led
people to drive more than ever. The number of vehicle
miles traveled in the region grew by 60% from 1970 to
1990, creating congestion on highways and roads.
Growing use of automobiles, trucks, and buses is also
the key reason why the region is second only to Los
Angeles in number of days that air quality fails to meet
federal standards. But current toll policies are absolutely
backward, rejecting the fundamental market principle of
charging more for a scarce resource. Instead, tolls are
discounted for commuters who use the roads during the
most crowded times. Furthermore, parking is often
provided for free and gasoline is now cheaper in con
stant dollars than it has ever been, costing less than bot
tled water.

At the same time, the region has abandoned urban
areas, hollowing out cities that historically have been
the locus for jobs and residences. By 1980 the majority
of the region's residents did not live in a city. The most

visible impact of this has been the conversion of forests,
farms, and wetlands to urban uses and the paving of
wildlife habitat and natural resources. The region lost
40% of its farmland between 1964 and 1987, and de

velopment outside urban areas continues at around
30,000 acres a year.

This challenge comes at a time of widespread dissat
isfaction with environmental management by business
and the public sectors. Government policies that call for
polluted sites to be cleaned by their owners often im
pede beneficial site restoration. In 1994, more than $4.6
billion in state, federal, and local funds were allocated

for water pollution control in coastal waters and $2.8
billion was spent disposing of garbage. But all of the
region's landfills will reach capacity around the year
2000, and we will be spending more on pollution con
trol and disposal in the future.

Efforts to protect the environment from further deg
radation will have to begin looking at the causes of
problems—such as land use and transportation—^to find
innovative and comprehensive solutions. We can do a
better job of protecting the environment and living
within our means by learning to produce less waste, re
cycle, and rely on biological systems for natural re
source management and pollution control.



The Five Campaigns

Environment

Environment

Quality

Life

vernance

Economy Equityconom

Strategies for improving the region's quality of life
must reinforce all three of the cornerstone E's and dem

onstrate how our economy, equity, and environment are
vitally linked to each other, or those strategies may, in
fact, be counter-productive.

Five initiatives anchor the plan—Greensward, Cen
ters, Mobility, Workforce, and Governance. Each cam
paign addresses all three E's. Together, they have been
designed to re-energize the region by re-greening, re
connecting, and re-centering it. The Greensward safe
guards the region's green infrastructure of forests, wa
tersheds, estuaries, and farms, and establishes green
limits for future growth. Centers focuses the next gen
eration of growth in the region's existing downtown
employment and residential areas. Mobility creates a

new transportation network that knits together the re-
strengthened centers. Worlrforce provides groups and
individuals living in these centers with the skills and
connections needed to bring them into the economic
mainstream. Achieving these ends will require new
ways of organizing and energizing our political and
civic institutions, as outlined in Governance. Collec
tively, all of these strategies underpin the region's qual
ity of life and can guide us to sustainable growth as we
enter the 21st century.

The goal of the campaigns in the Third Regional
Plan is to integrate and improve the region's economy,
environment, and equity, thereby improving our quality
of life.
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Greensward

Two generations of decentralized growth have dras
tically increased the region's urban land—by 60% in 30
years despite only a 13% increase in population. Con
tinuing exurban development at a rate of more than
30,000 acres a year threatens large areas of open land
and critical environmental resources at the region's
outer edge, more than 50 miles from Manhattan.

The region needs a regional greensward that safe
guards water and food supplies and recreational oppor
tunities and shapes future growth by integrating pro
tected large-scale landscape resources, an established
regional network of greenways, and revitalized urban
parks and open spaces. The greensward makes eco
nomic sense, protecting the environmental infrastructure
that would otherwise require costly cleanup and pollu
tion controls. It will provide important benefits to peo
ple, safeguarding access to recreation and natural and
agricultural landscapes. And it
will be good for the environ- ^
ment, providing a long-term

1  . 1 X CulakillPafi ^and comprehensive plan to ^ C A. '*
reconcile local land use and
development with broader re- i ^ ^ '
gional objectives.

RPA is undertaking proj- \ ^
ects designed to protect key s/, ^
open space tracts, manage
natural resources, protect pro-

ductive farmland, provide

land use planning assistance
to local communities, and ^
revitalize urban parks. Eleven ^ ̂
landscapes and coastal estuar- y
ies are of particular concern: ^^
the Long Island Pine Barrens ^ ^^
and Peconic Estuary; Catskill ^

Mountains; Shawangunk and
Kittatinny mountains; New I Jf
York-New Jersey-Connecticut ^ 3
Appalachian Highlands; Hud- $
son River; Delaware River; ^
New Jersey Pinelands; Long
Island Sound; New York/New

Jersey Harbor; Atlantic sea- ^'.3'
shore; and disappearing active
farmland. These reserves .

comprise 2.5 million acres t ^
that are currently at risk of <•
being consumed by sprawl. — ■ . ,n,y.—

m

Models for protection of these areas already exist in the
New Jersey Pinelands and especially in the Long Island
Pine Barrens, where a new locally controlled commis
sion is protecting 50,000 acres and supervising devel
opment on another 50,000 acres. The recent agreement
between New York City and upstate communities to
balance growth and protection of the watershed builds
on this experience.

Major recommendations of the campaign include:
•  Establish 11 regional reserves that protect public

water supplies, estuaries, natural habitats, and
farmlands and function as an urban growth bound
ary for the region.

•  Reinvest in urban parks, public spaces, and natural
resources, restoring and creating new spaces in ur
ban neighborhoods and along waterfronts.

•  Create a regional network of greenways that pro
vide access to recreational areas.
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Centers

Recent development patterns have shifted resources
and investment away from the region's cities and inner-
suburbs, so that virtually all our employment growth in
the past 30 years has been located outside existing cen
ters. Unless this trend is reversed, the region will face
ever-worsening problems of limited access to employ
ment opportunities, wide income disparities, social iso
lation, environmental degradation, and lack of afford
able housing. Already, economic consequences of de
cayed cities, traffic congestion, and the region's deterio
rating quality of life are apparent.

The region must work to improve quality of life and
economic opportunities in centers, including not only
the region's Central Business District but also down
towns throughout the region such as Newark, Pough-
keepsie, and Bridgeport. Centers provide a more effi
cient use of resources and reduce costs for the entire

regional economy. Centers also reduce land consump
tion and allow us to conserve a greater portion of our
remaining open space. And because they are more ac
cessible to less-advantaged communities, investing in
and bringing new employment to centers brings new

opportunities to the residents who need them most.
But these goals will only be realized through an ag

gressive campaign to improve downtowns, from recon
figuring transit connections, to rethinking urban design,
to establishing new job opportunities. The Centers
Campaign will direct as much job growth as possible to
central business districts in the region's major down
towns and encourage residential growth in a constella
tion of centers. The goal is to maintain the approxi
mately 50% share that centers currently have of the re
gion's employment. To do this, the campaign will work
for new public-private investments, creative planning,
and zoning, and expansion of arts and cultural activities
that foster the kind of desirable mixed-use communities

that will attract jobs and residents to centers.

Major recommendations of the campaign include:

•  Strengthen the region's Central Business District by
building a Crosstown light-rail system and district,
expanding transit access to Lower Manhattan and
the Jersey City waterfront, and revitalizing Down
town Brooklyn and Long Island City.

•  Invest in 11 regional downtowns—^New Haven,
Bridgeport, Stamford, White Plains, Foughkeepsie,
Hicksville, Mineola, Jamaica, Newark, New

Brunswick, and Trenton—attracting new job
growth and rebuilding communities rather than

building on greenfield sites.
' Create incentives for new development and invest
ment in transit- and pedestrian-friendly centers
throughout the region, so they provide the quality
of life that makes living and working in centers
worthwhile.

Support new institutions and uses in centers, such
as "telematic" at-home businesses, mixed use dis
tricts, and arts and cultural institutions.

" \ IT?. t
..rru

The arts are a critical resource to the region's quality of
life. The Centers Campaign seeks to promote arts and
cultural institutions as catalysts for the revitalization of
centers throughout the region.

Mobility

Mobility throughout the region is hampered by lim
ited and fragmented transit service, a freight rail system
that terminates at the west side of the Hudson River,

and congested and bottlenecked roads. There is little
capacity for growth on the current highway system,
unless new development takes place even further from
the center of the region. At the same time, the public
transportation system requires new commitment and in
vestment simply to maintain it in a state of good repair.

The region should invest in a Regional Express Rail
{Rx) network to bring mobility throughout the region to
world-class standards, which can be accomplished with
only 25 miles of new rail track—a 2% expansion of the
existing system—and by re-using abandoned or under
utilized infrastructure. Improved mobility would
strengthen the region's economy by reducing travel
times and transfers to employment centers and airports,
improving freight connections, and using the road sys
tem more efficiently with less congestion. It would im
prove our society, as less-advantaged communities be
come better connected to employment opportunities.



allowing people and goods to travel more quickly with
less pollution.

The Mobility Campaign has three principal compo
nents: improved transit service, a transformed freight
system, and a highway network with reduced conges
tion. The campaign will promote a Regional Express
Rail network that supports the centers of commerce and
provides fuller access to major employment sites. RPA
will advance strategies that promote a more efficient
system of fî eight movement in the region. And the cam
paign will work to institute market-based transportation
pricing measures that recognize the full public and pri
vate costs of transportation and add efficiency through
market incentives.

Major recommendations of the campaign include:
•  Build a Regional Express Rail (Rx) system that

provides: airport access by connecting the Long Is

land Railroad to Grand Central Terminal, Lower

Manhattan, Kennedy Airport, and LaGuardia Air
port; direct access from New Jersey and Long Is
land to the East Side and Lower Manhattan; direct

service from the Hudson Valley and Connecticut to
the West Side and Lower Manhattan; through
service from New Jersey to Connecticut and Long
Island; and service between the boroughs in a new
circumferential subway line.

Promote congestion-busting through road-pricing
and market approaches, such as tolls and employer
incentives. Also finish missing links in the highway
network that support existing centers or remedy
notorious bottlenecks.

Improve commercial transportation by building a
freight raij trans-Hudson crossing and cutting con
gestion on the highway system.

Ormnge
NEW YORK f  Putnam Regional

Express
Rail - Rx

CONNECTICUT

■ EXISTING COMMUTER RAIL

Brooklyn
>»mmmmlkmmmmmm

NORTHEAST,
CORRIDOR

TO NEW BRUNSWICK. TRENTON

The Rx System in the Region.
The existing commuter rail network is shaded, while new Rx connections are depicted in black. Where there is an overlap, as
on the Northeast Corridor in New Jersey and on MetrqNorth's New Haven line, the Rx shading is used.
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Workforce

The emerging economy in today's global market
will require a competitive, educated workforce to per
form increasingly complex jobs. High-paying jobs in
growing international service industries will be particu
larly demanding of new skills. But entire communities
are being left behind by these trends, failed by the insti
tutions and regulations that should allow them to be
come full participants in a growing economy.

The region must help provide young people and
adults, particularly from low-income communities, with
the skills and access needed to participate in informa
tion and technology-based industries. Workforce devel
opment ensures economic growth by supplying the
workers needed for new technology-based activities and
by increasing productivity. It addresses social equity by
closing the skill gap that creates larger disparities in in
come. And it improves our environment by focusing
growth into urban centers, rather than encouraging more
businesses to move out to the suburbs.

•I workforce with diverse skills and cultures is central to
the region '.v strength in the global economy.

RPA calls upon the region's business, education, la
bor, and civic institutions to develop a system of life
long learning that meets the requirements of a competi
tive, knowledge-based economy and to reform institu
tions and regulations to allow low-income communities
to participate fully in the mainstream economy. The
campaign will identify existing strengths and weak
nesses in our current systems and propose benchmarks
for regional institutions. RPA will also support in
creased private sector participation in workforce devel
opment initiatives and will advocate policies to increase
school financing in low-income communities, encour
age greater participation by immigrant populations in
the mainstream economy, loosen restrictions on
"informal" economic activities, and impiuvc access to
information, telecommunications, and transportation
services for poorer communities.

Major recommendations of the campaign include.
•  Improve education in low-income communities by

combining state financing of public education with
local management reforms and teaching innova
tions.

•  Reconnect education and the workplace with local
school-to-work alliances linking schools to em
ployers, state tax incentives to encourage continu
ous education for adult workers, and a tri-state
council of business, labor, education, and civic
leaders to coordinate workforce development ini
tiatives.

•  Bring immigrants and minorities into the main
stream economy by expanding English literacy
programs, legitimizing informal economic activi
ties, and seeking moderate reform of federal immi
gration statutes.

•  Connect low-income communities by expanding
support for community-based organizations, im
proving transportation links to job centers, and us
ing new information technologies to expand job in
formation networks.

Governance

The region is composed of 20 million people living
in 13,000 square miles governed by over 2,000 units of
government, including counties, cities, towns, service
districts, and authorities. Each of these political entities
is funded almost exclusively through property tax, and
the majority of them control their own budgets inde
pendently. The result is fiscal imbalance and ineffl-
ciencies, in the form of duplication of efforts, depletion
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In Jamaica Bay, a smart infrastructure approach is achieving water quality improvements by protecting and restoring natural
systems and habitat. The smart infrastructure plan, which replaced a proposed treatment plant, has improved wildlife and
fishery habitats and provided new recreational opportunities with an estimated 50% reduction in the cleanup budget.

and degradation of natural resources, self-serving and
short-sighted decisions, cumbersome land use regula
tory processes, and inadequate delivery of public serv
ices.

The Governance Campaign will re-focus state gov
ernment and regional authorities, enabling us to build
and manage world-class infrastructure and reduce
regulatory burdens and tax inefficiencies. Reforming
governance is necessary for the region's economy, as it
is clear that we cannot support current deficient sys
tems, with delays and expensive regulations. Govern
ance is critical to providing greater equity for the re
gion's society, in public education, land use, and service
delivery. And governance is crucial to protecting our
environment, as we reform land use regulations that
currently encourage sprawl rather than redevelopment.

Through reform of taxation and land use regulations,
RPA will promote faster and better delivery of public
services with less duplication, fewer layers of bureauc
racy, and a reduction in conflicting mandates. The Gov
ernance Campaign will propose more efficient public

capital infrastructure investments, identified in the plan,
and effective state development plans and growth
boundaries.

Major recommendations of the campaign include;
•  Coordinate governance in the region through state

growth management plans, education finance re
form, service sharing, and new regional coalitions:

»  An annual "G-3" governors' conference to co
ordinate policies and investments to promote
regional competitiveness and a regional com
pact between the three governors to reduce bor
der warfare economic development policies.

*  A Tri-State Congressional Coalition to fight for
essential federal tax and regulatory reforms and
infrastructure funds.

♦  A Tri-State Business Council composed of the
major regional chambers of commerce and part
nerships to coordinate regional promotion and
advocacy and develop a regional business plan.



Create new public institutions to finance and pro- • Improve public and private decision-making proc-
vide regional services, such as a Tri-State Regional ■' esses, incorporating sustainable economics in ac-
Transportation Authority, a restructured Port counting and tax and regulatory systems and utiliz-
Authority, and a Tri-State Infrastructure Bank. ing smart infrastructure approaches to capital in

vestments.
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Paying for the Flan

If fully implemented, the plan's five campaigns will
yield a range of benefits that include stronger and more
sustainable economic growth, a more cohesive society
with a more equitable distribution of prosperity, cleaner
air and water, less congestion, more attractive com
munities, and a rich legacy for future generations. Many
of these benefits cannot be quanti
fied, because we lack the tools to
measure them effectively. How

ever, a plausible scenario can be
constructed to demonstrate the dif

ference between current trends and

the result of a pro-active strategy to
reinvest in the region's human,
physical, and natural resources.

For the past several decades the
region's share of the national econ
omy has declined. If this trend
continues at the same rate, the re

gion will decline from around 9%
of the national Gross Domestic

Product today to near 7% by 2020.
This chart shows two projections
for our Gross Regional Product—
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continuing its declining share of the nation's GDP
(scenario 1) or maintaining its current share and grow
ing at the same rate as the rest of the country (scenario
2). The chart shows that holding our share of the na
tion's growth could translate into an additional $200
billion annually in the region's economy by 2020.

Projected Gross Regional Product, 1995 to 2020
(in billions of 1994 dollars)
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The investments, policies, and governance reforms
recommended in the plan do not guarantee that the re
gion will achieve this goal. In fact, in the short run the
region will probably continue to see some decline in its
share of national GDP. But long-term paybacks from
the investments proposed in the plan could make it
possible for the region to stabilize its share within the
next decade. This strategy would be supported by the
region's expanding links to global markets which are
expected to grow more rapidly than the U.S. economy.
The sooner we begin investing in these resources, the
sooner we will gain the benefits of them.

To implement the recommendations in three cam
paigns—Greensward, Centers, and Mobility—RPA es
timates that the region will need to spend $75 billion
above current spending levels in capital expenditures
over the next 25 years. Specifically, the plan estimates
that establishing 11 regional reserves, instituting green-
ways and cleaning up urban parks and waterfronts will
cost $11 billion; that $17 billion will be necessary to
attract new jobs and development to the region's
downtowns and make significant progress in affordable
housing needs; and that building a world-class express
rail system while improving highway and freight
movement will cost $47 billion. The recommendations

of the workforce campaign carry additional costs, from
returning public schools to a state of good repair to ad
dressing adult literacy, tthat are more difficult to esti
mate.

RPA proposes that these investments be funded
through a combination of strategies that increase gov
ernment efficiency or charge users for services, rather
than increasing general taxes. Even with recent down
sizing in state and local government, innovative ap
proaches to right-size government and the reduced costs
of providing services to compact centers can achieve
additional savings of several billion dollars. Phasing out
costly "border warfare" economic development strate
gies would also provide significant revenue for invest
ment—^as much as $500 million annually if tax incen
tives to businesses were reduced by half. Major new

Proposal Estimated Cost

(in billions)

The Greensward Campaign

Regional Reserves 6

Greenways 1

Urban Parks, Natural Resources and 4

Waterfront Redevelopment

Total Greensward 11

The Centers Campaign
Housing 10

Downtown Revitalization 4

Arts and Historic Preservation 2

Brownfields 1

Total Centers 17

The Mobility Campaign
Regional Express Rail-/Jx 21

Transit Upgrade 15

Highways 4

Freight and Airports 7

Total Mobility 47

Total Capital Costs 75

revenue sources could include incentive-based tolls on

highways and bridges, a 1 -cent charge per vehicle mile
traveled (VMT), and a 10-cent per gallon tax on gaso
line. These fees could yield a total of $40 billion over
the next 25 years. To pay for watershed protection and
open space preservation, new development fees, a prop
erty tax surcharge in the regional reserves, and a .001-
cent charge per gallon of water could generate over
$300 million a year. Finally, the plan's investments
would yield additional revenue from stronger economic
growth. An increase in gross regional product of $200
billion by 2020 could produce an additional $20 billion
annually in state and municipal tax collection, even with
a decrease in tax rates.

Combined, these revenue sources would provide fi
nancing for the $75 billion in infrastructure investments
and much of the workforce investments proposed in the
plan.
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Call to Action

Regional Plan Association has prepared an ambi
tious plan that targets new investments necessary for
sustained growth and continued prosperity in an uncer
tain future. The plan calls for radical changes in the
status quo and bold initiative on the part of citizens.
Some of the recommendations carry significant price
tagg^ but the Tri-State Metropolitan Region cannot af
ford not to make these investments. Projections and
analysis demonstrate that we are reaching the end of
credible short-term solutions and must begin to look at
the fundamental causes of our mounting problems. At
their root, these issues are all regional and will require
comprehensive approaches for meaningful improve
ments.

The five campaigns outlined in this document are
presented in greater detail in A Region at Risk: The
Third Regional Plan for the New York-New Jersey-
Connecticut Metropolitan Area. To succeed, each cam
paign will need the active support and cooperation of

government, business, and civic leadership. To the de
gree that our elected officials do not provide the neces
sary leadership, we must form new civic coalitions de
manding change. These new "third sector" coalitions
will build on one of the region's untapped strengths—
its thousands of community, business, environmental,
and other groups. New coalitions are already being
formed that bring together competing interests and
forge new ways of addressing old problems. These in
clude coalitions between environmentalists and devel
opers, between government and business, and between
local interests and regional imperatives. By looking at
the long-term and considering the interlocking goals of
economy, equity and environment, we can build on our
strengths and enter the next millennium strategically
placed for another century of growth and prosperity.
But we must act now. The region's competitiveness and
sustainability in a changing world hangs in the balance.

17



Summary of Recommendations ^
Greensward

•  Establish 11 regional reserves that protect public water supplies, estuaries, and farmlands and function as an ur
ban growth boundary for the region.

•  Reinvest in urban parks, public spaces, and natural resources, restoring and creating new spaces in urban neigh
borhoods and along waterfronts.

•  Create a regional network of greenways that provide access to recreational areas.

Centers

•  Strengthen the region's Central Business District by building a Crosstown light-rail system and district, expand
ing transit access to Lower Manhattan and the Jersey City waterfront, and revitalizing Downtown Brooklyn and
Long Island City.

•  Invest in 11 regional downtowns—^New Haven, Bridgeport, Stamford, White Plains, Poughkeepsie, Hicksville,
Mineola, Jamaica, Newark, New Brunswick, and Trenton—attracting new job growth and rebuilding communi
ties rather than building on greenfield sites.

•  Create incentives for new development and investment in transit- and pedestrian-friendly centers throughout the
region, so they provide the quality of life that makes living and working in centers worthwhile.

•  Support new institutions and uses in centers, such as "telematic" at-home businesses, mixed use districts, and arts
and cultural institutions.

Mobility

•  Build a Regional Express Rail (Rx) system that provides; airport access by connecting the Long Island Railroad
to Grand Central Terminal, Lower Manhattan, Kennedy Airport, and LaGuardia Airport; direct access from New
Jersey and Long Island to the East Side and Lower Manhattan; direct service from the Hudson Valley and Con
necticut to the West Side and Lower Manhattan; through service from New Jersey to Connecticut and Long Is
land; and service between the boroughs in a new circumferential subway line.

•  Promote congestion-busting through road-pricing and market approaches, such as tolls and employer incentives.
Also finish missing links in the highway network that support existing centers or remedy notorious bottlenecks.

•  Improve commercial transportation by building a freight rail trans-Hudson crossing and cutting congestion on the
highway system.

Workforce

•  Improve education in low-income communities by combining state financing of public education with local man
agement reforms and teaching innovations.

•  Reconnect education and the workplace with local school-to-work alliances linking schools to employers, state
tax incentives to encourage continuous education for adult workers, and a tri-state council of business, labor,
education, and civic leaders to coordinate workforce development initiatives.

•  Bring immigrants and minorities into the mainstream economy by expanding English literacy programs, legiti
mizing informal economic activities, and seeking moderate reform of federal immigration statutes.

•  Connect low-income communities by expanding support for community-based organizations, improving trans-
portation links to job centers, and using new information technologies to expand job information networks.
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Governance

•  Coordinate governance in the region through state growth management plans, education finance reform, service
sharing, and new regional coalitions:

*  An annual "G-3" governors' conference to coordinate policies and investments to promote regional competi
tiveness and a regional compact between the three governors to reduce border warfare economic development
policies.

*  A Tri-State Congressional Coalition to fight for essential federal tax and regulatory reforms and infrastructure
funds.

*  A Tri-State Business Council composed of all the major regional chambers of commerce and partnerships to
coordinate regional promotion and advocacy and develop a regional business plan.

•  Create new public institutions to finance and provide regional services, such as a Tri-State Regional Transporta
tion Authority, a restructured Port Authority, and a Tri-State Infrastructure Bank.

•  Improve public and private decision-making processes, incorporating sustainable economics in accounting and
tax and regulatory systems and utilizing smart infrastructure approaches to capital investments.
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History and Purpose

For more than 75 years, Regional Plan Association has been the nation's most influential
independent regional planning organization. Since 1922, RPA l^as worked to improve the quality of
life in the 31-county New York-New Jersey-Connecticut metropolitan area by creating long-term
comprehensive plans and promoting their implementation across political boundaries. RPA
recommends poHcy initiatives and physical and human infrastructure investments and involves the
public in considering and shaping its future. RPA takes positions on major current pubHc poHcy
issues and works constructively and cooperatively on a non-partisan basis with public and private
sector interests to advance its agenda.

RPA s First Plan in 1929 provided the blueprint for the transportation and open space networks that
we take for granted today. The Second Plan in 1968 was instrumental in restoring our deteriorated
mass transit, preserving threatened natural resources and revitalizing our urban centers.

The Third Regional Plan - Advocacy and Implementation

The product of more than five years of research and consultation, the Third Regional Plan was
released in February, 1996. A Region at Risk presents a broad vision for making the region more
competitive in today s demanding global economy. The Plan says that this new competitive
environment requires that we make bold investments in our quahty of life if we are to attract and
retain increasingly mobile people and businesses. We must improve our Economy, Environment
and Social Equity if we are to create a prosperous and satisfying future for all of the region's citizens.

The Plan makes 77 specific recommendations organized into five campaigns: Mobility, Greensward,
Centers, Workforce and Governance. RPA s staff is organized around these five campaigns for the
long-term process of advocating and implementing the recommendations. RPA will involve broad
coalitions of civic and business interests in these campaigns to create powerful constituencies for
change. We will use our long history of independence and objectivity to bring together diverse views and
present balanced, practical solutions to the key pubhc pohcy debates of today.

Organization

RPA is a 501(c)3 private, not-for-profit organization. RPA is governed by a 60-member Board of
Directors which, with the assistance of advisory State and local Committees, sets overall policy and
priorities. The Board selects RPA s president to oversee the day-to-day operation of the Association.
With a staff of approximately 25 employees including interns, RPA is divided into four
administrative departments: Research & Policy, Finance & Administration, External Affairs and
Development. With its main office in Manhattan, the organization also maintains offices on Long
Island, in Newark, New Jersey and Stamford, Connecticut, each staffed by a director.

Financial Information

RPA s budget for the current fiscal year is approximately $2.5 million. Approximately half of the
organization s income comes from unrestricted general corporate and foundation support and from
individual memberships. The remainder comes primarily from restricted foundation grants to
undertake specific projects.
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The Third Regional Plan—Advocacy and Implementation
The product of more than five years of research, analysis and consultation, the Third Regional Plan was
released in February, 1996. Entitled, A Region at Risk, the Plan presents a broad vision for making the Region
more competitive in today s demanding global economy. The Plan says that this new competitive environment
requires that we make bold investments in our quahty of life if we are to attract and retain increasingly mobile
people and businesses. We must improve our Economy, Environment and Social Equity if we are to create a
prosperous and satisfying future for aU of the Region's citizens.

The Plan makes 77 specific recommendations organized into five campaigns: Mobility, Greensward, Centers,
Workforce and Governance. RPA is involving broad coahtions of civic and business interests in these
campaigns to create powerful constituencies for change. We are using our long history of independence and
objectivity to bring together diverse views and present balanced, practical solutions to the key pubhc pohcy debates of
today.

Since the release of the plan, important progress has been made in each of the five action campaigns:
♦  The Mobility Campaign has already achieved important successes in the launching of the JFK Airport rail

access project and pubhc commitments to the Second Avenue Subway after it languished for a generation
and for the Long Island Rail Road connection to Grand Central Terminal. RPA is now making sure that
the new MTA five-year Capital Program will be successfully carried out. The centerpiece of this effort is
RPA's proposed MetroLink, which wiU improve service on the East Side and Lower Manhattan, create
improved access from Brooklyn, Queens and the Bronx and provide a one-seat ride to JFK Airport.

.  The Greensward Campaign succeeded in estabfishing Sterfing Forest State Park, the Long Island Pine
Barrens Commission and the Hudson River Park. RPA is now concentrating its efforts in three important
region-shaping open spaces. In the New York-New Jersey Harbor, we are continuing our efforts to create
new parks on Governors Island and the Brooklyn Waterfront, and launching new access initiatives
elsewhere along the Brooklyn, Bronx and Westchester County waterfronts. In the Appalachian Highlands,
we are working with the Highlands Coahtion to develop a comprehensive strategy for preserving priority
conservation areas in New York and New Jersey. We have teamed with National Audubon Society and
others to create a Long Island Sound reserve of protected habitat and pubhc access.

♦  In the Centers Campaign, RPA outhned redevelopment strategies for transforming two major suburban
regions the Nassau Hub and selected towns in New Jersey—into sustainable transit- and pedestrian-
friendly places. RPA is also helping to propose a new Master Plan for the City of Stamford, Connecticut, a
waterfront reuse plan for Hastings-on-Hudson and is actively involved in the revitahzation of neighborhoods
along the Brooklyn Waterfront.

.  The Workforce Campaign has initiated the Regional Technology Careers Initiative, which has
implemented a pilot professional development program in five high schools in the Bronx and Westchester
and issued an evaluation of business-education partnerships. The Campaign is also developing a regional
Access-To-Jobs plan to connect low-income residents to job opportunities and initiating a demonstration
project to link East Harlem residents to opportunities created by the construction of a Second Avenue
subway.

♦  The Governance Campaign has successfully promoted reform of New Jersey's "brownfields," reclamation
laws, and is now working to rephcate this initiative in New York and Connecticut. RPA is also promoting
Smart Growth programs in all three states to help control sprawl, protect open space and promote growth

in designated centers. RPA is working to strengthen New Jersey's State Development and Redevelopment
Plan, with a special focus on the plan s proposed Area of Critical State Concern designation for the
Highlands. In New York and Connecticut, RPA is working to promoting smart growth legislation that would
create incentives for municipahties and state agencies to adopt smart growth plans and regulations, as 16
other states have done.



THE MOBILITY CAMPAIGN

^  The Challenge
Mobility throughout the Region is hampered by hmited and fragmented transit service, a rail freight system
that terminates on the New Jersey side of the Hudson River and congested and bottlenecked roads. Our
major highways operate at capacity, and there is Htde or no room for their expansion. The Region's transit
systems are hard-pressed to make the renovations needed to maintain a state of good repair on existing
systems. And yet, these transit systems are already heavily overcrowded, and must be improved and
expanded if the Region's economic growth is to continue. Funds for these improvements will continue to be
scarce, requiring creative solutions to reduce project costs, and hard decisions to identify additional funding
sources.

Campaign Mission

Establish a public commitment to and the implementation of the Regional Express Rail (Rx)
system^ including MetroLink, RPA^s proposal for a new transit system in NYC^ a rail freight
tunnel under the New York Harbor connecting New Jersey with Long Island and market-based
traffic congestion relief measures.

Achievements

♦  MTA Capital Program - In concert with the Empire State Transportation Alliance (ESTA), RPA
developed a capital needs assessment totaling over $18 biUion dollars for the next five years and $68
billion over the next twenty years. This would allow implementation of MetroLink and the LIRR
connection to Grand Central Terminal, ehmination of diesel buses, acceleration of signal upgrades on
the subways and passenger information systems, station modernization reforms and the continuation of
the necessary state-of-good-repair program. The MTA followed with a $17.1 billion 2000-2004 Capital
Program that advances the LIRR-GCT connection, a full-length Second Avenue subway and
substantially cleans up the diesel bus fleet. This agreement was reached after an intense campaign by
RPA with the assistance of ESTA. However, despite the agreement, it is currendy uncertain whether
the MTA's Capital Program is fiscally sound and whether the MTA is fully committed to its
implementation.

♦  MetroLink - Revived the long languishing Second Avenue subway as part of RPA's four borough transit
system to serve Manhattan, Queens, Brooklyn and the Bronx, and offer a direct connection to JFK
Airport from Manhattan. MetroLink builds upon the Second Avenue and Downtown Rx Unes that were
proposed in the Third Regional Plan. The new services would reUeve crowding on the Lexington
Avenue and Queens Boulevard subways, provide Metro North riders with a high-speed Unk to the Lower
Manhattan jSnancial district, provide subway service for the first time to the East Village and Lower East
Side and provide direct service to East Midtown for subway riders in Brooklyn.

♦  Long Island Rail RoadlGrand Central Connection - RPA supports this project enthusiastically but
conditionally. Despite its value, it wiQ make crowding on the Lexington Avenue subway worse, and
unless the Second Avenue Subway is completed simultaneously, the Lexington Avenue Hne will be in
worse shape than it is today.

♦  JFK Access - After adopting RPA's recommendation to develop a system that is compatible with existing
rail technology, the Port Authority now has construction well underway for Airtrain. The system should
begin operations in 2003. MetroLink would use Airtrain as a springboard for a one-seat ride to JFK,
serving Downtown Brooklyn and Lower and Midtown Manhattan.

♦  1-287 HOV Lane - Influenced Governor Pataki to reject the HOY lane on Interstate 287 in Westchester.
The Governor's Task Force created in its wake has now recommended consideration of a new Tappan
Zee Bridge and a commuter rail across the Hudson. Serious questions remain about both, and until
these are answered, RPA is unable to take position at this time.

♦  Tappan Zee Bridge Value Pricing - Influenced decision by NY State Thruway Authority to adopt variable
time of day toUs for trucks to reheve congestion Tappan Zee Bridge. The concept for cars has been
commended by the Task Force and RPA is urging its adoption.



♦  Clean Fuel Buses - RPA has been a key supporter in the Natural Resource Defense Council's "Dump
Dirty Diesels" campaign, providing an important voice on planning and infrastructure issues regarding
the MTA bus fleet. The campaign has been a success: the MTA has committed to purchasing new
clean-fuel natural gas and hybrid electric buses, retrofitting their existing fleet with improved emissions
control and they will retire their dirtiest buses—aU by the end of 2003.

♦  Connecticut Coastal Corridor Coalition (CCC) - Helped convene and staff CCC and reached consensus on
program of TDM (traffic demand management) measures—many of which are incorporated in a program
announced by Governor Rowland. Some measures included selected parking expansion, intra-
Connecticut rail fare reductions and cashing out of free parking. Continuing work to ensure that CCC
recommendations are included in ConnDOT's implementation plan to reduce congestion in the I-
95/Merritt Parkway Corridor by five percent by the year 2002.

♦  Nassau Hub - Developed plan for a Hght rail circulator and connection to the LIRR in the
Roosevelt/Mitchel Field area in concert with a transit-fiiendly design of new development.

Current Activities

♦  MetroLink - RPA is working with a diverse group of civic, business and agency interests to. develop
support for MetroLink.

♦  MTA Capital Program - With ESTA, RPA continues a dialogue with the MTA and pubhc officials on the
size and scope of the MTA five-year capital program. We are currently focused on developing a
sustainable financing strategy that will ensure continued restoration and completion of the Long Island
Rail Road-Grand Central Connection and the full-length Second Avenue subway as well as a fuU
commitment to State of Good Repair investments.

♦  Gowanus Tunnel - RPA continues to work with civic groups and engineering experts to examine the
feasibility of building a tunnel to replace the Gowanus elevated expressway. A tunnel would remove a
blighting influence from the Brooklyn waterfront neighborhoods of Bay Ridge, Sunset Park and Red
Hook, unlocking the opportunity for these neighborhoods to bounce back.

♦  Tappan Zee Bridge/1'287 Corridor - Earher this year Governor Pataki's Task Force on Interstate 287
issued its report on the needs of this congested highway corridor extending from Suffem in Rockland
County to Port Chester in Westchester County. The key recommendation of the report, which was
coordinated by the New York State Thruway Authority and the Metropohtan Transportation Authority,
called for the replacement of the Tappan Zee Bridge, citing the cost of repairs as roughly equivalent to
the cost of a replacement. The report also suggested that a transit hne be considered that could be built
in coordination with the new bridge. RPA served on the advisory committee to this task force and
continues to closely monitor a wide range of issues that are of deep concern to us, including the need for
short-term congestion rehef measures and the feasibihty and value of a rail transit crossing of the
Hudson in the area.

♦  Freight Tunnel - RPA staff are working with the Port Authority, New York City Economic Development
Corporation (NYCEDC), and other key stakeholders to promote the development of a cross-harbor
freight tunnel as part of a comprehensive regional goods movement strategy. NYCEDC recently
released a draft report recommending construction of a cross-harbor tunnel. Such an investment, likely
to cost at least $2 billion, is most likely to gain public support for its implementation if it is Hnked to a
pledge to develop improvements to the freight rail network in both New Jersey and New York City.



THE GREENSWARD CAMPAIGN

The Challenge

Two generations of decentralized growth have drastically increased the Region's urban land—by 60% in 30
years despite only a 13% increase in population—while draining people and jobs out of the Region's cities.
This development pattern threatens both large areas of open land and critical environmental resources at the
Region's outer edge as well as the vitality of our cities and mature suburbs.

Campaign Mission

Create a regional open space system—a Metropolitan Greensward—that safeguards the
Region^s water supplies^ biological heritage and recreational opportunities and shapes its
future growth by integrating revitalized urban parks and open spaces^ protected landscapes
and a regional network of greenways.

Achievements

♦  Funding for Parks and Open Space - Worked with state task forces in New York, Connecticut and New
Jersey to secure dedicated capital funding for parks and open space. The three states and local
government are now expected to spend approximately three billion dollars over the next 10 years to buy
land and refurbish parks.

♦  Hudson River Wateifront Park - As an active member of the Hudson River Park AUiance, RPA has
helped estabhshed the Hudson River Park. The Park, which stretches from Battery Park City to
Street in Manhattan, includes an innovative mix of commercial and open space uses under the shared
jurisdiction of the State and City.

♦  New York City^s Urban Forest - Together with Environmental Action Coahtion, developed an Action Plan
for improving the health and stewardship of New York City's urban forest. The Plan received extensive
pubhc attention and media coverage, including an editorial in the New York Times.

♦  Greensward Publication - Prepared and distributed a 24-page color summary of the Greensward
campaign to advance the process of building a Greensward Network of committed business, civic and
pubhc organizations.

♦  Highland to Ocean mapping (H20) - RPA has created a geographic information system and a set of
advocacy maps showing the parks and natural resources of the Highlands to Ocean area—the estaury of
the New York-New Jersey Harbor and the Appalachian Highlands of New Jersey, New York, and
Connecticut. The GIS maps are being used by The H20 Fund and other pubhc and private partners to
promote open space conservation in the Harbor, the Highlands and the watersheds that link them.

♦  Governors Island - The Governor, Mayor, Senator Moynihan and other elected officials have reached
agreement on a concept for redeveloping the Island that clearly puts park uses and historic preservation
front and center. The proposal to create a major new civic space in New York Harbor closely mirrors
the vision that RPA first put forward in 1997.

Current Activities

♦  Governors Island - RPA is working with elected officials and the Governors Island Group coahtion to
secure transfer of the Island from the federal government to New York State for no cost. We are also

continuing our efforts to create a Governors Island Conservancy to spearhead the preservation of the

Island, and are sponsoring tours other interim uses for the Island that raise pubhc visibihty.

♦  New York New Jersey Harbor Waterfront - The redevelopment of the seven hundred miles of Harbor
waterfront promises to change the way that we view our Region. RPA is undertaking three
demonstration planning projects, researching alternative funding sources and institutional arrangements

^0^1^ and working with Waterfront Parks Coahtion, US Department of Interior, Port Authority and other
partners to secure major new funding for waterfront parks and pubhc spaces.



♦  Appalachian Highlands - RPA is working with the USDA Forest Service and the Highlands Coalition to
identify priority conservation areas in the Highlands and uutiate demonstration planrung and forest
management projects in the Highlands. These conservation areas could serve as the basis for increased
federd and state involvement in Highlands conservation in New York, New Jersey and Connecticut.

♦  Long Island Sound - RPA is creating a network of protected sites and environmental resources in and
adjoining Long Island Sound in partnership with government and private land trusts.



THE CENTERS CAMPAIGN

^ THE Challenge
Recent development patterns have shifted resources and investment away from the Region's cities and
inner-suburbs, so that virtually all the Region's employment growth in the past 30 years has been located
outside existing centers. Unless this trend is reversed, the Region will face ever-worsening problems of
limited access to employment opportunities, wide income disparities, social isolation, enviropmental
degradation and lack of affordable housing.

Campaign Mission

Improve the quality of life and economic opportunities in the Region^s centers^ including not
only the New York-New Jersey central business district but also downtowns throughout the
Region.

Accompushments

♦  Nassau Hub Land Use Transportation Study - Initiated redesign of the Region's largest suburban activity
center to create mixed-use nodes for new development linked by a new hght rail system.

♦  Newark Downtown Special Improvement District - Convened a steering committee and staffed individual
subcommittees that prepared sections of the Special Improvement District (SID) legislation, gained local
approval and proposed the SID's budget and objectives. The Newark City Council approved the SID in
1998.

♦  Newark Arts District - RPA organized an Arts District planning process for Downtown Newark that
builds on the work of the SID and focuses on the neglected Lincoln Park area and Symphony HaU.

♦  Wassaic Extension - Modeled impact of the proposed extension of the Metro North Harlem Kne to the
hamlet of Wassaic. The project demonstrated the value of "transit-fnendly" design.

♦  Regional Center Design Workshop - RPA convened a 5-day workshop in Somerset County, NJ that
brought together renown urban designers and landscape architects who illustrated new strategies for
retrofitting "edge city" sprawl.

♦  Milan-New York Planning Exchange - RPA has completed the New York-Milan planning exchange that
brought planners and urban designers from the Milan (Italy) region to New York City to investigate the
reuse of underutilized industrial properties for new kinds of manufacturing. For one week, each of three
teams studied sites in Long Island City, Queens, Raritan, NJ and Cohoes, NY. In April, a group of
American planners studied comparable sites in the Milan region, completing the year-long project.

Current Activities

♦  Stamford Masterplan - RPA has embarked on a two-year comprehensive master planning process that
will focus on transportation and growth management issues. Stamford was identified in the Third Plan
as one of eleven critically important Regional Downtowns.

♦  TCSP - RPA's Centers and MobiUties campaigns are involved in this project to provide technical
assistance to New Jersey communities that are trying to maximize the benefits of transit oriented design
and development. RPA, along with its partners Project for Public Spaces, Downtown New Jersey and
New Jersey Future, wiU be modehng the urban design impacts of improved rail access for a number of
towns.

♦  Hastings-on-Hudson Wateifront Revitalization Plan - RPA is organizing a planning process that will
bring together community-based organizations, elected officials, agency representatives, waterfront
property owners and other Hudson Valley stakeholders to produce a plan for one of the most significant
brownfield sites on the Hudson River, the industrial properties formerly owned by Anaconda.

♦  Brooklyn Waterfront Revitalization - In partnership with the Pratt Center, RPA is investigating the role
enhanced transportation can play in joining and revitalizing the neighborhoods on the Brooklyn
Waterfront. This effort builds on RPA's community design work in Sunset Park.



THE WORKFORCE CAMPAIGN

^  ' The Challenge
The emerging economy in today's global market requires a competitive, educated workforce to perform
increasingly complex jobs. High-paying jobs in growing international service industries will be particularly
demanding of new skills. But entire communities are being left behind by these trends, failed by the
institutions and regulations that should allow them to become full participants in a growing economy.

Campaign Mission

Develop a system of life-long learning and employment access in the Region that supports a
competitive^ sustainable economy and provides low-skill, displaced, minority and immigrant
workers with the means to fully participate in the Region^s prosperity.

Accompushments

♦  Regional Technology Careers Initiative - Initiated a tri-state effort to prepare at-risk students for
information technology careers. Completed model professional development program in five high
schools in the Bronx and Westchester County to incorporate curriculum that teaches new learning
standards through hands-on projects and work-based learning. Issued "Models for Regional Business-
Education Partnerships," which assessed national initiatives and the potential for strengthening and
expanding the partnerships in the Region.

♦  HUD Centers Project - Completed region-wide analysis identifying emerging economic opportunities for
low-income communities. This report provides a framework for identifying prbmising strategies for
reverse commuting projects, community development and education and training strategies.

♦  Business Services Development Initiative - Provided the Regional Business Partnership and Prosperity
New Jersey with recommendations for a multi-faceted strategy to strengthen and expand the cluster of
business service industries in northeastern New Jersey.

Current Activities

♦  AccesS'tO'Jobs - Leading planning team to produce a Job Access and Reverse Commute Transportation
Plan for the New York metropolitan region for the New York Metropolitan Transportation Council. The
plan will guide the allocation of Federal grants to enhance access to jobs for pubfic assistance recipients
and other persons with low incomes.

♦  East Harlem Community Link Initiative - Developing a repHcable community development model that
wiU design a strategy to insure that East Harlem captures the full benefits of the MetroLink/Second
Avenue Subway. RPA wiU work with the community to insure that design and construction maximize
community benefits, and that the community is prepared to take full advantage of business,
development and employment opportunities.

♦  New York City Working Group on Low-Wage Employment - Chairing subcommittee of group convened by
NYS Comptroller, NYC Comptroller and the Community Service Society. The subcommittee is
developing recommendations for poHcy actions, such as new public works projects, industry strategies
and city-suburban job links that will generate new employment opportunities for low-income New
Yorkers.

♦  Community Planning and Development Program - To intensify our efforts to provide communities with
greater access to the life of the region, RPA is developing a program wiU integrate the community
development activities that are part of RPA's five campaigns. The primary focus will be on the
configuration of jobs, housing, transportation and education that determines economic opportunity for
the residents of low-income communities. An important attribute of the program will be the
development of civic leadership that connects community concerns to regional decision-makers.

♦  Job Link Demonstration Projects - Such as the Bronx-Westchester Initiative described above, RPA wiU
attempt to demonstrate that collaborations of political, education, business and community leaders can
be established to develop and implement broad-based workforce development strategies.

♦  Infrastructure Supported Community Development - Develop and promote policies that wiU enable
communities to maximize the benefits of new infrastructure developments, such as RPA's MetroLink
and Gowanus Tunnel proposals.



THE GOVERNANCE CAMPAIGN

^ The Challenge
The Region is composed of 20 million people living in 13,000 square miles governed by over 2,000 units of
government, including counties, cities, towns, service districts and authorities. These political entities are
funded primarily through the property tax, and the majority of them control their own budgets
independently. The result is fiscal imbalance, inefficient duphcation of services, degradation of natural
resources, cumbersome land use regulatory processes and land use decisions which create sprawl and
undermine both our economic performance and our quality of life. Our few regional institutions such as the
MTA and the Port Authority are under attack from competitive political jurisdictions which perceive
themselves iU-served and short-changed.

Campaign Mission

Refocus state government and regional authorities to huild and manage world-class
infrastructure and promote adoption and improvement of state and regional Smart Growth
programs.

Achievements

♦  Brownfields Legislation, NJ - Successfully pushed for amendments that Governor Whitman signed into
law in New Jersey in January, 1998. Continue advocating reforms in New Jersey, particularly regarding
community involvement, while developing similar legislative packages for New York and Connecticut.

♦  Northeast State Planning (NESP) - After only two annual meetings the participants from eleven northeast
states already have implemented ideas discussed with their peers, and a few states have initiated and
built smart growth planning and community development schemes. The participants recendy shared
new ideas and success stories, addressed "the do's and don'ts" of building state planning programs, and
took steps toward estabhshing an economic development program for the northeast corridor. They
compared state growth management initiatives in the northeast to those occurring in the rest of the
county, and they traded caveats and suggestions on how to sustain pohtical support in the face of a
changing economy, bipartisan politics and vast number of interests.

Current Activities

♦  Smart Growth - Promoting pohcies that connect RPA's "3e's"—economy, environment and equity—in
state and regional plans. In New Jersey, RPA is continuing to collaborate with the State planning office
to improve implementation of the State Plan by municipalities and state agencies. In New York and
Connecticut, RPA is fostering development of new state or regional Smart Growth initiatives. RPA and
the Lincoln Institute have formed the Northeast State Planning (NESP) Leadership Retreat, an annual
collaboration which brings together high-level state officials to discuss current state planning issues.

♦  The Mayors' Institute on City Design - RPA is hosting the first in a series of workshops for mayors in the
New York, New Jersey, Connecticut MetropoHtan Region. This inaugural effort will spotlight New Jersey
and wiU include Mayors of eight New Jersey cities and towns. The program would be modeled after and
would build on the enormous success of the National Endowment for the Art's national program, with
which RPA hopes to formally create a joint-venture.

♦  Brownfields - Continuing to implement an Environmental Opportunity Zone tax abatement for Newark,
and working with other Brownfield Programs throughout the Region to push for improved state
legislative programs.

♦  Newark Planning Initiatives - Continuing to work with the City of Newark on multiple planning
initiatives, including preparation of a Cross Acceptance report on the State Development and
Redevelopment Reexamination Report, the Newark Master Plan, a Land Use, Economic Development
and Transportation Plan; and planning programs for a Lincoln Park Arts District.



♦  Climate Change - Building on our initial surveys of government and business climate change activities
by initiating a five point program that assesses the impHcations of cHmate change and cHmate change
poHcy for the Region. Targeted assessment processes will serve to both inform and catalyze a diverse
set of important constituencies around chmate change issues: local government, the financial services
industry and senior leadership in government and business.



Regional
Plan

Association RPA
History of Acihevements

The Committee on A Regional Plan of New York and its Environs was formed in 1922 to address the needs
of a growing metropolis and published its landmark Plan in 1929. At that time, Regional Plan Association
was incorporated as a permanent body to implement the proposals outlined in the Plan and to prepare new
regional plans as they became necessary. The Second Regional Plan in the 1960s and now the Third
Regional Plan, released in 1996, offered proposals on land-use transportation, open space preservation,
economic development and social issues. The following partial list of achievements is based directly upon
recommendations in these plans and interim studies.

1920s

♦  The Port Authority agreed to move the proposed George Washington Bridge—only the second
crossing of the Hudson River—from 57th Street up to 178th Street, to better conform with the
regional highway system envisioned in the First Regional Flan.

1930s

♦  The New Jersey skyway from Elizabeth to the Holland Tunnel was completed in 1932. The
Whitestone Bridge connecting the Long Island highway system with the Bronx arterial system was
completed in 1939. The Henry Hudson Parkway was buUt between 1935 and 1938.

♦  RPA identified specific natural areas that could be acquired for public use and persuaded various
pubhc agencies to purchase land, doubling the Region's park space. Early acquisitions were made in
Nassau, Suffolk, Putnam and Dutchess counties, and in Flushing Meadows, Orchard Beach Park and
the Palisades.

♦  RPA assisted local governments to estabhsh planning boards, including a city planning commission
for New York City. From 1929 to 1939, the number of planning boards in the Region increased
from 61 to 204.

♦  RPA suggested the location of regional airports, endorsing the city's proposal for expanded
operations at Idlewdd Airport, now JFK. Later, RPA was instrumental in putting the administration
of the three regional airports—Kennedy, LaGuardia and Newark—together under the Port Authority.

1940s

4  RPA opposed Robert Moses' proposal to build a bridge from the Manhattan Battery Park to
Brooklyn, favoring the Brooklyn-Battery Tunnel that was eventually buUt.

4  In 1949, New York Life Insurance Company completed Fresh Meadows, a residential development
in Queens that embodied many of RPA's neighborhood unit principles—mixed-level residences,
nearby schools and shopping, open spaces and pedestrian connections.

1950s

4  The Verrazano Narrows Bridge, begun by the Port Authority in 1955, effectively completed the
regional highway system that had been proposed by RPA in 1929.

4  Development around Newark Bay, including the seaport and Newark Airport, followed RPA's
recommendation that more Port Authority industrial activities should locate outside Manhattan.

1960s

4  Between 1961 and 1973, local governments in the Region acquired 210 square miles of additional
pcirkland, including $2 million in federal funds for acquisition directly conforming to RPA proposals.
Significant acquisitions included Fire Island, Sandy Hook and Breezy Point.



♦  RPA helped foster the creation of NJ TRANSIT and the MetropoHtan Transportation Authority. The
Mass Transit Act of 1964 adopted RPA's principle of federal assumption of capital costs for urban
mass transit. RPA convinced New Jersey officials to establish the Capital Needs Commission, which
recommended a bond program that generated almost a biUion dollars for critical infrastructure and
capital investments.

♦  RPA lobbied for limited automobile access to the region's core, convinced the New Jersey Turnpike
Authority to route new highway lanes to the George Washington Bridge, instead of to the Lincoln
Tunnel; challenged a proposal to add a third tube to the Queens-Midtown Tunnel; and opposing a
bridge across the Long Island Sound from Rye to Oyster Bay.

♦  RPA examined economic and demographic projections on which the need for a fourth major airport
in Hunterdon County was based and built a successful campaign against the plan.

1970s

♦  In Paterson, New Jersey, RPA helped preserve an historic factory district by proposing that a new
highway circumvent it.

♦  In plans for the New Jersey Meadowlands, RPA increased housing densities and reduced office
development that would have further drained surrounding cities.

1980s

♦  RPA supported the MTA as it negotiated a capital budgeting program to rehabilitate buses, subways
and commuter rail systems. Restoring funding commitments to that agreement is now a major
priority. RPA also advocated a one-mile extension of Newark Airport's people-mover to connect the
airport to the Northeast Corridor commuter line.

t  RPA helped establish New Jersey Future to campaign for the New Jersey State Development and
Redevelopment Plan, which was adopted in 1992.

»  RPA produced a report for Downtown Brooklyn that proposed a new development complex:
Metrotech Center.

1990s

♦  In 1996, RPA released its Third Regional Plan, "A Region at Risk: The Third Regional Plan for the
New York-New Jersey-Connecticut MetropoHtan Region." It issued an urgent call to pubHc and
private sector leaders in the 31-county Tri-state area to band together to harness the Region's
superior human, economic and natural resources, and presented programs to improve the Region's
cornerstones: its economy, environment and social equity.

♦  RPA helped form the Empire State Transportation Alliance (ESTA), a coaHtion of over 40 civic,
business, labor and environmental groups, to promote sound investment in transportation
infrastructure.

♦  The centerpiece of RPA's new transportation program is MetroLink, a proposal for a modern rapid
transit subway system that builds upon the Second Avenue and Downtown Rx proposals from the
Third Regional Plan. MetroLink will serve Manhattan's East Side, Queens, Brooklyn and The Bronx.
It wiU also provide major new service to Lower Manhattan, and a one-seat ride from Manhattan and
Brooklyn to JFK Airport.

♦  Ground was broken in 1999 on the Port Authority project to link JFK to the subway and Long Island
Rail Road at Jamaica. As RPA has vigorously recommended, the new rail Hnk will be compatible
with existing rail technology to preserve the future of a "one-seat ride" to the airport, which shoidd
begin operations in 2003.

_  ♦ As proposed in RPA's Third Plan, $353 miUion have been included federal transportation

legislation to advance the construction of the LlRR's connection to Grand Central Terminal, also part
of the MTA Capital Program.



♦  RPA formed the Governors Island Group (a coalition of civic, preservation and business groups) and
released a report which recommends that Governors Island become a great new public park and that
commercial development be in keeping with the historic structures that exist there.

«  RPA released a feasibility analysis advocating construction of a Gowanus Tunnel as an alternative to
a re-built Gowanus Expressway. The report concluded that a Gowanus Tunnel was technically
feasible and would also have lower total lifecycle costs than an elevated highway. Once the tunnel is
completed, the elevated Gowanus Expressway could be torn down, sparking revitahzation along the
entire South Brooklyn waterfront.

♦  Construction and operation was begun on the 20.5 mile light rail Une along the west bank of the Hudson
River in New Jersey. Based directly on RPA studies in 1966 and 1985 to create a new urban landscape
for the area from Bayonne to the George Washington Bridge, this new rail wiU be the first in the Region
since the Newark subway was completed in the 1930's.

♦  RPA played a major role in securing federal, state and private funding to purchase the 15,700-acre
Stirling Forest property for preservation as a State park.

♦  RPA helped create the Newark Downtown Special Improvement District (SID) for the area between Penn
and Broad Street stations. Designed to capitalize on the momentum produced by the opening of the New
Jersey Performing Arts Center and a new Connection Newark street signage program, the SID wiU
coordinate and maintain improvements to the area's parks, streetscape, amenity and quality of life.

»  RPA has outlined redevelopment plans for major suburban centers. At the Nassau Hub, Nassau
County's primary activity center, RPA described how a new kind of suburban center could be
created by applying transit- and pedestrian-friendly design principles.

♦  RPA's Metropolitan Brownfields Initiative provided impetus for important new legislation that was
signed by Governor Whitman in January, 1998. RPA convened a national brownfields conference
to review New Jersey's experience in reclaiming contaminated sites and to promote and expedite
brownfields redevelopment throughout the Region.

♦  RPA, together with Environmental Action Coalition, developed an action plan for improving the
health and stewardship of New York City's urban forest.

♦  In Somerset County, NJ, RPA brought together renown urban des^ers and landscape architects to
illustrate new strategies for retrofitting "edge city" sprawl. RPA received several awards for this
unique project, plus heavy press coverage which included an article in "Landscape Architecture"
magazine.

♦  A coalition consisting of RPA and several other environmental, community and civic groups prepared an
alternative to Donald Trump's proposal for Manhattan's largest development parcel. This plan, called
Riverside South included provisions for relocation of the elevated Mfller to allow for development of a
major new riverfront park, affordable housing, improvement of the 72"^ Street IRT subway station and
design controls for residential buildings. RPA joined the Riverside South Planning Corporation to help
implement this plan.

2000

♦  In concert with ESTA, RPA developed a capital needs assessment totaling over $18 billion dollars
for the next five years and $68 billion over the next twenty years. After an intense campaign by RPA
and ESTA, the MTA's five-year capital program includes a commitment to a "fuU-build" Second
Avenue Subway from 125*'' Street to the financial district, advances the Long Island Rail Road-Grand
Central connection and substantially cleans up the diesel bus fleet. This agreement was reached with
the assistance of New York State Assembly Speaker Sheldon Silver, who insisted on the fuU-build
Second Avenue Subway.

♦  In January, state and city officials announced plans for the development of Governors Island. This
proposal, which is strongly endorsed by RPA, includes a hotel and conference center, museum and
a public park on the 172-acre island. The proposal closely mirrors RPA's 1997 plan, which called
for a balance of park space, educational uses and tourist amenities on the Island.



RPA is participating in the creation of a Comprehensive Plan for the City of Stamford, Connecticut.
The partnership will combine the professional expertise of one of the area's leading planning firms
with RPA's capabilities in growth management, transportation and urban design.
RPA has created a geographic information system and a set of advocacy maps showing the parks and
natural resources of the Highlands to Ocean area—the estaury of the New York-New Jersey Harbor and
the Appalachian Highlands of New Jersey, New York and Connecticut. The CIS maps are being used by
The H20 Fund and other public and private partners to promote open space conservation in harbor, the
Highlands and the watersheds that link them.
Construction began on the Hudson River Park will stretch from Battery Park City to 59"" Street in
Manhattan. The park includes an innovative mix of commercial, recreation and open space. The Hudson
River Trust, a joint dty/state public benefit operation created by the New York State Legislature in 1998,
will govern this innovative approach to finally resolving New York City's urban waterfront. RPA was a
key member of the Hudson River Park Alliance, which led the effort to make the park a reality after
decades of diverse stagnation.

RPA has organized a team of planners, architects and economists that is supporting the efforts of the
Group of 35 convened by Senator Charles Schumer to expand technology industries in New York City.
The Group, which is comprised of civic and business leaders, is engaged in an intensive effort to find
appropriate sites and develop new commercial centers for these industries outside of the Manhattan
Central Business District.
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Hudson River Park on Restored Piers Approved by U.S.
By Barbara Stewart

After more than two years of study, the
federal government gave its approval
yesterday for the construction of Hudson
River Park, clearing what is probably the
last major hurdle in the plan to create a
ribbon of parkland along five miles of the
Manhattan riverfront from Battery Park
City to West 59th Street.
The approval from the United States

Army Corps of Engineers allows for
construction to begin in the river itself,
repairing the Civil War-era seawall and
the 13 huge rotting piers that are the
centerpiece of the plan.
"The West Side of Manhattan, along

with the rest of the city, has been looking
forward to this park for a very long time,"
said Mayor Rudolph W. Giuliani, who
joined Gov. George E. Pataki at a news
conference in Manhattan yesterday to

announce that foundation work on the

ilings in the river would begin as soon as
possible.
"The park will ensure that the Hudson

River is part of our everyday lives,"
Governor Pataki said, "not just as that
waterway we see from the car."
Last September, the mayor and the

governor opened the first phase of the
park, running about 1,000 feet between
West Houston and Bank Streets. When it

is completed, scheduled for 2005, the park
will have a continuous riverfront

esplanade with lawns and flowers, bicycle
and running trails and playgrounds.
For supporters of the park, the last two

years have been particularly suspenseftxl.
The approval of the federal government
was not a foregone conclusion, and the
fate of the plan has been fiercely debated
for the last 15 years.
"We're New York City, and we have

the crummiest waterfronts in the United

States," said Albert K. Butzel, chairman
of the Hudson River Park Alliance, a
coalition of 35 community and

environmental organizations that sujJport
the project. "It's time to have a waterfront
that celebrates the city, instead of the
derelict waterfronts we have now."

But in the months to come, there will
almost certainly be more legal challenges.
Several national and local environmental

organizations, including Friends of the
Earth and the Clean Air Campaign, have
long opposed the Hudson River Park and
are t^eatening to sue. The park's
opponents say that the many varieties of
fish that migrate along that part of the
Hudson, including striped bass and
sturgeon, could be seriously harmed by
construction work in the river. They say
that a federal environmental impact study
should be required for construction of this
magnitude.
"You never do a 550-acre project that

includes 400 acres of fisheries without a

federal environmental study," said Marcy
Benstock, chairwoman of the Clean Air

Campaign, which was instrumental in
stopping the Westway highway project
that the state planned to build along the
Hudson waterfront during the 1980's.
"They're claiming it's a park, but it's
really a development project."
Brent Blackwelder, president of Friends

of the Earth, a national environmental
organization that also opposed Westway,
said: "This area is a key spot for more
than a dozen fish that migrate up the river.
They're trying to drape a park over it and
say it will have no impact. These people
have not a clue whatsoever."

But Joseph Seebode, chief of the
regional branch of the Army Corps of
Engineers, in New York, said that the
state environmental impact study that had
akeady been completed was exhaustive.
He added that postponing the park's
construction for two or three more years
while a federal study was completed
would have been repetitive and was

unnecessary because the repair and
reconstruction work would be confined to

structures that already exist.
The state environmental study and the

Army's own investigation indicated that
there would be "minimal impact on the
Hudson River itself and on the fisheries

and wildlife," Mr. Seebode said.
Before allowing the work to proceed,

the Army Corps of Engineers held several
public hearings and made significant
changes in the initial plans.
Plans for a marina were canceled, and

many restrictions were added to protect
the fish and their habitat. Dredging will
not be allowed, and construction work
will be forbidden during periods of heavy
fish migration, Mr. Seebode said.
While lawsuits are possible, many of

the groups that challenged Westway have
given their support to the Hudson River
Park, including the National Marine
Fisheries Service, which is part of the
Commerce Department, and the
Environmental Protection Agency.
"This park is the best guarantee for the

fisheries," said Jim Tripp, a lawyer at
Environmental Defense, a private
environmental group. "It's the best
guarantee there will be green habitat
along the Hudson River.
There's tremendous commercial

pressure to build on that waterfront. If you
want to see hotels and retail there, don't
allow this park to happen."
The Hudson River Park is expected to

cost $330 million to $350 million. So far,

$100 million has been set aside by the city
and state. The state and city have pledged
to provide at least another $120 million.
The rest is to come from private
donations.

The plans include an esplanade and a
bicycle trail running parallel to the
riverbank. The parkland is to cover 550
acres. Of that, about 400 acres is the part



the river that stretches between the 13

piers on the West Side, and will be used
for fishing and boating. The remaining
125 acres includes the narrow strip of land
stretching from Battery Park City to West
59th Street, as well as the huge piers,
some of which cover an area the size of

several city blocks.
Besides the existing passenger ship

terminals and the Intrepid Sea-Air-Space
Museum, commercial development will
be limited to the already-existing Chelsea
Piers, a private gymnasium and recreation
club, and to Pier 40, which is now a
parking lot, said Noreen Doyle, vice
president of the Hudson River Park Trust,

the government agency that is in charge of
planning and building the park.
The park is the culmination of a 30-year

effort to transform the rundown Hudson

River waterfront into an asset instead of

an eyesore. The struggle dates to the early
70's and the demise of the shipping
industry, when the state took over the
riverside from the Battery to Midto>yn to
build a huge roadway called Westway.
The highway drew vociferous objections,
and opponents sued in federal courts,
citing, among other problems, damage it
could do to striped bass and other
migrating fish.

After the collapse of Westway, about
1986, the state and city governments

convened a task force and started anew.

The process was complicated by territorial
problems ~ the state owned the stretch
from the Battery to 35th Street and the
city owned the area north to 59^ Street.
in September 1998, Governor Pataki

signed ibe state's longest and costliest
urban waterfront park into law as a joint
project between the city and the state. But
the plans stalled again. It took nearly a
year before the Hudson River Park Trust
was created to manage the park's creation.
Then came the long permitting process
conducted by the Army Corps of
Engineers, which ended yesterday.
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The Hudson River Park, on Track
New York City residents have long hoped to

reclaim their Hudson River shoreline south of 59th
Street by restoring rotting piers euid replacing the
parking lots and other bleak spaces that now exist
with an inviting mix of walkways, playing fields and
modest commercijd development. The last major
obstacle to that dream has now been removed. On
Thursday, the United States Army Corps of Engi
neers gave final approval for work to begin.

The focus now shifts from the approval process,
which has had supporters of the park in a state of
high anxiety for two years, to the Hudson River
Park Trust, which is in charge of the project and
has no further reason for delay. There is $100
million in state and city money in the bank. Archi
tectural plans should be completed in short order
and contracts put out for bid, with actual construc
tion to commence as soon as possible.

The plan envisions a five-mile-long waterfront
esplanade, from Battery Park City north to 59th
Street, with bicycle and running paths and a narrow
buffer of lawn and open space between the West
Side Highway and the river. The park's main attrac
tion, however, will be 13 huge piers, now falling
apart, that will be rebuilt for recreational purposes
and for a limited number of small-scale commercial
enterprises like restaurants.

In September 1988, the State Legislature ap
proved a bill authorizing the park. But the project
could not proceed without corps approval. Oppo
nents, worried about development and the impact
on the river's striped bass, urged the corps to

undertake a full environmental impact statement, a
process that could have delayed the project for two
more years. The corps chose not to do so for several
reasons. First, New York State had already done a
massive impact statement. The corps also decided
that the park would have "no significant impact" on
the marine environment and that a fuU-scede fed

eral assessment was therefore not required under
the Nationzd Environmental Policy Act.

This page has long argued that environmental
impact statements are an essential tool for protect
ing the nation's natural resources. But in this case
such an assessment would have been largely redun
dant. Moreover, environmental law requires a full-
scale federal assessment only when preliminary
investigation suggests that a project might have
"significant impact" The corps was right to con
clude that this project would not. All the reconstruc
tion work will be done within the "footprint" of the
piers that now exist, so that when the work is
completed, the fish habitat will be essentially as it is
today. There will be no new platforms and no new
landfills. Indeed, the National Marine Fisheries
Service concluded that the project would actually
improve the fish habitat because it will safeguard
the piers, which are important to the fish.

The critics warn of further lawsuits. But their

objections have been thoroughly examined and, in
our view, forthrightly addressed. Indeed, some of
their earlier complaints led to useful improvements
in the original plan. They should take pride in that
accomplishment, and let the plan go forward.
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M. T.A. Drops Opposition to Ad Criticizing the Subway
By RANDY KENNEDY

The Metropolitan Transportation
Authority decided yesterday to drop
its objections to a subway advertise
ment planned by riders' advocates
that compares the average morning
commute to a trip in a cattle car.
The authority had argued that the

ad, which the Straphangers Cam
paign and the Regional Plan Associa
tion, a private planning group, want
ed to post during April, violated an
M.T.A. rule against ads in the transit
system that harm the agency's com
mercial interests. In this case, they
said, the ad would probably persuade
people not to ride the subway.
But faced with the likelihood that

they would lose a lawsuit charging
censorship, filed last week in Federal
District Court in Manhattan by the
New York Civil Liberties Union, offi
cials at the authority relented.
"After extensive discussions and

review," said Tom Kelly, a spokes
man for the authority, "we've de
cided to let them post it."
Gene Russianoff, a lawyer for the

Straphangers Campaign, praised the
decision and said the disputed ad and
another with the same theme come

at a critical time for riders because

of M.T.A. budget negotiations.
On Tuesday. Sheldon Silver, the

State Assembly speaker, threatened
to hold up the state budget this year
until the Pataki administration com

mitted to building a Second Avenue
subway line the full length of Man
hattan instead of one now proposed
by the M.T.A. that would serve the
East Side only from 125th Street to
72nd Street.

The Second Avenue line has been

envisioned since the 1960's as a way
to ease congestion on the Lexington
Avenue subway lines and East Side
bus routes. The line is now the cen

terpiece of transit advocates' plans
to encourage riders to pressure Gov.
George E. Pataki and state legisla
tive leaders to pump more state
money into the city's subways and
buses.

"We're going to be communicating
with the riding public at the very
time when the future of the transit

system is being debated 150 miles
north in Albany," Mr. Russianoff
said.

The ad rejected by the M.T.A.
shows a packed subway car with the
headline: "With livestock it's called

animal cruelty. With people it's

Posters likening a
morning commute to
a ride in a cattle car

will be allowed.

called a morning commute."
"1 can promise you we did not

retouch the picture," Mr. Russianoff
said. "We did not add bodies."

The ad also says: "We can reduce
subway overcrowding and shorten
waiting times by buying more sub
way cars and running trains more
often. And we desperately need a
full-length Second Avenue subway
and improved signaling."
Another ad, initially rejected by

the authority but then approved be
fore the lawsuit was announced,
shows a clean and orderly Washing
ton Metro station — part of a system
built in the 1970's and tells riders:

"It's modern. It's reliable. Unfortu

nately, it's not in New York."
The two 22-by-21-inch ads, which

cost $60,000 to $75,000 to produce and

place, will begin appearing in 2,280
subway cars, or about 40 percent of
the system, on April 1.
Both ads encourage riders to visit

a Web site -- www.bettertransit.org
— with built-in promotional letters
that can be sent to Governor Pataki

and leaders of the Legislature.
M.T.A. officials would not discuss

exactlv whv thev decided to allow the
ad. Jeffrey M. Zupan. a senior fellow *
at the Regional Plan Association,
said: "I think they saw from a free.:
speech point of view that they really
had no choice. I hope we can now

turn this into a cooperative thing."

Mr. Russianoff said the battle over;
the ad was the first time that the;
authority had stood in the way of the •
Straphangers Campaign since it be-;
gan posting critical ads in the sub
ways in 1993. It has posted ads that ̂
have compared trains to snails, rid-
ers to sardines and one that drew|
attention to two fatal subway acci-'
dents and a lack of transit funding!'
with a picture of a coffin. |
"I'm unaware of them ever reject-;

ing an ad they thought was too tough "
on them," he said. "It never hap-:
pened before, and in a free society, it •
should never happen." !l
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Transit Gridlock?
Yes, NYC needs a full-length 2nd Avenue subway, hut it also needs a timely state budget
What is it with Gov. George Pataki?
New York State's budget surplus checks in

at around $4.2 billion this year. New jobs con
tinue to crowd into Manhattan. Downstaters

arjb more optimistic than they've been inyears.
,• And yet, when it comes to construction of a
desperately needed Second Avenue subway

line down the East Side of Manhattan, Pataki
is oddly cool. And Assembly Speaker Sheldon
Silver (D-Manhattan) hints darkly that the
state budget may be delayed again as a result.
How cool is Pataki? Well, at the moment,

planners for the Metropolitan Transportation
Authority, which Pataki controls, don't even

want to build the whole thing. They have in
mind a "stubway" that would run from 125th
only to 72nd Street before it merges with the
N-R tunnel at 63rd Street. The problem is that
the MTA will still push forward with another
crucial project— its plan to bring the Long Is
land Rail Road into Grand Central Terminal.
The stubway wouldn't even get that far. So by
2009, when the LIRR is scheduled to dump
thousands of daily commuters onto the al
ready overstuffed 4, 5 and 6 subway lines,
there will be no reliefin sight.
Two things need to happen: 1) Pataki must

understand that the stubway idea is a joke. It .
may he more convenient and affordable for the
bureaucrats to design, hut it won't go where it
is needed the most. 2) A real Second Avenue
line — the length of Manhattan with links to
Brooklyn and the Bronx — should he built in
tandem with the LIRR link to Grand Central.
The next five-year MTA capital plan, under

political dissection in Albany now, provides
$700 million for the Second Avenue stubway.
With an extra $300 million or so. Silver says,
the MTA could chart a less laughable project.
For maybe $2 billmn. savs the Regional Plan
Association, the MTA could be readv to .start
construction on a first-class line in five years.
Pataki must find the money for a first-rate

line. Times are good. New York is beginning
look like a world-class city once again — and if
the state's politicians can't do this project now,
they never will. At the same time, though. Sil
ver should not forfeit the moral high groimd by
holding the whole state budget hostage to a
deal. T^at game may win a battle, but it does
vast damage to the whole state.
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M.T.A. Rejects
Ad Criticizing
Packed Trains

Riders Group Plans Sait,
Claiming Censorship

By ROBERT D. McFADDEN

The Metropolitan Transportation Author
ity was accused of censorship and threat
ened with a federal lawsuit yesterday after
it rejected a proposed subway advertise;
ment depicting a scene all too familiar to
rush-hour straphangers: riders packed like
sardines in a subway car.
"With livestock it's called animal cru

elty," the big print of the poster ad says.
"With people it's called a morning com
mute."

That line, the M.T.A. said in rejecting it,
would be bad for business.

The ad, which the Straphangers Canx-
paign, a riders advocacy group, and the
Regional Plan Association had hoped to post
in 2,280 subway cars during April as pan of
a $500,000 campaign to promote transit im
provements that would ease the crush, ran
^oul of an M.T.A. rule against subwav bus
and commuter train ads thaiTwonld harm
the agency's commercial interests.

"That headlne we find to be not in our
commercial interests/' said Christopher
Boy Ian, a spokesman for the M.T.A. "Our
job is to promote ridership. This absolutely
runs contrary to that purpose."
But Gene Russianoff, a lawyer who

speaks for the Straphangers Campaign,
scoffed at the M.T.A.'s reasoning. "Essen
tially," he said, "their au-gument is that
people will see the ad and realize for the
first time, in their lives that subways are
crowded, that they will flee and the system
will lose tons of revenue. It is an argument
that does not pass the laugh test."
H. Claude Shostal, president of the Re

gional Plan Association, a nonprofit group
speciaiizmg m transportation and planml^
issues, concurred. " ine M.T.A. cannot stifle
public discourse whose sole purpose is to
)ulld support for a real Second Avenue
subway and other transit investments." he
said,
Mr. Russianoff and Mr. Shostal said the

New York Civil Liberties Union would file a
lawsuit this week charging the M.T.A. with
violating the First Amendment by rejecting
ads promoting the building of the long-
delayed Second Avenue subway and new
funding for subway cars, buses and other
transit improvements.
In recent years there have, been numer

ous battles, in and out of court, over the
refusal of government-subsidized agencies
to accept advertisements with a frankly
political point of view. In 1995, the National
Resources Defense Council bought back-of-
the-bus ads that said, "Standing behind this
bus could be more dangerous than standing
in front of it." The M.T.A. rejected it but
relented after the council sued, saying the
First Amendment had been violated.
And in 1997, New York magazine lam

pooned Mayor Rudolph W. Giuliani with a
bus campaign that said the magazine was



M. T.A. Rejects Ad Critical
Of Crowded Subway Cars

Continued From Page Bl

"possibly the only good thing in New
York Rudy hasn't taken credit for."
The M.T-A. tried to block it, but a
federal court ruled that there was
"no irreparable injury" and let it
proceed.

While the focus of the quarrel yes
terday was the ad, the underlying
dispute is over the M.T_A.'s five-
year, $16.5 billion plan for capital
improvements in the transit system.
The plan was rejected by the Legis
lature last fall, but state officials are

A $16.5 billion plan
for improvements to
transit is at issue.

expected to reconsider it later this
year.
The riders advocacy group and its

allies want much more for city tran
sit, what they call a "full-length"
Second Avenue subway that would
link aU the boroughs but Staten Is
land and would cost many billions of
dollars. They also want 1,000 more
buses and 500 more subway cars
than the plan envisions, as well as the
elimination of diesel-powered buses
in favor of those using alternate
fuels, like comoressed natural gas.

To promote their viewpoint, a Web
site — www.bettertransit.org — has
been established by the Straphang
ers Campaign and the Region^ Plan
Association with little built-in promo
tional letters that people can send to
Gov. George E. Pataki and leaders of
the Legislature. And they have devel
oped an advertising campaign.
The first two ads, both aimed at

subway riders, are slaps at the sub
ways. One ad displays a picture of a
spanking clean Washington Metro
station — part of a system built in the
1970's — and says; "It's modem. It's
reliable. Unfortunately, it's not in
New York." The second is the riders-
as-sardines ad.

The M.TA. at first rejected both,
citing a rule approved by its board in
1997 that let the agency ban ads that
were "sexually suggestive," "pa
tently offensive, improper or in bad
taste" or "directly adverse to the
commercial or administrative inter

ests of the M.T.A." Its previous rules
had banned only obscene or false ads
or those that promoted illegal prod
ucts.

Mr. Boylan said the M.TA. relent
ed on the ad picturing Washington's
Metro system. "We can live with
that," he said. "It's not flattering, but
we doubt that it is going to drive
customers away. But the other one is
a much more significant negative in
terms of ridership."
He said Mr. Russianoff, a perenni

al adversary of the M.T.A., had been
asked to tone down the headline
about "animal cruelty" but had re-
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Fight for Better Transit. Send the politicians a message loud and ciear.

The M.T.A. said this ad would be bad for business, but a critic called r
silly to think that it had never occurred to riders that they are packed in

fused. "We hoped to work with him,"
Mr. Boylan said. "We both want posi
tive things for the system. But he
flat-out refused even to discuss it."

Mr. Russianoff, for his part, said
that fundamental rights were at
stake. "Free speech shouldn't end

when you board an A train or get or
the No. 7 line," he said. "It would be r
tragedy for the First Amendmen-
and the future of the subways if thi
M.T.A. gets away with treating th-
Constitution like it's an expired Me'
roCard."
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Spurring Profit
To Protect History
$350 Million Plan Is Unveiled

To Open Governors Island

LliK'li

Governors Is

land, a seven-

minute ferry ride
from Manhattan,
was a military
base from 1755

to 1996. The

1906 St. Cornel

ius Chapel, left,
is a 14th-century
English design.

By BARBARA STEWART

It takes seven minutes for the Gover

nors Island ferry to cross the half-mile
stretch of New York Bay from the Bat
tery, but visitors land on a spot that could
not feel more different from downtown

Manhattan, with its claustrophobic bus
tle.

Since 1755, when the Royal Americans,
a regiment of redcoats, were stationed
there, Governors Isiand, where Dutch
and British colonial governors of New
York once lived, has belonged to the
military. Few civilian New Yorkers have
any idea of its curious mix: a small town
with 18th- and 19th-century military
forts, and spectacuiar views of the Man
hattan skyline.

"It's Brigadoon," said Carol Teller,
who lives on the Lower East Side and

taught at the Governors Island elemen
tary school, P.S. 26, for six years, until
the Coast Guard closed it

in 1996. "1 went from this

messy city to this littie par-
adise every day. You don't I"
have to lock the car. You

can walk around very free-
ly in fresh air. Parents had j f
cupcakes for their chii- _
dren. It was very friendly
— everybody was from the I'i'l
Midwest or something." R:*'" '

In 1997, while the Coast IBbzSn*-*
Guard was moving out, ffefe 'g'e
President Clinton made an

offer to Senator Daniel

Patrick Moynihan to sell the island to
New York State and New York City for
$1 if the city and state could agree on a
use for it that benefited the public. Yes
terday — three years after the offer —
Mayor Rudolph W. Giuliani and Gov.
George E. Pataki announced that they
had agreed on a development plan.
[Page B4.|

But the plan is an attempt to strike a
delicate balance. The area with the his

toric fortifications and mansions is pro
tected by the federal government, and
the public provided with education and
recreation. But at the same time, the

!> 1 ; : cA .

island has to generate at least enough
income to cover the annual $22 million

maintenance and some of the estimated

$150 miiiion state and city contribution to
the projected $350 miiiion development
cost.

Tiie plans presented yesterday are a
compromise, an effort to include every
thing: bail fields and tennis courts, small
museums for art, ecology and military
history, an inexpensive motel, some art
ists' studios. Most of the biggest and
most impre.ssive buildings would be used
as a conference center.

"We want a Central Park-type place

Photographs by Ozier Muhammad/The New York Times

Officers' houses in Nolan Park, above.
"It's Brigadoon," a former teacher
said. "I went from this messy city to
this little paradise every day." Castle
Williams, left, the stockade, once held
Rocky Graziano and Walt Disney.

for downtown," said Sheldon Silver of
Manhattan, a Democrat and the Speaker
of the State Assembly. "A place where
people can spend a Sunday, with no vehi
cle traffic, and see the beauty and glory
of New York."

Describing the vision for the island in
even more grandiloquent terms, Robert

J. Piranis, director of the nonprofit Re
gional Plan Association, said it would
become "a catalyst and symbol of the
rebirth of the city."

"It's been off-umits to ordinary New
Yorkers,' he added. "They don't know
what they're missing. But ail of us wtio
have been out there have gotten infect-
a.

The biggest hurdle may be persuading

Continued on Page B4



Spurring Profit to Save Governors Island's History
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Congress, which has to approve the
deal. Federal budget forecasters
have estimated that the island could
sell for as much as $500 million. But
no private developer has approached
the federal government with an offer
to buy the property.

Although Republicans in Washing
ton may be reluctant to give away
the lovely 172-acre island, a refusal
might seem churlish, since New
York State gave it to the federal
government 200 years ago.
The hodgepodge of history and the

mundane artifacts of present-day
life make strolling Governors Island
a slightly disorienting experience. It
is deserted and shuttered.

Golfers ,who played the nine-hole
course could see the massive, Revo
lutionary War-era Fort Jay on one
side and the World Trade Center on

the other.

Not far from the Admiral's Quar
ters, the elegant Queen Anne-style
mansion used for a summit meeting
between President Ronald Reagan
and President Mikhail S. Gorbachev

in 1986, are apartment buildings that
resemble 1960's public housing else
where in the city.
A stone's throw away is Nolan

Park, where the officers lived and
which resembles a quintessential
small town, with brick streets and
two-story clapboard houses with ga
bled roofs. One can practically hear
the mothers calling to small boys
with catcher's mitts. Yet the small

town has spectacular views on all
sides — the bay, the Statue of Lib
erty, the Manhattan skyline. One of
the oldest barracks stretches almost

the width of the island, and on the
northwest point is a medieval-look
ing Civil War-era stockade. Castle
Williams, where Walt Disney was
Imprisoned during World War 1 for
going AWOL.
The city and state plan would turn

the long barracks and the gabled
officers' houses in Nolan Park into a

profit-making conference center.

Nolan Park on Governors Island resembles a quintessential small town,
with brick streets and two-story clapboard houses with gabled roofs.

A meeting center is
to aid preservation
as green eyeshades
replace redcoats.

since that would limit the use of the

island's most comfortable and archi

tecturally striking buildings to pay
ing customers. Congress might ques
tion the public advantage of the plan.
But advocates for the development

plan assert that the money to be
made by a conference center Is nec
essary and that it would be limited to
400 people, too few to interfere with
people taking the ferry over for the
day.
"It can't all be public," said Tony

Bullock, chief of staff for Senator
Moynihan. "And whether it's poets
from New England colleges or sales
men from tire companies, they won't
overwhelm the island." In a world

where money was not a factor, he

added, a college or university branch
would take over the island and make

it a self-contained center of learning,
with cultural events for the public.
But Tony Goldman, who has been a

major developer in SoHo and South
Beach near Miami, and who was
consulted on the Governors Island

project by the planners, said In an
Interview yesterday that nearly all
the Mayor's and Governor's plans
were "very small thinking" and a
waste of the "most important piece
of real estate in New York City"
rather than creating "the quintes
sential public space for the millenni
um."

Mr. Goldman said that if he were

in charge, the first images visitors
would see from the ferry would be
the flutter of dozens of windmills and

brilliantly colored flags and flowers.
Alighting, visitors would find a cen
ter of the arts, of crafts, of science, of
philosophy. The barracks would be
studios for dance, sculpture, film
making and laboratories for ecology
and scientific study.
"There would be a painter's

house," Mr. Goldman said. "A poetry

house, a music house, a house for fine
cabinetmakers." They would spend
their time working, attending con
certs and plays in an amphitheater
in Fort Jay, and engaging in discus
sions in what would be "the ultimate

ongoing salon," he said.
The Admiral's Mansion, he con

cluded, would be "for heads of state,
for heads of culture." While the New

York governments' planners may
not be envisioning the ultimate art
ists' and scholars' retreat, they, too,
want art and science on the island.

Under the plan, the southern end of
the island, where the bowling alley
and a Burger King used to be. would
be the site of a sculpture garden, an
ecology learning center and a mari
time museum. There would be a mu

seum of military history in the north,
by the old forts, and perhaps animat
ed exhibits in the Castle Williams

stockade. And a little group of art
ists' studios are included in the tenta

tive plans.
New York City museums are more

than welcome to consider opening a
branch there, said Mr. Bullock in
Senator Moynihan's office.
Along with the riverside prome-^

nade and soccer fields, Mr. Silver,
the Speaker, said he would like to see
a football field that Columbia and

New York Universities would share.

Mr. Piranis of the Regional Plan
Association envisions a "new kind of

park " incorporating ideas from al

ready successtul cultural and recre
ation areas. It would be "Central

Park on the harbor," complete with a
Great Meadow, as wen as a conter-

ence center iiKe tarrytown s, witn'a

spa and golf course. In the summer,
he said, it would be a Tanglewood,

with concerts and plays in the amphi
theater. A sculpture garden would
resemble the Storm King Arts Cen
ter. '

"Ve want a place where people
can learn something, have some fun,
and that will make a little money,"
Mr. Piranis said. "We don't want to

create a white elephant."
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Good Bye, Feds, Good Buy, N.Y.
Named for the residence of New York's one-time royal govemors, Governors
Island has a history stretching back to the city's earliest Colonial days. Now,
after exactly 200 years as a federal possession, the island has a great opportunity
to rejoin New York. Congress must not stand in the way.
Located in Upper New York Bay, at the meeting of the Hudson and East rivers

half a mile from the southern tip of Manhattan and near the Brooklyn shore,
Govemors Island had been America's oldest continuous military post until the
Coast Guard picked up and left a few years ago.
In 1995, Sen. Pat Moynihan persuaded President Clinton to offer the island to

New York for $1, provided the state and city could come up with a suitable
public use. Finally, after much wrangling and debate, they have. Last week, Gov.
Pataki and Mayor Giuliani unveiled a plan to create 50 acres of parkland on the
island, plus university playing fields and museums — all to be financially
supported by a conference center, hotel, dining spots and limited retail shops.
Problem is. Congress wants to unload the island, with its magnificent vistas of

the skyline and the Statue of Liberty, as surplus federal property. Some think it
could fetch $500 million. That would be a major mistake. A place with so much
history, and such strong links to New York, should not be put on the block for the
highest bidder.
In 1623, Govemors Island was the first European settlement in the area, even

before Manhattan. In 1637, then called Notten or Nutten Island, it was purchased
by the Dutch for two hand axes, a handful of nails and some glass beads. Later,
with its command of the harbor, it became a garrison for British and American
troops.

The northem part of the island is studded with the historic remnants:
Govemor's House (1708), Fort Jay (1798), Castle Williams (1811) and the
Admiral's House (1840). The southem part, built on 1901 subway landfill that
doubled the acreage, is less interesting and more suitable for development.
In this century, the island was the scene of many early flights, hi 1909, Wilbur

Wright flew from Govemors Island up the Hudson River to Grant's Tomb and
back. It was the Wright Brothers' first flight over water. The next year, Glerm
Curtiss made the first flight from Albany to New York City, landing on the
island. In the 1930s, Mayor LaGuardia wanted to use Govemors Island for the
new airport that later would bear his name. Instead, he settled for a site in
northem Queens.
On Feb. 15, 1800, New York State ceded the island to Uncle Sam. It has served

its nation well for two centuries. But all the while, it had New York written all
over it. It's time for Washington to give it back.
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A Plan for Governors Island
Governors Island in New York City's busy harbor has
remained tantalizingly off limits for years while city
and state officials decided how best to use it. A

developer's fantasy island and a park lover's open-air
dream, the 172 acres include antique fortresses, vintage
ail-American houses and a patch of distinctly ugly
buildings constructed more recently on the leftover fill
from construction of the New York subway system.
Now, after suggestions for using the outpost for
everything from an artists' haven to a casino complex,
Gov. George Pataki and Mayor Rudolph Giuliani have
agreed on a plan that seems to meet the approval of a
wide range of normally contentious New Yorkers.
While the proposal should be regarded as a work in
progress, it is a promising start, worthy of the effort it
will take to get the White House and Congress to go
along.

Released with much fanfare this week, the new plan
for Governors Island provides for more than 50 acres of
parkland and miles of public shoreline, plus a Colonial
Williamsburg-like family center and private conference
facility to help pay for the entire package. The National
Park Service would have to take over the forts, and the
shoddy structures that are said to be unsafe by today's
standards would be leveled to make room for green

space. Governor Pataki's proposed Hudson River
institute, his "Woods Hole on the Hudson," could be
housed on the island as well. Both the commercial and

public facilities need close study to make sure the best
use is made of the rare opportunity the island offers.

The hurdles for this venture are still fairly high,
especially in Washington. A few years ago President
Clinton promised Senator Daniel Patrick Moynihan he
would sell the island to New York for $1 if the state and

city could agree on a plan that served the public needs
while finding private fimds to pay for its upkeep. Since
then. Congress has upped the bill to a whopping $500
million, a price tag that was used more as a budget
gimmick than a real assessment of the island's worth.
Congress should drop the gimmick, since the president
is willing to stick to his earlier promise to Senator
Moynihan.

Next comes the Empire State Development
Corporation, which would begin filling in the crucial
details. At that point, environmental groups, politicians

and public-interest planners like the Regional Plan

Association, which now strondv endorses this proposal,

must monitor progress dav bv dav. What looks like a
good plan must evolve into a public treasure with plenty
of public access and plenty of open space.
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A Good Plan for Governors Island
Gov. Pataki and Mayor Giuliani have come up with
what looks like an excellent proposal to turn
abandoned Governors Island into a world-class
tourist attraction.

As first reported by The Post's Fred Dicker, the
plan would make the island home to a cultural and
commercial complex, including a convention center,
hotels, museums, parkland and educational and
recreational facilities. The project will be funded by a
mixture of private and public money ~ with the bulk
of the maintenance costs coming from the private
sector.

Even at this early stage, the proposal works both
aesthetically and economically. A "mixed usage"
approach ~ cultural, educational and commercial ~ is
a perfect reflection of what best represents New
York. Moreover, there look to be enough potential
commercial interests to pay for the project without
overly burdening public coffers ~ a major, and valid,
concern of the mayor's.

This proposal represents a huge step forward in the
often-awkward relationship between City Hall and
Albany ~ and just in time; If no agreement on the
development of the 172-acre former Coast Guard
base is reached by 2002, Congress can auction it off
to the highest bidder.
To be sure, that remains a possibility: The proposal

must still be approved by the feds, and sentiment in
Congress has favored auctioning off the island to the
highest bidder. Clearly, then, this is not yet a done
deal — and the final agreement could indeed look far
different. But given what's currently on the table,
we're optimistic.
Kudos should also" go to Sen. Daniel Patrick

Moynihan, who got President Clinton to support
handing the island over to the city and state for a
token payment of $1, provided the governor and the
mayor could reach a compromise on its use.
All in all, this is good news to kick off the new

year.
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Time for Courage on the New Subway
Rare is the dav we find ourselves on the same page

as Assembly Speaker Sheldon Silver, the
Straphangers Campaign or even such estimable—if
often overreaching—organizations as the Regional

Plan Association.

But that day has arrived. We all favor the
construction of a full-blown, 12-plus-niile Second

Avenue subway.

We all think the MTA's plan for the 3.5-mile,

125 th Street-to-63rd Street "Stubway" along

Second Avenue is insufficient and misguided. The

purpose of a new line is to relieve pressure on the
groaning, jammed-to-capacity Lexington Avenue

line. The 4, 5 and 6 trains carry almost 30 percent

of the TA's subway passengers—and the Lexington

line simply cannot carry more.

But building the real deal—a Second Avenue
subway running from the top of Manhattan to the
South Street Seaport—^won't be cheap. Estimates

are that it will cost $15 billion, and that's likely an

understatement.

So, whence the money? There are a variety of

sources, which we will examine in depth soon, but

make no mistake: The subway fare will have to be

raised to help pay for it.

And that's where politicians like Silver and
supposedly populist groups like the Straphangers
are going to have to show real courage and talk real
sense. They know, as well as we do, that there's no
way to raise the money necessary without a fare

increase. There's no such thing as a free subway

ride—subway line, either—and it's unrealistic and

unfair to pretend otherwise.

Right now, at $1.50, the price of a ride is one of
New York City's great bargains, and an extra

quarter isn't going to kill anybody.

There's a rare political and social consensus in

this town on the need for this new subway line.

Now is the time to talk turkey about costs—and

fare increases.
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Half-measures won't do for a project critical to the future of the city
NEW YORK CITY needs a subway
underneath Second Avenue that runs the

length of Manhattan's East Side—12 miles
of track to solve the worst commuting
problem in the Big Apple.
The time is now.

It will take political will and real
gumption to make it happen.
Half-measures won't do. Compromise is

unthinkable. The demand is too great, the
need too critical.

But right now, the plans under
discussion in Albany are approximately
$12 billion and nine miles of track short.

Time to change the plans.
The Metropolitan Transportation

Authority wants to draw up blueprints for a
new subway line that will run a paltry three
miles down Second Avenue and then head

west along existing tracks.
That won't do.

The MTA would leave millions of New

Yorkers still underserved by mass transit—
and will give tens of thousands of new
commuters no place to go but into the
maxed-out Lexington Avenue line.
The MTA needs to think big in the finest

tradition of New York City.
Why now?
Well, the Transit Authority has never

been this flush, and the finances of the city
and state have never been in such good
shape. And there is a rare consensus
among politicians, planners and activists
that the Second Avenue subway must be
built—and must be built all the way from
Harlem to the South Street Seaport.

That consensus is the fuel that will keep
the project going. Without it, the MTA will
not be able to do some painful and
necessary things - like raising the subway
fare to help pay for it, which will be
inevitable.

Why does the city need a full-length
Second Avenue Subway?
Here's why.
The Lexington line (the Nos. 4, 5, and 6

"green" trains) now carries almost 1.5
million commuters daily. That's 30 percent
of the TA's workday passenger total, on
less than 10 percent of the system's track.
This is unacceptable now. Just imagine

the mess when the ambitious Long Island
Rail Road link to Grand Central

Terminal—also approved last week—is
completed 10 years from now.
The Regional Plan Association imagined

just that and it's enough to give anv East
Side subwav user nightmares. The

association estimates a 30 percent increase
in Lex line ridership, which it correctlv
terms "a phvsical impossibility."
Something must be done.
But the $17.5-billion, five-year capital

construction plan approved by the MTA
last week didn't contain a nickel for a

Second Avenue line that would extend the

fiill length of Manhattan.
The authority opted instead for a

truncated, three-mile "stubway" that would
cost $3.5 billion and run from 125th Street

to 63rd Street before heading west along
the N and R tracks down Broadway.

The "stubway" would be useful for
Upper East Siders and East Harlem riders.
But by going west at 63rd, it would do
absolutely nothing to move the 50,000 new
riders who will be dumped into Grand
Central Station every day because of the
planned commuter connector—and will
have nowhere to go but the Lexington
Avenue trains into which not a single extra
person can fit today.
The MTA is really failing to consider the

needs of the city in the new millennium.
New York City's economy is booming

as never before—and, now more than ever,
all the wealth-generating machinery is
physically concentrated in Lower
Manhattan. There's no more

manufacturing in the outer boroughs. And
there never will be again.
Forevermore, the action is to be in

Manhattan—specifically, Lower
Manhattan. And the people who make it
happen must be transported to their jobs
every morning, and gotten home again at
night.

This means mass transit.

And that means, mostly, subways.
If the city (working with Albany, which

controls the MTA) cannot summon the will
to do something as fundamentally simple
as thread a tunnel down the East Side, then
it will suffer the consquences.
Simple doesn't mean cheap. Even the

most conservative estimates put the cost of
a full-length Second Avenue subway line
at more than $15 billion.

But the money to build it can be found—
just as it was found almost 20 years ago,
when billions were raised from a variety of
sources to renew a subway system that had
been neglected for decades.
The alternative was too terrible to

contemplate.
Anyway, compare $15 billion -spread

out over the years that it would take to
build the new line—with the billions

generated by Wall Street every year (every
week, actually) and what it would mean for
the city 10 years out when mass-transit
gridlock finally strangles the golden goose.
Now, that's too terrible to contemplate.
What's needed right now is vision and

courage—^plus the $2 billion down
pavment the RPA savs is needed over the
next five vears "to plan, design, review and
complete the first vear of construction of a
true Second Avenue subwav."

That's subway.
Not stubway.
We applaud a politician we normally

don't have much in common with—

Assembly Speaker Sheldon Silver, who is
fighting hard to force the MTA to rejigger
its plans and commit itself to the full-
length Second Avenue line.
Over the next few weeks, we'll be

exploring ways to build, finance and
maintain the new subway line in fiscally
sound and innovative ways.

It can be done.

It must be done.

Let's do it.
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In America

BOB HERBERT

Underground Dreams
I^'^ould happen. I'm not saying it

willfh^ppen. But the stars are moving
evencloser to a favorable alignment.
A subway line under Second Avenue in
Manhattan — a dream that has tanta-
lizegi-^commuters for most of this cen

tury is now approaching the realm
of thejpossible. Don't bet the mortgage
just yet The cynics and the naysayers
are!:^]!^ holding the high cards. But it
cou|dJhappen.

Arid if you are one of the unlucky
thousands who ride to work while be-
ing...poked and jostled by the unruly
elbows, backpacks and umbrellas on
the hopelessly and sometimes danger
ously"overcrowded Lexington Avenue
line, you know for sure that it should

. happen.
Construction of the city's subway

sysfefe began 100 years ago. William
McKmley was President and Robert
Vaii Wyck was Mayor, the first Mayor
of all five boroughs. The subways soon
became indispensable and shortly af
ter-World War I East Siders were
being-told that a Second Avenue sub-
wa/'^&ne was in their future.
They had no idea how far in the

futur?. For one reason or another — a
Depression, a World War, a lack of
visftn, a fiscal crisis — the Second
Avenue subway never happened.
Highways and bridges and tunnels
ancf vast acres of parking lots materi-
alizeif during those decades. But no
subT^y under Second Avenue.
'The East Side of Manhattan was

devefoped around the Second and

ThircP Avenue els." said Bob Yaro.
executive director of the Regional

Plan''Association, which is part of a
coalition of civic and business groups
that is calling for work to actually get

Eyeing a deal on
2d Ave. subway.

. started on creation of a Second Ave
nue line.

"When the els came down, the East
Side was zoned with the understand

ing that there was going to be a Second
Avenue subway replacing those ele
vated lines. But it hasn't been built

Consequently, the Lex is jammed well
beyond its carrying capacity, to the
point where it just doesn't work. Peo
ple can't get on and off the trains. The
platforms and stairs can't carry the
numbers of people that are there. It is
literally approaching an unsafe situa
tion at the most crowded stations."

In the mid-1950's a full-scale Second

Avenue line probably would have cost
a few hundred million dollars. Now it

would cost several billion. And yet,
Mr. Yaro and many others are saying,
"I think its time has come."

There are several reasons to be at

least somewhat optimistic. To get the
subway line built you have to have the
support of top state officials. It so
happens that Gov. George Pataki very
much wants to build a tunnel connect
ing the Long Island Rail Road to
Grand Central Terminal. That would

keep thousands of suburban Long Is
land commuters from having to travel
to Penn Station on the West Side of

Manhattan and then doubling back to
the East Side by subway to get to
work. (It would also add thousands of

new passengers to the daily crush of
the Lexington Avenue line.)
And it just happens that the Speaker

of the State Assembly, Sheldon Silver,
represents the Lower East Side, which
is woefully short of subway service
and would benefit tremendously if the
Second Avenue subway were built.
One has to-keep in mind, of course,

that for Mr. Silver's local constituents

to benefit, a full-length Second Avenue
line would have to be built, not the
truncated 125th Street to 63d Street

proposal being considered by the Met
ropolitan Transportation Authority.
Mr. Pataki, friend of the suburban

ites, meet Mr. Silver, who says he's a
champion of the urbanites. Let's make
a deal. If not now, when? The number
of New Yorkers using mass, transit
has soared over the past couple of
years. And these are the best of eco
nomic times, with the Federal, state
and city governments all running sur
pluses. All we need is a little vision.
"We're running out of capacity to

move people into the central business
district," said Gene Russianoff, the
senior attorney with the Straphangers
Campaign, which is also part of the
coalition supporting a new subway
line. "If we want to have the jobs of a
growing economy, we have to be able
to get the people to them. And we've
maxed out. The Lex is at 140 percent
of capacity during rush hour. It's a
nightmare."
There is wide support for the new

subway line, ranging from the Auto
Club of New York to the New York
City Partnership and the Environ
mental Defense Fund. The stars are in

alignment. All we need is leadership.
Mr. Pataki? Mr. Silver? □
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Push the MTA So Transit Plan Doesn't Go Halfway
In case the Metropolitan Transportation Authority is

wondering what to build next, the Regional Plan

Association and nearly 50 allied organizations came

forward yesterday to offer some helpful advice. The short

list goes like this: Dig the Long Island Rail Road a new

tunnel into Grand Central Terminal on Manhattan's East

Side and simultaneously build a full, new Second Avenue

subway line.

Meanwhile, says the group - known as the Empire
State Transportation Alliance - the MTA must keep up
the fine work of restoring the transit system to a state of
good repair.

It all adds up to an excellent exhortation, but you may
assume that the MTA is less than thrilled with the advice.

The agency is now drawing up its next five-year capital
plan - due Oct. 1 - and unlike the RPA, the Long Island
Association and every other member of the alliance, it

—must sweat the bottom line.

^ The alliance says the East Side access work would
demand $1.5 billion over the next five years, the Second

Avenue project would need $2 billion, and efforts to keep
the system in a state of good repair and other projects
would cost $14.7 billion. All told, the alliance has $18.2-
billion worth of work in mind.

The problem is, the coalition isn't saying how the state
might raise this money for the MTA. Well, never mind
those questions for now - the details can be hashed out in
Albany later. It's better to outline the best regional transit
system possible and then scare up the money. Why
should Ae MTA cut its losses before the game even
starts? Yet that is precisely what it shows signs of doing.
Example: It is looking at a proposed Second Avenue
subway line that would end at 63rd Street. But what will
happen when the LIRR suddenly dumps thousands of
new subway riders in Grand Central on East 42nd?
Answer: Without a new subway, the stuffed Lexington
Avenue line would have a nervous breakdown. The MTA

wouldn't (usually) give customers a half-ride. Why half-
measures?
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^ Year 2000Probleim Held
Minimal for City Services
But Planners See Some Risk ofDisruptions

By BARNABY J. FEDER

Year 2000 computer problems are^
unlikely co prevent residents of the

' New York region trom getting water,
"food and health care, from complet
ing their commuting, or from getting
rid of their wastes, according to
three studies to be issued today by
the Regional Plan Association.
Among the good news items:
QNew York City's Health and Hos

pitals Corporation, which serves
many poor, inner-city residents, has
one of the most aggressive Year 2000
preparation'programs.

flXhe Metropolitan Transportation
Authority has completed work on all
the computers and equipment neces
sary to run trains and buses with
only record-keeping systems still to

^ be updated.
Water, sewer and garbage serv

ices run on equipment that can be
operated without help from comput
ers if necessary.
But the planning group warns that

the* studies found that there was still
an "unquantifiable risk^* of major
disruptions. Its concerns include the
comple.x relationships .among the
basic service sectors, like the reli
ance of nearly everyone on power
and phone service, and the impossi
bility of locating- and testing every
computer embedded in larger pieces
of equipment.
The reports also warned that, as in

the rest of the country, small busi
nesses, nonprofit organizations and
communities in the region appear to
be lagging in preparations. The
group is also concerned that Y2K, as
the computer problem is popularly
known, is widely mentioned in popu
lar media and everyday chat but
poorly understood by most people.

^'People need a contingency plan
for themselves and their companies
so that they are not caught panicking
at the 11th hour," said Brendan J.
Dugan, a banker .who is co-chairman
of the group's Y2K Task Force with
Bishop Joseph Sullivan, an executive
with Catholic Charities of the Dio-

' cese of Brooklyn.
The Regional Plan Association's

effort is the first broad Year 2QU0

study of the three-state metropolitan
area, which is home to nearly a tenth
of the nation's people.
The reports include a variety of

details to reinforce. various points.
The health care report, for instance,
tempers the generally good news by
citing several institutions like the
financially troubled Flushing Hospi
tal Medical Center that may have
difficulty finishing computer repairs
by the end of this year. It also notes
that contingency planners are just

Y2K is well known

but little understood,
according to new
regional studies.

beginning to turn their attention to
some issues that may be critical to
some citizens, like locating people,
whose lives depend on uninterrupted
power for home medical equipment.
The reports should serve as a.

starting point for New York's sched
uled "Community Conversation" on

July 28. organized by the Regional
Plan Association, said James Devlin,

Citibank vice president who served
on the task force. The Community
.Conversation program, which was
recently initiated by President Clin
ton's Council on Year 2000 Conver

sion, asks local business and political
leaders to be hosts for an open meet
ing to answer public questions about
local Year 2000 readiness and contin

gency planning.

Nfew Ybrk Is behind many cities in
public discussion of Year 2000 work,
according to Regional Plan officials
and many. Year 2000 experts. But
today's report, the July 28 meeting
and several other initiatives like the

major expansion two weeks ago of
the city's Year 2000 Web page at
www.ci.nyc.ny.us/html/y2k may be
gin to close that gap.
"I see this kind of in-depth study

from a community perspective as a
niodel for the rest of the country,"
said Charles Halpern, president of
the Nathan Cummings Foundation,
which sponsored part of the work
and donates money to Year 2000
community preparedness programs
around the country.
The Year 2000 problem stems

from the longstanding custom in
computer programming of using two
digits to refer to the year in dates,
like 99 for 1999. That practice saved
valuable memory space, but it left
many computers and software pro
grams vulnerable to breakdowns
when confronted with 00 in dates.
Some computers treat 00 as 1900

instead of 2000, and others cannot
interpret it as a valid date. Faulty
computers and electronic equipment
may generate bad data, crash or fail
to restart if turned off.

The Regional Plan Association
task force made nine recommenda
tions, including calling for public and
private sector leaaers co maKe~a

priority of identifying individuals
and groups most likely to be hurt by
any disruptions, urging more effort
to involve the public in preparations,
and sharing of emergency planning
efforts with community leaders.
^The group also urged churches,
synagogues and volunteer groups to
get involved in preparing for disrup
tions and to be ready to provide
emergency services.
The recommendations were writ

ten in such general terms that even
within the task force, there were
disagreements on how to read some
of them. One, for instance, suggests
curtailing "programs that would fur
ther stretch limited emergency re
sponse resources."
Mr. Halpern of the Cummings

Foundation said the message was
that New York City should do what
ever it could to discourage crowds of
visitors from coming to Times
Square on New Year's Eve. But that
cautious approach was not widely
shared on the task force, said Aram
Khachadurian, vice president of the
Regional Plan Association.
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. The Full Second Avenue Subway
New York City began construction of its sub

way system 100 years ago, a fact that should not
surprise any veteran customer, especially those
using the old Lexington Avenue line along Manhat
tan's East Side. The oddly designated green line is
too often excessively dirty, noisy and hot. Its cars
are groaning with so many passengers that City
Councilman A. Gifford Miller complained this week
at a press conference before a City Council commit
tee hearing that "if the subway represents the
arteries of our city, the Lexington Avenue line is
about to cause us cardiac arrest."

The strain on the system worsens when the
passenger load increases, a problem that could
occur under a five-year capital plan being consid
ered by the Metropolitan Transportation Authority.
The M.T.A. is expected to propose building a tunnel
connecting the Long Island Rail Road to Grand
Central Terminal, an idea favored by Gov. George
Pataki, who also controls the current M.T.A. board.
This new tunnel could overload the already over
crowded Lexington Avenue line, but instead of
building an additional full line along Second Avenue
on the eastern side of Manhattan, the M.T.A. board
is considering a truncated Second Avenue line that

would stretch only from 125th Street to 63d Street.
Called "the stub" by critics, this shortened line
would send trains over the N and R tracks at 63d,
producing a partial solution to a longer-term need
for relief along the East Side.

The authority, which is expected to approve a
new five-year capital plan at its next board meeting
in less than three weeks, should endorse the full
Second Avenue line, even if it still needs to find the
funds, to help balance the passenger load that will
be created by Mr. Pataki's-new tunnel from the
suburbs. This full line would feed into financial and

residential pockets of lower Manhattan, supporting
new economic growth with an expanded subway
system.

Both projects are expensive. At least $4 billion
would be needed for the L.LR.R. connection and up
to $15 billion for the subway, which means the
lobbing for Federal, state and city funds is still a
crucial part of any future package. But these addi
tions are a down payment on the city's growth. As
one transit advocate said recently. New York has
used up the transportation system built by its
grandparents. It is time now to start constructing a
route or two for the grandchildren.
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Isle w/ History, Harbor Vus
During a helicopter ride with Senator Daniel

Patrick Moynihan on Oct. 22,1995, President Clinton
offered to sell Governors Island to New York City
for $1. More than three years after the President's
generous offer, the city still lacks the kind
of credible, comprehensive proposal for the 172-
.acre island's redevelopment, that Congress and the
White House will need before they can approve any

•deal.

The Giuliani administration wasted 1998 in
futile pursuit of casino gambling as a source of
tax revenue to cover the island's annual upkejep.

■City Hall shelved that idea after Albany wisely
showed no interest in authorizing legalized gam
bling there. Now Mayor Rudolph Giuliani has an
informal task force reviewing proposals from devel
opers, universities and museums, among others. Its
meetings have been consumed by a search for

■ businesses whose revenues would help maintain the
'.island.

•  What the task force apparently has not done is
draft a set of principles for redevelopment, guide
lines that would insure public access to the island's
vast open spaces and its landmarks. The island's
•historic structures, including Castle Williams, are
.grand repositories of the nation's Colonial and war
-time past, stretching from the Revolutionary War to
the cold war.

The absence of guidelines has yielded some
misbegotten ideas. The Danish amusement park
operator Tivoli Gardens, for example, would like to
use the island's historic north end as the backdrop
for one of its entertainment projects. Americans
should not have to buy an amusement park ticket to
experience their patrimony. Nor should this area be

• fenced off. A rule book might have steered this
.company elsewhere on the island.

City Hall's commercial ambitions may have
another side effect. Some in Washington, inciuding
Mr. Moynihan's office, say this strategy dooms the

chances of resurrecting the $1 deal or executing any
deal that conveys the island for a nominal sum. In
general, surplus property can be sold for a song if
the buyer is a public entity with a clear public
purpose. Others believe that with a few strokes of
creativity it will still be possible to satisfy the legal
requirements of a $1 de^, provided Mayor Giuliani
and Gov. George Pataki are willing to work cooper
atively.

Without delay. City Hall and Albany should pool
their intellectual capital and create a public corpo
ration ready to own and operate the island in the
national interest. Within this mandate there should
be sufficient room for a limited number of commer
cial uses that help pay the island's bills and are
compatible with its character. By no later than
Labor Day, Mr. Giuliani and Mr. Pataki should give
Washington a plan that places the preservation and
appropriate treatment of landmarks and open
space ahead of commercial uses.

Even then, acquiring the island for $1 or a
nominal amount will not be easy. Mr. Moynihan will
need to secure passage of legislation canceling the
1997 balanced-budget clause requiring a sale at fair-
market value in fiscal 2002. Washington values the
island at $500 million — a fanciful figure given the
costs of restoring seawalls and historic structures.

Endowed with magnificent views of the Statue
of Liberty and Ellis Island, Governors Island ought
to become the third jewel in New York Harbor. Both
the city and the state should be willing to commit
public funds to attract Federal aid. The early-17th-
century Dutch acquired Nooten Eylandt from the
Manahatas Indians for a pittance. So long as the
city, Albany and Washington cooperate, the new
deal should be just as advantageous for all Ameri
cans. Without flexing much governmental muscle at
all, the Mayor and the Governor can insure that the
fourth anniversary of the $1 deal this faii is not the
start of another year of procastination.
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Tax, fare hikes
sought to fund
big MTA plans
Business, labor

say money needed
for transit lines;
opposition likely

BY PHILIP LENTZ

A coalition of business, labor and
advocacy groups is launching an
uphill campaign to generate
support for a new mass transit
capital plan that will require
higher taxes or fares—or both.
The alliance is hoping to create

public pressure to maintain and
expand the region's transit
systems and overcome strong
political resistance to raismg new

But there seems little appetite in

Albany for new taxes or other
funding schemes, leading some
advocates to fear local mass

transit will not be able to keep up
with increasing demand in a
booming economy.
"We saw what happened in the

late 1970s when you don't iijvest
in the transit system-it can
literally fall apart," says Lee
Sander, head of the Center for
Transportation Policy and
Management at New York
University. "As New York grows,
we have to make sure that transit

grows with the city."
Mr. Sander, a former citv

transportation commissioner, and

Bob Yaro. executive director of

the Regional Plan Association,

have created the Empire State

Transportation Alliance to lobb

MOTORMEN: Bob Yaro of the Regional Plan Association and Lee Sander of the
Center for Transportation Policy have created an alliance to lobby for mass transit



Tax, fare hikes sought to fund big MIA pians
State leaders for mass transit.

Among the groups in the
alliance are the RPA, the New
York Building Congress, the
Real Estate Board of New

York, the state AFL-CIO, the
General Contractors Associa

tion of New York, the
Transport Workers Union, the
League of Conservation
Voters and the Straphangers
Campaign.
The group is still

hammering out its priorities,
but it has already raised
$100,000 for a media
advertising campaign later this
year.

"In order to do what needs

to be done, there will be some
controversy-it will require
some new revenue streams,"

says Mr. Yaro. "This is going
to need a broad-based
campaign by civic, business
and environmental leaders."
The main target of the

coalition is the five-year
capital plan the Metropolitan
Transportation Authority is
required to submit to the
Legislature by Oct. 1. The
plan would replace the five-
year $12.5 billion capital
budget that expires at the end
of the year.

Experts say that just
maintaining the MTA's
current infrastructure-

rebuilding subway stations,
buying new subway cars and
improving track and
communication equipment-
will cost $12 billion.

Ridership at all-time high
On top of that, there is

considerable pressure for new
projects to expand capacity as
mass transit ridership
approaches all-time highs. The
most viable are East Side
Access, which would bring the
Long Island Rail Road into
Grand Central Terminal; a
Second Avenue subway; and a
rail link to La Guardia Airport.

Construction on these

proposals is years away. But
the MTA is being pushed to
finance planning, engineering
and initial construction costs

for all three in the new five-

year plan. That could boost the
price tag to between $15
billion and $18 billion.

Experts say available MTA
revenues amount to only about ^
$8 billion to $9 billion.

Coming up with the rest is a
hot potato that will likely fall
in the Legislature's lap either
later this year or early next
year.

The alliance has

already raised
$100,000 for
an advertising
campaign to
build public
support.

The menu of possible
revenue sources contains no

surprises. The list includes
fare increases, tax hikes,
higher vehicle fees and new
bridge tolls, all of which are
considered anathema in a

political environment focused
on cutting taxes, not raising
them.

"Money is always the
toughest question," says Gene
Russianoff, staff attorney for
the Straphangers Campaign.
"The role of people like me is
to show that the need is out

there and let elected officials

make the hard choices about

who pays."
The issue of new revenue is

so sensitive that there is not

even a consensus within the

transportation alliance over

what sources should be used

to fund the capital plan.
MTA officials are under

strict orders not to talk about

the capital budget, and that has
generated a great deal of
speculation over how large a
plan the agency will
recommend-and how it would

be financed.

Forcing advocates' hand?
Some observers believe the

MTA will propose a bare-
bones budget of $10 billion,
forcing advocates to suggest
unpopular revenue sources to
pay for projects left out of the
initial recommendation.

Others believe the agency's
plan could reach $14 billion,
with the bulk of the money
targeted for maintaining the
current system and the East
Side Access program, a
priority of Gov. George
Pataki's.

But Assembly Speaker
Sheldon Silver wants money
for a Second Avenue subway
that would reach his district in

lower Manhattan; the MTA is
considering only a subway
line that would go from 125 th
Street to 63rd Street on the

Upper East Side.
Mayor Rudy Giuliani wants

money to build a La Guardia
link and extend the No. 7 line

to the far West Side, where he
would like to construct a

sports stadium. The city would
contribute nearly $1 billion to
the MTA's next five-year
plan, giving it a major say in
how the money is spent.

Finally, there is a danger
that the MTA could lose some

of the money it is already
counting on to finance the
capital plan. Sen. Richard
Shelby, R-Ala., has proposed
major reductions in federal
mass transit support for New
York and California, which if
enacted could cut up to $800
million for local transit

projects.*



j|ork ̂tmeis
February 16,1999

in the news

An Investment Strategy for the Subways
New York City's economy could not function

without the subways. Yet for hundreds of thousands
of New Yorkers in the Bronx,'Brooklyn, Manhat
tan's East Side and Queens, "rapid transit" is
notoriously slow, infrequent or a half-mile hike
away. Even when it's accessible, riding it at rush
hour sentences straphangers to levels of overcrowd
ing that the Regional Plan Association describes
genteelly as "elbow to rib." The association's reme
dy is MetroLink, a plan that makes a compelling
case for the first major expansion of the subway
system since the 1940's.

In the decades ahead, the city could gain hun
dreds of thousands of jobs. Motivated by a desire to
see them materialize and to help people reach them,
MetroLink would resuscitate the partially built Sec
ond Avenue subway. This line would run from the
Bronx south through Manhattan and on to Brook
lyn's Atlantic Terminal, where it would connect to
the Long Island Rail Road. The Second Avenue line
would also intersect underused rail lines, along
which four new subway routes would be created to
give residents in the Bronx, south Brooklyn and

southeastern Queens express service to Manhattan.
One route would give mfdtown and Wall Street
business travelers a one-seat ride to Kennedy Inter
national Airport. Over all, MetroLink, which calls
for 19 miles of new tunneling, would improve serv
ice for 250,000 rush-hour riders.

MetroLink's unveiling has provoked grousing
by state and city officials and the Metropolitan
Transportation Authority. They do not disparage
the vision but assault its $13 billion price tag. Their
lukewarm response, h'owever, should not derail
efforts to make the transit investments essential to
the city's economic prosperity.

New York spent $1.57 billion a year on subway
and commuter rail investments from the mid-I980's
to mid-1990's. In the same period, Tokyo spent $16.25
billion a year, Paris $1.63 billion and London $1.08
billion. Per capita annually, New York invested $81.
That is ciose to London's $87, much iess than Paris's
$153 and a fraction of Tokyo's $511. Selecting rapid-
transit projects that spur the economy and comple
ment 21st-century residential realities is far more
important than new sports stadiums.
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'We're All in This Together'
Regionalist Yaro says regional revitalization begins urith transportation

Robert D. Yaro of New Canaan has been
executive director of the Manhattan-based
Regional Plan Association since 1990.
The plan's 1996final report, 'A Region at
Risk,' set forth strategies to sustain the
competitiveness, environmental quality
and social equity ofNew York,
Connecticut and New Jersey through
investments in transportation, communi
ties, education ajtd the environment Yaro
was ̂^^ew Haven March 23 to speak at

an 'forum presented by the
International Festival of Arts & Ideas.

BNH caught up with him that day.

Are cities, as cities, dead?

The way urban thinkers, scholars and,
increasingly, practitioners are looking at
metropolitan regions is that these places
are the building blocks in the global
economy — not cities or suburbs or even
states. When you get beyond the
platitudes about the global economy,
what you find is that with capital and
entrepreneurial people more or less
freed from nation-states, that it really is

regions that are driving global markets.
The third thing is that the success of
regions and their cities and suburbs are
highly correlated — that is, if center
cities are doing well across the country,

the regions are doing well. If the center
cities are doing badly, the regions are
also underperforming. The fourth new
reality is that the successful places are
the ones that are finding new ways to col
laborate, creating new regional outlooks
and institutions that are getting over the

divisions between cities and suburbs.

Of course, in Connecticut those

diviisAens have been institutionalized
fo turies.

Yes. We're living with these political
boundaries that were left to us by our

17th-century predecessors. I think of

Connecticut's 169 cities and towns as

Charles II's revenge. Charles H had a

special distaste for New Haven, because
the three gentlemen who killed his
father, Charles I [regicides Whalley,
Goffe and Dixwell], were given refuge
here. We've had this static political sys
tem here even though the economy has
changed, transportation systems,
environmental systems, we now
understand, cut across political

boundaries. These 17th-century political
boundaries have really become an
impediment to the effective management
of these systems. If you look at the econ
omy of the state and the region,
Connecticut has essentially been static in
terras of population for 30 years. It was
the only place in the country to lose both
population and employment in the first
half of the 1990s, and we're only now get
ting back to 1990 employment levels. If
you ask the question. Why aren't we
growing, the answer is that probably 100
of our 169 communities have pulled up
the drawbridge. They've made it very dif
ficult for housing markets to operate as
they should; housing prices are very
high, our roadways are very congested,
and so on. Some of this has been self-

inflicted.

Is New Haven the center of Its

own metro area, or merely the last
eastern outpost of the New York

metro area?

I really think of New Haven as part of
three different regions; We are in differ
ent ways part of the two models you've
suggested, and there's even a third way,
and that is as part of a regional corridor
that I call 'Guilwich,' which runs from

Guilford to Greenwich, this coastal corri

dor which is really where our transporta
tion system is. I don't think these [three!
things are mutually exclusive. In greater
New Haven you've had real problems
with rivalries between cities and

suburbs, and yet the city obviously is the
commercial and service and education

center for that immediate region. With
'Guilwich,' you have a larger economy,
the western end of which is the wealthi

est place in the country. We just haven't
built on our connections with that econo
my. We're not positioned at the moment
to get our share of it In 'Guilwich' we

have the potential to be the intellectual
center, a major service center with the

hospitals, theater and so forth. In greater

New Haven [the city's role] is obviously
services, culture, health care, education.

New Haven needs to build on its assets

and advantages to build a role in all three
regions.

Where does New Haven fh into

the New York metro area?

In the tri-state [New York, New Jersey,
Connecticut] region, New Haven can

cast itself as kind of an edge city in this
region. The bookend to New Haven at
the other end of this region is Princeton,
N.J., which also happens to have

Princeton University as well as office
parks, is a major center of the

reinsurance industry in the country. One
of the things that's happening for the
first time since the late '80s is that we're

looking at activities in Manhattan that
don't have room to expand, or that can't

afford to have their operations in that
expensive real estate market, so they're
looking for places to go. There are
creative people who are looking for
places to go as well. One potential role
for New Haven in this region is to
become 'the Upper West Side, with
trees.' It's got a great urban fabric, it's
urbane, it's historic — but it's also green,
and has got lower density than most of
the urban centers to the west A second

opportunity is to see if we can pull some

back-office operations and some
research activities out of points west —

not just Manhattan, but Stamford as well.

It's pretty much built out. There's no
capacity in the transportation system to
handle much more, anyway.

What do we have to do in order for

that to begin to happen?

One of them is the transportation
system. .At the moment we've got a com
mute [to Manhattan] that's about an
hour and 40 minutes; we need to trim

that back. We've had some very prelimi
nary discussions with [the state's

Department of Transportation] and
Metro North about the potential to run
some high-speed express trains from
New Haven into Grand Central.

'Amtrak is going to begin high-speed
service as well.

These services have the potential to
complement each other. Eventually they
want to get down to just over an hour.
Amtrak is a premium express service
which connects New Haven not just with

New York, but also with Boston. It also

gives a direct ties to Newark Airport,
which is now the region's busiest airport
The Metro North service in some ways
might be more important because while
it might be just a few minutes longer, it
delivers people to the East Side, which is
where three-quarters of the destinations

are. You really need to push both of
these things to make it possible for busi
nesses and individuals to start making
locational decisions around these

services.

What else has to happen?

As far as the residential stuff, the city
has to focus on the public-safety issues,
as it already has, as well as appearance.
The perception has to be of the place
being attractive and safe and well^run.
But the transportation link may be the
most important thing we can do.

In greater New Haven you have a lot
of suburbanites who fear and refuse

to identify with the center city, is
that unique to our communKy?

No, you see this across the region and
across the country. But there are a num
ber of places where they're beginning to
rethink these center city-suburban rela
tionships. The Denver area collaborates
around the arts. Chicago has got a new
regional plan. The most striking one is
Salt Lake City, where they're developing
a new regional strategy for

transportation, the environment and
growth management. The realization that
we're all in this together — that
Branford's well-being depends on New
Haven's — we're not there yet. 'We need
to mov4 in that direction.

How great a role does race piay
in this?

It's a big part of it. Unfortunately, race
and class and income are still highly cor
related here. However, one of the great
successes of the past few decades here
and across the country Is that we've inte
grated the workforce, and we now have a

black and Latino middle class in New

Haven and across the tri-state area. .And

the black and Latino middle class is now

moving to the inner-ring suburbs. The
irony is that West Haven and New Haven
now probably have more in common

than they have separating them, bimh
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After 24 Years, Subway Line for Second Avenue Gets Another Look
By THOMAS J. LUECK

It was a grand idea left in a shambles by
New York City's fiscal crisis of the 1970's: a
subway running under Second Avenue, from
the northern Bronx all the way to Wall
Street, connected to a new tunnel under the
East River. Started in 1972, the project was
abandoned three years later, with only the
river tunnel and three short links finished.
Twenty-four years later, the idea is get

ting a second look, although officials still
differ over whether its huge costs can be
justified, and they warn of difficult political
hurdles.

In the most ambitious proposal, released
yesterday, the Regional Plan Association, a
nongovernmental planning group, said the
long-abandoned excayation sliould serve as
a centerpiece for a greatly expanded sul)-
way system, with 5 new subway lines. In
cluding 19 new miles of tunnels and 8 rriiies
of new track above ground! ^
The proposal's vast scope — a 13-year

effort with an estimated $13 billion price tag
— is also its greatest obstacle. And "any
decision will be largely driven by Gov.
George E. Pataki, who holds a tight rein
over the Metropolitan Transportation Au
thority. While Mr. Patakl has asked the
M.T.A. to look at the'Regional Plan Associa
tion's idea, he is reserving judgment on it.
But a spectrum of business people and

public officials, including M.T.A. executives.

The scope of a transit
project could be
its undoing.

are showing a keen Interest in an expansion
of the subway system, with Second Avenue
as its anchor.

The association laid out a blueprint for 35
miles of new or refurbished subway track,
750 additional cars and new service extend
ing from the East Side to Grand Central
Terminal, Wall Street, Kennedy Internation
al Airport and Co-op City in the Bronx.
Coming' from a group that has long em

braced expensive, politically divisive and
often unattainable goals for the New York
City region, the proposal appeared to set a
highly ambitious standard for expanding
the public transit' system, now flush with
more riders and far better finances than it
was in the 1970's.

Asked about an abbreviated version of the
proposal 10 days ago. Mayor Riidolpl) W.
Giuliani dismissed it as "something of a
pipe dream." The Mayor's skepticism was
underscored yesterday by Rudy Washing
ton, his deputy mayor for community devel
opment, who said the proposal was "over

reaching" at a time when there are "many
other demands for Improvement of the pub
lic transportation system."
The M.T.A. is conducting a $5 million

study of the Second Avenue corridor. "The
R.P.A. proposal is not at all inconsistent
with what we are looking at," said Christo
pher P. Boylan, the authority's deputy exec
utive director. Although Mr. Boylan de
clined to discuss preliminary findings of the
study, the transit agency is widely belieVed
to be focusing on a much more limited
approach, mainly consisting of a new Sec
ond Avenue line from 125th Street to 63d

Street.

But Mr. Boylan said the proposal by the
Regional Plan Association might resolve
several problems facing the M.T.A., includ
ing easing congestion on the Lexington Ave
nue subway line, providing a more conven
ient link from Grand Central Terminal to

Wall Street and improving airport access.
Transportation experts have maintained for
decades that a new line under Second Ave

nue is needed because of the high population
density on the East Side of Manhattan.
Whether any work is resumed on the

Second Avenue subway project, and what it
would entail, are questions high on the agen
da of the M.T.A. as it prepares a five-year
capital spending program for submission to

Continued on Page B6

-  i'> Park rU ! ; IsJPlsr. vil
1*

i 42D ST. i

IS
... I————o
.Grand! g
fcenlraliS
Terminal

MANHATTAN

'Ym

houston^.I X
—sr\ . I

^hiteh^
iBailary.t^arki' .

issi

The New York Times

There is new interest in a Second Avenue

subway line, but cost is a concern.
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Governor Pataki hy ilie end of Octo
ber.

Michael McKeon, a spokesman for
Mr. Paiaki, said yesterday that the
Governor had asked tite M.T.A.

board to look at the Regional Plan
p/opi,sal, hot he said the Governor's
priority is for the M.T.A. to "tuake
iipgratles on the subway system's
long neglected infrastructure" be
fore expanding the system.

Before the original project was
abandoned in 1975, only the East
ffiver Tunnel at 6.1d Street and three

sjiort links of the Second Avenue
t|innel — at I2nth Street, llOth Street
4nd Canal Street — had been com-

l^eted. Among the biggest service
f{nprovements in the Regional Plan
f^rpposal would be a new subway line
extending from Co-op City in the
Bronx down Second Avenue to the

Battery in Manhattan, and from
there through a new harbor tunnel to
djjjvntown Brooklyn. A separate
Ijtmch.of that line would extend
tift^ough a section of the East Village
ilJ^JVlanhattan that is now far re- .
rjt^yed from subway service,
•t'jo better serve commuters com-
iljg into Grand Central Terminal, the
lljan would include another new tun-
ri^running east from the terminal to
SMond Avenue, where it would con-
iieit to the new line and provide an
ajternative to the congested Lexing-
tjjip Avenue line for those traveling
fwjn midtown to Wall Street.
Ijome transportation experts sug
gested yesterday that even the
S-M billion estimate by the associa-

Edward Hausrier/Tlie New York Times

Construction was begun in 1972 on a subway under Second Avenue, which was to have run from the Bronx to
Wall Street, hut was abandoned in 1975. Here, welderi reinforced second-level bracings at 113th Street.

tlon would be too low to cover the

sweeping extent of tunneling, new
tracks and subway car purchases
Involved. Recent studies by the
M.T.A. have assigned an approxi
mate cost of $1 billion per mile for
new tunnels, suggesting that the vi
sion of 19 miles of new tunnels, plus
assorted above-ground tracks and
new trains, would cost far more than
the association's estimate.

Robert Kiley, president of the New
York City Partnership business
group, who was chairman of the
M.T.A. from 1983 through 1990, said

the asspclation's proposal "would
have looked much better to me If

they would have taken a serious look
at the financing it would require."
He said anything approaching a

$13 billion Investment would require
more than money raised through the
sale of municipal bonds, the mecha
nism normally used by the M.T.A. to
finance large projects, and might
depend on charging higher fares for '
some customers on Its subways and ■
buses. Nonetheless, he said the pro
posal was a "thought-provoking plan i
that sets the tone and agenda."

Executives at the Regional Plan
Association acknowledged that the
cost of their proposal made It ambi
tious, but they said the scope of the
subway service additions they had
outlined would make them more po
litically attractive than a limited
project.
"This plan makes it possible for

almost everyone in the city to bene
fit," said Jeffrey Zupan, a transpor
tation analyst with the association.
"Despite the price tag, people will
say It's worth it, if It does enough for
enough people."
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13B rail plan offers
new Second Ave. line

By JAMES RUTENBERG
Daily News Staff Writer

A transit policy group yesterday unveiled a propos-
al for a major subway system expansion that would
offer train service to neighborhoods that have never
been served, and substantially cut commuting times
for hundreds of thousands of city residents!
The Regional Plan Associ^ op Ci ty m the northeast Bronx,

tion — a business-supported down Second Ave. in Manhat-
pianning group — says its S13 tan, and on to Atlantic Ave.,
billion proposai wouid in- Brooklyn. That line would

f

COfWT tmUN

NEW ROUTE: New Queens Boulevard line would utilize the 63rd St.
tunnel, now under construction, to enter Manhattan.

Here are tne main features of the proposed sutDway system expan

sion.

■ A new Second Ave. subway line that could deliver nders from Co

op City, the Bronx, to City Hall in 34 minutes.
■ A one-seat ride to Kennedy Airport that could deliver straphang
ers to JFK from downtown Manhattan In 20 minutes.

■ A spur that could deliver people from Jamaica. Queens, to Wall
St.. Manhattan, in 15 minutes — with stops In downtown Brooklyn.
■ A spur serving formerly unserved Laurelton, Queens.
■ A new route serving the formerly unserved lower East Side and
Alphabet City.

crease the size ot tne under

ground system bv 20% and cut
the time of the average ride by
40%.

More importantly, it would
alleviate serious crowding —
caused by new discounts and
previous improvements —
that otherwise promises to get
worse, the planners said.
With a Second Ave. subway

line at its heart, the proposal
would also improve service
for Queens, Bronx and Brook
lyn riders.
If implemented, it would

make room for an additional

240,000 daily riders. Rider-
ship is now at 4 million daily.
At stake, said association

leaders, is the city's economic
future.

"What we have is a system
designed 100 years ago trying

to serve the needs of the 21st

century," said Jeff Zuoan, a
senior fellow with the associa

tion.

"Ridership is up, trains are
packed and . .. there are jobs

that will not materialize with

out the caoacitv to get more

people to work."

Called MetroLink, the plan
would mark the first real ex

pansion of the subway system
in 60 years. It could be com
pleted in 12 years.
The Second Ave. subway

line, a one-seat ride to Kenne

dy Airport, a new route to the
lower East Side, new express
service between Jamaica,
Queens and downtown Man
hattan and a spur to Laurelton
are all features of the propos
al.

Riders in Southeast Queens
would see the trip from Jamai
ca to downtown Manhattan re

duced from an hour to 15 min

utes. Riders in the northern

Bronx would see the commute

from Co-op City to City Hall
cut from 63 minutes to 30 min

utes.

Upper East Siders could see
their trip from 86th SL to Wall
SL reduced to 16 minutes from

34, association leaders said.
The main feature of Metro-

Link is a Jine running front Co; , said._

eed into a new lower East
Side route, a faster Queens
Blvd. line and, finally, into
Long Island Rail Road tracks
that would be converted for
subway use and head for JFK
airporC
The plan would require a

new tunnel along Second Ave.
and in parts of the Bronx, but
would in large part rely on e.x-
isting track that is either un
used or underused.

It would be up to Metropoli
tan Transportation Authority
officials to make the proposal
a reality.
MTA brass said they would

review the proposal as they de
vise another five-year building
plan in the coming months, but
added that any expansion has
to be weighed against current
maintenance needs.
"We're going to look at their

stuff," said Christopher Boy-
Ian, deputy executive director
for the MTA
"But we have to balance fu

ture expansion with current
maintenance needs."
He said the MTA has been

looking at similar expansions.
Its proposal for a Second Ave.
subway — which cuts over to
Broadway at 63rd SL — has
been criticized as falling short
of the area's needs.
Mayor Giuliani called the

Regional Plan Association
proposal a "pipe dream," say
ing it tries to do too much.
Beverly Dolinsky, who sup

ports the plan, said the main
problem will be with the price
tag, which she believes would
be larger than $13 billion.
But former MTA chairman

Robert Kiley — who serves as
an informal transit adviser to

Giuliani — said he's all for

MetroLink.

"This is do-able," said Kiley,
president of the New York
City Partnership.
"The time is at hand to think

about a substantial expansion
in transit capacity."
Aso optimistic was Gene

Russianoff, staff attorney for
the Straphangers Campaign.
"In 20 years of doing this,,

this is the first real open win
dow to any kind of system ex
pansion I've ever seen," he
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Whitman pusheis plans
to save open acreage
By BRUNO TEDESCHI
Trenton Bureau

NEW YORK — Governor
Whitman's interest in preserving
open space didn't begin with her
inaugural speech in January, when
she outlined an ambitious goal of
saving 1 million acres of undeve
loped land in the next 10 years.

It actually began years ago in
conversations around the dinner
table with her mother, Eleanor
Schlev Todd, who was on the
board of directors of the Regional
t'ian Association, an orgmiization
with an interest in controiling sub
urban sprawl in the tri-state re
gion.
Whitman recalled those "lively

jdiscussions" during a speech to the
association's annual meeting
Tuesdav in New York City, where
she talked about her desire to
strengthen the state's master plan
and preserve 300.000 acres of open
space before leaving office.
"One of the reasons we are so

concerned about containing
sprawl in the Garden State is that,
like the rest of the region, we are
seeing precious open space dwin
dle every year," Whitman said.
"Every time we lose an acre of
land, it cannot be replaced."
Whitman was preaching to the

choir. Most of those in attendance
were planners, academics, and en
vironmentalists who wholeheart
edly subscribe to the association's
goals of containing suburban
sprawl, revitalizing older cities,

^ Every time we
lose an acre of

land, It cannot be
replaced. fP

Governor Whitman
Speaking to Regional Plan Association

and improving mass transit. Her
late mother, who served as a direc
tor from 1977-86, is credited with
helping to create Gateway Nation
al Recreation Area in New York
and New Jersey.
For Whitman, however, those

goals only became a priority in
January, environmentalists say.
Whitman's first term was marked'

by a weakening of regulations and
deep cuts in the Department of
Environmental Protection, the
agency she will now rely on to
achieve many of her second-term
goals, they say.
"We've done a complete U-turn

from the first term," said Bill
Wolfe, acting director of the New
Jersey chapter of the Sierra Club.
'The administration recognized
that some of the things the depart
ment was doing were ill-advised
and bad public policy."

Political analysts say Whit
man's interest in conservation is
sues is not out of character — es
pecially considering she is closely

associated with the moderate wing
of the Republican Party.
"The conservation movement

was originally pushed by progres
sive Republicans like Teddy Roo
sevelt," said Steve Salmore, a re
tired professor of political science
from Rutgers University who still
serves as a Republican consultant.
"It's more likely that's where her
interest in it derives, rather than
simply an attempt to come up with
a popular issue that might give her
some boost in the polls."

Still, Whitman must contend
with the other side of the Republi
can Party that is keen on proteti.
ing property rights and cutting
taxes — issues that are at odds
with Whitman's second-term envi
ronmental agenda.
Whitman has to come up with a

funding plan to pay for her ambi
tious open space plan. The gover
nor said Tuesday that she will
have a plan ready by the end of the
month to put on the November
ballot. Legislative leaders have al
ready balked at some of her ad
ministration's earlier proposals.
The Governor's Council on New

Jersey outdoors has issued a re
port recommending tax increases
and new fees to raise $200 million
for open space acquisition and
park maintenance.
"We're right now trying to put

together the package that makes
the most sense and does the most
good and reaches the goals that we
want," Whitman said.
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Photographs by Librado Romero/The New York Times
A tree census says that 34.4 percent of the area around Fieldston Road in Riverdale, the Bronx, is covered with
trees and sees a disparity between tree cover in such affluent areas and in the city's poorer sections.

Care of City^s Trees Is Inadequate, Study Says

jng sure^ they get bigger,''^s^
ertPirani, director of environmental One of the few trees in the Mott Haven section of the South Bronx
programs for the Regional Plan As- stands on 141st Street. Trees cover only 3.9 percent of the area..
sociation, an advtxtacy organization
for planning issues that conducted
the study with the Environmental
Action Coalition.



The study said satellite images,
airborne observation and direct ob
servation were used for what it said
was the first estimate ever made of
the total number of trees in the city.
It found 5.2 million trees in the five
boroughs along streets and high-
.ways, in parks, in woodlands and on
private property. About 484,000 trees
were on city streets, 1.3 million in the
older stands of trees in parks like
Forest Park in Queens and Van Cort-
landt Park in the Bronx and more
than 3 miilion in manicured settings,
Jike parks and private yards.
!. ;The United States Department of
Agriculture did much of the work on

actual census, the authors said.
The study, titled "Keeping the

'Green Promise," found that 16.6 per
cent of the land in the city is covered
by trees, compared with a national
average of 31 percent. Comparable
northeastern cities like Baltimore,
Boston and Philadelphia ranged
from 19 to 22 percent.
, Moreover, the report documented
that the poorest areas of the city had
by far the sparsest tree cover. For
example, only 3.9 percent of the land
in the district of Community Board 1
in the South Bronx was covered,
compared with 34.4-percent in Board
8's district in Riverdale. Part of the
reason, the report suggested, is that
more affluent communities are bet

ter at lobbying the city to plant and
prune trees.

The study, released on the eve of
Arbor Day, criticized many aspects
of the city's tree policy. It said trees
in the city, especially those in public
parks, were not inspected routinely.
It also said the 6,000 acres of public
and private woodlands in the city
were scarred by invasive plants, ille
gal dumping and soil erosion.

KEEPING TRACK

Shading the City
Where trees arc- in the city, by
community board district.

Tree coverage

. 0-10% 1

a ii%-20% ■

i 21%-30%

I 31%-40%

Source -Keeping me Green Promise." a study by the Regtonel Plan Association ana the
Environmental Action Coalition

"Trees in New York are a public
and private resource conservatively
valued at $23 billion," the report said.
"Yet there is no comprehensive in
ventory, collective vision or overall
management plan."
The city's Parks and Recreation

Department, which is responsible tor
tree policy, took sharp issue with the
criticisms. Edward Skyler, a spokes
man tor the department, said that
since 1994, the department had plant
ed 50,000 street trees, its most rapid
pace of planting ever. It conducted
the first census of street trees, count
ing nearly 500,000, Mr. Skyler said. It

The New York Tunes

persuaded city officials to make the
killing of a tree a felony, and it has
forced 105 people convicted of injur
ing trees to make restitution tor their
crimes, he said.
The Parks Commissioner, Henry

J. Stern, long an advocate tor trees,
said: "We're glad people take an
interest in the subject and they write
a report. We think we're trees' best

friends. If they can't find more
things we could do, there wouldn't be
any report."

The report recommended regular
tree maintenance in parks and more
care in the planting of trees.

I
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^ruggling Trees
^ong before builders planted skyscrapers

nai^d Woolworth, Empire State and Chrysler, New
Yor* boasted vast stands of towering trees, includ
ing l^m, oak, hickory and chestnut. Yet New York's
affi^ty for bricks and mortar has always dwarfed
its ijiterest in the urban forest. An arborists' report
in iai4 bemoaned New York's status as the only city
of ip size that snubbed its trees and woodlands.
Acceding to a valuable new study, the city still
inv^ts too little in its trees. This is no way to treat a
mulfibillion-dollar asset that cleans the air and
enlijifens the streetscape.

;^he report by the Regional Plan Association
an(^e Environmental Action Coalition found that
lessjhan 17 percent of New York is covered by trees,
coni^ared with 19 percent to 22 percent for Balti
more, Boston and Philadelphia and 31 percent for
citi^ nationwide. There is a predictable if dispirit
ing ̂correlation between poor neighborhoods and the
shoftage of significant parkland and street trees.
Evdji neighborhoods of one- and two-fhmily homes
are'fiot as leafy as residential areas in other cities.
®ew York City's jDepartment of Parks and

Rec^ation plans to spend $18.1 million on trees this

fiscal year. While the report urges a modest annual
increase of $9 million for maintenance and plant
ings, many of its ideas have little to do with money.
For instance, it recommends the rapid adoption of
more effective planting techniques, including bigger
tree pits and better soil mixtures.

The department welcomes these suggestions,
although it bridles at the accusation that it has done
a poor job of maintenance, noting that it has adopted
a 10-year pruning cycle, compared with the old
cycle of 50 years. Nevertheless, New York's mortal
ity rate for young trees in the first five years of life
is estimated to be as high as 36 percent, which the
report's authors say can be cut by half with better
maintenance techniques and public education.

The department usually fares poorly in the city
budget — inevitable, perhaps, in a city whose crum
bling schools and infrastructure can lay powerful
claim to public resources. But if and when the
department can show that it is doing the best
possible job of increasing and nurturing the urban
forest with the money it has, it may then be possible
to open a ^scussion of whether it des^es a
dedicated revenue stream for new initiatives. ^
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Planning Board retains consultant to draw up master plan
Tliu .SliunrDid Pluiiniiii; noard has

liircd a coiisullaiil to draw up ihu city
ul'Slanirord's niiislcr pluu rurllic2ls(

century.

In the next two years, tiic considting
Icaiii — vvhieli incluilcs Aheles, i'liillips,
Pieiss, Shapiro Inc. of New York City and
the Re|.poniil Plan Association — will work
closely with the Planiiing Hoard and with
coniinunily and business organizations
throughout the city to set Ihe direction of
Stamford's development for the next 10 to
15 years.

A master plan is a documeni, consist
ing of Feb. 27, 1998, drawings, maps and
many pages of text, governing land use for
every stjuare foot of the city, ils purpose,
according to lite I'lanning Board, is "to pro
vide a coniprehensive tind cooidinated set
of goals and policies for decisiun-mitking in
order to guide the future develo|imcnt of the
city," :

"Traditionally, it sets the framework,
goals and a vision or direction for land use,"
said Robert M. (Robin) Steiit Jr., chief of the
land use bureau. Zoning regulations must
conform to the master plan, and the city's
charter stipuhites that no zone change cait
ire made thtit would conllict with the master
plan. The last comprehensive master plan
for Stamford was adopted in 1977, attd it

Wits substiintiidly revised by amendment in'
1985. 'I'hero have been nearly 30 more
amendments since 1985.

'llie ntiister plan directly affects every
property owner m the city because of its
cuntiul over zoning regulations. Jt also gov
erns how developers can alter land uses. If a
radical land-use change is contemplated for '
a parcel, the Planning Hoard must amend
the master plan or reject the proposed
change. Tlius t'.ie plan forces the city to ■
think carefully about how proposed changes
will work with neighboring properties.and
with the available trafftc network.

The plan will be created through a coi-
lahorative process involving the public, the,-
Planning Board, the consultant and every
one else with an interest in shaping land-use
policy in Stamford. Master plans in the past
often were diawn up by professional urban
planners and planning boards without much
public comment, but the collaborative plan
ning process is "more and more the norm"
for city planning, said Stein. The Planning
Board intends by late spring to establish a
commtntity advisory committee represent-'
ing a broad range of municipal, business
and contmunity inlcresls, lie said, and "we
want to have community involvement all
Ihe way through the process."

Transportation issues will exert a major
.  • . .1 v.

influence on the master plan. TVansportntion '
and trafilc problems connected with landuse
have been a "lightning rod" at public hear
ings, Sjcin said, arousing strong feelings
about traffic density and pedestrian safety.

To accommodaie the expressed eon-
'cems, the new master plan will deliberately,
' seek to balance land use with the attendant''
impact on the traffic network. It also will
establish sbategies for "traffic calming" in

residential neighborhoods and will sdck to
"improve transit usage to.make it more
pedestrian-friendly," he said. • •

One such improvement under consider
ation is to encourage greater use of bicycles
for downtown transit. A proposal is current
ly before the board, for example, to use the
Mill River Corridor fpr bicycle transit
between tiie railroad station and UConn.

See: Planning, page SI0.



j ■Cantinu^ frpmpage S7 ■ .... ■ - • • ■
p- Slein-. said -he. is;-talldng: with., the ,st^e; •
■fep^paj^enf df:Trai^o^^ about putUng

bike- lookers-in the st^hoh, so commutes. -
'can'ride un'on the tiran and cornplete meir _

^•^riiJnute :pn;ln^# they keep mere, -tts
i?mo're comprehensive, than a bikeway study, .
:rhe saidl^,4^ii&;K^^ -t- '
K->'JiThei;.cent^-busin distnct and the ,
iSoiith End have genei^ed the most ^end- . ^
•■ ■mbn'ti' td the i977.and 1985 master plans ■
-f abcording i to ^ Stein. While 80 percent of ■
" them have been .insignificant, he said, the
-cumulative'effect has .been such as to, •
. require a" completely new master plan to.
% take' all the changes into account and .to
' envision'a new direction for ^e city s devel-

• opmenL ^ .
. - The'consultant plays a crucial role in
the process of developing the master plan,
leading of facilitating public meetings and
hearin<'S to obtain comments on the propos
als for'the plan. The consultant rriust possess
a combination of technical skills, people
skills, visioning powers and creativity.
■When the plan is completed and the consul-

■ tant has moved on, the people of Stamford
will be the beneficiaries of the plan or the
victims of its inadequacies. Thus, the con
sultant selection process was a painstaking

. search for the right combination of qualities
■ and skills.' • .

■  ■ Stein expects the creation of
.tiake 18 io 24 months and to cost S250,tX}O.
The completed master plan should remain
in effect for 10 to 20 years after it is adopt
ed early in the year 2000, he estimated.
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New mission for Governors Island
By II. CUUDE SIIOSTAL
and ROBERT PIRANI

Foil MOlUC Til AN 200 years, Gov
ernors Island has been a inililaiy
reset valiun, exisling in splendid

isulalion from the American cilizens
wito are ils Iriie owners.

Thai will change soon when (he Coasl
Guai d, llie cnrrenl occupant, deparls.
The (pieslion is, how will Governors Is
land be opened lo Ihe public —and how
will il he linanced? Thei e is an answer.
Because of ils seclusion. Governors

Island has preserved ils exlraordinai7
hcrilageof lOlh and lOlh cenlury archi-
lecluie, lot lilicalions, wooded lanes,
open lawns and spectacular views.
The Coasl Guard leaves this summer,

and a federal disposilion process will
determine the island's future owners
and uses. That provides an opportunity
for New Yorkers lo recast it as a vital el
ement of ihe city's landscape.
To help stimulate a public debate

about the island's future, the Regional
ilan Association and (he Governors Is
land (iioup. a coalition of 20 civic and
husiness groups, asked II urban de-
sigiiei s, real estate experts and park
managers to spend a long weekend
louring the island, meeting with public
ofHcials and members of civic organi
zations interested in its future.
The panel's conclusion: Governors

Island has an enormous notentlal to

transform the harbor and adjacent wa
terfront neighborhoods. Hut it can be
realized only if the island becomes a
public place — a new kind of park with a
variety of attractions, including cultur

al and educational activities related to
the harbor and the island's history.
The island's historic buildings are

It has enormous

potential as a
public space

well suited to house such Hinctlons.

And the panel's analysis shows that , ̂
charging a reasonable rent to the ho
tels, educational facilities, studios and
stores could pay for the maintenance of
the 93-acre historic district.

b^illing the buildings with compatible
uses will help insure that they are pro
tected over time. The 110 acres on the
southern half of the island would be re

served for various park uses, including
ballfields and a marina.

By investing In the civic use of the is
land, New York would spur economic
development in lower Manhattan, Red

Hook and the Brookyn waterfront while
enriching the entire city's quality of life.

'I'he Clinton administration has of
fered to turn the island over for $l if the
state and city come up with a plan that
broadly benefits the public.
Mayor Giuliani and Gov. PatakI have

taken important first steps. They've
reached an agreement that—given ade-
quate funding —will insure proper
maintenance of the island during the dis
position process. And the city lias creat
ed a historic district to help govern any
changes to the historic buildings.
The mayor and governor now need to

work with tlie New York congressional
delegation on a long-term plan to ad
dress the public interest Tlie plan
should not necessarily impose a litmus
test that requires any development pro
posals for the island to be financially
self-sustaining. If such a self-sustaining
critei iun had been imposed in the past,
civic improvements like Central Park
and the recent redevelopment of42d St.
would never have come about

The benefits of a public park on Gov
ernors Island deserve to be judged on a
broader scale. An appropriate gauge is
history and whether we are building a
city just for the next fiscal year — or for
future generations.

Shosial is president and Pirani is di
rector of environmental programs for the
Regional Plan Association.
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Study Backs Tunnel to Replace the Gowanus
By GARRY PIERRE-PIERRE

Replacing the Gowanus Express
way with a tunnel would be cheaper
in the long run than rebuilding the
crumbling elevated highway and
would revive moribund neighbor
hoods in southwestern Brooklyn, ac
cording to a study by a private plan
ning group.
The study by the Regional Plan

Association, to be formally released
this morning, found that It would cost

' about S2.4 billion to build the tunnel,
compared with the SI billion it would
take to shore up the aging highway, a
major transportation link used by
about 175,000 vehicles a day. But the
planning group said the underground
road would cost far less to maintain,
saving tens of millions of dollars a
year in repair costs.
While the tunnel idea has been

around for years, this is the first
comprehensive study of the costs

j and potential benefits.
Over the years, state officials have

put the cost of building a tunnel as
high as $7 billion. But the planning
group called that estimate too high.
"We believe that dollar for dollar.

It's cheaper," said Alberr F Applp-
ton. a senior fellow at the Regional

Plan Association who was the

study's coordinator. "We think
you've got to go with this."
In addition, a tunnel would allow

the city to reclaim waterfronts in
Bay Ridge and Red Hook for espla
nades, parks or light-rail systems,
Mr. Appieton said. The study cited
similar projects, in cities from Bos
ton to Oslo, in which congested sur
face or elevated roads are being re
placed with tunnels.
Under the proposal recommended

by the plannmg group, the tunnel
would run roughly from 72d Street
north to the interchange with the
Brooklyn-Battery Tunnel and the
Brooklyn-Queens Expressway. The

' plan also calls for permanently clos
ing the section of the Belt Parkway

that circles Bay Ridge, rerouting
that traffic to the new tunnel

The state has set aside $750 mil
lion, mostly in Federal funds, for the
3.8-mile elevated part of the
Gowanus, but officials say no deci
sion has been made on whether the

money will be spent on overhauling
the highway or building a tunnel
"If this turns out to be the best

option, we'll go writh it," said Ale.x
Dudley, a spokesman for the State
Department of Transportation.
"We've made no decision on which

Less cost for repairs
and new access to

the waterfront.

way to go."
State officials said the Regional

Plan Association's study left many
unanswered questions. For one thing,
they said, it failed to deal adequately
with how various roads, including the
Belt Parkway and the Brooklyn-
Queens Expressway, would be con
nected with the tunnel

It is also unclear whether the state

could find the extra money needed to
build the tunnel.

Curt Ritter, a spokesman for May
or Rudolph W. Giuliani, said the
Mayor was remaining neutral while
awaiting for more information on the
tunnel option. In January, Mr. Giuli
ani voiced his support for the con
struction of a $900 million tunnel

beneath New York Harbor to carry
rail freight
Neighborhood and business groups

have complained bitterly for yesu's
that the state had not seriously stud
ied the possibility of a tunnel for the
Gowanus and its potential benefits
for Sunset Park, Carroll Gardens,

Park Slope, Bay Ridge, Brooklyn
Heights and Midwood.
"The most important thing to real

ize about the tunnel is that it would

remove this monstrous highway that
is there and give back the waterfront
to the community," said Paul Harri
son of Transportation Alternatives, a
private group. "Unfortunately, the
state is just dead set on rebuilding
this elevated highway."
But four months ago, state officials

hired a consulting firm to do a study
of the mnnel option. That study is
expected to be released in a few
months, Mr. Dudley of the Transpor
tation Department said, and the
state is doing a detailed review of the
Regional Plan Association's study.
The highway is too imponant to be

shut down, even briefly, so recon
struction work would have to be done

piecemeal. That would take six
years, about the same time that it
would take to build the tuimel while
keeping traffic moving on the exist
ing highway, the repon said.
About 60 years ago. Sunset Park

and Red Hook were bustling work
ing-class communities whose life and
livelihood were tied to the water
front. The hean of Sunset Park was

Third Avenue, a lively commercial
and social street that was the border

between the industrial area of the

harbor and neighborhoods inland.
But the Gowanus E.xpressway, a

Robert Moses project, cast an unwel
come shadow over the area, chasing
away many businesses and resi
dents. Parts of the area have become

desolate, with grit, fumes and a thun
derous roar of traffic from the high
way. The road also limited access to
the waterfront and cut Red Hook off

from the rest of the city.
Yesterday, community groups

said the smdy was some measure of
vindication for their long fight.
"We're going to see a revitaliza-

tion of the waterfront," said Tony
Giordano, e.xecutive director of Sun
set Park Restoration.
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A planning study favors replacin
the Gowanus Expressway with
tunnel instead of rebuilding it.
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An Infrastructure-Summit
Perhaps inspired by the holidays, regional poli

ticians have been promising us gifts in the form of
discounts and tax cuts. Joseph Bruno, the New York
State Senate majority leader, made the latest offer
when he suggested devoting a chunk of Albany's $2
billion surplus to tax cuts. Unfortunately, this sea
sonal generosity tends to emphasize current gratifi
cation at the expense of long-range needs. Chief
among these needs, and essential to the New York
metropolitan area's economic future, are smart,
well-aimed investments in infrastructure — its

schools, roads and mass transit.
• • Let us be the first to stipulate that the phrase
"infrastructure investment" lacks the cachet of
"tax cut." But the obvious shortcomings of the
region's basic systems, particularly the overbur
dened road and rail networks, ought to be on every
politician's lips as the millennium approaches. The
current officials surely do not want to be known as
the crowd that stiffed public needs and stunted
employment and revenues in the decades ahead.
•  '■ - The "stress is everywhere. West of the Hudson
River, for example. New Jersey Transit is mulling
whether to double-deck some of its trains to speed
nioying commuters to their New York City jobs.
Come 2006, about 388,000 students will fill a New
York City high school system that today accommo
dates 311,000. Schools Chancellor Rudy Crew's call
for year-round school to relieve overcrowding, even
if ratified by Albany, cannot solve it. Meanwhile,
decay has kept the two subway tracks on the Man
hattan Bridge's south side unused since 1990, length
ening the N train ride. Service will not be restored
until repair work is done, sometime after the millen
nium. In Fairfield County, Conn., riding the Metro-
North trains to and from Grand Central Terminal
may be easy enough. Negotiating the Stamford

station and reaching one's car is almost impossible.
This is, in short, a regional problem requiring a

regional response. The three Governors and New
York Citv's Mavor should pledge to develop a
consensus list of major projects that are in the
region's economic interest. Thev shouid also call for
infrastrucmre summit talks that yield fast-track
prolects and innovative regional financing.

White papers for such a summit conference will
be available soon. Early in the new year, the Port
Authority of New York and New Jersey and the
Metropolitan Transportation Authority will release
their Access to the Core study on how to add and
extend rapid-transit lines. At least one published
report says that the study will recommend a $3.5
billion project encompassing a second rail tunnel
under the Hudson River and a tunnel between Penn
Station and Grand Central. One obvious benefit of
this plan would be to increase access to the city's
East Side for New Jersey commuters and make the
West Side more accessible to commuters from
Westchester County and Connecticut.

Later, the M.T.A. will issue a study fdr a Second
Avenue subway and other options for ending over
crowding on the Lexington Avenue line. New York
State is to issue a study on rgplacing the decrepit
Gowanus Expressway, and in late 1998 the Port
Authority will release its study on where to dredge,
dig a tunnel and build a cargo-handling port.

Each study should be required reading for
leaders and citizens alike. The studies could also
form the basic text for a meeting of leaders
throughout the region to pick those projects that
offer the best hope of leaping colonial-era political
boundaries and building a transportation system
that serves the entire region. Such a meeting would
be a wise investment in the future of. the metropolis.
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New mission for Governors Island
ByH.CUUDESHOSTALBy H. CUUDE SHOSTAL Island lias an enormous pand ROBERT PIRANI
Foil MO It ETHAN 200 years, Gov-

ei nors island lias been a inilitai'y
reservation, existing In splendidisolation li oin the American citizens

who are its true owners.
That will change soon when the Coast

Guard, the current occupant, departs.
The (|uestion is, how will Governors Is
land be opened to the public — and how
will it be linanced? There is an answer.
Because of its seclusion. Governorssland has preserved its extraordinaiy

hci ilage of lUlh and ItJth century archi-
tectnie, fortilications, wooded lanes
open lawns and spectacular views.

I he Coast Guard leaves this summer,
and a federal disposition process will
detei mine the island's future owners
and uses, i'hat provides an opportunity
lor New Yorkers to recast it as a vital el
ement of the city's landscape.

i o help stimulate a public debate
about the island's future, the llegional
I  Ian Association and the Govei iiors Is
land Group, a coalition of 20 civic and
business groups, asked II urban de-
signeis, real estate experts and park
managers to spend a long weekend
louring the island, meeting with public
ollicials and members of civic organi
zations interested in its future.

1 he panel s conclusion: Governors

otential to
translorm the harbor and adjacent wa
terfront neighborhoods. But it can be
I ealized only if the island becomes a

put)/ic place — a new kind of park with avariety of attractions, including cultur
al and educational activities related to
the harbor and the island's bistory.
the island s historic buildings are

It has enormous
potential as a
public space

well suited to hotise such functions.
And the panel's analysis shows that r
charging a reasonable rent to the ho
tels, educational facilities, studios and
stores could pay for the maintenance of
the M-acre historic district.

1' illing the buildings with compatible
uses will help insure that they are pro
tected ovei- time. The 110 acres on the
southern halfofthe island would be re-
seiyed for various park uses, including
balll'ields and a marina.
By investing in the civic use of the is

land, New York would spur economic
development in lower Manhattan, Bed

Hook and the Brookyn waterfront while
eiii telling the entire city's quality of life.
The Clinton administration has offered to turn the island over for $1 if the

state and city come up with a plan that
broadly benefits the public.
Mayor Giuliani and Gov.Pataki havetaken important first steps. They've

reached an agreement that-given ade
quate funding — will insure proper
maintenance of the Island during tlio dis
position process. And the city has creat
ed a historic district to help govern any
clianges to the historic buildings.

The mayor and governor now need to
work with the New Yoi k congressional
delegation on a long-term plan to ad- '
dress the public interesL The plan
should not necessarily impose a litmus
test that requires any development pro-
imsals for the island to be financially
self-sustaining. If such a self-sustaining
criterion had been imposed in the past
CIVIC improvements like Central Park
and the recent redevelopment of42d St
would never have come abotiL

t he benefits of a public park on Gov
ernors Island deserve to be judged on a
broader scale. An appropriate gauge is
history and whether we are building a
city just forthe next fiscal year — or for
future generations.

Shoslal is president and Piraui is di-
of enviroiimeniul programs for theRegional Plan Association.
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Suburban Nassau, at 50, Attempts to Create a Central Hub
iiy iiitiiCL* i.AiMni:i(r

(JAKOliN cn V. I. l., Jail. 17 -
IslaiMlors won ilie Siaiilov Ciin. ilmv liinJ.o
iiani timo (iKmini; out wIumc lo hold a
IKvadc, sti ilic inuhii Liulc Umivl' aiiniiui ailU
aroniiirTlic Nassau rullsiMinrnai hliiiv liil.*.*
ii. Claude Shusial rccailctj "lii n way, li's
liunumms. hul in a way scriotis. ThuifVs
ocal IW11

AIiIkuikIi ii lias a luiniilniimi i>f |.1 ini|iiun.
Nassau CiuiiiIy liiUJiaJCilLMilill .SHPi'Uu;
ntoativvaV. lu oven a sense iif a iiuil i al t iti i?.

*  n cciiUiixaliculiiiJumiUtim
PLL&yiiiii^VlUliu.kiliJcis.uf.^uUiuljaii Nas-
Si aiL ill U-Li y iui;-ULj:iu uuiiJaluiuuks Oil ̂lu ids

Ll-iL
ccnhal nun lu h(> kiiuwn as

''^e5££-tiialJHHliiiiaLJmiilkiiLiiuiii.lI.5uiii
»'s

IMcsfileul. "Can von rclnifH sulnirhs niii|
ret aniine siiiuu of Hio valuus, lim xftim. i.f
nmmmnllv ilial iiouuln valm.v"

ir il were n cily, Nassau wuuld rank slxUi
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San Praiu'lscn or Wasliiiii'lnn, in iiauie a
few. Yel Ihosc places arc liislaiilly recognlz-
nhic liy synihnls like cable cars, llic l-rencli
(^iallcr, P'aneuil Hall iiiaikei. Hie GiaaU
Ulc Upi y and Hie LIncuIn Mciiunial.

In Nassau, biznrie Incldciils like Hie
sliuuHiigs an Hic l.uii|; Lslnnd Rail Road ur
Hic Amy Llsiicr case spin adicaily blaze iiilo
I he natluiial cunscluiisiicss, bui Hie cutiiiiy
lias had no dIsliiiKuishluu piiiHIe.
On Wednesday, however, du/ens of public

officials, planners. ilevcloper.s. oxecuHves,
cilucaiui s. reiallcrs and oHier leaders ipiHi-
eicd ui Hie Marrluil Hotel here, snininoned

by Connly Rxecnilvo Tlionins S, GuloHa lo
refine the Huh coiiccpL
"We can and wu will create our own

Idcmlly," Mr. (inlnila said in an interview.
The Nassau l.e|>islnlnre's pieslding offi

cer, lirnce A. IHakeiiian, agreed. "We want
lo let the world know this Is o greiil place to
do luishiess," he said. "It's worth visiting,
and certainly greal living here."
What may sound like buosterisin has a

goal of tiiakhig the Hub a dcsilnatlun for
Long Islanders, tunrlsts and coiivcntlons.
and of attracting IiusIugsscs.
T he Hub plan wuuld not create n tradition

al cro.ssionds to town siinare. It calls for
hnildiiig new projects at Nassau's center
here to reach a critical mass of |iublic
at tractions. New nias.s transH, possibly a
nionoiall. would .servo that core and link It
with shopping nialls, office towers, parks.

governnienl buildings, restaurants and col
leges. lhat cnlire nildcounty men would he
pioiiioicd as a unified Hub. To bolster the
Hub, Mr. Gulolta wants private investors to
finance n new or expanded Collsenm. con
vention center and hotel.
Nearby, he envisions entertainment ceii-

lers, spoils stores, a museum row for avia-
tlnii science anil llrellBliilnB. a lelucaleil
clilldrcn s ninscnni anil a new liall u( lame
for female athletes. Lor recreation, a S2S
million Indoor aqnacenler and $23 mllltun
luiS I filudinm are being built for thelUilB Goodwill Games.
"You can't call It a city," said Gary M

Rodoliti. chairman of Mr. Gulotta's Devel
opment Review Cummittee of Developers
and Envlnmmciitallsts. "It's diffeient.

CoiilfiiiiedOfiPoge2B
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Nassau County Seeks to Create a Central Hub
Ciiiifiiiireif rniiM i'liyc 25

Wn'ic III in?w liriillfity.**
As a |iliMiiM;r iMisi Wiiilil Wai II

s-iilaiilt — Mils year Is I.evliitiwirs
5"ili iiimlvcisaty — Nassau ilevul-
tipeil as an cseapc friiiM New Yink
c:Uy. iliL* niillilicsls of a tlly.

riinl leiiialiis lin|Hiriniil. "Pciiplo
Sim tiniri wani an in hanlr.cil ccnicr,"
salil Dr. Ilaibara M. Kelly, (tircclor
ul l.iini* Island siinlies nl Jlulslru
Univcislly.

Allliiini'li iiiany call ilic llnli a
diiwnlmvn, llic l.uii|» Island Itoulunal
IMannlni' lliianl's clialrman, Morion
I-. CLMlllnian, leculls iil llic luiin as
su|;|«vsilii|; "a •lid Sirtcl. n down-
lawn where pcu|ile Inini; laK iiiifl se
em liy Is D tiincein.*'

Anuilier cilllcal Issue: will snhnr-
lianllcs use mass iransit lu yd
ufiiiniil llie Hub? While Mr. Ccilll-
iiinn tiillis id "oiil of-cDr Iranspurln-
lliMi," suiiic say he niluhl ns Well he
lalMiiu alHiiit an miPiiMiudy eNiiurb
mtc. Separnlhifj a |.iin|i Islander
'Mini n car. one local leader said. Is
like Inkhii* a horse from a cowboy.
A pilot Nassau Huh shiililc bus bus

been rtinnlnts lor a year. chai(tliiu n

2n tenl fare snbsldlted by business
es. I ransll ufliclnls call It a success,
but dally lidcrshlp overuees.only
J':w.

A do faclo Hiih, ii virlnal down-
lown, has already evolved on Its own,
plaitners say. II hichides Roosevelt
I'lehl iiiid Its Ralcllllc malls. Ilie kov-
cfiiincni and loyal center In Uiirdcn
City and Mlncohi, iiarks. yolf •
courses, a colleye and Iwo inilversl-
tlcs, ihrec hospitals and four holds,
with iihnis lor two more announced
lids week.

Althouyh mostly spread out itnd
low rise, lids iniplinnicd Hub resem
bles a city. *lhu cent rally located
lilscidaiwei Park Is the same size as
Central Puik. I he collseiitii oppruxl-
males Madison Sipiare finiden, anil
Ihc IIAI) Plu/.u has u Chrlstmus Ireo
ilvallay nuckefcller Center's.
"Nassau has all ihc elements of n

Ilia jot city, hot duesiri have one,"
Mr. Shosial said. .

llalkaid/atliin Is n liurdlo to tlio
Huh. which- spHii.s the Indepcialent
vlllaycs of Gortleii City, llcmpsload,
Mhicol.a and Westhnry and the coni-
miiiihles of Carle Place and New
CasscI In North Hempstcoil 'f'own,
mid of Unsl Gurdeii City, Sullsbuiy,

Cost Mcntluw niid Uiiluiiilnic In
lluitijisicnil I'uwii.
"We have been fdnipied by Inn

iinich yoveriiiiicnl," siild lliiicc Ny-
man. Hie l.oi'lahiliiie's Deniocrailc
tnhiorliy leader. "Itveryaiie has to
ylve up It mile of ihdr liirf If we're
fjohiy to he known for sonielhlny
heshle.s Amy Plslicr and Joey." Hot
ho warned nyalnst pruiiiolhiy Ihc
lliih of llio cxjtciiso of striiyylhiy
vlllnyo centers like rrecfiort.

'I he Hub Idea Is not new. In 1001,
Robert Moses prufaiscd iiii Indnsti lal
complex at MItchd Pleld, on old mill.
Inry hasc. A few years later, the
adiiilnlstriitlon of litiyeiio NIckeison,
Nnssnii's only Deinucrotlc County
lixGCiitlvc, conceived u suburban
Lincoln Ccnicr, a nionurnll, liouslun
and olher |nu|ectB..I»ullth:nl leslst-
anco killed cverytlihiu but Ilio Cullso-
iiin.

Hub skefillcs cite hlyli faxes, lilylt
cicctiiclty rates and other i)iobicnt.i.
"I hope Pm wruoB, but I think Ifa

too Into to sulvoyo much," sold VIkl
No Jony, chairwoman of the Citizens
Conmiltlee for ,Civic Aclkin, n inni-
profit yroufi. "A inoiiurall soiintis
nice, but I dun'l believe It will snlv
lilt* inublctn, even If li bcctniics

VlHORTII' Wttlbur* I ' '
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iht Ntw V"ik llmr*llie Nassau Hub would Include Elsenliower Park, Nassau Coliseum
and IlAII Plaea, wboac ClitislinaB tree rivals Hoclccfellcr Center's.

loDdlny America Into o new sub-^Util Mr. Rudulllz snid ho was exdt- urban center thot's not really a city
Jtisl ns Nassau County led but hos all Hie goods mid set vices of

•jrico Inlu siibiiil la," he said, "wo a city,"



Km

^ije iNeUr lork eimejs
Copynght O 1994 Th« Nsw York TIoim NEW YORK, WEDNESDAY, FEBRUARY 14, 1996 •lUyondih.fwourNtwYciikinoUDpoiu

Report Warns That New York Area Could Decline

Huge Transit Programs
Are Recommended

to Save Economy

By KIRK JOHNSON

The New York metropclllan re
gion — ihe nnilon's pre-ernlneni ur
ban center, and a worldwide symbol
of opportunity —- faces the threat of
a long-term economic decline in the
21st century unless residents and
politicians summon the will and re
sources to begin a multlbiliiun-doliar
campaign of transportation im
provements, education reforms and
urban rejuvenation, a major plan
ning group said yesterday.
The report, based on a five-year

study by the Regional Plan Associa
tion, a private research group based
in M Rattan, looks ahead 24 years
lii Vf,e year 2020 and predicts, two
very different possible futures for
the 31-county, three-state metropoli
tan area stretching from Litchfleid,
Conn., to central New Jersey.
Cne view features a bleak land

scape of crumbling urban cores. In
creasingly Isolated wealthy en- ,
claves, transportation paralysis, de
teriorating air and water quality and
feeble economic growth. In the alter
native vision, residents zip about In
high-speed trains on a fully Intercon
nected regional rail system pat
terned after the Paris Metro, the
aging urban centers have been re
captured as places to live, work and
play, and lifelong adult education
and job banks connect the population
to new opportunities In the global
economy.
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The 25-ycar plan by Ihe Regional Plan Association is centered on
proposals to establish a system of nature reserves, bolster 11 urban
areas and fill critical gaps in-the area's rail network.

The report said that the first por
trait would emerge as the region's
future if current trends remained
unchanged, and that making the sec
ond one a reality would require sac
rifice, Ingenuity and a rethinking of
some of the region's most treasured
tenets, from self-government in ev
ery small community to the histori
cally arrogant self-Identity that
holds that the world will always beat
a path to New York's door.
"It may be Ihe last opportunity we

have." the association's president,
fl. Claude Shostal, said at a news
conference In lower Manhattan. "If
we don't do it, we're going to be left
behind."
As a small private organization,

the Regional Plan Association has no
power beyond the persuasiveness of
Us vision. But it has a history of
Imprinting that vision on the region,
and It has connections. Its board of
directors — which includes academ
ics like David C. Chang, president of
Polytechnic University In Brooklyn,
and officials like Rotert R. Klley,
former chairman of the Metropoli
tan Transportation Authority
move In" the upper circles of the
region's business and politics.

While the' authors of the report
acknowledge that the governors of
the three states have won office with
an emphasis on cutting taxes, they
say that such views ore too much
aimed at the next election or next
budget and not at the long-term risk.
The association, the oldest urban

planning group in the nation, has
gazed ahead twice in this century. In
1029 and In 196B. Both of those stud

ies concluded that harnessing uncon
trolled growth was the New York
region's gravest threat.
The new report starts from a fun

damentally different place: the risk
now. It states. Is outright decline.
That thought, even If only subcon-
iciously adopted In the political and

IN THE NEWS—
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New York Region Is Headed for Economic Decline, Report Warns
Continued From Page At

business communities, could re-
frame the debate about where the
region Is headed and how It will get
there. The myth of New York as a
tireless colossus, building and re
building itself through some untend-
ed machine of growth, is over, the
plan's authors say.
"The issue Is no longer how to

manage growth, but how to find
growth to manage," said the associ
ation's chairman, Gary C. Wendt,
who is also the president and chief
executive of the G.E. Capital Corpo
ration In Stamford, Conn. "Our suc
cess Is no longer guaranteed."
Another fundamentally changed

assumption In the study concerns the
suburbs. For the last 30 years, they
were the engines of economic growth
and Job creation, as corporate office
parks grew in the region's outer
ring. But the deep recession of the
late 198D's and early 1990's, and the
weak recovery since then, have ren

dered those old distinctions moot.
Every part of the region suffered
Just about equally;. there was no
Immunity of place.
"It shattered the myth of subur

ban economies' being independent
and isolated." Mr. Shostal said.*
"You can't hide now."
The globalization of the world

A vision of what

could be: High'speed
trains zip about
revitalized cities.

economy, the deep recession from
1989 to 1992, and the region's weak
recovery since then provide the
backdrop and context of the study.
The report concludes, for example.

that the lavish commitment by gov
ernments.In competing world busi
ness capitals like Singapore and
Paris are making the flaws of New
York region's infrastructure all the
more glaring.

Competition within the United
States is becoming Just as intense. In
the decade from 1982 to 1992, for
example, the report said that em
ployment in the New York-New Jer
sey-Connecticut region grew by the
smallest percentage of any of the
nation's 15 major metropolitan
areas.

But the constant theme of the re
port Is also that the region has Im
mense strengths and half-fulfilled
promises that if capitalized upon,,
would create strong competitive ad
vantages. The system of commuter
railroads and the New York City
subway, for example, were built to
tally without coordination uncf plan
ning by private developers In the
1800's and early 1900's. But the re
port says that only 25 new miles of

On Line: Planning
In New York Region

Robert Yaro, executive di
rector of the Regional Plan
Association, will discuss the
outlook for the New York area
tomorrow night in a live inter
view for computer users at 8
P.M. on (a)times, Tlie New
•York Tlnics's service on
America Online. Questions
may be sent In advance by e-
mail to YaroRPA@aol.com.

track, much of it laid in bits and
pieces around the region, would in
terconnect the various systems, al
lowing single-ticket travel of the sort
that many majc* urban systems
around the world have long since
adopted.

Money is of course the great hur
dle for the plan. The total capital
costs, according to the report, would
total $75 billion over 25 years. And
while all three governors and Mayor
Rudolph W. Giuliani said generally
supportive things yesterday in
videotaped comments played at the
association's news conference, none
embraced any new system of tax
ation to raise money.

Polling research by the associa
tion also concludes that residents
would not trust government with all
that new money anyway. Robert D.
Yaro. the association's research di
rector and chief planning officer,
said that a majority of residents of
the region, questioned in a poll last
year, said they would be witling to
support higher gasoline taxes, as
long as the proceeds were dedicated
to specific capital improvements.
That led to the idea of a tristatc
infrastructure bank that would dis

tribute the new revenue stream, in
sulated from political pressures.

o
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Highlights of the Report by the Regional Plan Association
Government

Overhauling
The Bureaucracy

A new TrI-Slale Infra-
struclure Rank would pro
vide (he financing mecha
nism for (he plan's capital
spending agenda, raising
money ihrough a regional
gasoline lax of up to 20 cents
a gallon, increased charges

for use of the region's bridges and tunnels
during periods of congestion, and fees lied to
tl»e use of water and sewerage systems.
The plan also recommends restructuring

tax policy and government bureaucracies to
encourage more coordinated planning and
better management of the region's schools
and transportation network.
The Port Authority of New York and New

Jersey and the Metropolitan Transportation
Authority would be all but dismantled, lo be
replaced by a reglonwide authority, the Re
gional Transportation Authority.
The new authority would be In charge of

ell commuter rail service. Including the
New Jersey PATH system, the Metro-North
Commuter Railroad and the Long Island
Rail Road. Bridges and tunnels owned by
the Port Authority would also be trans
ferred to the new agency.
The re|>ort says that school financing In

the icRlon. biised largely on local properly
taxes, should be overhauled with a system
of Slate financing of public education. It
says Hie slates could levy part of the prop
erty taxes In towns and cities, or Impose a
sales tax to pay for education.

KIRK JOHNSON

Work Force

Advocating
Full Participation

Access lo lifelong adult
education and retraining in
the rapidly changing world
of work will be central to
prosperity In the next centu
ry, the plan contends. But
shifting population patterns
will also mean thai minority

residents and Immigrants — the fastest-
growing segment ol the population will
need to be helped pasl the barriers ol lan

guage and discrimination that now hinder
their lull participation.
The plan thus advocates two tracks that

on some levels appear to conflict. U says
that strenuous efforts must be made to help
hntnlgranls and minority group members
assimilate Into the mainstream economy
through education. Job training and the
learning of English. But at the same (line. It
urges recognitiun and encouragcmcnl ol the
informal economy that operates In many
ethnic neighhorhoods off the tax rolls and
often in violation of various laws.
The plan also,envisions a new kind of Job

information network that would help poor
iiiner-rlly residents learn about Job opportu
nities, and a campaign lo push for Immigra
tion changes that would encourage more
skilled Immigrants with work-related visas
to move to the region. A regional council of
business, governtncnt and community lead
ers should be formed to guide the creation of
a lifelong learning system, the plan says.

THOMAS J. LUECK

Mobility

Improving Links
With the Suburbs

Because of the network of
rail lines and highways al
ready In place, the Regional
Plan Association estimates
that a mere 25 miles of new
rail lines and a "handful" of
miles of new highways
would "bring the region to

gether, and put almost all of it within evetry-
one's reach."

Sounds modest. But in a congested, costly
region like New York, the lab for that 25
miles of new rail lines would be $25 billion.
The plan offers no cost estimate of highway
construction.

Most of the transportation recommenda
tions center on what the plan calls Regional
Rail Express, a collection of rail projects
that would tie together suburban commuter
lines with Ihe New York Clly subway.
Among more than a dozen proposed rail

way projects would be ihe opening of an
unused tunnel under the East River at 63d
Street, and laying short sections of track in
Long Island City, Queens, to give Long Is
land Rail Road trains access to Grand Cen
tral Terminal. L.LR.R. trains would also
gain direct access to Kennedy International
Airport with a new link and short additions
of track at Jamaica Station.

In Manhattan, the plan recommends rom-
plellng the long-stalled Second Avenue sub
way tunnel from I6lst Street In the Bronx lo
Water Street In luwer Manhattan, with a
connection lo Manhattan's West Side In an

unused lunnci under 63d Slrect and Central
Park. The plan also calls for an expansion of
Grand Central Terminal to provide a trans
fer to the proposed Second Avenue tunnel,
thus giving commuters on the L.LR.R. and
Metro-North Commuter Railroad quicker
access to lower Manhaiian.
Recommcndallons for road improve

ments include widening heavily traveled
commuter highways with an additional lane
reserved for cars with two or more occu

pants. Ilic plan also calls for several
projects lo correct what it calls "missing
links" In the region's highway grid, includ
ing the completion of New Jersey Route 21
in Passaic to link with Roule 46, and the
construction of a new cunncctur on Inter
state '28 to provide access to downtown
Newark. THOMAS J. LUECK

Environment

Preserving Space
For Work and Play

*
While many aspects of the

region's envlronmcni have
Improved over the last 25
years, several decades of
suburban expansion and ur
ban shrinkage mean that
the threats are now such
diffuse sources as lawn

chemicals and the exhaust from expanding
Heels of commulers* cars.
The plan says that continued Improve

ment In envlronmemat quality can come by
refocusing Industry and commerce — scat
tered doling decades ol suburbanization —
in downtown areas, including Dridgcport.
Conn., White: Plains, Newark and Trenton.
Such a trend would streamline the handling
of goods and waste, the plan says, and
reduce pollution by making mass transpor-
Uilon into central zones of commerce more
attractive than driving.

It would also lessen the impact of human
activities on surrounding green space. And
maintaining a galaxy of open spaces across
the region — ranging from parks to dairy
farms to refoliated city lots — Is the other
critical concern of (he regional plan. Such
"green Infrastructure" not only refreshes
(he human spirit, the report says, but also

helps clean the air and filter the water.
Ihe plan calls lor the creation of II re

gional reserves to protect and build oh such
resources as miles of marshes around the
New York and New Jer.scy hartmrs and a
long stretch of green hills running from
central New Jersey across (he Hudson Val
ley Into western Connecticut.

With these green swaiches identified and
protected, (he plan says, surrounding com
munities would reap cnvironmcnial bcncliis
and development would be contained wiibln
ecologically sustainable boundaries.

ANDREW C. REVKIN

Centers

Strengthening
The Urban Cores

The long-lenn vitality of
the region as a whole Is inex
tricably tied to (he health of
its urban downtowns, from

'• I the central business district
I  11 of midtown Manliaitan to

the urban cores of Bridge
port, Conn., and Newark, tlic

Regional Plan Association said In Its report
These business centers must not only be
desirable places to live and work In the 21st
century, but must also be belter linked with
each other ihrough a more Interconnected
iraiisll syslcm.
Lower Manhattan and the financial serv

ices centers In Jersey Clly and Long Island
Cily, Queens, must all be bcUer connected
by rail service, ihe plan maintains, to assure
the region's pre-eminence as a global finan
cial center. Growth must be channeled Into

Ihe downtown areas througliout the region
to preserve open space, reduce transporta
tion needs and create Jobs.

This so called centers campaign would
cost about $17 billion, according to (he plan,
with most ol that money going to housing
Initiatives to encourage moderate-income
home ownership in these downtown areas..
Improving the housing stock lor moderate-
Income buyers would strengthen these cen
ters economically, Uie plan contends, as big
corporations In the region continue to retool
Into smaller, leaner organlzaiions liut de
pend on the labor that these residential
areas can provide.

Historic preservation and encouragement
of the arts will further strengthen the cen
ters, but the plan also calls for gradually
encouraging companies lo locale in the ur
ban downtowns. KIRK JOHNSON
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