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Foreword®

This document is the Final Environmental Impact Statement (FEIS) for the Staten
Island North Shore Bus Rapid Transit (BRT) Project. The Metropolitan
Transportation Authority (MTA) accepted the Draft Environmental Impact
Statement (DEIS) as complete and issued a Notice of Availability of Final Scope
and Notice of Acceptance of the Draft EIS in the New York State Department of
Environmental Conservation (NYSDEC) Environmental News Bulletin (ENB) on
October 25, 2023.

The DEIS was available online on the MTA's Staten Island North Shore BRT
project website (https://new.mta.info/project/staten-island-north-shore-bus-
rapid-transit) and physical copies of the Final Scope and DEIS were available at
three locations including: MTA Headquarters Lobby, 2 Broadway, New York, NY
10004; the St. George Library Center, 5 Central Avenue, Staten Island, NY 10301;
and the Mariner's Harbor Library, 206 South Avenue, Staten Island, NY 10303. The
public comment period began on October 25, 2023 and concluded on December
22,2023.

This FEIS reflects all substantive comments made on the DEIS during the public
comment period. The comments are summarized and responded to in Chapter
28, Response to Comments on the DEIS, and written comments on the DEIS are
included as a new appendix to the FEIS (Appendix Q).

Changes to the text and graphics from the DEIS were made in the FEIS, as
necessary, in response to these comments. Unless otherwise noted, all revisions
and updates to the text since the publication of the DEIS are marked by
strikethroughs and double underlines. No strikethroughs or doubles underlines
are used for the Foreword and Chapter 28, which are new to the FEIS.

" This Foreword is new to the FEIS.
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1 Introduction

The Metropolitan Transportation Authority (MTA) has prepared this-Braft-Final
Environmental Impact Statement (BEEIS) for the Staten Island North Shore Bus
Rapid Transit (BRT) Project (the Proposed Project) in accordance with New York’s
State Environmental Quality Review Act (SEQRA). Because the Proposed Project
would be within New York City, the City Environmental Quality Review (CEQR)
Technical Manual was used as a guide with respect to environmental analysis
methodologies and impact criteria for evaluating the Proposed Project in this
BEEIS, unless stated otherwise.

Project Overview

This SEQRA FEIS will assess the proposed implementation of new and enhanced
public transit service along the North and West Shores of Staten Island (see
Figure 1-1) between South Avenue (West Shore Plaza, located near the
intersection of South Avenue and Chelsea Road) and St. George (St. George
Terminal, located near the intersection of Richmond Terrace and Bay Street) in
Richmond County, New York. The 8-mile proposed alignment would consist of
approximately 4.8 miles of right-of-way (ROW) from the former North Shore
Railroad and a total of 3.2 miles of City roadways, such as Richmond Terrace (0.5
miles) and South Avenue (2.7 miles). As shown in Figure 1-1 and Figure 1-2, the
proposed alignment includes at-grade, elevated viaduct, and below-grade open-
cut sections, with street-running portions along South Avenue (mixed traffic) and
Richmond Terrace (exclusive two-lane median busway).

1-1 Staten Island North Shore Bus Rapid Transit: Final Environmental Impact Statement
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Figure 1-1 Staten Island North Shore BRT Proposed Alignment
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Figure 1-2 Existing Conditions Photographs of the Proposed Alignment

On-Street (Exclusive Lanes): View of Richmond Terrace looking west

At-Grade: View of Bank Street: Richmond Terrace at left Viaduct: View of Richmond Terrace looking south from viaduct

1-3 Staten Island North Shore Bus Rapid Transit: Final Environmental Impact Statement



STATEN ISLAND NORTH SHORE BUS RAPID TRANSIT

Viaduct: View of remnant station on viaduct section of ROW

i

Open-Cut: View of overhead bridge and abutments in open-cut section On-Street (Mixed-Traffic): View of South Avenue
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Project Context

The MTA Staten Island North Shore Alternatives Analysis (SINSAA), completed in
2012, as well as several concurrent and subsequent planning studies, have
identified key, pervasive transportation issues that continue to exist in the North
Shore and West Shore areas of Staten Island. These issues are described below in
the Purpose and Need subsection of this chapter. The SINSAA evaluated several
alternatives to address the identified needs; these alternatives are described in
Chapter 2, Proposed Project and Alternatives. The alternatives were revisited in
the June 2019 Supplement to the 2012 SINSAA (the Supplement), which
identified bus rapid transit (BRT) as the preferred alternative.

The Proposed Project would address the existing transportation needs in the
North Shore of Staten Island and meet the demand for expanded transportation
capacity through improved and priority transit service. Use of the former North
Shore Railroad ROW would provide more consistent and reliable travel times and
would improve transit access, capacity, and connectivity between North Shore
and West Shore activity, residential centers, and the St. George Terminal. St.
George Terminal provides on-island transfers between the Staten Island Railway
(SIR) and connections to MTA bus routes, as well as off-island transfers to Lower
Manhattan via the New York City Department of Transportation’s (NYCDOT)
Staten Island Ferry, and to Battery Park City and Midtown West via the NYC Ferry
service immediately adjacent to the St. George Terminal.

The proposed alignment would extend through and serve an area comprised of
several neighborhoods along the North and West Shores—including Arlington,
Mariners Harbor, Elm Park, Port Richmond, West Brighton, New Brighton, and St.
George (see Figure 1-4). The study area includes Community Board 1 and parts of
Community Board 2. Neighborhoods in the study area are characterized by varied
land use patterns, civic and commercial clusters in St. George and Port Richmond,
and historic Snug Harbor's well-established cultural uses. Other prevalent land
uses include park land such as Heritage Park, housing and residential uses, and a
waterfront industrial sector featuring an array of maritime support services as well
as the city’'s Port Richmond Wastewater Resource Recovery Facility Freatment
Plant (WRRPWTR). The Port Authority of New York and New Jersey’'s (PANYNJ)
Howland Hook Marine Terminal is a major freight terminal and container port at
the western end of the proposed alignment, and both the Teleport and Matrix
Global Logistics Park are significant business parks on the West Shore. In St.
George, economic growth is occurring along or near the Proposed Project
alignment, including the Empire Outlets retail center, as well as mixed-, other
developments that complement existing municipal, residential, and educational
land uses.

The North Shore roadway network includes the two-lane Richmond Terrace; the
area’s primary east-west roadway—most of which runs along the shoreline.
Other notable streets include Forest Avenue, Castleton Avenue, and the Staten
Island Expressway (I-278), which connects Staten Island with New Jersey via the

Staten Island North Shore Bus Rapid Transit: Final Environmental Impact Statement
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Goethals Bridge. North-south access routes between the North Shore and points
south include South Avenue, Harbor Road, NY Route 440 (which connects Staten
Island with New Jersey via the Bayonne Bridge), Port Richmond Avenue, and
Jersey Street.

MTA operates an extensive network of local and limited bus routes that serve the
entire borough (http://web.mta.info/nyct/maps/bussi.pdf). The four primary
local/limited bus routes that link the North Shore with the St. George Terminal
are the S40/90, S44/94, S46/96, and S48/98. The terminal is currently served by
22 NYCT bus routes, the MTA Staten Island Railway (SIR), which is the borough’s
only passenger rail line, serving communities between St. George and Tottenville,
and the Staten Island Ferry, which provides a connection to Lower Manhattan.”

The former North Shore Railroad right-of-way provided rapid transit passenger
and freight service, ending in 1953 and 1989, respectively. In 1993, the City of
New York acquired the North Shore right-of-way via a federal grant preserving
the corridor for transportation use. Currently, the right-of-way, managed by the
New York City Economic Development Corporation (NYCEDC), is largely
abandoned, except for a portion of the western section of the right-of-way that is
used for freight rail operations supporting the PANYNJ Howland Hook Marine
Terminal.

Purpose and Need
Background

Several planning studies, including the 2012 Staten Island North Shore
Alternatives Analysis (SINSAA), North Shore 2030?, Working West Shore 20303, and
studies for the Port Richmond and West Brighton Brownfield Opportunity Areas
(BOAs), have identified pressing transportation-related issues within the North
Shore and West Shore of Staten Island. The North Shore has an irregular and
disconnected street grid that physically constrains the roadway network, with
only one east-west route—Richmond Terrace—running the length of Staten
Island north of the Staten Island Expressway (I-278). This limited network is
inadequate to accommodate the shared movement of automobiles, trucks,
bicycles, pedestrians, and transit vehicles.

Demand for transit among North Shore residents is high and growing. According
to the New York City Community District Profiles, the North Shore's population is
nearly twice as dense as Staten Island’s overall population, more racially and
economically diverse, and considerably more transit-reliant. However, the North
Shore’s constrained infrastructure makes it difficult to efficiently serve the area’s

T MTA Staten Island Bus Service Map. https://new.mta.info/map/5376. Accessed on May 11, 2023
2 https://www.nyc.gov/assets/planning/download/pdf/plans-studies/north-
shore/north shore2030.pdf. Accessed on May 11, 2023
3 https://www.nyc.gov/assets/planning/download/pdf/plans-studies/west-
shore/west_shore2030work_plan.pdf. Accessed on May 11, 2023

4 https://communityprofiles.planning.nyc.gov/staten-island/1. Accessed on May 11, 2023
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transit needs. Service on the area's four primary bus routes (S40/590, S44/594,
S46/S96, and S48/S98) is characterized by overcrowding of buses during peak
commute periods; inconvenient transfers between travel modes; and a lack of
reliability, with nearly two-thirds of bus trips running five or more minutes late.
The potential to add future transit capacity to meet growing demand is severely
constrained by the physical limitations of the existing roadway network.

These limitations on expanded transit capacity inhibit local economic growth and
the quality of life for residents along the North and West Shores. Providing a
direct, reliable transit connection along South Avenue and across the North Shore
between the West Shore and St. George would help address service and capacity
issues, support economic growth, and meet projected ridership demand. Such a
connection would provide faster and more consistent travel times and improve
overall transit access and connectivity between the commercial hub at West
Shore Plaza, various existing and planned West Shore and North Shore activity
centers such as the Teleport Business Park, Matrix Global Logistics Park, Snug
Harbor Cultural Center, civic and commercial concentrations in St. George, and
the St. George Terminal.

Purpose of the Project
The purpose of the Proposed Project is to:

»  Provide frequent, efficient, and reliable transit to serve growing demand on
the North and West Shores of Staten Island.

»  Facilitate improved connections between Staten Island neighborhoods and
existing North and West Shore activity centers, industries, and employment
centers.

»  Offer a reliable and cost-effective transportation solution that supports
adopted City and community-endorsed public policy initiatives pertaining to
economic growth and development, such as the North Shore 2030.

» Maximize transportation use of the currently unused North Shore Railroad
right-of-way while minimizing property acquisition and disruption to the
community and businesses.

Need for the Project

The North and West Shores have a high demand for public transit that is
expected to grow in the future. This demand is not effectively served by existing
transit routes, which creates a need for transit improvements, as described below.

Public transportation demand is higher on the North Shore than the
rest of Staten Island.

Staten Island’s North Shore (Community District 1) is home to about 38 percent
of the borough'’s 493,194 residents. Approximately 32 percent of North Shore
residents aged 16 or older use public transportation to commute to work—
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notably more than other Staten Islanders (26 percent).> On the North Shore,
approximately 48 percent of residents drove along compared with 55 percent of
Staten Islanders overall. See Table 1-1 below for a breakout of modes comparing
the North Shore with Staten Island overall.

Table 1-1 Commuting Modes Comparison

Commuting Staten Island CD 1 Staten Island
Mode (North Shore)
48% 55%
Drove Alone
. . 32% 26%
Public Transit
68% 73%
Bus
16% 12%
Subway
16% 13%
Ferry
4% 3%
Walked
Worked from 6% 7%
Home

ACS 5-year, 2017-2021, B08006 SEX OF WORKERS BY MEANS OF TRANSPORTATION TO WORK

Approximately 68 percent of the transit commuters on the North Shore use the
bus as their mode of transport to work. Ferries and subways are each used by 16
percent of North Shore transit commuters (32 percent total).® The four primary
east-west bus routes serving the area carried a combined average of nearly
23,000 riders on an average weekday in 2019.” Many peak-hour buses are
crowded (operating over capacity); and in some cases buses bypass stops
because they are too full to serve waiting passengers. Approximately 64 percent
of morning peak-hour (eastbound) trips on the S40 route operate over capacity;
significant crowding is also experienced in the evening peak (54 percent of trips).

> US Census Bureau. American Community Survey. 2017-2021 American Community Survey 5-year
Estimates. Accessed from data.census.gov. Accessed on March 23, 2023.

6 US Census Bureau. Table BO8006 Sex of Workers by Means of Transportation NYC-Staten Island
Community District 1--Port Richmond, Stapleton & Mariner's Harbor PUMA, NY ACS 2017 1-year
data.census.gov. Accessed on March 23, 2023

" MTA New York City Transit. Average Weekday Bus Ridership
http://web.mta.info/nyct/facts/ridership/ridership _bus.htm. Accessed on May 5, 2023
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The demographic characteristics of the North Shore—including a higher
poverty rate and lower car ownership than Staten Island overall—are
consistent with high use of transit.

The study area for the Proposed Project is approximately 74.5 percent non-white
and 32.1 percent low income, which is higher than in Staten Island CD1 and in
Staten Island as a whole. Nearly all of the block groups that comprise the study
area meet two of the criteria for a Potential Environmental Justice Area (PEJA) due
to a high minority-identifying population and at least 22.8 percent with a
household income below the federal poverty level. Staten Island CD1, which
encompasses the majority of the Proposed Project, has a population that is
approximately 62.1 percent non-white and 19.7 percent below the poverty level—
compared to 40.4 percent and 11.3 percent, respectively, for Staten Island overall.
Both the study area and CD1 meet one of New York State’s definitions of a PEJA
based on a minority-identifying population exceeding 52 percent.®

Studies conducted by the Pew Research Center have shown that in urban areas,
people who are lower-income, black or Hispanic, or immigrants are much more
likely than non-Hispanic white adults to use public transportation on a regular
basis.’® In addition, while only 15.4 percent of Staten Island households do not
own at least one vehicle, almost 24 percent of households in Community District
1 are non-vehicle owners."" This rate is markedly higher than in either Community
District 2 (13.5 percent) or Community District 3 (7.8 percent), indicating that
North Shore residents are transit-reliant to a greater degree than residents in
other areas of the borough.'? These factors, combined with the high percentage
of North Shore commuters currently using public transportation, mean there will
continue to be a strong demand for, and reliance on, public transportation in this
area.

8 https://www.dec.ny.gov/public/911.html. Accessed on May 11, 2023.

° Mayor's Office for Economic Opportunity. NYC Opportunity 2019 Poverty Report
https://www.nyc.gov/assets/opportunity/pdf/21 poverty measure report.pdf. The NYCgov poverty
threshold for a family of two adults and two children is $32,402. This city-specific poverty threshold,
derived from the federal poverty threshold, represents the minimal standard of spending on basic
necessities (e.g. food, shelter, clothing, utilities) and is adjusted for the higher cost of housing in New
York City. Accessed on May 11, 2023

® Monica Anderson. Pew Research Center. April 7, 2016. Who Relies on Public Transit in the U.S.
Access from https://www.pewresearch.org/fact-tank/2016/04/07/who-relies-on-public-transit-in-
the-u-s/. Accessed on December 4, 2019.

" North Shore demographic data was derived from U.S. Census Public Use Microdata Area (PUMA)
data; PUMA 3903 - Port Richmond, Stapleton & Mariner’'s Harbor covers an area that is
geographically coterminous with Staten Island Community District 1.

12US Census Bureau. American Community Survey. 2013-2017 American Community Survey 5-year
Estimate. Accessed from data.census.gov. 2017-2021 American Community Survey. Accessed on
March 23, 2023.
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Commutes on Staten Island and the North Shore are longer and more
circuitous than those in New York City as a whole.

Many Staten Islanders—especially those who commute off-island—have long
commutes involving multiple transit modes. Currently, the mean travel time to
work for residents of Staten Island is 44.5 minutes, which is the longest of any
borough and longer than the citywide mean of 41.4 minutes. On the North Shore,
45 percent of residents spend 45 minutes or longer commuting each way to
work, and over 34 percent have commutes of an hour or longer. Citywide, 43.2
percent of trips to work are over 45 minutes and 26.9 percent are an hour or
longer.13

The length and complexity of transportation routes on Staten Island contribute to
long commute times for residents. Four of the ten longest bus routes in New
York City operate in Staten Island. Two operate within North Shore communities
and are far longer than the citywide bus route average of 6.8 miles.14 More
specifically, the S59 bus route (16 miles) provides service between Port Richmond
Terminal and Eltingville or Tottenville, and the S54 (11.5 miles) provides service
between West New Brighton and Eltingville. Compounding the length of these
routes is their circuitous nature; local Staten Island bus routes average 13 turning
movements per route, which is the highest average number of turns for buses in
any borough.

Because ferry and rail service are accessed via the St. George Terminal, most
North Shore residents must travel east-west by bus to reach these services.
Approximately two-thirds of transfers on the four primary local bus routes (S40,
S44, S46, S48) occur at the St. George Terminal. North Shore residents who travel
to off-island employment destinations via the Staten Island Ferry and NYC Ferry
are affected by the long travel times and on-time performance issues of existing
bus routes, which increase the difficulty of consistently making timed ferry
connections. Overall, between 25 and 30 percent of all S40 trips (eastbound and
westbound) are late throughout the day over the last 12-month period reported
by the MTA ending in February 2023."

Transit demand will increase in the future as growth continues in North
Shore communities and as the population ages.

The population of Staten Island and the North Shore are expected to continue
growing, creating additional demand for public transit. Based on the latest
available City estimates, Staten Island’s population is projected to increase by 2.9

'3 US Census Bureau. Table S0801 Commuting Characteristics by Sex ACS 2017-2021 5-year. Accessed
from data.census.gov. Accessed March 23, 2023.

' Office of the New York City Comptroller. Bureau of Policy and Research. The Other Transit
Challenge: How to Improve the NYC Bus System. November 2017. Accessed from
https://comptroller.nyc.gov/reports/the-other-transit-crisis-how-to-improve-the-nyc-bus-
system/# ednref18. Accessed on December 4, 2019

"> https://metrics.mta.info/. Accessed on March 23, 2023
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percent (from 487,155 to 501,109) between 2020 and 2040."® The North Shore's
population has been increasing faster than that of Staten Island overall. Between
2011 and 2021, Community District 1 grew by approximately 6.8 percent,
compared to 4.9 percent for the borough as a whole." According to the NYMTC
Best Practices Model, the study area is expected to grow by 7 percent between
2020 and 2035." This growing population is expected to increase the demand for
transit among North Shore residents, who, as described previously, are generally
more reliant on public transit.

While the population of Staten Island is growing, it is also becoming steadily
older. Based on the City’s latest population projections, the number of Staten
Islanders aged 65 years or over is expected to grow from 77,644 in 2020 to
97,883 by 2040, an increase of approximately 26 percent.’ This increase is the
second largest of any borough (after The Bronx), and greater than the 20 percent
increase projected for New York City as a whole. While many factors influence
older adults’ use of public transit, research shows that transit can provide older
adults who choose not to or are unable to drive with a means of independent
travel and improved mobility.?° Transit is also vital to connecting older adults to
health care and other community resources, which is particularly important in the
aftermath of the COVID-19 pandemic. Staten Island had the highest per capita
COVID-19 case rate in New York City for all ages and for residents 65 and up
between the start of the pandemic in March 2020 and May 15, 2023.2"

Adopted plans for the North Shore and all of Staten Island have
established economic development goals that require efficient, reliable
transportation.

The North Shore has a diverse range of commerce that includes maritime
industries, light industrial activities, service businesses, educational and historic
centers, and neighborhood commercial centers. The area has experienced
substantial economic growth in recent years as the borough continues to recover
from the after effects of the COVID-19 pandemic, which resulted in the loss of
nearly one million jobs in New York City overall in Spring 2020. The
unemployment rate in Staten Island and the North Shore had been consistently

6 New York City Department of City Planning. New York City Population Projections by Age/Sex &
Borough 2070-2040 https://www1.nyc.gov/assets/planning/download/pdf/data-maps/nyc-
population/projections report 2010 2040.pdf. Accessed on March 23, 2023

7US Census Bureau. Accessed from data.census.gov. Accessed on March 23, 2023

'8 TAZ level forecasts prepared for NYMTC Best Practice Model and consistent with NYMTC 2055

Socioeconomic and Demographic Forecasts. Accessed 8/22/2023. https://www.nymtc.org/en-
us/Data-and-Modeling/Socioeconomic-and-Demographic-SED-Forecasts/2055-Forecasts

' New York City Department of City Planning. New York City Population Projections by Age/Sex &
Borough 2010-2040 https://www1.nyc.gov/assets/planning/download/pdf/data-maps/nyc-
population/projections report 2010 2040.pdf. Accessed on December 4, 2019

20 University Transportation Research Center Region 2. Access to Public Transit and lts Influence on
Ridership for Older Adults in Two U.S. Cities. http://www.utrc2.org/sites/default/files/pubs/access-
transit-ridership-older-adults-journal 0.pdf. Accessed on December 4, 2019

21 https://www.nyc.gov/site/doh/covid/covid-19-data-totals.page. Accessed May 15, 2023
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on the decline in the years leading up to the pandemic. Between 2011 and 2019,
both the Staten Island and the North Shore unemployment rates were halved,
from 8.3 to 4.0 percent and from 10.4 to 5.1 percent, respectively. Since reaching
a high of nearly 20 percent unemployment in May 2020 in the borough as a
whole, Staten Island has been steadily regaining jobs. As of December 2022,
Staten Island had an unemployment rate of 4.8 percent, which is nearly back to
pre-pandemic levels.

Between March 2021 and 2022, employment grew six percent in Staten Island
and wages grew nearly 4.5 percent?? and between December 2021 and 2022,
unemployment decreased by 17 percent. Additionally, several large
redevelopment programs are underway in the St. George area, and recently
completed warehouse facilities for Amazon and lkea at Phase 1 of the Matrix
Global Logistics Park on the West Shore are expected to employ more than
4,000 workers. Staten Islanders are nearly evenly split between those staying in
the borough for work (53 percent) and those that work in other counties
(approximately 47 percent).?® This underscores the need for frequent and reliable
transit service to move residents and workers between neighborhoods and
employment centers both on and off the island.

Recent planning efforts seek to continue these economic development trends.
The North Shore 2030 study identified economic growth objectives including job
creation and retention, the future reuse of the former North Shore Railroad right-
of-way, and the provision of improved transit and roadway connections. Building
on the recommendations identified in North Shore 2030, several communities,
including Port Richmond (2014)?°, West Brighton, and New Brighton (2016)?,
have worked with the Department of City Planning to envision the future of
growth and transportation on the North Shore. All these studies outline a need
for enhanced connections, greater mobility, and improved public transportation
options to support the anticipated level of economic development.

The existing transportation network is physically constrained and limits
mobility for general-purpose and transit vehicles.

The North Shore's roadway network, based on former Native American trails, is
influenced by the area’s hilly topography and contains few direct east-west
through streets. These conditions have resulted in an irregular street grid
characterized by circuitous routes, sharp curves, and misaligned intersections.
Roadway capacity and maneuverability for buses are constrained by narrow curb-

2 https://www.bls.gov/regions/new-york-new-jersey/news-
release/countyemploymentandwages newyorkcity.htm. Accessed March 23, 2023

2 https://stacker.com/new-york/counties-worst-commutes-new-york. Accessed March 23, 2023

24 https://www.nycedc.com/resource/north-shore-2030. Accessed on December 4, 2019

25 https://www1.nyc.gov/site/planning/plans/port-richmond-boa/port-richmond-boa.page. Accessed
on December 4, 2019

26 https://www1.nyc.gov/site/planning/plans/west-brighton-boa/west-brighton-boa.page. Accessed
on December 4, 2019
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to-curb widths, winding roadway alignments, and on-street parking, which have a
severe impact on the reliability of bus routes serving the North Shore. Sharp
curves, steep hills, narrow lanes, and a lack of turn lanes reduce travel speeds.
Buses picking up or dropping off passengers often block traffic when they are
stopped, due to the absence of bus pullout areas or travel lanes for traffic to
bypass. The two-lane corridors pose additional challenges near bus stops, as
drivers cross into oncoming traffic lanes to pass buses stopped at a bus stop. All
these factors combine to impede the efficiency of existing surface transit
operations along the North Shore.

Goals and Objectives

The goals and supporting objectives of the Proposed Project are shown in Table
1-2. The Proposed Project was developed to improve transit accessibility and
mobility, reduce travel time, improve reliability, and cost-effectively support
Staten Island’s growth objectives within a reasonable timeframe. They were also
designed to provide benefits to the community character and avoid or minimize
impacts on the environment.

Table 1-2 Goals and Objectives

Goal Objectives

> Provide increased and improved travel options along Staten Island’s
North Shore.
> Provide a well-integrated and efficient transit system.
> Improve transit access for the transit-dependent and transit-reliant.
Improve > Reduce travel time for linked, Manhattan-bound trips.
Mobility > Reduce crowding on transit services.
> Improve transit reliability.
> Provide improved transit access to growing activity centers.

> Reduce increasing roadway congestion by attracting auto users to
transit.

> Improve air quality by providing transit alternatives that moderate the

increase of vehicle emissions.
Preserve and

Enhance the > Minimize potential adverse impacts on residential areas, businesses,
Environment and the built environment from the operation of a transit mode on the
Natural North Shore.

Resources and > Minimize potential adverse impacts on the natural environment from
Open Space the operation and construction of a transit mode on the North Shore.

> Maintain safe and efficient access to land uses along the North Shore.
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Goal

Objectives

Maximize
Limited
Financial
Resources for
the Greatest
Public Benefit

Make use of existing capacity in transportation corridors, assets, and
infrastructure.

Advance the most cost-effective transportation options.

Increase revenue potential, thereby minimizing the level of subsidy
required.

Develop transit options that use known and proven technologies
suitable for use on the North Shore.

> Provide a transportation solution that can be implemented in a timely
manner.

Regulatory Framework
SEQRA Compliance

This project is being reviewed pursuant to the requirements of the State
Environmental Quality Review Act (SEQRA), codified in Article 8 of the
Environmental Conservation Law (ECL), and its implementing regulations,
promulgated at Part 617 of Title 6 of the New York Codes, Rules, and Regulations
(NYCRR), which collectively contain the requirements for the State Environmental
Quiality Review (SEQR) process. The Proposed Project is also being reviewed in
conformance with the New York State Historic Preservation Act of 1980 (SHPA),
specifically the implementing regulations of Section 14.09 of the Parks,
Recreation and Historic Preservation Law (PRHPL).

Future NEPA Compliance

MTA may apply for federal funding from the Federal Transit Administration (FTA)
to build the proposed project. If MTA intends to seek federal funding to support
the capital construction of the Proposed Project, it will require a separate analysis
under the requirements of the National Environmental Policy Act of 1969 (NEPA).
The FTA would be the lead agency for NEPA compliance. MTA and the FTA have
agreed that NEPA will occur after and separately from the SEQRA process.

Regulatory Approvals

In addition to the SEQRA actions described above, several discretionary approvals
and permits may be required to implement the Proposed Project. Although the
project is a state action, the City of New York may utilize the SEQRA EIS to make
CEQR findings should it be determined that City actions are required to facilitate
implementation of the project. In addition to the potential City approvals, several
federal and state permits are likely to be required for the project. These permits
and approvals are identified below.

MTA has coordinated with City agencies both directly, and prior to scoping.
Coordination has also taken place with the state and federal agencies responsible
for other approvals listed below. MTA will continue to work with these agencies
during the project development process to ensure that their input and
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information needs are appropriately reflected in the environmental
documentation.

Potential City Approvals

»  Transfer of property: Currently, the ROW is under New York City ownership.

»  Landfills: Uniform Land Use Review Procedure (ULURP) application to
facilitate constructing fill at the Snug Harbor waterfront portion of the
proposed alignment.

»  Zoning Map Amendment: ULURP application to facilitate a change in the City
Zoning Map may be required at several locations, including Roxbury Street,
portions of Richmond Terrace, and areas where parkland alienation would be
required.

»  Cross Access Connections: Non-ULURP application from the New York City
Department of City Planning for cross access for the potential station surface
parking facilities located at Arlington Station and Livingston Station.

»  Acquisitions and Dispositions: ULURP application(s) to acquire private
properties and dispose of City-owned properties to facilitate the proposed
alignment.

Other Potential Approvals

» US Army Corps of Engineers: Clean Water Act Section 404/Section 10
permit(s).

» New York State legislation authorizing the alienation of mapped parkland.

»  New York State Historic Preservation Office and New York City Landmarks
Preservation Commission: Compliance with State Historic Preservation Act of
1980 (SHPA), Section 14.09 of the Parks, Recreation and Historic Preservation
Law (PRHPL).

»  New York State Department of Environmental Conservation: State Pollutant
Discharge Elimination System (SPDES) Permit; tidal and freshwater wetlands
permit.

Identification of Lead Agency & Determination of Significance

Under SEQRA, the lead agency is typically the state or local agency principally
responsible for undertaking, funding, and/or approving an action. The lead
agency is required to perform the environmental review in connection with the
action, determine whether an Environmental Impact Statement is required, and
prepare and file the EIS if one is required.

MTA issued its lead agency letter for the Proposed Project on June 26, 2019. The
letter served as a notification to public agencies that MTA had initiated the
environmental review process in accordance with SEQRA; that MTA was the lead
agency and had made a determination of significance pursuant to SEQRA; that
MTA intended to prepare a Draft EIS for the Proposed Project; and that MTA
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would also be complying with NEPA requirements. MTA determined that the
Proposed Action constituted a Type | action (6 NYCRR Part 617.4) with respect to
SEQRA. This letter, together with Part | of the full SEQRA Environmental
Assessment Form (EAF), pursuant to 6 NYCRR Part 617.6 (b-3), was distributed to
18 federal, state, and New York City agencies.

Based upon its initial evaluation of the Proposed Project, MTA issued a Positive
Declaration and Notice of Intent to Prepare a Draft Environmental Impact
Statement on September 18, 2019. The Positive Declaration discussed the
rationale for the preparation of a DEIS and described how the public and other
stakeholders could become involved in the EIS preparation.

Scoping Process

The purpose of scoping under SEQRA is to identify concerns, issues, and ideas
relevant to the project so they can be appropriately studied during Draft EIS.
Scoping also provides an opportunity for the public, agencies, and other
stakeholders to review and recommend for consideration alternatives to be
addressed in the Draft EIS. The scoping process is intended to:

»  Ensure public participation in the EIS development process;
»  Allow open discussion of issues of public concern; and
»  Permit inclusion of relevant public issues in the final written scope.

The SEQRA scoping process (e.g., the manner and means of technical analysis,
public outreach, and agency coordination) was conducted in a manner that is
consistent with NEPA. The key steps, or milestones, in the process are as follows:

» A Notice of Public Scoping Meeting was published in the NYSDEC
Environmental Notice Bulletin (ENB) and on the project website on
September 18, 2019.

»  The Draft Scoping Document was published on the project website on
September 18, 2019.

»  The Public Scoping Meeting was held 30 days following the publication of
the Scoping Notice in the NYSDEC ENB, on October 17, 2019, from 6:00 pm
to 8:30 pm at the Snug Harbor Cultural Center & Botanical Gardens, Lower
Great Hall. There were 43 attendees, and a total of 12 individuals spoke at the
meeting. The record was held open for a period of 30 calendar days following
the close of the Public Scoping Meeting (until November 18, 2019) in order
to receive any additional comments. In total, 60 comments (excluding agency
comments) were received from 27 commenters during the 60-day public
scoping comment period. An additional 35 comments were received from the
City via MOEC and from other agencies, such as the United States
Environmental Protection Agency (USEPA) and the Port Authority of New
York & New Jersey (PANYNJ).
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Early Scoping

In the event that a potential future NEPA environmental review is advanced, the
scoping process undertaken by MTA was also compliant with FTA’s early scoping
guidelines for NEPA. The NEPA process is typically initiated by a Notice of Intent
to Prepare an Environmental Impact Statement (referred to as an NOI) and a
formal public and agency scoping process like SEQRA scoping. However, FTA may
initiate early scoping prior to an NOI if there is appropriate public notice and
sufficient project information available so that the public and relevant agencies
can participate effectively. Early scoping can involve incorporating environmental
review process considerations (e.g., purpose and need, alternatives, and
significant environmental issues) during the project planning stage as well as
conducting preliminary data analysis and requesting input from the public and
agencies on issues before NEPA begins. FTA determined that early NEPA scoping
concurrent with the SEQRA scoping process was appropriate for the Proposed
Project and published an early scoping notice in the Federal Register on
September 30, 2019.

Draft Environmental Impact Statement

Theis-DEIS iwas intended to provide systematic consideration of the potential
environmental effects of the Proposed Project; evaluate reasonable alternatives;
and identify reasonable and practicable mitigation measures to reduce or
eliminate the significant adverse environmental impacts of the Proposed Project.
The 20271 CEQR Technical Manual was used to provide guidance in developing
environmental analysis methodologies and in establishing impact criteria.

Onee The MTA, as lead agency, determineds that the DEIS iwas complete for the
purposes of public review, and a Notice of Completion (NOC) wasit-be issued on
October 25, 2023. Consistent with 6 NYCRR 617.12, the NOC wasibe published
in the NYSDEC's Environmental Notice Bulletin (ENB) and-inlocal-newspaper(s),
and the DEIS wasiltbe circulated for public review, including a copy te-be that
was posted on the MTA website. Printed copies of the Draft EIS were available at
the MTA Headquarters Lobby, 2 Broadway, New York, NY 10004, the St. George
Library Center, 5 Central Avenue, Staten Island, NY 10301; the Mariner's Harbor

Library, 206 South Avenue, Staten Island, NY 10303. Publication of the DEIS and
issuance of the NOC commenceds the public review and comment period which

closed on December 22, 2023.

Public Review and Comment Period

In accordance with the SEQRA, the public comment period for the Draft EIS was
required to be a minimum of 30 days. The North Shore BRT Draft EIS comment
period began on October 25, 2023 and concluded on December 22, 2023, which
was nearly double the amount of time required under the statute. A-public

ommentpberiod MAHAHHARHA-O O-davspe ORAV wil-be heldfollowina

the-ENB-as-part-of the NOC: The public comment period will provided a forum for

Staten Island North Shore Bus Rapid Transit: Final Environmental Impact Statement



STATEN ISLAND NORTH SHORE BUS RAPID TRANSIT

the public and other stakeholders to provide formal comments on the Draft EIS.
These comments will-be have been addressed as part of the Final EIS.

Comments received during the public comment period willbe have been
incorporated into a comment summary. All comments willbe have been collected
and retained in a database, and MTA will has summarized comments and
developed responses to comments as part of the Final EIS (see Chapter 28).

Final Environmental Impact Statement

At the close of the public comment period for the DEIS, a Final EIS (FEIS) wit-be
was prepared that will included responses to comments made on the DEIS, along
with any revisions to the technical analyses necessary to respond to those
comments. MTA-will-published a NOC for the FEIS in the ENB on January 24,
2024, Like the DEIS, the FEIS will was also be-published on the project website,

requires that the FEIS be completed within 45 days after the Public Hearing
unless MTA, as lead agency, determines that more time is warranted.

Statement of Findings

Upon issuance of the FEIS, MTA will-alse-issue issued a Statement of Findings to
the MTA Board of Directors for their consideration. In accordance with 6 NYCRR
617.11(d), the Statement of Findings issued in connection with a proposed action
must (a) consider the relevant environmental impacts disclosed in the FEIS; (b)
weigh and balance the relevant environmental impacts with applicable social,
economic and other essential considerations; (c) provide the rationale for the
agency's decision; (d) certify that the SEQR requirements (as specified in 6 NYCRR
617) have been met; and (e) certify that, consistent with social, economic, and
other essential factors—and considering the available reasonable alternatives—
the proposed action is one that avoids or minimizes adverse environmental
impacts to the maximum extent practicable, and that adverse environmental
impacts will be avoided or minimized to the maximum extent practicable by
incorporating as conditions to the decision those mitigation measures identified
as practicable.

In addition, the City of New York may utilize the SEQRA FEIS to make CEQR
findings should it be determined that City actions are required to facilitate the
Proposed Project.

Coordination with Environmental & Regulatory Agencies

During the preparation of the DEIS, MTA has coordinated with the relevant
environmental and regulatory agencies with jurisdiction over issues of concern
regarding the Proposed Project. At the inception of the planning process, MTA
assembled an Interagency Advisory Committee (IAAC) comprised of “interested”
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or “involved” Federal, State and local agencies, as defined in 6 CRR-NY 617.2,%" to
solicit their input. Agency coordination and project-related outreach are fully
detailed in the Agency Coordination & Public Outreach Plan (ACPOP) that was
prepared to support this SEQRA EIS (https://new.mta.info/document/10491).
Project-related agency correspondence is included in Appendix A of the BEEIS.

MTA has and continues to coordinate with elected officials, community members,
CB1, businesses and local, state and federal agencies throughout the planning
process. Presentations were made to the CB1 Waterfront Committee in 2019 and
on November 28, 2023. Additional meetings were conducted with elected
officials (February 2022 and October 2023); the NYCEDC in April 2022; a joint
meeting with the Staten Island EDC and Chamber of Commerce in October 2023;
as well as a joint meeting with NYCEDC and the Department of City Planning on
November 30, 2023. Meetings with these and other stakeholders would continue
as the project moves forward beyond the Final EIS.

Analysis Methodology & Framework
Methodology

Analytical methodologies for evaluating baseline environmental conditions and
project-related impacts are consistent with the guidelines set forth in the 20217
CEQR Technical Manual, where applicable. These are the most appropriate
methodologies and guidelines for environmental impact assessment in New York
City. In disclosing impacts, the EEIS considers the Proposed Project’s potential
adverse effects on its environmental setting. The 2027 CEQR Technical Manual
will also guide the development of mitigation measures.

Analysis Years

The BEEIS describes existing conditions and provides an assessment of conditions
in the future with and without the Proposed Project in 2035 (the Build Year),
which is when the proposed BRT service would be fully operational. The No-
Action Condition serves as the 2035 baseline, or the projected environmental
setting in which the Proposed Project would not be constructed. It is used as a
basis for evaluating the potential impacts of the Proposed Project. Each of these
aspects of the analysis is described below.

Existing Conditions

For each technical area assessed in the BEEIS, the existing conditions are
described first. The description focuses on those aspects of the environment that
have the greatest potential to be affected by the Proposed Project. The
assessment of existing conditions establishes a current baseline that informs the

27 An involved agency means an agency that has jurisdiction by law to fund, approve, or directly
undertake an action. An interested agency means an agency that lacks the jurisdiction to fund,
approve, or directly undertake an action but wishes to participate in the review process because of
its specific expertise or concern about the proposed action.
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analysis of future conditions for the No-Action Condition and the Proposed
Project.

No-Action Condition

The No-Action Condition establishes a future baseline that is used to evaluate the
incremental changes expected as a result of the Proposed Project and
alternatives. Using existing conditions as the starting point, the No-Action
Condition adds in changes that are known or expected to be in place by the
analysis year, including development currently under construction and that which
can be reasonably anticipated. The methodology section included in each BEEIS
chapter specifies how the No-Action Condition was developed, since it may vary
among technical analyses.

For the BEEIS, known projects or planned developments and initiatives that share
a common study area with the Proposed Project and are scheduled to be
completed by the Build Year were reviewed. Relevant agencies were contacted to
obtain information on future plans—including the New York City Department of
City Planning, New York City Department of Parks and Recreation, and the New
York City Department of Transportation. Smaller projects, within the various
technical study areas, that would not substantially change conditions have been
factored into the No-Action Condition by applying background growth factors.

With-Action Condition

The With-Action Condition is developed by starting with the No-Action
Condition, and then adding to it the effects that are anticipated to result from the
Proposed Project. The With-Action Condition is then evaluated against the No-
Action Condition, thus enabling the assessment of the Proposed Project'’s
incremental impacts on the environment. Chapter 2, Proposed Project and
Alternatives provides a detailed description of the Proposed Project.

Delineation of Study Areas

In general, the study area is an area that lies within a specified distance from the
Proposed Project and could be directly or indirectly affected for a particular
impact category as a result of the project. The primary study area for the
Proposed Project includes the proposed alignment, proposed station areas, and
ancillary facilities, as well as a 400-foot-wide buffer around each side of the
approximately 8-mile proposed alignment. As an organizing principle for
assessment purposes, the proposed alignment was divided into seven sections,
each of which comprises generally similar land use concentrations and/or is
distinct from an engineering standpoint. These sections are shown in Figure 1-5
and include:

»  St. George: Richmond Terrace from St. George Terminal west to Jersey Street

» New Brighton Waterfront: Kill Van Kull shoreline in the New Brighton
neighborhood from Jersey Street west to Davis Avenue
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»  West Brighton Waterfront: Generally, parallels the Kill Van Kull shoreline
from Davis Avenue to the foot of Alaska Street

»  Viaduct: Existing viaduct section of the right-of-way from Alaska Street west
to John Street

»  Open-Cut: Follows open-cut section of the former right-of-way from John
Street west to Harbor Road

»  Arlington Station: Follows the former right-of-way along an at-grade
section from Harbor Road to South Avenue, where the BRT would access
South Avenue from a driveway located just north of Brabant Street

» South Avenue: South of Cable Way/Netherland Street to West Shore Plaza

In some technical areas, the study area will vary from the primary study area
described above, according to the impact category under consideration and the
scope of potential impacts. Certain analyses require information from an
expanded area; for example, the parking study area is the area from which
individuals can reasonably walk to a bus stop (represented by a one-quarter mile
radius around the proposed alignment). Other analyses—such as those related to
hazardous materials and architectural resources—have a narrower study area, as
potential impacts for those resource categories are focused on the physical limits
of disturbance associated with the Proposed Project. Each chapter of the BEEIS
describes the study area used for that technical analysis.
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Figure 1-5. Section Overview Map
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Identification of Significant Adverse Impacts & Mitigation
Measures

This BEEIS discloses reasonable and practicable mitigation measures to reduce or
eliminate significant adverse environmental impacts that would be caused by the
Proposed Project. Mitigation measures are discussed within each technical
chapter as well as in Chapter 23, Mitigation. Where significant adverse
environmental impacts are identified, mitigation measures have been developed
with the objective of minimizing impacts to the greatest extent practicable.

Organization of this Document
This EEIS is organized in the following manner:

»  Chapter 1 describes the background, purpose, and need for the Proposed
Project, as well as SEQRA/CEQR compliance. This chapter also provides the
regulatory and analytical framework for the EIS.

»  Chapter 2 presents the Proposed Project, describes project alternatives
including the No-Action Condition, and provides a summary of the
alternatives evaluation process.

»  Chapters 3 through 22 describe existing conditions, potential environmental
impacts, and mitigation measures—each organized by environmental
resource category, as noted in the Scoping Document.

»  Chapter 23 identifies anticipated impacts requiring mitigation and likely
mitigation measures.

»  Chapter 24 describes and assesses the No-Action Alternative, as required by
SEQRA.

»  Chapters 25 through 27 are summary chapters focusing on various aspects
of the EIS, as set forth in SEQRA regulations and the CEQR Technical Manual.
These include:

e Unavoidable Adverse Impacts, addressing those impacts (if any) that
could not be avoided or practicably mitigated;

e Growth-Inducing Aspects of the Proposed Project, which focuses on
the potential for project-related inducement of new development
within the surrounding area;

e Irreversible & Irretrievable Commitments of Resources, which
describes resources that would be irretrievably committed if the
Proposed Project is built.

»  Chapter 28 summarizes and responds to substantive comments on the Draft
EIS that were received during the public comment period.

»  Appendices provide supporting information such as technical data,
conceptual engineering-level drawing sets of the proposed alignment, and
the BEIS public review process and materials.
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2 Proposed Project and Alternatives

This chapter provides a detailed description of the Proposed Project, describes
the process used to evaluate alternatives to the Proposed Project, and identifies
the alternatives that were considered but not advanced into detailed
environmental review. This EEIS evaluates the Proposed Project (With-Action
Condition), and a No-Action Condition, which serves as a future baseline
condition to provide a basis for comparison with the With-Action Condition.

Evaluation of Alternatives

The identification and evaluation of a range of reasonable alternatives to the
Proposed Project is a required component of an EEIS under SEQRA and NEPA.
This planning process allows decision-makers to consider whether alternatives
exist that would avoid or minimize significant adverse environmental impacts
while satisfying the goals of the Proposed Project. The alternatives development
and screening process for the Proposed Project, summarized below, was based
on both the Purpose and Need and the Goals and Objectives, as described in
Chapter 1, Introduction.

2012 Staten Island North Shore Alternatives Analysis (SINSAA)

In August 2012, MTA published the SINSAA, which assessed the implementation
of new or enhanced transit service along the North and West Shores of Staten
Island between West Shore Plaza and St. George Terminal.” The SINSAA identified
and evaluated eight alternatives representing a mix of modes, routes, alignments
and termini, with a desired re-use of the former North Shore Railroad right-of-
way for transit service. These “long list alternatives” included:

»  Transportation Systems Management (TSM)

» Heavy Rail along the Staten Island Railway (SIR) — St. George to Arlington
»  Electric Light Rail (LRT) — St. George to Arlington

»  Diesel Light Rail (DLRT) — St. George to Arlington

T http://web.mta.info/mta/planning/nsaa/pdfs/FinalReport.pdf
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»  Electric Light Rail (LRT) — St. George to West Shore Plaza
»  Diesel Light Rail (DLRT) — St. George to West Shore Plaza
»  Bus Rapid Transit (BRT) — St. George to West Shore Plaza

»  Ferry/Water Taxi — Kill Van Kull from St. George Terminal to Mariners Harbor

The three alternatives terminating in Arlington were screened out as they were
less successful in improving mobility and transit access than those alternatives
that provided a one-seat ride to West Shore Plaza. Of the two rail options
providing service to West Shore Plaza (LRT and DLRT), the diesel light rail
alternative was not advanced due to higher operating and maintenance costs and
greater potential for air quality impacts as compared to LRT. The Ferry/Water Taxi
alternative was fatally flawed due to the limited improvement in mobility and low
levels of public benefit that it would provide. Accordingly, three of the eight
alternatives were advanced and further developed as part of a “short list,”
including:

» Transportation Systems Management (TSM)

This baseline option, which was required by the FTA at the time of the
analysis, emphasized low-cost bus transit improvements such as signalization
and intersection improvements, minor road widening, short segments of on-
street dedicated bus lanes, shortened bus headways, and bus route
restructuring.

» Electric Light Rail (LRT) - St. George to West Shore Plaza

This alternative included LRT service on two new tracks that would extend
west along the former North Shore Railroad right-of-way from the existing St.
George Terminal to Arlington, and then along South Avenue to a new
terminus at West Shore Plaza. The alternative would also require a new,
dedicated LRT maintenance facility.

»  Bus Rapid Transit (BRT) - St. George to West Shore Plaza

This alternative included BRT service on a new dedicated busway that would
extend west along the former North Shore Railroad ROW from the existing
St. George Terminal to Arlington, and then in mixed traffic along South
Avenue to a new terminus at West Shore Plaza. Some local bus services
would become feeder routes by accessing the busway via ramps at Bard
Avenue and Alaska Street.

The details and results of the short list evaluation are contained in the SINSAA
(http://web.mta.info/mta/planning/nsaa/pdfs/FinalReport.pdf). Ultimately, after
extensive analysis as well as stakeholder and public outreach, the SINSAA
identified the BRT Alternative as the Preferred Alternative based on its potential
to reduce travel time, improve transit access, and attract the most riders with
lower capital and operating costs than the LRT Alternative. The TSM Alternative
was not advanced because it was determined to be the least effective in terms of
improving mobility and meeting the project goals and objectives.
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St. George Terminal Access Evaluation

As documented in the SINSAA, the proposed St. George BRT terminal station was
originally planned to be situated just west and north of the St. George Terminal
on a former surface parking lot, providing convenient pedestrian access between
the two facilities. However, since the publication of the SINSAA in 2012, the
portion of St. George near St. George Terminal has undergone significant
changes. The construction of the Empire Outlets and the former New York Wheel
parking garage, as well as resiliency-related infrastructure measures, have
complicated access between Nicholas Street and St. George Terminal, precluding
the proposed St. George BRT terminal as originally planned during SINSAA. These
changes created the need to revisit transit access to a terminal station at St.
George, as well as that station’s configuration.

Based on these considerations, in November 2018, MTA completed the St.
George Terminal Access Evaluation, which reconsidered transit access to the St.
George Terminal in the area east of Jersey Street as well as access, configuration,
and operation of a BRT terminal station. Access and terminal layout alternatives
were developed and evaluated so that the best-performing option could be
included as part of an updated transit alternative in a supplement to the SINSAA
(described in the following subsection).

After discussions with NYCDOT (owner of St. George Terminal), review of existing
construction plans, field observations along the Staten Island Railway (SIR) and
the former North Shore Railroad ROW, and an assessment of on-the-ground
conditions, a set of conceptual alternative access options was developed for the
BRT between Jersey Street and St. George Terminal. These options considered
access via Richmond Terrace, the former North Shore Railroad ROW, and Bank
Street. Each access option advanced the original principles of the recommended
BRT Alternative from the 2012 SINSAA, which included a one-seat ride from West
Shore Plaza, the provision of sufficient passenger and bus lay-over areas to
support the planned headways, the use of dedicated ROW to the maximum
extent possible, and the siting of the BRT terminal at or near the St. George Ferry
Terminal. Physical feasibility, institutional feasibility, and effectiveness in meeting
the SINSAA goals and objectives were also considered in this evaluation.

Concepts for seven options were developed and reviewed as part of a first-level
screening effort. These varied from “low” concepts, which would operate entirely
beneath existing structures such as the former New York Wheel Garage, existing
Empire Outlets and active Ferry Terminal properties (Options 1 and 2), to hybrid
"high/low" concepts using a combination of surface roadways (e.g., Richmond
Terrace and Bank Street) along with SIR right-of-way beneath the existing
structures (Options 3 and 4). Option 5 was a "low/high” option that would use the
former North Shore Railroad ROW before transitioning to Richmond Terrace at
the former New York Wheel Garage. Options 6 and 7 were “high” options that
would include eastbound and westbound exclusive BRT lanes (Option 6) or a
single reversible lane (Option 7) along Richmond Terrace to access the St. George
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Terminal via a new exclusive ramp. Full descriptions and features of each option
and a comparative matrix are provided in Appendix B, St. George Access
Evaluation.

In consultation with the New York City Department of Transportation, it was
determined that alignments that travelled beneath St. George Terminal and its
associated retail corridor were not feasible, primarily due to Maritime
Transportation Security Act (MARSEC) restrictions and, to a lesser extent, the
inability to relocate critical NYCDOT equipment and/or facilities. Similarly, options
that impacted the existing Staten Island September 11 Memorial and access to
the Staten Island University Hospital (SIUH) Community Park were flawed and
thus were not advanced. After significant coordination among agency and
elected officials and consideration of MTA operational requirements, Option 5,
which would use a combination of former North Shore Railroad ROW and
Richmond Terrace, was selected for inclusion in a Supplement to the 2012
SINSAA as the updated BRT alternative.

Supplement to the 2012 SINSAA

In light of the changes described above, MTA prepared a Supplement to the 2012
SINSAA (“the Supplement”), which was published in June 2019.2 The Supplement
focused on the two alternatives that were shortlisted in the 2012 SINSAA (BRT
and LRT). The TSM alternative was not included because it was screened out in
the SINSAA and it is no longer required by the FTA. Because the common
alignment for the updated BRT and LRT alternatives west of Nicholas Street had
not changed since the completion of the SINSAA, the focus of the updated
analyses was in St. George.? The Supplement reevaluated the accessibility of the
BRT and LRT alternatives to St. George Terminal and re-evaluated those
alternatives against the Proposed Project’s goals and objectives. The evaluation
confirmed the feasibility of both alternatives and their ability to serve a terminal
station at St. George with a new, dedicated ROW transit facility. A full description
of the updated BRT and LRT alternatives is provided in Appendix C. A brief
summary of each updated alternative follows.

» 2019 Updated Bus Rapid Transit (BRT) Alternative

This alternative would operate on a dedicated busway using the former
North Shore Railroad ROW to Nicholas Street, where a new exclusive bus
ramp would be constructed to access Richmond Terrace. On Richmond

MTA. Staten Island North Shore Alternatives Analysis Supplement Considering St.
George Transit Access Options. Available at
https://new.mta.info/sites/default/files/2019-06/FINAL%20Staten%20Island%20North%
20Shore%?20Alternatives%20Analysis%20Supplement.pdf. Accessed June 4, 2023.

3 For the Supplement, MTA-NYCT prepared updated estimated order of magnitude
operations and maintenance and construction costs for the updated LRT and BRT
alternatives along with the identification of potential environmental, community, as well
as institutional issues and impacts.
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Terrace, the BRT would run in a dedicated center running two-lane busway to
the existing bus deck at St. George Terminal. The BRT Alternative would result
in varying street geometry changes in this section, including reduced
sidewalk widths, the loss of parking and the preclusion of a potential bicycle
lane.

» 2019 Updated Electric Light Rail Transit (LRT) Alternative

The updated LRT Alternative would use former North Shore Railroad and SIR
rights-of-way to access St. George Terminal. Pedestrian access to the ferry
terminal itself would be through the SIR terminal level. Modifications and/or
relocations to several structural columns for Empire Outlets and the NYCDOT
bus deck/ramp would be required to facilitate access to the terminal.
Additionally, this alternative would require the removal of SIR Tracks 10, 11,
and 12. While Tracks 11 and 12 are not used for revenue service the
elimination of this track infrastructure may impact SIR non-revenue
operations. Additionally, existing SIR revenue service would be impacted by
the elimination of SIR Track 10 and the relocation of a wye track, as well as a
loss of SIR equipment storage and materials capacity. This alternative would
require a new LRT-only maintenance facility.

Despite a slightly greater travel time and some impacts to Richmond Terrace, the
BRT Alternative still provided greater potential to attract transit riders at a lower
cost than the LRT Alternative. The updated LRT Alternative was not advanced into
detailed analysis due to its high capital cost, incompatibility with SIR operations,
and the extensive structural modifications to existing facilities required to
facilitate the operation of the LRT. Consistent with the 2012 SINSAA, the BRT
Alternative remained the higher rated alternative.

The BRT Alternative was presented as the recommended alternative at a public
meeting held at the Snug Harbor Cultural Center on May 8, 2019. The alternatives
analysis concluded in June 2019 with the publication of the Supplement, officially
known as the Staten Island North Shore Alternatives Analysis Supplement
Considering St. George Transit Access Options (June 3, 2019). After considering
feedback received at this meeting and from the public and local elected officials,
along with the analyses presented in the SINSAA and the Supplement, MTA
reconfirmed the BRT Alternative as the preferred alternative for new transit
service on the North Shore. As such, the BRT Alternative was deemed viable to be
carried forward in this EEIS for detailed analysis and is referenced as the Proposed
Project.

No-Action Alternative

SEQRA and CEQR both require the evaluation of a no-action alternative (known in
CEQR as the No-Action Condition). This alternative serves as a baseline against

4 A wye track is a triangular track arrangement typically located at the end of a rail line that
provides the ability for a railroad to turn a train around
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which the environmental effects of a proposed project can be compared. The No-
Action Alternative is evaluated for a future year in which the project would be
fully operational, referred to as the "build year.” For the Proposed Project, the
build year is 2035, when the new transit system is planned to be complete and
operating. The No-Action Alternative would incorporate development and
projects that can reasonably be expected to be in place at that time. These
include known planned and future proposed developments identified in Chapter
3, Land Use, Zoning and Public Policy, as well as traffic improvements
anticipated to be in place by 2035 (see Chapter 15, Transportation).

Under the No-Action Alternative, the Proposed Project would not be
implemented, and the existing former North Shore Railroad right-of-way would
remain abandoned and unimproved. Bus service on local streets would continue
to operate at existing levels on a constrained roadway network, adding to
existing congestion, delay, and lack of reliable transit options as the North and
West Shores continue to grow. Without the Proposed Project in place, the ability
to add enhanced public transit capacity to meet growing demand would be
severely hindered. Moreover, there are no other plans to realize the opportunities
afforded by the presence of a separate and dedicated transit ROW. As such, the
No-Action Condition would fail to meet the purpose and need of the Proposed
Project.

Proposed Project
Project Overview

The Proposed Project would implement new BRT service between West Shore
Plaza and St. George Terminal. The approximately 8-mile alignment would
comprise approximately 4.8 miles of right-of-way from the former North Shore
Railroad, and a total of 3.2 miles of City streets such as Richmond Terrace (0.5
miles) and South Avenue (2.7 miles). An overview of the proposed alignment is
provided below, followed by a general description of stations as well as the
Proposed Project’s operating plan and ridership forecast. A more detailed
description of the alignment and associated project elements is provided for each
section, beginning in St. George and moving west towards West Shore Plaza.

As noted in Chapter 1, Introduction, the proposed alignment includes at-grade,
elevated viaduct, and below-grade open-cut sections, with street-running
portions along South Avenue and an exclusive two-lane median busway on
Richmond Terrace. On the portion of the proposed alignment that uses the
former North Shore Railroad right-of-way, BRT service would operate within a
two-lane, dedicated busway with the potential for passing lanes at certain
stations. A typical busway cross section is shown in Figure 2-1. Access to the
proposed busway would be provided at four locations: in Arlington, at Bard
Avenue, at an extended Alaska Street, and at Nicholas Street. Life safety service
providers_would also be able to utilize these access points to gain access to the
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busway in an emergency situation.> For additional project design details, refer to
the design drawings and Basis of Design Report contained in Appendices D and
E.

Figure 2-1 Typical BRT At-Grade Cross Section
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The North Shore Railroad right-of-way and the affected streets are under City
ownership. However, in several locations the acquisition of additional right-of-
way would be required to accommodate the proposed busway and/or stations.
Refer to Chapters 3, Land Use, Zoning and Public Policy, and 4, Socioeconomic
Conditions, for specific details on acquisitions and relocations to facilitate the
Proposed Project.

Given the varied nature of the right-of-way infrastructure, a combination of
drainage components would be provided to manage stormwater runoff from the
proposed busway and ancillary facilities such as stations and park and ride
surface lots. On South Avenue and Richmond Terrace where the BRT would
operate on existing City streets, existing street drainage to New York City
Department of Environmental Protection (NYCDEP) storm sewers would be
maintained. In inland areas where there are no existing connections to NYCDEP
storm sewers, stormwater linear infiltration systems and/or detention facilities
systems would be provided as appropriate. As described in Appendix E, Basis of
Design Report, the drainage system in inland areas would use linear infiltration
low-head chambers along with Type | catch basins, pre-cast manholes and ductile
piping. Along the viaduct, stormwater runoff would continue to discharge to
existing stormwater connections within the viaduct structure to a linear

> Minimum vertical clearance between the top of pavement and overhead structures is
14'-6". Based on coordination with NYCT emergency vehicle access was assumed for
NYPD and ambulances only with DSNY garbage trucks for snow plowing operations. Per
NYCDOT, NYCDDC standards, the conceptual design utilized AASHTO SU-4 as the
design vehicle to accommodate turning clearances for both emergency and snow
plowing needs.
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infiltration system spaced beneath the existing viaduct structure. Near the
waterfront in the vicinity of Alaska Street, the runoff from the viaduct would be
directed to hydrodynamic separators prior to discharge into the Kill Van Kull. In
areas where the proposed alignment is near the shoreline, runoff would be
directed to a hydrodynamic separator for treatment before being discharged into
the Kill Van Kull. A total of 12 new outfalls are proposed beginning at the Port
Richmond viaduct and extending to the Nicholas Street ramp at Richmond
Terrace (refer to Chapter 10, Natural Resources for discharge permitting
requirements). The drainage design would comply with applicable local, state and
federal requirements for water quality, treatment and flow reduction/detainment
(see Basis of Design Report contained in Appendix E and Chapter 12, Water and
Sewer Infrastructure.

Station Summary

The proposed BRT service would re-purpose and utilize the existing taxi stand on
the bus deck of the St. George Terminal as its eastern terminus and the existing
West Shore Plaza shopping center as the western terminus. In between these
termini, seven new BRT stations, with amenities such as platforms and shelters,
and three existing, on-street South Avenue stops would be served (Figure 2-2
and Table 2-1). Commuter parking lots would be provided at the proposed
Livingston and Arlington stations and at West Shore Plaza. A passenger pick-
up/drop-off and taxi staging area would also be provided at Arlington Station.
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Figure 2-2 Proposed Station Types and Locations
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Table 2-1 Proposed Stations by Section

Proposed

Alignment Section Station Name

STATEN ISLAND NORTH SHORE BUS RAPID TRANSIT

Location

Station Characteristics

St. George Terminal
St. George

Existing taxi stand on
bus deck at St. George
Terminal

Terminus (Eastern)

New Brighton Station

Livingston Station

New Brighton
Waterfront

Richmond Terrace
between Clinton Avenue
and Tysen Street

Richmond Terrace
between Davis and Bard
Avenues

Side platforms; sloped
walkway; pedestrian overpass;
elevators (one per platform)
and stairs

At-grade; side platforms;
passing lanes; approximately
72-space park and ride facility;
dedicated spaces (45) for Con
Ed parking; space reserved for
Con Ed equipment set down
area; elevators (one per
platform); stairs; pedestrian
overpass

West Brighton Station
West Brighton

North Burgher Avenue
and Richmond Terrace

At-grade; side platforms;
elevators (one per platform);

Waterfront stairs; sloped walkway;
pedestrian overpass
Port Richmond Station  Port Richmond Avenue Elevated viaduct; offset side
between Park and Maple platforms; station access from
Viaduct Avenues Port Richmond Avenue;

elevators (one per platform);
stairs

Elm Park/Morningstar
Road Station

Mariner’s Harbor

Open-Cut Section .
Station

Morningstar Road

Between Van Name and
Van Pelt Avenues

Below-grade open-cut; side
platforms; station access from
Easton Place, Newark Avenue
and Morningstar Road;
elevators (one per platform);
stairs; sloped walkway

Below grade open-cut;
staggered side platforms;
station access from Van Name
and Van Pelt Avenues;
eastbound station
entrance/drop-off area on
Heusden Street; elevators (one
per platform); stairs

Arlington Station

Arlington Station

West of South Avenue at
Brabant Street

At-grade; side platforms; pick-
up/drop-off area off South
Avenue; 71-space park-and-
ride facility; provides layover
space and facility; elevators
(one per platform); stairs;
pedestrian overpass
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Table 2-1 Proposed Stations by Section

Proposed
Alignment Section Station Name Location Station Characteristics

Forest Avenue South Avenue and Forest
Avenue

Goethals Road South Avenue and On-street stobs
Goethals Road North P

South Avenue

Teleport South Avenue and
Teleport Drive

West Shore Plaza Existing West Shore Terminus (Western); 100-
Plaza parking lot space park-and-ride facility

Stations would feature two side platforms (one in the eastbound and one in the
westbound direction) that would be approximately 140 feet in length to accommodate
three 40-foot standard length buses and buffer zones, as shown in Figure 2-3. This
platform length would enable up to three buses to be loaded from six points of entry
along the platform. Platform height would be approximately 16 inches above the
ground to allow for level boarding. Platforms would be approximately 15 feet wide,
except at the proposed Port Richmond Station, where the width of the existing viaduct
structure would limit the platform width to 12 feet. At each station, an approximately
70-foot-long canopy would be provided in order to cover the boarding areas of two
standard buses; an approximately 35-foot shelter with seating would be centered
along the canopy. Stations would be fully compliant with the Americans with
Disabilities Act (ADA). See Appendices D and E for more details.

Figure 2-3 Bus Door Alignment, Platform, and Shelter Sizing

BUSWAY . — b BUSWAY

PLATFORM LAYOUT

PLATFORM

The seven proposed new BRT stations would be accessed via a combination of stairs,
ADA-compliant ramps, and elevators, as noted above in Table 2-1. Stations stops
along South Avenue, where the BRT bus would operate with traffic in non-separated
lanes, would be similar to existing curbside transit stops on Staten Island (i.e., pole-
mounted signage, no platforms or shelters).

2-1 Staten Island North Shore Bus Rapid Transit: Final Environmental Impact Statement
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Pedestrian overpasses would be provided at the Arlington, Livingston, West Brighton,
and New Brighton stations. At these stations, vertical circulation would be provided by
elevators and stairs providing access to the street level and platforms. These vertical
circulation elements would connect to the elevated pedestrian overpasses which
would allow passengers to safely cross over the proposed busway travel lanes to and
from the respective eastbound and westbound station platforms. The passenger
overpasses are provided for these stations to avoid passenger and BRT/bus traffic
conflicts. The proposed overpasses at Livingston, West Brighton, and New Brighton
Station would cross over the proposed busway. At Arlington Station, the pedestrian
overpass would connect the station entrance at the proposed pick-up/drop-off area to
both respective BRT platforms. The pedestrian overpass would cross over the busway
travel lanes within the station footprint. All pedestrian overpasses would provide a
minimum of 16 feet vertical clearance from the top of pavement.

Additional elements that would likely be incorporated at stations include lighting,
benches, trash receptacles, Closed Circuit TV cameras (CCTV), signage and wayfinding
systems. For fare collection, the BRT would accept One Metro New York (OMNY) and
off-board coin-receipt payments would also be available. Stations would be branded
with a common theme to distinguish the BRT corridor from other NY-metro bus
service.

Description of Alignment by Section

As noted in Chapter 1, Introduction and shown in Figure 2-4, the proposed alignment
was divided into seven sections, each of which is distinct from an engineering
standpoint or comprises generally similar land use concentrations. A description of
the proposed alignment and associated project elements is provided below for each
section, beginning in St. George and moving west towards West Shore Plaza.

Staten Island North Shore Bus Rapid Transit: Final Environmental Impact Statement
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Figure 2-4 Section Overview Map
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St. George

As described above, the proposed terminal station in St. George would repurpose the
existing taxi stand on the bus deck at St. George Terminal for BRT use (see Figure 2-5).
It is anticipated that the taxi stand would be relocated to the lower level of St. George
Terminal. Traveling westbound, the BRT would enter the busway via the channelized
right-turn ramp onto Richmond Terrace.

Figure 2-5 St. George Terminal Station
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The proposed alignment extends down Richmond Terrace for approximately 0.5 mile
between the St. George Terminal entrance at Bay Street and the intersection of
Nicholas Street and Richmond Terrace. A center-running exclusive bus lane would be
provided in each direction through this area. Right-of-way for the busway would be
obtained by reallocating space from adjacent parking lanes, the existing concrete
median, and some existing sidewalk space within the Richmond Terrace right-of-way.
Lane configurations for intersection approaches along this stretch of Richmond
Terrace would be modified to accommodate the busway. The existing and proposed
roadway configurations are described in detail in Chapter 15, Transportation, and
shown in Appendix |. Approximately 250 on-street parking spaces would be
eliminated along Richmond Terrace between Bay Street and Nicholas Street (with the
exception of the 90-degree parking associated with the 120t Precinct on the south
side of Richmond Terrace between Wall Street and Hamilton Avenue). A Transit Signal
Priority (TSP) system would be implemented at signalized intersections along this part
of Richmond Terrace to minimize delay for buses accessing the St. George Terminal. A
rendering of the proposed busway on Richmond Terrace is provided in Figure 2-6.

As described in Chapter 3, Land Use, Zoning, and Public Policy, St. George is
predominantly characterized by civic land uses that form the governmental core of
Staten Island. The proposed alignment would pass Borough Hall and other civic uses,
including the NYPD 120t Police Precinct and the Staten Island Family Court facility
located on Richmond Terrace between Wall Street and Hamilton Avenue. The current
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design concept would require the
use of Richmond Terrace from
curb to curb. Currently, 120t
Precinct emergency response
vehicles park in front of the station
house and courthouse at a 90-
degree angle from the curb
occupying a parking lane and a
portion of the existing sidewalk.

To maintain unobstructed access
to Richmond Terrace for NYPD 120t Precinct combat parking on Richmond Terrace
emergency vehicles, the project

would be designed to maintain this perpendicular “combat parking” arrangement
between Hamilton Avenue and Wall Street while also accommodating the proposed
busway on Richmond Terrace (see Figure 2-6). The existing sidewalk on the south side
of Richmond Terrace would be reduced in width from 15 to 5 feet in order to preserve
the perpendicular parking on this blockfront. This width is the effective clear width of
the sidewalk at present, as police vehicles utilize the sidewalk to partially
accommodate the combat parking. The precinct’s existing landscaped berm/retaining
wall and front steps off of Richmond Terrace would be modified and re-oriented to
create sufficient space for combat parking. The existing landscaped berm in front of
the precinct house would be removed to accommodate a new stair alignment. Similar
modifications to the front stairway off of Richmond Terrace would be needed at the
adjacent Staten Island Family Court building.

Figure 2-6 120th Police Precinct & Staten Island Family Courthouse Combat Parking

on Richmond Terrace

MTA has been coordinating closely with NYPD and an allowance for a minimum of 37
combat parking spots was requested by precinct officials. Aside from the modifications
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described above, the precinct and courthouse buildings would not be modified as a
result of the Proposed Project. MTA would coordinate closely with NYPD and New
York State Unified Court System officials to ensure that the modifications would be
staged in such a way as to not disrupt ]
NYPD or courthouse operations.

At Nicholas Street, the proposed
busway would descend from Richmond
Terrace to the former North Shore
Railroad right-of-way via a new ramp
that would share an intersection with
the existing access ramp to the former
New York Wheel Garage ramp (see
Figure 2-7). As the busway moves off
Richmond Terrace, it would cross an
approximately 0.12-acre paved area of
North Shore Esplanade. The new
crossing would be signalized for safety.
Refer to Chapter 6, Open Space for additional detail on effects to the esplanade.

North Shore Esplanade at Nicholas Street; former
New York Wheel Garage access at right

Figure 2-7 Proposed Nicholas Street Ramp

The proposed Nicholas Street ramp would be approximately 2,100 feet long and
constructed on a combination of retained fill and pile-supported structure to
accommodate the difference in grade between Bank Street and Richmond Terrace. The
proposed ramp would have a maximum elevation of 25 feet at its highest point. After
reaching the bottom of the ramp, the busway would continue westward to Jersey
Street in city-owned right-of-way parallel and south of Bank Street. Bank Street would
be shifted slightly northward to accommodate the proposed busway. A short retaining
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wall would also be constructed east of Westervelt Avenue between the proposed
busway and Bank Street to accommodate a differential in grade. A new TSP-enabled
signal would be provided at Jersey Street and Bank Street, which would be
coordinated with the existing signal at Richmond Terrace and Jersey Street.

New Brighton Waterfront

Moving west from Jersey Street, the city-owned ROW passes through Atlantic Salt, a
marine salt terminal, which extends from Jersey Street to Clinton Avenue. This facility
includes a tall brick smokestack ringed with cell phone panels, a tunnel structure, and
large piles of salt, some of which are covered with tarps. MTA determined in
consultation with Atlantic Salt that a shift in the ROW alignment closer to Richmond
Terrace would enable the company to-maximize maintain waterfront access and
capacity-forsalt storageboth-of which are is essential to its business function. This
shift would be accomplished via property discussions (e.g., possible land exchanges)
involving the City (owner of the right-of-way), Atlantic Salt (owner of the property
adjacent to the right-of-way, and MTA. The exchange is currently expected to
comprise an area of approximately 127,000 square feet; the exact dimensions are
currently under discussion, and will be refined through the final project design
process. Refer to Chapter 3, Land Use, Zoning, and Public Policy for additional detail

on land exchanges. MTA will continue to coordinate with Atlantic Salt beyond the FEIS
during project development phases such as NEPA and Preliminary/Final Design should
the project advance.

The existing at-grade tunnel structure on the Atlantic Salt property is located north of
and parallel to Richmond Terrace. The tunnel structure, which is currently ret used as a
garage for the indoor servicing of loaders and supply storage area, lies at dock level
and is below the grade of Richmond Terrace. The proposed BRT alignment would
travel through the tunnel structure, which is approximately 850 feet in length, with a
minimum vertical clearance of approximately 15 feet.® After clearing the tunnel, which
is approximately 10 feet above sea level, the proposed alignment would ascend
slightly toward the proposed New Brighton Station, as shown in Figure 2-8 below.

6 Atlantic Salt has indicated than an existing structural conditions survey was performed for the
tunnel structure; however, the receipt of that data is still pending. The tunnel structure is
assumed to remain until additional structural conditions data by Atlantic Salt is provided and
further evaluation is possible. It is anticipated that the tunnel structure would be included as
part of a possible land exchange and would need to be maintained by the City as the
expected owner of the right-of-way.
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Figure 2-8 Proposed Alignment through Atlantic Salt

el

The proposed New Brighton Station would be located just west of the Atlantic Salt
property, fronting Richmond Terrace between Tysen Street and Clinton Avenue. A new
pedestrian crossing with a pedestrian signal would be provided to allow safe
pedestrian access to and from the proposed station. The station would be generally
parallel to Richmond Terrace as a result of the geometry required for the elevated
busway alignment (Figure 2-9). The station would feature parallel platforms, elevators,
stairs, and a pedestrian overpass. A gated crosswalk would be included for emergency
egress.

Figure 2-9 New Brighton Station

The design flood elevation (DFE) that was established for the proposed alignment
accounted for location-specific base flood elevations (BFE) including sea-level rise and
freeboard. The DFE for the busway design is also consistent with New York City
Transit's Flood Resiliency Design Guidelines (DG 312). In the area through Snug Harbor
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spanning from Bard to Clinton Avenues through Snug Harbor the BFE was determined
to be 14 feet due to adjacent 100-year flood zones. An additional 2 feet was added
BFE to account for sea-level rise, wave action and other hydrological effects. As such,
the DFE for the Proposed Project was established at 16 feet.”

Through Snug Harbor, the Proposed Project would involve the construction of an
elevated busway primarily within the existing ROW just north of Richmond Terrace as
shown in Figure 2-11. This option would deviate from the existing ROW at the eastern
end of Snug Harbor Road. The busway in this area would extend approximately 2,770
feet from the proposed New Brighton Station to just east of Bard Avenue and would
reach its highest elevation (approximately 36 feet above seat level) at mid-span just
east of Snug Harbor Road and west of the Snug Harbor gatehouse and overlook.
Ramps at both ends of the busway would be constructed on fill contained by a
retaining wall before transitioning to a bridge structure. The busway deck would be
reinforced concrete supported on concrete girders, resting on a reinforced
substructure founded on piles.

Figure 2-11 Proposed Alignment Through Snug Harbor

Proposed

~Alignment

\» < ’V‘\'% \

While the busway would primarily utilize city-owned right-of-way, the alignment
through this area would require the conversion of approximately 0.36 acre of existing
parkland from the shoreline portion of the Snug Harbor Cultural Center and Botanical
Garden to right-of-way. The elevated busway would be constructed on piers, and
pedestrians would still be able to access the waterfront at Snug Harbor by crossing
under the busway. MTA would continue to coordinate closely with NYC Parks to
minimize the use of parkland and to implement design measures that would make the
busway more compatible with the adjacent park use. If the final design for the
Proposed Project requires the conversion of parkland, the adoption of parkland
alienation legislation would be required (see Chapter 6, Open Space).

7 VHB/STV. Draft Basis of Design Report CM-0143 Environmental and Engineering Services for
the Staten Island North Shore Bus Rapid Transit System. June 16, 2023. p.128
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West of Snug Harbor,
before entering
Livingston Station, the
proposed alignment
would pass behind a
restaurant and a gas
station on the east
corner of Richmond
Terrace and Bard
Avenue. Retaining walls
would be constructed

. Intersection of Bard Avenue and Richmond Terrace; proposed
on the gas station site of Livingston Station to the left; gas station at right

property; however,
these walls would not affect the gas station access or function. Similarly, access to and
the function of the restaurant would be preserved.

At Bard Avenue, a busway entrance would be provided to allow local feeder bus routes
to enter it. This entrance would be controlled by a gate that can be opened by a signal
from bus drivers. The entrance would be stop controlled for buses turning onto the
busway and no signals would be required at this location.

A one-block section from Bard Avenue to Davis Avenue that currently contains a Con
Edison surface parking lot would be developed for the proposed Livingston Station. As
shown in Figure 2-13, the city-owned ROW transects the parking lot, which includes
two parcels to the north and south of the right-of-way under Con Edison ownership.
This lot is used for customer parking for Con Edison’s Davis Avenue facility, storage for
mobile emergency generators, and as an emergency staging area to park equipment
prior to field deployment. Based on coordination with Con Edison, MTA has
configured the proposed Livingston Station in such a way as to accommodate the
continuation of these uses with the project in place.

As shown in Figure 2-14, the proposed station layout would preserve about 45 Con
Edison customer parking spaces and provide sufficient space for the mobile
emergency generators.
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Figure 2-13 Existing Property Ownership at Livingston Station

Source(s) MapPLUTO ESRI Data

The proposed station would include two parallel platforms that would each be 15 feet
wide and 140 feet long. The proposed busway through the station area would feature
a four-lane configuration to allow for one passing lane in each direction. The station
would also include an approximately 72-space park-and-ride facility with a drop-off
area along the eastbound platform.

Figure 2-14 Livingston Station
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Pedestrian connectivity would be provided to and from Richmond Terrace via a
sidewalk. Elevators and stairs would be placed on the east end of both platforms to
provide vertical circulation. These elements would be connected to a pedestrian
overpass that would allow safe access across the busway to and from the westbound
platform. In order to maintain two means of egress, ramps to a gated crosswalk would
be placed on the western end of each platform for emergency use.
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West Brighton Waterfront

West of Livingston Station, the proposed
alignment would travel through Caddell Dry
Dock (Caddell), an active maritime business
situated along the Kill Van Kull. The former
North Shore Railroad ROW bisects the lots
that comprise the Caddell property
lengthwise. Currently, the former right-of-way
is being used by Caddell as an access road.
There are storage and business-related
facilities on the upland side of the property
and waterfront functions that are segmented
by the right-of-way. As with Atlantic Salt, a
shift in alignment via property discussions
(e.g., possible property exchanges) with the
City would enable Caddell to maximize
waterfront access for their business functions
while enabling the proposed busway to be
shifted inland closer to Richmond Terrace,
bringing the alignment closer to potential
customers.

MTA has developed a proposed alignment

through the facility in consultation with ; :

Caddell (see Figure 2-15). The exact location Aerial view of right-of-way t}:rough Caddell

and dimensions of the property to be Dry Dock

exchanged are under discussion and will be

refined through the final design process. The

exchange is expected to comprise about 106,700 square feet, with no net loss of land

area for Caddell. Approximately 25,000 square feet of building floor space would be

eliminated, including administrative office space, a locker room, and two additional

buildings (see Chapter 3, Land Use, Zoning and Public Policy, and 4, Socioeconomic

Conditions)._ MTA will continue to coordinate with Caddell beyond the FEIS during
roject development phases such as NEPA and Preliminary/Final Design should project

advance.

Active crossings that provide access to Caddell Dry Dock from Richmond Terrace
would be maintained and improved in two locations. Near Elizabeth Avenue, there
would be a new signal and crosswalk providing access across the proposed busway
between the northern and southern portions of the Caddell property. At the entrance
to Caddell Drydock at Broadway, a new signal and crosswalk would provide access
across the busway (see Figure 2-16). Chapter 15, Transportation, provides additional
detail regarding signal controls.
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Figure 2-15 Proposed Alignment through Caddell Dry Dock

P | ;‘;

roposec ,(‘ ’

Alignment \‘Q.
2Lt \
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The West Brighton Station would be along Richmond Terrace just west of North
Burgher Avenue, which has an existing traffic signal and pedestrian crossing. The
proposed station would displace two businesses (Quinlan Qil and Twin Power
Supermarket and Restaurant Equipment), as noted in Chapter 4, Socioeconomic
Conditions. The proposed station design would implement efficient pedestrian and
passenger circulation to and from the platforms. A sloped walkway to connect
pedestrians to and from Richmond Terrace would be provided. At the east end of each
platform, elevators and stairs would connect to a pedestrian overpass. A gated
crosswalk would be provided at the west end of the platforms for secondary egress
and emergency access.
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Figure 2-17 West Brighton Station
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Exiting the west end of the Caddell Dry Dock property, the proposed alignment would
pass immediately south of Heritage Park. MTA would work with NYC Parks to maintain
vehicle and pedestrian access between Richmond Terrace and the waterfront parcel on
the north side of the right-of-way. While the project would not require the use of
designated parkland, the proposed busway would cross a park access road and would
displace one of the two parking lots serving the park. This portion of the access road
and the parking lot are located partially within the existing former North Shore
Railroad right-of-way and are not fully contained within the mapped parkland. MTA
would maintain pedestrian and auto access between the park and the parking lot
through traffic and crosswalk signals (see Chapter 15, Transportation). MTA would
coordinate with NYC Parks to explore the possibility of replacing the eight displaced
surface parking spaces (currently located in the existing North Shore Railroad right-of-
way) in another location. NYC Parks has emphasized the importance of maintaining
safe access to the park; further discussions as to how to integrate the right-of-way
with the park setting would occur in the future as design plans advance (see Chapter
6, Open Space).

At Alaska Street, a new curb cut on Richmond Terrace would be installed to allow local
feeder bus routes and emergency service providers to enter the busway. The access
from Richmond Terrace extending to the proposed busway would occur on MTA-
owned property and would be controlled with a stop sign on the proposed ramp
approaches at its intersection with Richmond Terrace and the proposed busway.

The busway's elevation throughout this section is generally 6 to 12 feet above sea
level; thus, it may be subject to flooding from tidal action. In extreme weather or flood
events it is anticipated that MTA would decide to temporarily suspend service. Refer to
Chapter 17, Greenhouse Gas Emissions and Climate Change and Appendix E for
additional detail on resiliency. The New York State Department of Environmental
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Conservation (NYSDEC) has indicated that the maintenance of the bulkhead along the
North Shore is the responsibility of the respective property owners.

Viaduct

West of Alaska Street, the proposed alignment would ascend to the existing elevated
viaduct structure. Completed in 1936, the structure is made of reinforced concrete and
is approximately 40 feet wide. There are nine bridges along the length of the viaduct
consisting of the Bodine Creek bridge and eight overhead roadway bridges (roadways
pass below the viaduct) along the length of the viaduct at Richmond Terrace, Park
Avenue, Port Richmond Avenue, Maple Avenue, Faber Avenue, Sharpe Avenue,
Treadwell Avenue, and Nicholas Avenue. The existing structure would be rehabilitated
to the greatest extent practicable. However, some modifications to the viaduct would
be required to accommodate the Proposed Project such as the installation of a new
concrete deck to support the busway pavement and the installation of appropriate
roadway safety barriers. Since the viaduct was initially constructed to support
conventional "heavy-rail” traffic, it is anticipated that the existing structure would
support the proposed BRT alignment with modifications and/or rehabilitation.
Historically, heavy-rail structures are designed to withstand heavier loads than would
be required for a typical BRT system. A detailed physical inspection of the viaduct
should be conducted during the project's preliminary engineering phase.

From its starting point west of Alaska Street, the viaduct crosses above the Port
Richmond Resource Recovery Facility and Bodine Creek, then shifts slightly inland as it
crosses over Richmond Terrace and through the Port Richmond neighborhood. The
proposed Port Richmond Station would be located between Maple and Park Avenues,
spanning Port Richmond Avenue. The station configuration would be influenced by
the existing viaduct structure, with platforms about 200 feet long and 12 feet wide
with one BRT lane in each direction. The eastbound and westbound platforms would
be staggered to maximize the platform size in the available right-of-way. Stairs,
elevators, and a plaza entry would be located on adjacent lots to the northeast and
southwest of the viaduct to connect pedestrians to and from the street level (see
Figure 2-18). One elevator and stair tower would be situated to provide access to each
platform. A gated stair leading back to street level would also be provided on each
platform for emergency egress.
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Figure 2-18 Port Richmond Station
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West of Port Richmond Avenue, the viaduct passes through commercial/industrial and
residential areas before ending just west of Treadwell Avenue. Here it transitions to an
at-grade section, which curves southwest to cross Nicholas Avenue on an overpass
and passes north of the Port Richmond High School sports fields before reaching the
beginning of the open-cut section.

Open-Cut Section

In the vicinity of John Street, just east of the Bayonne Bridge, the proposed alignment
would transition into the open-cut section of the former North Shore Railroad right-
of-way. EIm Park/Morningstar Station, the first of two proposed stations in the open-
cut section, would be between Morningstar Road and Eaton Place (see Figure 2-19).
Part of the proposed station and busway would be between the existing Bayonne
Bridge footings. The Bayonne Bridge deck itself is considerably higher than the
proposed station and busway.

Because this station would be located approximately 22 feet below the existing street
level at Morningstar Road, access to the platforms would be provided via stairs,
elevators and sloped walkways to connect pedestrians to and from the street level.
Two sets of elevators and stairs (one for the eastbound platform and one for the
westbound platform) would be accessed from Morningstar Road. A ramp located on
the opposite end of each platform from the elevator and stairs would provide an
additional pedestrian connection to the street level. The pedestrian ramp from the
westbound platform would connect to a small plaza area off Newark Avenue, and the
ramp from the eastbound platform would connect to Eaton Place. Designated bicycle
storage areas would be placed at appropriate locations such as along Newark Avenue,
Eaton Place, and Morningstar Road.
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Figure 2-19 EIm Park/Morningstar Station

Moving west, the proposed alignment would continue in the open cut, passing
beneath a series of bridges at Morningstar Road, Granite Avenue, Lake Avenue, and
Simonson Avenue. After passing beneath the Simonson Avenue bridge, the alignment
would reach Van Name Avenue, where the eastern edge of the proposed Mariners
Harbor Station would be located. This station would be approximately 22 feet below
the existing street level at Van Pelt and Van Name Avenues. As shown in Figure 2-20,
the proposed eastbound and westbound platforms would be staggered to maximize
the platform size in the available right-of-way. This configuration would allow for one
BRT lane in each direction.

Passenger and pedestrian circulation would be provided from the existing Van Pelt
bridge to the westbound platform via an elevator and stairs. To the east, access to
both platforms would be provided by two sets of stairs from the Van Name Avenue
bridge. A primary access point for the eastbound platform would be from Heusden
Street, where a pick-up/drop-off area and new sidewalk would be provided. Access to
the eastbound platform from Heusden Street would be provided by an elevator and
stairs.

Physical considerations that influenced both the busway lane configuration and the
platform placement at the Mariners Harbor Station include the existing Van Name and
Van Pelt bridge structures, as well as the Port Authority of New York and New Jersey's
(PANYNJ) desire to preserve the ability to extend the existing freight rail track east
beyond Union Avenue to Van Name Avenue in the future. This potential freight rail
extension, which would occur independent of the Proposed Project, would allow the
PANYNJ to achieve efficiency and economies of scale by enabling longer trains to be
assembled. Freight rail conditions and operations at Arlington Rail Yard are detailed in
Chapter 15, Transportation; future plans for Arlington Yard, as described in the
PANYNJ's Port Master Plan 2050, are discussed in Chapter 3, Land Use, Zoning, and
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Public Policy. The proposed BRT alignment would not preclude existing or proposed
future freight rail operations at Arlington Yard.

Figure 2-20 Mariner’s Harbor Station

To provide improved pedestrian connectivity between residential neighborhoods
north of the BRT alignment in the vicinity of Erastina Place and Mariner's Harbor
Station, a six-foot wide, approximately 760-foot long pedestrian walkway on city-
owned property is proposed on the north side of the open cut between Union and
DeHart Avenues and Van Pelt Avenue (see Figure 2-21). Two prefabricated steel truss
bridges supported by concrete piers would be used to connect with the existing

roadway bridges over Union, Dehart, and Van Pelt Avenues.

Figure 2-21 Proposed Erastina Place Walkway
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Arlington Station

The proposed alignment would continue west under the Harbor Road bridge before
shifting slightly south. Near Roxbury Street, the alignment would leave the open cut
and rise to grade. To accommodate the proposed busway and to align the busway
with the existing South Avenue bridge, Roxbury Street between Lockman and
Grandview Avenues would be shifted to the south. As part of this reconfiguration, the
width of Roxbury Street would be reduced from approximately 55 feet to 40 feet. The
configuration of the roadway would remain similar to the existing condition,
maintaining one travel lane in each direction, one parking lane on the east side of the
street, and a 10-foot sidewalk on the south side of the street. Two new retaining walls
would be constructed on either side of the busway due to the grade differential of
approximately 7 feet between Roxbury Street and the existing freight rail tracks. These
walls would be topped with 8-foot high fencing to separate the BRT alignment from
Roxbury Street and the tracks.

The proposed alignment would
pass beneath the South Avenue
bridge, which would be
modified to accommodate the
busway, and the existing
pedestrian walkway adjacent to
the South Avenue bridge would
be relocated. After crossing
under the bridge, the alignment
would enter the proposed
Arlington Station. A pedestrian
overpass would connect the ; f L‘ N ’
street level to the inbound and 5t Avenue Bridge, existing pedestrian walkway
outbound BRT platforms, as and proposed Arlington Station site at left

shown in Figure 2-22. Elevators

and stairs at the end of the platforms would be provided for connections to the
overpass. On the opposite end of the platform would be a gated emergency egress
route.

The Arlington Station would function as a layover area for BRT crews. A small crew
facility would be at this proposed station. An approximately 71-space surface parking
area would be south of the eastbound platform. A pick-up/drop-off and taxi area
would be provided off South Avenue. New curb cuts would be required on South
Avenue to access both the station, the busway, and the proposed pick-up/drop-off
area. As noted in Chapter 3, Land Use, Zoning, and Public Policy, the proposed
station would be situated on portions of three lots that currently contain undeveloped
land, a surface lot associated with a trucking facility, and a Con Ed substation facility.
The substation would not be displaced by the project.
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22 Arlington Station

 SOUTH AVENUE

South Avenue

Coming out of Arlington Station, the proposed BRT route would access South Avenue
from a driveway located just north of Brabant Street. The proposed BRT would operate
in mixed traffic within general travel (non-separated) lanes along South Avenue in the
same manner as a regular bus. Accordingly, there would be no modifications required
along this 2.7-mile section of South Avenue. Three on-street BRT stops would be
located on South Avenue at Forest Avenue, Goethals Road North, and Teleport Drive.
These stops would be similar to the existing curbside bus stops on South Avenue. As
such, platforms and other station infrastructure are not proposed for the three South
Avenue stops.

West Shore Plaza would function as the western terminus of the Proposed Project.
Currently, West Shore Plaza is used by MTA as a station and for layover space and to
turn buses. While the West Shore Plaza terminus may be improved and/or
reconfigured as part of the Proposed Project, facilities and operations at this location
would be functionally similar to those that exist now. Parking for 100 vehicles would
be provided at the existing West Shore Plaza surface parking lot.

Proposed BRT Service Plan

An operating plan describes how a particular transit service is to be provided.
Information contained in an operating plan typically includes the type of route
operated, the frequency, travel time, and stations served. The operating plan for the
Proposed Project is described below.

BRT service under the Proposed Project would be provided on two routes, the S1 and
S2. Each would utilize a fully electric-powered fleet. It is anticipated that existing NYCT
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bus depots on Staten Island with available capacity such as Castleton Depot would be
utilized for the storage, inspection, and maintenance of the BRT fleet.

The S1 would operate in the busway between St. George Terminal and the proposed
Arlington Station before entering into mixed traffic on South Avenue to West Shore
Plaza. This route would create connectivity between West Shore Plaza, communities
along the route, and the St. George Terminal. The average running time is estimated at
25 minutes. Proposed stops are as follows:

»  Eastern Terminus: St. George Terminal

»  Seven busway stations: New Brighton, Livingston Station, West Brighton, Port
Richmond, Elm Park/Morningstar Road, Mariner’s Harbor, Arlington Station

»  Three on-streets stops along South Avenue: Forest Avenue, Goethals Road,
Teleport

»  Western Terminus: West Shore Plaza

The S2 would travel on the proposed busway between St. George and Arlington, with
an average running time of 18 minutes. Proposed stops are as follows:

»  Eastern Terminus: St. George Terminal

»  Seven busway stations: New Brighton, Livingston, West Brighton, Port Richmond,
Elm Park/Morningstar Road, Mariner’s Harbor, Arlington Station (western terminus
for S2)

Additionally, three existing local routes would be extended to enter the busway
including the S53, S54, and S57 which would use the existing non-electric bus fleet.?
Although this may be true at the 2035 Build Year, the MTA will replace and transform
its entire bus fleet with zero-emissions vehicles by 2040.° The S40 would maintain local
service along Richmond Terrace. Two bus routes, the S90, offering service between the
Matrix Global Logistics Park and the St. George Terminal and the S96 operating
between West Shore Plaza and St. George Terminal are proposed to be eliminated
under the Proposed Project. The S90 bus route is a limited-stop version of the S40
(which would maintain local service under the Proposed Project). Accordingly, no
geographic coverage of transit service would be lost with the elimination of the S90.
The S96 bus route is a limited-stop version of the S46. While the S46 would be
truncated to the Teleport, the proposed S1 BRT route would originate at West Shore
Plaza with a stop at the Teleport. As such, the S1 would effectively provide the
geographic coverage that would be lost.

»  The S53 would enter the busway via Alaska Street and would serve the four BRT
stations west of the entry point, including Port Richmond, Elm Park/Morningstar

8 NYCT is transitioning to a fleet composed of zero-emission electric buses. In the future,
autonomous buses may be investigated and the Proposed Project offers an appropriate
alignment for testing that type of technology.

% Transitioning to a zero-emissions bus fleet. https://new.mta.info/project/zero-emission-bus-
fleet Updated Jul 25, 2022. accessed August 22, 2023.
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Road, Mariners Harbor, and Arlington. The route would operate between Arlington
and Bay Ridge.

»  The S54 would enter the busway via Bard Avenue and would serve the New
Brighton and St. George BRT stations. The route would operate between St.
George and Eltingville.

»  The S57 would enter the busway via Alaska Street and would serve the New
Brighton and St. George BRT stations. The route would operate between St.
George and New Dorp.

The proposed BRT service is expected to operate with average headways (i.e., time
between buses) of 9 to 10 minutes, with the S2 operating every 5 minutes during the
morning peak hour of 6:30 to 7:30. These headways are intended to coordinate with
ferry service at St. George Terminal. The existing local bus routes are expected to
operate with headways of 8 to 15 minutes. The weekday AM peak service pattern with
headways is shown below in Table 2-2 and illustrated in Figure 2-23. Coding of the
new BRT routes compared to existing routes is shown in Table 2-3.

Table 2-2 Proposed Weekday AM Service

Existing
Headway
Route Description (minutes Proposed Headway (minutes)

BRT Routes

St. George to
S1 West Shore 10
Plaza

St. George to g

52 Arlington

Feeder & Local Routes

40 Malntalps local 7 10
service

Enters Busway
at Alaska Street;
terminates at
Arlington

S53

Enters busway
S54 | at Bard Avenue 10 11
to St. George

Enters busway
S57 | at Alaska Street 12 15
to St. George

* S2 operates every 5 minutes in peak hour (6:30-7:30)
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Figure 2-23 Proposed Service Pattern
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Table 2-3 BRT Coding for New BRT Routes (S1 and S2) Compared to Existing
Routes (S40 and S46)

Route S1 S2 S40 546
Type BRT BRT Local Bus Local Bus
Operates in No-Build No No Yes Yes
Operates in Build Yes Yes Yes Yes
Peak Headway 10 5 10 10
Mid-Day Headway 10 15 20 121
Route Type 0 0 3 3
Time from Time from Time from
Origin Origin Origin Time from
Station (hh:mm:ss) (hh:mm:ss) (min.) Origin (min.)
BRT - Jlest Shore 0:00:00 0:00
BRT-Teleport 0:03:00
BRT - Goethals 0:07:00
BRT - Forest Av 0:08:00
BRT Arlington 0:09:00 0:00:00 0:00
BRT-Mariners 0:12:00 0:02:00
BRT-Elm Park 0:13:00 0:04:00
(Morningstar)
BRT-Port Richmond 0:16:00 0:06:00 0:14 0:30
BRT-West Brighton 0:18:00 0:08:00
(Broadway)
BRT-Livingston 0:20:00 0:10:00
BRT-New Brighton 0:22:00 0:12:00
BRT - St. George 0:27:00 0:17:00 0:34 0:54

Ridership Forecasts

Ridership forecasts to predict how many people would use the proposed BRT service
were prepared using the MTA's Regional Transit Forecasting Model (RTFM). The RTFM,
which is built on Caliper's Transcad platform, is a variant of the 4-step ridership
forecasting methodology of trip generation, distribution, mode choice, and
assignment. It is used to forecast changes in ridership of the various modes, resulting
from changes in population, employment, and other socioeconomic factors, as well as
changes in the transportation network. Ridership projections were developed using
this model. Data on transit service and demand are provided to the model to
represent all transit travel occurring within New York City on New York City Transit
(NYCT), MTA Bus, and New York City Department of Transportation (NYCDOT) Ferries.
Demand and service characteristics for the Long Island Rail Road (LIRR) and Metro-
North Railroad (MNR) are also represented in the model. Demographic forecasts
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incorporated into the model were based on adopted Traffic Analysis Zone (TAZ)
projections available from the New York Metropolitan Transportation Council (NYMTC)
Best Practice Model and consistent with NYMTC 2050 Employment Forecasts.

Based on the RTFM model results, boardings on the new BRT routes in 2035 (the
Proposed Project’s analysis year for SEQRA/CEQR) are anticipated to be 28,148 per
day. Route level boardings for the Build Condition totals 20,041.

Cost Analysis

Capital Costs

A conceptual capital cost estimate was prepared according to the guidance in FTA's
Standard Cost Categories for Capital Projects. Unit costs included in the model have
been developed based on typical costs provided by NYCDOT, NYCDDC, MTA Bridges
and Tunnels and other sources. MTA Construction & Development (C&D) experience
with the design and cost estimating of capital cost elements on similar transportation
corridors was also a contributor. The cost estimates include allocated contingencies to
account for design risk associated with the design uncertainty of individual elements
as well as an overall project contingency to account for the conceptual level of overall
design. Year 2023 conceptual capital costs for the Proposed Project is estimated at
approximately $1.24 billion.™® A summary of the conceptual capital cost estimate is
contained in Appendix G.

Operating and Maintenance Costs

An operating and maintenance cost (O&M) model was developed to estimate cost for
buses operating both on and off the busway. The cost model is based on unit price
factors provided by the NYCT Department of Buses and the NYCT Office of
Management and Budget (OMB). The O&M model for the Proposed Project is
consistent with FTA guidelines and builds off of the model developed to estimate the
project’s O&M costs in the SINSAA published in 2012 and the Supplement to the
SINSAA published in 2018. Refer to Appendix H for the detailed O&M cost
methodology report. Table 2-5 summarizes the O&M costs of the proposed BRT
including O&M costs for the S1 and S2 BRT routes plus the incremental cost of the
feeder routes and a 20% contingency to account for any future schedule changes less
the O&M costs for routes that were eliminated. The overall O&M cost estimate in 2035
dollars was approximately $29.314 million.

19 Does not include costs for private property acquisition or environmental mitigation
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Cost Item Annual Unit of Service Unit Cost (2020%) Line Item Cost
Vehicle Operations (vehicle
hour costs) 837,289 Bus Hours | $2.40 /Bus Hour $2,007,000
Vehicle Operations (pay hour
costs) 150,712 Pay Hours | $47.91 /Pay Hour $7,220,813
Vehicle Maintenance (peak
bus costs) 5,490 Peak Buses | $147.57 /Peak Bus $810,179
Vehicle Maintenance (mileage
costs) 1,507,120 Bus Miles $1.86 /Bus Mile $2,800,312
Busway
Maintenance of Way 5 | Miles $40,922 /Busway Mile | $212,794
Busway Station Maintenance 7 Stations $246,702 /Station $1,726,915
On-Street Station
Maintenance 6 Stations $17,291 /Station $103,747
Elevator Maintenance 8 Elevators $63,175 /Elevator $505,398
Revised BRT Feeder Routes $7,843,498
Contingency Percent 20% $4,646,131
Subtotal S1/S2 $27,876,788
Elimination/Truncation ($6,079,940)
TOTAL O&M COST (2020$) | | $21,796,847
TOTAL O&M COST (20359%) ‘ ‘ $29,314,337
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3 Land Use, Zoning, and Public Policy

This chapter considers the potential for the Proposed Project to result in
significant adverse impacts to land use, zoning, and public policy. Under the
guidelines of the 2027 CEQR Technical Manual, this analysis evaluates the uses in
the area that may be affected by the Proposed Project and determines whether
the project would be compatible with those uses or may otherwise affect them.
The analysis also considers the Proposed Project’s compatibility with zoning
regulations and other public policies applicable to the area.

Regulatory Background

The Proposed Project is being undertaken by the Metropolitan Transportation
Authority (MTA), a state agency that is not subject to New York City (City) zoning
controls. However, because the City may base future land use decisions on this
Final Environmental Impact Statement (EEIS), this chapter describes the study
area’s zoning districts. Potential City land use actions that may be required
include the following:

»  Transfer of property: Currently, the former North Shore Railroad right-of-way
(ROW) is under New York City ownership.

»  Landfills: Uniform Land Use Review Procedure (ULURP) application to
facilitate constructing fill at the Snug Harbor waterfront portion of the
proposed alignment.

»  Zoning Map Amendment: ULURP application to facilitate a change in the City
Zoning Map may be required at several locations, including Roxbury Street,
portions of Richmond Terrace, and areas where parkland alienation would be
required.

»  Cross Access Connections: Non-ULURP application from the New York City
Department of City Planning for cross access for the potential station surface
parking facilities located at Arlington Station and Livingston Station.

»  Acquisitions and Dispositions: ULURP application(s) to acquire private properties
and dispose of City-owned properties to facilitate the proposed alignment.
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Public policy documents that are directly applicable to the Proposed Project
include the Staten Island Community Board 1 Needs Statement, New York City's
North Shore 2030 and Working West Shore 2030, Brownfield Opportunity Area
(BOA) plans for several North and West Shore areas, New York City's Waterfront
Revitalization Program, the Port Authority of New York and New Jersey's Port
Master Plan 2050, and other planning documents.

Existing Conditions

To facilitate the land use, zoning, and public policy analysis for the Proposed Project,
the proposed alignment has been divided into seven sections. Each section and its
associated study area comprise generally similar land uses and/or reflect a section of
the alignment that is distinct from an engineering standpoint. For example, the
Viaduct and Open Cut sections are characterized by engineering design features
that address the local topography, while the New Brighton Waterfront and West
Brighton Waterfront sections would have similar at-grade busway configurations but
are characterized by distinctive land use patterns. Along these sections, a study area
approximately 400 feet from the alignment was evaluated. The study area
boundaries were chosen to include those communities and uses that could
potentially be affected by the Proposed Project. Figures 3-1 through 3-7 depict
existing land uses within the study area for each of the seven sections.

Land Use

The neighborhoods along the proposed alignment vary in their land use patterns,
which encompass civic and commercial clusters in St. George and Port Richmond,
well-established cultural uses in historic Snug Harbor, a variety of residential
housing developments, and a waterfront industrial sector featuring an array of
maritime support services and the City’s Port Richmond Wastewater Resource
Recovery Facility (WRRF). The PANYNJ's Howland Hook Maritime Terminal is a
major freight terminal and container port at the western end of the proposed
alignment, and both the Teleport and Matrix Global Logistics Park are significant
business parks on the West Shore. In St. George, economic growth is occurring,
including mixed-use, and other developments that complement existing
municipal, residential, and educational land uses.

Transit passenger service and freight rail service provided by the former North
Shore Railroad ended in 1953 and 1989, respectively. In 1993, the City of New
York acquired the North Shore Railroad ROW via a federal grant preserving the
corridor for transportation use. Currently, the ROW, managed by the New York
City Economic Development Corporation (NYCEDC), is largely abandoned, with a
portion of the western section in use for rail freight supporting the PANYNJ
Howland Hook Marine Terminal.

The following subsections describe land uses in the study area by section, as
depicted in Figures 3-1 through 3-7.
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Figure 3-1 Land Use Study Area: St. George
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Figure 3-2 Land Use Study Area: New Brighton Waterfront
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Figure 3-3 Land Use Study Area: West Brighton Waterfront
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Figure 3-4 Land Use Study Area: Viaduct
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Figure 3-5 Land Use Study Area: Open-Cut Section
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Figure 3-6 Land Use Study Area: Arlington Station
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Figure 3-7 Land Use Study Area: South Avenue
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Section 1: St. George

This 0.9-mile section comprises the area
along Richmond Terrace from the St.
George Terminal west to Jersey Street. This
area is the civic center of Staten Island,
containing the Borough Hall; several
courthouses; NYPD's 120th Precinct House;
and various schools, religious institutions,
and community and social service facilities.
Chapter 5, Community Facilities and
Services, provides more detail on
community facilities in the study area. The
North Shore Esplanade and the Staten
Island 9/11 Memorial are also located in
this section (see Chapter 6, Open Space,
for more information on open space uses).  Borough Hall

The predominant land uses in this section

are residential and commercial. Empire Outlets, a commercial retail destination, as
well as smaller commercial and retail uses, are concentrated near the St. George
Terminal. The Staten Island University Hospital (SIUH) Community Park and the
former New York Wheel garage are also notable land uses on the north side of
Richmond Terrace. Residential land uses in this section include higher-density
multifamily developments located in the St. George Terminal area and along
Richmond Terrace, with single-family housing predominating along the streets
farther inland. The New York City Housing Authority (NYCHA) Richmond Terrace
public housing development is also located in this section.

Section 2: New Brighton Waterfront

(L
B

Richmond Terrace, commercial uses at left; Atlantic Salt at right

This 1.2-mile section, which runs primarily along the Kill Van Kull shoreline in the
New Brighton neighborhood, extends from Jersey Street west to Davis Avenue. It
encompasses the northern portions of the New Brighton neighborhood and the

Snug Harbor Cultural Center and Botanical Garden. Land uses along Richmond

3-10 Staten Island North Shore Bus Rapid Transit: Final Environmental Impact Statement



STATEN ISLAND NORTH SHORE BUS RAPID TRANSIT

Terrace in this section are predominantly commercial and light industrial, with
some low-rise multifamily residential buildings above commercial storefronts.
Single-family housing predominates along the side streets south of Richmond
Terrace. Most of the waterfront in the eastern portion of the section is occupied
by Atlantic Salt, a terminal facility which provides road salt to the City of New
York and other municipalities for winter de-icing. The western portion of the
section is mainly occupied by the Snug Harbor campus, which includes active
recreational uses such as ballfields, cultural facilities, open space, and trails;
between Richmond Terrace and the Kill Van Kull in this area, a strip of designated,
but informal and lightly used, parkland exists. West of Snug Harbor are local
commercial convenience uses including a gas station and restaurant. The western
extent of this section also features a surface lot which functions as a parking and
equipment staging area for a Consolidated Edison (Con Ed) customer service
center, located on the south side of Richmond Terrace.

Section 3: West Brighton Waterfront

Section 3, which is approximately 0.7
miles long, generally parallels the
shoreline from Davis Avenue to the
foot of Alaska Street, where the former
North Shore Railroad ROW transitions
from at-grade to a viaduct structure
south of Heritage Park. Land uses in
this area include single-family and
lower-density multifamily residential
south of Richmond Terrace in the West
Brighton neighborhood, marine
industrial uses (including Caddell Dry
Dock and TP Marine Electric) along the
waterfront, and industrial and
commercial uses between the
waterfront and Richmond Terrace.
Heritage Park, an approximately 10-acre park along the Kill Van Kull shoreline
near the western end of the section, offers passive recreational uses. This section
also contains several vacant properties and parking lots along Richmond Terrace.

Richmond Terrace, ROW and maritime industrial uses
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Section 4: Viaduct

This 1.2-mile section follows the
existing, abandoned viaduct section of
the ROW from Alaska Street west to
John Street. The eastern portion
traverses vacant land west of Heritage
Park as well as industrial uses—
including the Port Richmond
Wastewater Resource Recovery Facility
and a single-family residential area
south of the alignment. It then crosses
Port Richmond Avenue in the Port
Richmond business district and passes
through a diverse mixture of
residential, commercial, and light
industrial uses. West of Sharpe
Avenue, the land uses surrounding the
viaduct become mainly single-family
residential, with areas of new
development occurring west of Nicholas Avenue. Port Richmond High School and
associated sports fields are located at the westernmost end of this section.

Viaduct and Port Richmond Wastewater

Resource Recovery Facility

Section 5: Open-Cut Section

Section 5 includes an approximately 0.8-mile long portion of the ROW that lies
within an open cut approximately 30 feet below grade. This section generally
extends from John Street west to Union Avenue. The open cut is largely
abandoned and in disrepair; however, a portion of the open cut ROW west of
Harbor Road is used for freight rail assembly to support operations at Arlington
Rail Yard (part of the Howland Hook Maritime Terminal). The area between the
Bayonne Bridge and Lake Avenue contains a variety of commercial and industrial
uses, while the area between Lake Avenue and Harbor Road consists of mainly

single-family residential land uses in the Mariners Harbor neighborhood.
Pat N -“ ;I‘d‘ e ] 4

Remnant station at Mariner’'s Harbor (at left); Freight rail tracks beneath South Avenue Bridge (at right)
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Section 6: Arlington Station

This approximately 0.5-mile section
extends from Harbor Road to South
Avenue, then south to Cable
Way/Netherland Avenue. Within this
section, land uses on the east side of
South Avenue are primarily residential,
including the NYCHA Mariner's Harbor
public housing development, which
fronts Roxbury Street. The Big Park is a
3-acre recreational resource which
contains sports courts and playgrounds, ~ Harbor Complex

located south of the housing development. A Con Ed substation facility,
comprised of three buildings, surface lots associated with a trucking facility, and
undeveloped land, is situated to the west of the South Avenue bridge and south
of the existing freight rail ROW. The area north of the ROW and east of South
Avenue contains industrial and commercial uses, while the area west of South
Avenue has large undeveloped swaths, interspersed with large-scale retail and
commercial uses.

Section 7: South Avenue

The South Avenue section begins south
of Cable Way/Netherland Avenue and
follows the existing South Avenue ROW
to West Shore Plaza. Between the
northern end of the section and the
Staten Island Expressway, the west side
of the alignment is bordered primarily
by undeveloped land, with single-family
residential uses to the east. South of
the expressway, both sides of South
Avenue are characterized by South Avenue & Teleport Drive
undeveloped land (including some

wetland areas) and a large-scale office park, hotel, and retail development. A
large public open space associated with Staten Island Industrial Park is located
north of Teleport Drive. This section is approximately 2.7 miles long.

Zoning

Zoning throughout the study area consists of a mix of manufacturing, residential,
and commercial districts. Manufacturing districts comprise most of the waterfront
area along the alignment, reflecting the historical use of the North Shore
waterfront for shipping and other industrial activities. Manufacturing districts also
cover the western portion of the proposed alignment along South Avenue in
areas that are relatively sparsely developed with suburban-style offices, shopping
centers, and warehouses. The landward portion of the study area primarily
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comprises residential zoning, consistent with the mostly low- and medium-
density residential neighborhoods along the North Shore. Some residential areas
along Richmond Terrace and other arterial streets include commercial overlays to
serve local retail needs. Figures 3-8 through 3-14 show zoning districts for each
section of the study area.

Portions of the study area are within the Lower Density Growth Management
Area (LDGMA), which covers most of Staten Island east of South Avenue. The
LDGMA uses “special zoning controls to match future development to the
capacity of supporting services and infrastructure in parts of the city experiencing
rapid growth.” These special zoning controls include, but are not limited to,
higher residential parking requirements, modified residential lot size and
dimensional requirements, prohibitions on street level residences in commercial
overlays and commercial districts, and modified requirements for medical offices
and day care centers to preserve community character.
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Figure 3-8 Zoning Districts in Study Area: St. George
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Figure 3-9 Zoning Districts in Study Area: New Brighton Waterfront
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Figure 3-10 Zoning Districts in Study Area: West Brighton Waterfront
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Figure 3-11 Zoning Districts in Study Area: Viaduct
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Figure 3-12 Zoning Districts in Study Area: Open-Cut Section
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Figure 3-13 Zoning Districts in Study Area: Arlington Station
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Figure 3-14 Zoning Districts in Study Area: South Avenue

I
W I THERLAND AVE R3A o
mK ’ .Ltlm R3-2
. | [y i
] R Yiiz3
s g
|
]
/
M3-1 . :”’1
/
/
VA = /
7
/
/
/
/
/
V4
/
/
/
/
/
/
/
/
/
/
4 /
“ /7
4 / / R3-2
/7 PARK
Chee [ = SPECIAL NATURAL

AREA DISTRICT

[ ] zonmgoistrers 7] ca [

e PROPCSED ALIGNMENT

] Feet

= m 400-FOCT STUDY AREA m Ci-1 X ca-2 0 1,500 3,000
KX ci-2 SPECIAL NATURAL AREA DISTRICT
VoA c-s

3-21 Staten Island North Shore Bus Rapid Transit: Final Environmental Impact Statement



STATEN ISLAND NORTH SHORE BUS RAPID TRANSIT

Section 1: St. George

The entire shoreline area of Section 1 north and east of Richmond Terrace is
mapped as an M1 zoning district, a light manufacturing/industrial designation.
West of Richmond Terrace from Hamilton Avenue to Bay Street, a C4 commercial
district is mapped; these districts occur in regional centers where larger stores,
theaters, and office uses serve a wider region and generate more traffic than
neighborhood shopping areas. Commercial overlays for neighborhood
businesses are mapped west/south of Richmond Terrace between Hamilton
Avenue and Nicholas Street. The remainder of the neighborhood consists of
residential zoning districts, ranging from single-family R2 zones to medium-
density multifamily R6 zones.

Special districts are mapped in certain areas of the City to achieve specific
planning and urban design objectives in defined areas with unique characteristics.
Each district stipulates zoning requirements and/or incentives tailored to the
area's distinctive qualities. The St. George section of the alignment contains two
such districts: the Special St. George District and the Special Hillsides Preservation
District. The Special St. George District, which covers most of the eastern portion
of the section, was created to support a pedestrian-friendly business and
residence district in a unique hillside waterfront community that is one of Staten
Island’s oldest commercial neighborhoods. The Special Hillsides Preservation
District guides development in the steep slope areas of Staten Island’s Serpentine
Ridge; its purpose is to reduce hillside erosion, landslides, and excessive
stormwater runoff by preserving the area’s hilly terrain, trees, and vegetation.

Section 2: New Brighton Waterfront

Section 2 encompasses M1 (light industrial) and M3 (heavy industrial)
manufacturing districts on the north side of Richmond Terrace; the M3
designation is mapped for the Atlantic Salt property. The area south of Richmond
Terrace between Jersey Street and Tysen Street is primarily mapped M1, with R2
(single-family) and R3 (one- and two-family) designations along the side streets.
The Snug Harbor Cultural Center and Botanical Garden is zoned as parkland,
while the area to the west is mapped as residential (R2 and R3) and industrial (M1
and M3), with the latter located along the shoreline between Bard and Davis
Avenues. A portion of this section, including all the Snug Harbor property, is also
mapped in the Special Hillsides Preservation District.

Section 3: West Brighton Waterfront

North of Richmond Terrace, Section 3 is mapped entirely as an M3 heavy
industrial district. The south side of Richmond Terrace is mapped in R3 residential
zoning, except for an M1 light industrial district along the south side of
Richmond Terrace between Broadway and the western edge of the Staten Island
Cemetery. There are commercial overlays between Elizabeth Avenue and North
Burgher Avenue on the south side of Richmond Terrace.
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Section 4: Viaduct

In Section 4, manufacturing districts are located along both sides of the viaduct
from Alaska Street to Richmond Terrace, with M3 zoning to the north along the
waterfront and M1 zoning to the south. West of Richmond Terrace, a C4 regional
commercial district is mapped along Port Richmond Avenue, with small areas of
M1, M3, and R4 (lower-density multifamily) zoning between the C4 district and
Richmond Terrace. The remainder of this section is mapped in the R3 zoning
district. Commercial overlays are mapped south of the proposed alignment
between Richmond Terrace and the edge of the Port Richmond C4 zoning
district, and between Maple Avenue and Sharpe Avenue.

Section 5: Open-Cut Section

In Section 5, R3 residential districts are located on both sides of the open cut
between John Street and Pulaski Avenue; an M3 district is mapped on both sides
between Pulaski Avenue and Lakeview Avenue. The remainder of the section,
west of Lakeview Avenue, is mapped as R3. Commercial overlays are mapped in
several residential areas south of the ROW.

Section 6: Arlington Station

Section 6 has residential districts on both sides of the ROW from Harbor Road to
Lockman Avenue. Between Lockman Avenue and South Avenue, the area north of
the ROW is in the M2 zoning district (described as a middle ground between light
and heavy industrial), and most of the area south of the ROW, where the NYCHA
Mariner's Harbor development is located, is zoned R4. M1 light industrial zoning
extends throughout the area west of South Avenue; the east side of South
Avenue is bordered by R3 residential zoning.

Section 7: South Avenue

Between Netherland Avenue and Goethals Road, the west side of the BRT
alignment along South Avenue Section 7 is mapped in the M1 manufacturing
district and the east side in the R3 residential district. A commercial overlay
extends from Netherland Avenue to Wemple Street. South of Goethals Road,
both sides of South Avenue are mapped as M1 to West Shore Plaza, where a C4
commercial district is located near the terminus of South Avenue at Meredith
Avenue.

Public Policy

The following describes plans and policies that pertain to the Proposed Project.
They include several local planning documents as well as Citywide plans. An
overview of each policy document is presented, followed by the goals and/or
recommendations specifically related to the Proposed Project.
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Community District 1 Needs Statement and Community Board Budget
Requests

The North Shore lies within Staten Island’s Community District 1. The Community
District periodically prepares a statement of needs and budget requests that
helps to guide the City’s planning and investment in the district. The most recent
statement available, for fiscal year 2023, identifies the need for improved mass
transit as well as traffic congestion, safety and enforcement as pressing issues
within Community District 1. To address this concern, the statement identifies the
need for BRT lanes and service within the district to improve traffic flow and
transit access and reliability.

North Shore 2030

North Shore 2030: Improving and Reconnecting the North Shore’s Unique and
Historic Assets®> was prepared in partnership by NYCEDC and the New York City
Department of City Planning (NYCDCP) in December 2011, “to identify
opportunities for improved transportation connections, job creation,
environmental protection, public access, and other public goals.” The study area
for North Shore 2030 encompasses the North Shore of Staten Island, from St.
George Ferry Terminal in the east to Mariners Marsh in the west, and includes
Sections 1 through 6 of the proposed BRT alignment. The plan is guided by four
strategies for revitalizing and reconnecting the study area:

»  Promote quality jobs and workplaces that strengthen maritime and active
industrial businesses, waterfront business opportunities, and connect local
residents with more diverse employment opportunities;

»  Reconnect people with the working waterfront through increased public
access, new views of the working waterfront and a continuous multipurpose
pathway along Richmond Terrace;

»  Support and create neighborhood centers through more local retail, services,
and housing options in the North Shore's historic neighborhood centers.

1 Staten Island Community District 1. Statements of Community District Needs and
Community Board Budget Requests Fiscal Year 2023, Available at
https://docs.google.com/viewer?url=https://github.com/NYCPlanning/labs-cd-needs-
statements/raw/master//SI1%20DNS%20FY%202023/FY2023 Statement SI01.pdf.
Accessed February 5. 2023.

2 NYCEDC and NYCDCP. December 2011. North Shore 2030: Improving and Reconnecting
the North Shore’s Unique and Historic Assets. Available at
https://www1.nyc.gov/assets/planning/download/pdf/plans-studies/north-
shore/north shore2030.pdf. Accessed on November 21, 2019.

3 NYCDCP. Undated. Staten Island North Shore — Land Use & Transportation Study —
Background. Available at https://www1.nyc.gov/site/planning/plans/north-shore/north-
shore-2.page. Accessed on November 21, 2019.
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»  Improve connections and mobility for residents and businesses through
targeted and coordinated intersection and transportation improvements to
support an enhanced transit network.

In order to achieve the vision set forth in North Shore 2030, the plan applies these
strategies to six Opportunity Areas: St. George, New Brighton, West Brighton,
Port Richmond, Mariners Harbor-Arlington, and Jersey Street. The result is a set
of specific short- and long-term land use and infrastructure recommendations in
for each Opportunity Area.

The plan identifies transportation, particularly commuting, as a key challenge for
North Shore residents. It describes the former North Shore Railroad ROW as a
key asset in the study area and recommends consideration of its future reuse as a
transit corridor, in coordination with MTA's Staten Island North Shore Alternatives
Analysis (the SINSAA study, discussed in Chapter 1, Introduction). Strategies for
specific Opportunity Areas that are relevant to the Proposed Project include:

»  Improve transportation connections to St. George Terminal through ferry and
other transit connections;

»  Coordinate with MTA to maintain and potentially improve waterfront access
at Snug Harbor in connection with future development of the North Shore
ROW;

»  Relocate portions of the North Shore ROW in New Brighton and West
Brighton to facilitate maritime expansion and support future transit options.

Working West Shore 2030

Working West Shore 2030: Creating Jobs, Improving Infrastructure, and Expanding
Growth?*, was a collaboration between NYCEDC and NYCDCP. Completed in 2011,
the plan’s purpose was to develop a planning framework centered on job
creation, infrastructure upgrades, and managed growth of Staten Island’s West
Shore over a 20-year planning horizon. The four primary objectives of Working
West Shore 2030 are as follows:

»  Create quality local jobs for Staten Islanders and reduce the need for off-
island commutes;

»  Provide better connections between West Shore neighborhoods and
employment centers to the rest of the borough and the region through
updated road and transit networks;

»  Preserve and link open spaces, expand public waterfront access, and
strengthen connections between parks and neighborhoods;

4 NYCEDC and DCP. June 2011. Working West Shore 2030: Creating Jobs, Improving
Infrastructure, and Expanding Growth. Available at
https://www1.nyc.gov/assets/planning/download/pdf/plans-studies/west-
shore/wsfinalreport.pdf. Accessed on November 21, 2019.
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»  Improve community services and choices for the West Shore and for
surrounding neighborhoods and expand housing and transit options to
attract and retain young adults and meet the needs of a growing senior
population.

Recommendations related to connecting the West Shore include the creation of a
sustainable transit network. The plan specifically identifies the need to improve
bus service from existing Staten Island neighborhoods to West Shore job centers
and destinations. It addressed the need to coordinate with MTA on the SINSAA
study and to evaluate transit connections to the Teleport. The plan’s
recommendations include a bus transit hub located south of the North Shore
ROW and west of South Avenue.

North and West Shore Brownfield Opportunity Areas

The New York State Department of State administers the Brownfield Opportunity
Area (BOA) Program. The BOA Program provides state planning funds to
community-based organizations and municipalities to develop community plans
for areas with multiple vacant properties or brownfields. Three areas within the
Proposed Project’s study area have been designated as BOAs and received BOA
funding: West Brighton, Port Richmond-Mariners Harbor, and West Shore.

West Brighton

The West Brighton BOA®> encompasses three subareas along the North Shore
waterfront: Jersey Street, New Brighton, and West Brighton. Released in 2016, the
BOA report identifies sites within the BOA with potential environmental issues,
including 10 strategic sites, eight of which are within the study area for the
Proposed Project. These strategic sites are either brownfields or underutilized or
vacant sites “whose strategic redevelopment presents a unique opportunity to
achieve the community’s vision and revitalization of the area” (p. 7).

The result of the West Brighton BOA study is a “"Recommendations Action
Agenda” with five key components: support and create neighborhood centers;
create quality jobs and workplaces; improve access to waterfront, parks, and open
space; improve connections and mobility; and address environmental challenges.
The recommendations for improving connections and mobility are primarily
focused on coordinating with MTA to implement BRT in the North Shore ROW,
including exploring appropriate station locations and advancing environmental
studies and engineering for the corridor. Specific recommendations with respect
to BRT planning and the former North Shore Railroad ROW include:

»  Coordinate BRT planning with transportation and streetscape improvements

»  Explore land swap proposals to allow straightening of hazardous curves on
Richmond Terrace at Bement Avenue and Broadway intersections

> Department of City Planning. March 2016. West Brighton Brownfield Opportunity Area.
Available at https://docs.dos.ny.gov/opd/boa/RichmondTerraceBOA.pdf. Accessed on
November 22, 2019.
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»  Explore potential designs for the construction of street improvements on
city-owned portion of Richmond Terrace between Jersey Street and Lafayette
Avenue to improve traffic flow and safety

»  Explore potential alignment for the proposed North Shore Greenway

»  Explore a zoning proposal in New Brighton and West Brighton along
Richmond Terrace and Port Richmond along Port Richmond Avenue

Port Richmond-Mariners Harbor

The Port Richmond-Mariners Harbor BOA® completed Step 2 of the BOA program
in January 2019. The study area for this BOA largely follows zoning district
boundaries to include concentrations of manufacturing properties in Port
Richmond and Mariners Harbor, as well as the Port Richmond Avenue
commercial corridor. This study area encompasses two subareas: one focusing on
the Port Richmond Avenue commercial corridor and one focusing on the
manufacturing zones along the waterfront, as well as Mariners Marsh Park and
Arlington Marsh.

The plan’s recommendations include five key components: support and create a
vital live-work neighborhood; create quality jobs and workplaces; create new
civic, cultural, and recreational spaces; improve connections and mobility; and
address environmental challenges. The recommendations related to connections
and mobility include a discussion of the potential for “reinventing the former
North Shore Railroad,” consistent with the SINSAA study, to address urgent
needs for improved transit service across the BOA area and to other on- and off-
island destinations. The plan describes the ROW as having "remarkable potential
to catalyze revitalization across the BOA area” (p. 78).

West Shore

The West Shore BOA’ released its Nomination Report in February 2018. This BOA
is mostly outside of the study area for the Proposed Project; however, the
southern portion of the BOA includes West Shore Plaza (the southern terminus of
the proposed alignment). As expressed in the Nomination Report, “[t]he overall
vision of the West Shore BOA is to create a vibrant, economically sustainable,
environmentally recognized industrial green zone that becomes a showcase for
the implementation of sustainable best practices in land use, transportation, and
stormwater management” (p. 12). The plan’s transportation recommendations

6 Northfield Community Local Development Corporation. January 2019. Port Richmond—
Mariners Harbor Brownfield Opportunity Area — Step 2 Nomination Report. Available at
https://a002-epic.nyc.gov/community/areas/14. Accessed on November 22, 2019.

7 Staten Island Economic Development Corporation. West Shore Brownfield Opportunity
Area Final Revitalization Plan. February 2018. Available at
https://docs.dos.ny.gov/opd/boa/WestShoreBOA.pdf. Accessed on November 25, 2019.
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include enhanced transit service and new stops at employment centers in the
BOA to support continued economic development in the area.

MTA 2025-2044 Twenty-Year Needs Assessment

The MTA's planning process involves the preparation of a Twenty-Year Needs
Assessment, which is a comprehensive strategy for investments needed to
improve the MTA's existing system, and to enhance and expand the transit
network. This assessment includes a comparative evaluation of costs, benefits,
and other metrics to determine which projects best meet the MTA's strategic
goals. Projects with the greatest benefit will be prioritized and may be included in
subsequent Capital Programs. The Twenty-Year Needs Assessment is ongoing
and anticipated to be completed by the fall of 2023.

New York City Waterfront Revitalization Program (WRP)

A large portion of the proposed BRT alignment lies within New York State's
coastal zone, a designation intended to promote “the preservation, enhancement
and utilization of the natural and man-made resources of the State's unique
coastal area.”® Approval of the Proposed Project is therefore subject to the state
coastal policies in New York Codes, Rules, and Regulations (NYCRR) Chapter 19,
Part 600.5, as well as the New York City Waterfront Revitalization Program?® (a
state-approved Local Waterfront Revitalization Program). WRP consistency
determinations for state actions subject to State Environmental Quality Review
Act (SEQRA) review, including the Proposed Project, are made by the lead state
agency (in this case MTA). If federal funding or permitting is involved, the New
York State Department of State is responsible for concurring with or objecting to
an applicant’s consistency determination. As indicated in the Regulatory

Background, additional City actions will be required to implement the Proposed
Project, some of which include applications subject to ULURP which is subject to
approval by the City Planning Commission (CPC). During the ULURP process, CPC,
acting as the City Coastal Commission, would be required to make a WRP
consistency finding. Should the Proposed Project advance through the final

design process, WRP consistency findings will be made by CPC. Figure 3-15
shows the boundaries of the coastal zone in the study area.

The NYC WRP consists of ten policies, each containing sub-policies. The policies
and sub-policies most relevant to the Proposed Project are described below. The
specific applicability of these policies to the Proposed Project is discussed in the
"With-Action Condition” section.

8 19 CRR-NY 600.1, Available at
https://govt.westlaw.com/nycrr/Document/I189cbf805c22411ddb9e5b2e06f1b2e152view
Type=FullText&originationContext=documenttoc&transitionType=CategoryPageltem&c
ontextData=(sc.Default). Accessed on December 3, 2019.

9 New York City Department of City Planning. New York City Waterfront Revitalization
Program. Available at https://www.nyc.gov/assets/planning/download/pdf/planning-
level/waterfront/wrp/wrp-2016/nyc-wrp-full.pdf. Accessed March 25, 2023.
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Figure 3-15 Coastal Zone Boundary
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Policy Two: Support water-dependent and industrial uses in New York City
coastal areas that are well-suited to their continued operation.

Policy 2.1 is to promote water-dependent and industrial uses in Significant
Maritime and Industrial Areas (SMIA). Most of the Kill Van Kull shoreline is
designated as an SMIA.® Policy 2.1 G, is to “Target public investment to improve
transportation access for maritime and industrial operations.”

Policy Four: Protect and restore the quality and function of ecological
systems within the New York City coastal area.

A small portion of the study area, where the Arlington station is proposed to be
located, is within the Northwestern Staten Island Harbor Herons Area, a
designated Special Natural Waterfront Area. Policy 4.1 identifies the need to
protect and restore the ecological quality and component habitats and resources
within Special Natural Waterfront Areas by avoiding and minimizing impacts,
using stormwater best management practices, and preparing natural resource
assessments under CEQR Technical Manual guidelines for projects that would
disturb an acre or more within these areas. Policy 4.5 identifies the need to
protect and restore tidal and freshwater wetlands by avoiding, minimizing, and
mitigating impacts to the greatest extent practicable.

Policy Five: Protect and improve water quality in the New York City coastal
area.

Policy 5.2 calls for the use of sustainable stormwater management strategies, such
as green infrastructure, permeable surfaces, on-site detention, and the preservation
and enhancement of vegetation, wetlands, and ecosystems, to minimize nonpoint
discharge of pollutants into coastal waters and to control stormwater runoff from
roadways and other developed areas. Policy 5.3 emphasizes the protection of water
quality when excavating or placing fill in navigable waters and in or near marshes,
estuaries, tidal marshes, and wetlands including compliance with federal and state
regulations for dredging and filling in these areas.

Policy Six: Minimize loss of life, structures, infrastructure, and natural
resources caused by flooding and erosion, and increase resilience to future
conditions created by climate change.

Policy 6.2 states that project sponsors should, “Integrate consideration of the
latest New York City projections of climate change and sea level rise (as
published by the New York City Panel on Climate Change, or any successor
thereof) into the planning and design of projects in the city’s Coastal Zone."™

9 New York City Department of City Planning. New York City Waterfront Revitalization
Program. Available at https://www1.nyc.gov/assets/planning/download/pdf/planning-
level/waterfront/wrp/wrp-2016/nyc-wrp-smia.pdf. Accessed on November 20, 2019.

" New York City Waterfront Revitalization Program Climate Change Adaptation Guidance,
Available at https://www1.nyc.gov/assets/planning/download/pdf/planning-
level/waterfront/wrp/revisions-2017/policy-62-guidance-document-nov2018.pdf, page
2. Accessed on December 3, 2019.
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This policy requires all projects, except for maintenance and in-kind replacement
of existing facilities, to identify potential vulnerabilities to and consequences of
sea level rise and coastal flooding over their lifespan and to identify and
incorporate design techniques to address these risks.

Policy Ten: Protect, preserve, and enhance resources significant to the
historical, archaeological, architectural, and cultural legacy of the New York
City coastal area.

The intent of this policy is to protect, preserve, and revitalize those historic,
archaeological, and cultural resources that have a coastal relationship or
significance. Architectural resources generally include historically, culturally, or
architecturally significant buildings, structures, objects, sites, and districts and
also may include infrastructure such as bridges, canals, piers, and wharves.
Archaeological resources are physical remains, usually subsurface, of the
prehistoric, Native American, and historic periods. Policy 10.1 is to retain and
preserve historic resources and enhance resources significant to the coastal
culture of New York City, while Policy 10.2 is to protect and preserve
archaeological resources and artifacts. Both policies stress compliance with
national, state, and local laws and regulations regarding designated historical
resources, specifically New York City Administrative Code §25-303, as well as
those pertaining to the discovery, investigation, and recovery of archaeological
resources.

Port Authority of New York and New Jersey Port Master Plan 2050

The Port Authority of New York and New Jersey (PANYNJ) Port Master Plan 2050
is a long-range plan to identify opportunities over the next 30 years that will
allow the Port Authority to maximize and diversify land use, unlock freight
network capacity, and identify innovative revenue opportunities across its marine
facilities.”> The PANYNJ's Howland Hook Marine Terminal, located approximately
a mile west of the proposed Arlington BRT station, is one of the facilities covered
in the plan, and freight rail service associated with the terminal operates within
the study area. To accommodate anticipated growth of containerized shipping at
the marine terminal, the Master Plan identifies the need to expand Arlington
Yard, a freight rail yard located along the still-operating portion of the North
Shore Railroad ROW between South Avenue and Western Avenue. The yard leads
into the Travis Branch of the railway, the Howland Hook Container Terminal, and
the Arthur Kill Lift Bridge to Elizabeth, New Jersey. Expansion of the Arlington
Yard would be undertaken in coordination with NYCEDC and Conrail.

12 Port Authority of New York and New Jersey. Port Master Plan 2050, Available at
https://www.panynj.gov/port/en/our-port/port-development/port-master-plan.html.
Accessed on November 26, 2019.
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No-Action Condition
Land Use and Zoning

In the No-Action condition, the North Shore ROW would remain in its
undeveloped condition. The No-Action condition would not require the
acquisition of any property and would not result in any changes in land use or
zoning along the ROW.

Under the No-Action condition, independent of the Proposed Project, several
new developments are anticipated to be completed in the vicinity of the study
area by the Build Year of 2035 (see Table 3-1). Of the thirteen No-Action
developments, five are mixed-use in nature, three are residential developments,
and the remainder consist of commercial retail, office, or warehouse
developments. By 2035, it is anticipated that approximately 3,489 residential
units, approximately 2 million square feet of commercial (retail and office) space,
approximately 53,000 square feet of community facility space, and approximately
2.7 million square feet of warehouse space will have been constructed in and
near the study area.

These No-Action projects, independent of the Proposed Project, consist of the
redevelopment of underutilized properties, infill strategies resulting in the
development of vacant land with new structures, or the adaptive reuse of
structures with modifications to the interior space or use of existing buildings.
Under the No-Action condition, ongoing economic development within the study
area is expected to continue based on market conditions.

Public Policy

At this time, there are no known new public policies, other than those identified
above, that would directly affect the ROW or study area in the No-Action
condition. As described above under Existing Conditions, the public policies
specific to the study area all identify the need for enhanced transit service to
support local goals for community connection and economic development. Many
of these plans specifically identify the implementation of BRT, consistent with the
SINSAA recommendations, as a key element of their planning efforts. Under the
No-Action condition in 2035, although bus service on local streets might be
increased or modified as part of a bus network redesign to meet growing
demand, there are no plans for bus lanes or other physical improvements to
existing routes. Without improvements to transit infrastructure, buses would
continue to operate with high levels of congestion and delay, and the North and
West Shores would continue to lack reliable transit options to support their
planned growth in accordance with established City policies. The opportunities
afforded by the presence of a separate transit ROW would not be realized.
Therefore, the No-Action condition would not be compatible with applicable
public policies.
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Table 3-1 No-Action Projects Within and in Vicinity of Study Area

Project Name

Location

Development Summary

Bay Street Corridor

St. George Waterfront
Redevelopment
[includes NY Wheel
(W) & Empire Outlets
O)*

Lighthouse Point

2111 Richmond
Terrace Storage
Facility

110 Port Richmond
Avenue Housing
Development

221 Port Richmond
Avenue Housing
Development

Forest Avenue &
South Avenue Cross
Access Retail

South Avenue Retail
Development
Matrix Development
1441 South Avenue
Office Development

River North

160 Richmond Terrace

40 Bay Street

20-block area in Downtown
Staten Island

Richmond Terrace between
Bay Street and Nicholas
Street

Richmond Terrace and Bay
Street

Richmond Terrace and
Maple Avenue

Port Richmond Avenue
between Ann and Bennet
Streets

Port Richmond Avenue
between Castleton and
Anderson Avenues

Forest Avenue and South
Avenue

Forest Avenue and South
Avenue

656 Gulf Avenue

South Avenue between
Teleport Drive and Travis
Avenue

Richmond Terrace,
Stuyvesant Place, and
Hamilton Avenue

Richmond Terrace,
Stuyvesant Place, and
Hamilton Avenue

Bay Street between Hyatt
Street and Victory
Boulevard

Residential: 2,557 units
Commercial: 275,348 sf
Community Facility: 46,799 sf
Parking Facility: 1,290 spaces
Commercial: 95,100 sf
(W)+490,000 sf (O)
Parking Facility: 962 spaces
(W)+1,250 spaces (O)

Residential: 109 units
Commercial: 259,800 sf
Parking Facility: 345 spaces

Warehouse: 305,076 sf

Residential: 77 units

Residential: 48 units

Commercial: 300,000 sf
(approx.)

Retail + Restaurant: 226,000
sf
Parking Facility: 838 spaces
Warehouse: 2,400,000 sf

Office: 325,000 sf
Parking Facility: 672 spaces

568 housing units
Residential: 669,785 sf
Commercial: 30,489 sf

77 housing units

53 housing units
Residential: 39,665.65 sf

Commercial or community
facility: 6,546 sq ft

* In February 2023, the NYCEDC terminated their lease with the developer of the NY Wheel property and the
development is not moving forward as planned. Since a new development plan has not been identified to
date, the development as previously proposed is being included as a No-Action project for the purposes of

a conservative analysis.
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With-Action Condition
Property Acquisition

The Proposed Project would require the conversion of public and private
property from existing uses to transportation right-of-way to facilitate
construction of the Proposed Project. The Proposed Project would result in a
project total of approximately 4.8 acres that would be converted to right-of-way.
Table 3-2 below shows property acquisition for the project by land use type.

As described in Chapter 4, Socioeconomic Conditions, acquisition of the
properties identified in Table 3-2 is expected to displace up to four existing
businesses, including Thomas Iron Works and Richmond Chandelier Lighting &
Electrical Supply, both at 69 Port Richmond Avenue; T.F. Quinlan & Sons at 1473
Richmond Terrace; and Twin Power Supermarket and Restaurant Equipment at
1449 Richmond Terrace. In addition, permits have been filed for a two-story
building at 270 South Avenue, which is proposed to be acquired for the
construction of Arlington Station. Chapter 4, Socioeconomics, contains more
detail on potential business displacements.

The two publicly owned parcels identified in the table are within the portion of
the Snug Harbor Cultural Center and Botanical Garden that lies north of
Richmond Terrace along the shoreline. The potential area of acquisition from
these parcels totals approximately 0.36 acre. Conversion of parkland to right-of-
way would trigger New York State’s parkland alienation process, which is
described in Chapter 6, Open Space. MTA is working with the NYC Department
of Parks and Recreation to identify ways to avoid or minimize the use of parkland.
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Table 3-2 Property Acquisition by Land Use

Partial or Approximate
Block and Property Full Area Converted
Lot Address Mapped Land Use Acquisition to ROW (sq. ft.)
Block 75 Richmond Public Facilities .
) 15,236
Lot 30 Terrace (Parkland)* Partial
Block 75, Richmond Public Facilities Full 322
Lot 150 Terrace (Parkland)*
Block 184, | 1149 Richmond  Transportation/Utility 75724
Lot 1 Terrace (Con Edison) Full '
Block 184, Richmond Transportation/Utility ]
Lot 163 Terrace (Con Edison) Full 39,869
Manufacturing
Block 184, | 1449 Richmond (Twin Power Full 11,829
Lot 248 Terrace Supermarket and
Restaurant Equipment)
Block 184 Richmond . .
' 3,444
Lot 254 Terrace Vacant (Quinlan Oil) Full
Block 184, | 1473 Richmond  Transportation/ Utility Full 19561
Lot 256 Terrace (Quinlan Qil) '
Block 185, 1615 Richmond . i ;
1,062
Lot 52 Terrace Parking Facilities Partial
Industrial/
Manufacturing
Block 1004, | 69 Port Richmond ~ (Thomas Iron Works, Full 8389
Lot 7 Avenue Richmond Chandelier '
Lighting & Electrical
Supply)
Block 1268, 270 South Vacant (building 23,400
Lot 209 Avenue permits filed 7/19) Full '
Block 1268, Northfield Transportation/Utility .
Lot 69 Avenue (NYS Public Service) Partial >8,800
Block 1268, Transportation/Utility . 13.042
Lot 217 South Avenue (Con Edison) Partial 30
Block 1243, V t .
?_cot 30 Lockman Avenue (238 Partial 605
Total (sq. ft.) 231,414

@ A portion of this area is submerged land
* Denotes public property

Land Exchanges

The ROW bisects two active water-dependent industrial uses situated along the
Kill Van Kull: Caddell Dry Dock and Atlantic Salt. Although these businesses
previously operated when the North Shore Railroad was in active service through
their property, they have continued to evolve in the absence of the rail line, and
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re-establishment of transit service along the ROW would likely be problematic for
the viability of their current operations. As such, the Proposed Project would shift
the BRT alignment to the south within both properties to maintain an efficient
transit corridor while enabling these property owners to maximize maintain
waterfront access for their business functions. This shift would involve property
discussions (e.g., possible land exchanges) involving the City (owner of the right-
of-way), Atlantic Salt and Caddell (owners of the property adjacent to the right-
of-way), and the MTA. The intent of the property discussions is to exchange of a
portion of the existing ROW for an equivalent portion of the Caddell and Atlantic
Salt properties. Access to both businesses would be modified,_however, the

proposed alignment was conceptually designed to minimize impacts to these
businesses to the extent possible to enable these businesses to continue their
maritime operations. but-the-operationat-functions-of the businesses-would-not
be | by the P Proiect.

The exact location and dimensions of the property to be exchanged are currently
under discussion with the owners and would be refined through the final project
design process. The exchanges are currently expected to comprise an area of
approximately 106,700 square feet for Caddell Dry Dock and up to 127,000
square feet for Atlantic Salt. Under both potential land exchanges, there would be
no net loss of land area. Approximately 25,000 square feet of building floor space
would be eliminated at Caddell Dry Dock, including administrative office space, a
locker room, and two additional buildings.

Should the Proposed Project advance through the final project design process
MTA will continue to coordinate with Atlantic Salt to refine the proposed BRT
design to reflect a design that will accommodate Atlantic Salt's storage and salt

operations needs to the extent practicable while meeting MTA's operational
needs.

Land Use and Zoning

Other than the conversion of several properties to transportation right-of-way, as
described above, the Proposed Project would not change existing land uses in
the study area. Along much of its length, the Proposed Project would be in
existing roadways with substantial traffic, or in a dedicated transportation ROW
that is adjacent to industrial properties that are less sensitive to the potential
impacts of traffic than residential neighborhoods. The open-cut portion of the
ROW is buffered from adjacent residential uses by the depth of the cut. This
change in land use is not expected to have adverse impacts on existing land uses.

However, in some areas—particularly the New Brighton and Viaduct sections—
the proposed alignment is adjacent to residential neighborhoods and parklands
that could experience potential noise and visual impacts from increased bus
traffic. To enhance the Proposed Project’'s compatibility with adjacent residential
and park uses, MTA would evaluate urban design and landscaping measures to
buffer these uses from the corridor and maintain the character of the surrounding
neighborhood. These approaches would be developed in detail with community
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participation as part of final project design. The design would also minimize
potential noise impacts in accordance with applicable requirements. Chapter 9,
Urban Design and Visual Resources, and Chapter 18, Noise, include more
information on design measures to avoid and minimize potential impacts.

New park-and-ride facilities at the proposed Livingston and Arlington stations
and in other station areas may result in increased levels of vehicular traffic and
pedestrians, and sidewalks may be modified along Richmond Terrace and at
stations to enable access and egress. In addition, some areas along Richmond
Terrace in St. George and Roxbury Street in Arlington may lose some public street
parking. As part of the Proposed Project, a new walkway would be provided
between Union Avenue and Van Pelt Avenue to provide pedestrian connectivity
between the Erastina Place neighborhood and the proposed Mariner's Harbor
Station. Chapter 2, Proposed Project and Alternatives, and Chapter 15,
Transportation, provide more information on transportation impacts.

While the Proposed Project would support community goals of facilitating
transportation connections, it would not create new development within the
study area; rather, it would enhance the area’s ability to develop consistently with
adopted plans and policies.

The Proposed Project would not change zoning throughout most of the study
area. If City-owned parkland is acquired and converted to right-of-way for the
Proposed Project, a zoning map amendment would be necessary to facilitate
parkland alienation. A new zoning designation would be required for the
alienated parkland and the new parkland created in exchange. A zoning map
amendment would also be required for private properties acquired and
converted to right-of-way.

Public Policy

In general, the Proposed Project would be compatible with applicable public
policies. A brief discussion of consistency is provided below.

Community District 1 Needs Statement and Community Board Budget
Requests

As described under Existing Conditions, the most recent Staten Island Community
District 1 Needs Statement identifies the need for improved mass transit, notes
traffic congestion as a key concern and identifies the need for BRT lanes and
service within the district to improve traffic flow and transit access and reliability.
The Proposed Project would address this need.

North Shore 2030

The Proposed Project would support the North Shore 2030 strategy to improve
connections and mobility for residents and businesses through targeted and
coordinated intersection and transportation improvements to support an
enhanced transit network. Specifically, the project would further the goal of
considering the former North Shore Railroad ROW's future reuse as a transit
corridor in coordination with MTA. It would also support relevant strategies for
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specific Opportunity Areas by improving transportation connections to St.
George Terminal, maintaining waterfront access at Snug Harbor, and providing
for land exchanges with Caddell and Atlantic Salt to facilitate operation of these
important maritime businesses while expanding future transit options.

Working West Shore 2030

Like North Shore 2030, the Proposed Project would support the West Shore 2030
strategy of providing better connections between West Shore neighborhoods
and employment centers to the rest of the borough and the region through
updated road and transit networks. The new BRT corridor would serve as an
important component of the sustainable transit network envisioned by the plan
by improving bus service from existing Staten Island neighborhoods to West
Shore job centers and destinations. The Proposed Project would also provide a
bus transit hub located south of the former North Shore Railroad ROW and west
of South Avenue, as recommended in Working West Shore 2030.

North and West Shore Brownfield Opportunity Areas

The three BOAs within the study area—West Brighton, Port Richmond-Mariners
Harbor, and West Shore—have similar goals related to improving transportation
connections and mobility. The West Brighton and Port Richmond BOA studies call
specifically for implementation of BRT in the North Shore corridor as
recommended by the SINSAA. The Proposed Project would also advance the
West Shore BOA plan’s transportation recommendations for enhanced transit
service and new stops at employment centers in the BOA to support continued
economic development in the area.

While the West Brighton BOA notes potential to utilize the 100-foot mapped
width of Richmond Terrace, it is important to note that altering Richmond Terrace
to utilize the mapped width of 100 feet would be an independent city-sponsored
action that is beyond the scope of the Proposed Project and not within MTA
Jurisdiction to implement.

MTA 2025-2044 Twenty-Year Needs Assessment

The Proposed Project is anticipated to be evaluated along with other MTA
expansion and enhancement projects for inclusion in the MTA Twenty-Year
Needs Assessment.

New York City Waterfront Revitalization Program (WRP)

As described above under Existing Conditions, a large portion of the proposed
BRT alignment is within the coastal zone and therefore subject to the
requirements of the WRP. Much of Sections 1, 2, and 3 is also within the 1
percent chance, or 100-year, floodplain, with a base flood elevation (BFE) of 12 to
13 feet.” To support transit system reliability during flooding events, the

13 Based on NYC Flood Hazard Mapper, Available at
http://dcp.maps.arcgis.com/apps/webappviewer/index.html?id=1c37d271fba14163bbb5
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Proposed Project would be constructed at a minimum elevation of 2 feet above
the BFE. This would require an elevated, pier-supported roadway section for a
portion of the busway adjacent to Snug Harbor. The structures would be
designed to withstand anticipated levels of wind and wave action. Additional
information on coastal and floodplain design considerations and resiliency is
provided in Chapter 2, Proposed Project and Alternatives, of this EIS. The
Proposed Project’s consistency with specific WRP policies described under
Existing Conditions is summarized below.

»

»

»

»

Policy Two: The Proposed Project would support water-dependent and
industrial uses in New York City coastal areas that are well-suited to their
continued operation—specifically along the Kill Van Kull, a Significant
Maritime and Industrial Area (SMIA). The Proposed Project would advance
Policy 2.1's directive to target public investment to improve transportation
access for maritime and industrial operations. With respect to the continued
operation of Caddell Dry Dock and Atlantic Salt, the discussion under Land
Exchanges, above, notes that the ROW would be shifted to minimize impacts
on the operations of these two businesses. This would involve the exchange
of a portion of the existing ROW for an equivalent portion of the Caddell and
Atlantic Salt properties. While Aaccess to both businesses would be modified,

the proposed alignment was conceptually designed to minimize impacts to
these businesses to the extent possible to enable these businesses to
continue their maritime operations j

Policy Four: Design and construction of the Proposed Project would include
measures to protect and restore the quality and function of ecological
systems, including wetlands, intertidal areas, and Special Natural Waterfront
Areas. MTA has prioritized avoidance of these areas during project design.
Chapter 10, Natural Resources, describes measures that have been taken to
avoid, minimize, and/or mitigate impacts on coastal resources.

Policy Five: The Proposed Project would improve water quality by collecting
and treating stormwater from the new busway, including stormwater that
currently discharges untreated into the Kill Van Kull. In addition, measures
such as sustainable stormwater management strategies and the preservation
and enhancement of vegetation, wetlands, and ecosystems will be employed
to the extent feasible to minimize nonpoint discharge of pollutants into
coastal waters. The project would also comply with federal and state
regulations for dredging and filling in navigable waters and in or near
wetland areas, as detailed in Chapter 10, Natural Resources.

Policy Six: As described above, the Proposed Project would incorporate
design measures to ensure that the BRT corridor could continue to operate in
100-year flood conditions and would withstand anticipated levels of wind

20517153d6d5. Flood elevation is based on 2015 Preliminary Flood Insurance Rate Map
(FIRM) with a vertical datum of NAVD88. Accessed May 20, 2023.
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and wave action. During some future sea level rise scenarios, as anticipated in
the City's guidance for Policy 6.2, the busway may become inundated in
lower-elevation areas during flood events. However, the busway is not
considered a critical facility, and in the event of significant flooding, MTA
would suspend service until safe conditions were restored.

»  Policy Ten: The Proposed Project would comply with all national, state, and
local regulations intended to protect, preserve, and enhance resources
significant to the historical, archaeological, architectural, and cultural legacy
of the New York City coastal area. Chapter 8, Historic and Cultural
Resources, provides additional information.

Port Authority of New York and New Jersey (PANJNY) Port Master Plan
2050

The Proposed Project would allow for continued operations on the former North
Shore Railroad ROW in the Arlington Yard area. Operation of BRT service east of
South Avenue would not preclude existing train movements; future expansion of
Arlington Yard operations to accommodate increased activity at the Howland
Hook Marine Terminal; or a future expansion of freight rail operations to Van
Name Avenue. The Proposed Project would therefore support the PANYNJ's Port
Master Plan 2050. MTA would coordinate with the PANYNJ as the project
progresses to ensure the compatibility of BRT and rail operations in the ROW.

Conclusion

The Proposed Project would require the conversion of public and private
property from existing uses to transportation right-of-way to facilitate
construction of the Proposed Project. This change in land use is not expected to
have adverse impacts on existing land uses. In addition, zoning in the study area
would not change as a result of the Proposed Project, except for a zoning map
amendment that could be necessary to facilitate parkland alienation. The
Proposed Project would be compatible with and/or actively support all applicable
public policies. As a result, the Proposed Project is not expected to have
significant adverse impacts on land use, zoning, or public policy in the study area.
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4 Socioeconomic Conditions

This chapter describes the socioeconomic changes that may result from the
Proposed Project and assesses whether the Proposed Project would result in
significant adverse impacts to the surrounding area’s socioeconomic character,
including population, housing, and economic activity.

Regulatory Background

According to the 2027 CEQR Technical Manual, an analysis of socioeconomic
conditions may be necessary when a project would directly or indirectly change
an area'’s socioeconomic character (population, housing, and economic activity).
An assessment of socioeconomic conditions is warranted when a project would
result in:

»  Direct displacement of residential population on a development site;

»  Direct displacement of existing businesses or institutions on a development
site;

» Indirect displacement of residential population in a study areg;

» Indirect displacement of businesses or institutions in a study area;

» Indirect displacement of businesses due to retail market saturation; and

»  Adverse effects on specific industries.

Methodology
Introduction

According to CEQR Technical Manual guidance, the socioeconomic character of
an area is defined by its population, housing, and economic activities. The
assessment of socioeconomic conditions usually distinguishes between the
socioeconomic conditions of an area’s residents and businesses. However,
proposed actions may affect either or both segments in the same ways; they may
directly displace residents or businesses, or they may alter one or more of the
underlying forces that shape socioeconomic conditions in an area and thus may
cause indirect displacement of residents or businesses.
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Direct displacement is defined as the involuntary displacement of residents,
businesses, or institutions from the actual site of (or sites directly affected by) a
proposed project. Indirect or secondary displacement is defined as the
involuntary displacement of residents, businesses, or employees in an area
adjacent or close to a development site that results from changes in
socioeconomic conditions created by a proposed project. Examples include rising
rents in an area that result from a new concentration of higher-income housing
introduced by a project, which ultimately may make existing housing
unaffordable to lower income residents.

The objective of the analysis is to disclose whether any potential changes created
by the Proposed Project would have a significant adverse impact compared with
what would happen in the future without the Proposed Project (i.e., the
No-Action condition).

Analysis Framework

Following CEQR Technical Manual guidelines, the analysis begins with an initial
screen that considers threshold circumstances identified in the CEQR Technical
Manual that can lead to socioeconomic changes warranting further assessment. If
the initial screen determines that further assessment is warranted, a preliminary
assessment is then undertaken. The purpose of the preliminary assessment is to
learn enough about the effects of the proposed project to either rule out the
possibility of significant adverse impacts or determine that a more detailed
analysis is required to resolve the issue. A detailed analysis, when required, is
framed in the context of existing conditions and evaluations of the future
No-Action and With-Action conditions by the project Build Year.

Study Area Definition

A study area is the location where the Proposed Project is expected to have the
greatest impact to directly or indirectly affect population, housing, and economic
activities. It typically resembles the land use study area, containing both the
project site and adjacent areas. A study area reflects the scale of the project
relative to the surrounding area’s population and employment, ranging from an
approximately 400-foot, one-quarter-mile, or one-half-mile radius, depending
upon the project size and area characteristics. For this project, a half-mile radius
was chosen based on the length of the corridor and the diverse nature of the
areas through which it passes.

The study area is generally located along the North Shore of Staten Island
between South Avenue (West Shore Plaza) and St. George (St. George Terminal)
in Richmond County, New York. The approximately 8-mile proposed alignment
would be comprised of approximately 4.8 miles of former North Shore Railroad
right-of-way (ROW) and a total of 3.2 miles of City roadways, such as Richmond
Terrace (0.5 miles) and South Avenue (2.7 miles). Due to the large size of the
study area, diverse land use characteristics, and real estate trends across the area,
several sections were used for the analysis to better disclose whether the
Proposed Project may have disparate effects on distinct populations that would
otherwise be masked or overlooked within the larger study area. The U.S. Census
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Block Groups that encompass the socioeconomic study area are shown in Figure

4-

1and have been organized into the following sections’ (listed from east to

west):

»

»

»

»

»

»

»

St. George (area along Richmond Terrace from the St. George Terminal west
to Jersey Street): Tract 3 Block Groups 1 and 2; Tract 7 Block Groups 1, 2, 3,
and 4; Tract 9 Block Group 1; and Tract 11 Block Group 1;

New Brighton Waterfront (area along the Kill Van Kull shoreline in the New
Brighton neighborhood extending from Jersey Street west to Davis Avenue):
Tract 81 Block Groups 1, 2, and 3; and Tract 97 Block Groups 1 and 3;

West Brighton Waterfront (area parallel to the shoreline from Davis Avenue
to the foot of Alaska Street): Tract 97 Block Groups 1 and 2; and Tract 133.02
Block Group 2;

Viaduct (area along the existing viaduct section of the ROW from Alaska
Street west to John Street): Tract 133.02 Block Groups 1 and 2; Tract 207
Block Groups 1, 2, and 3; and Tract 213 Block Groups 2, 4, and 5;

Open-Cut (area along a section of the former right of way running from John
Street west to Union Street): Tract 231 Block Groups 1, 2, and 3; Tract 223
Block Groups 1 and 2; Tract 239 Block Group 1; Tract 213 Block Group 5; and
Tract 207 Block Group 1;

Arlington Station (area along the former ROW along an at-grade section
from Harbor Road to South Avenue): Tract 319.01 Block Groups 1 and 2; Tract
319.02 Block Groups 2 and 3; and Tract 323 Block Group 1; and

South Avenue (area south of Cable Way/Netherland Street connecting to
South Avenue and then to West Shore Plaza): Tract 291.02 Block Group 1;
Tract 291.03 Block Group 1; Tract 291.04 Block Groups 1 and 2; Tract 303.01
Block Group 1; Tract 303.02 Block Groups 1 and 2; Tract 319.01 Block Group
2; and Tract 323 Block Group 1.

1

There is some overlap among sections where block groups are located in more than one
section, including Tract 20700 Block Groups 1 and 3 as well as and Tract 21300 Block
Group 5, both located in the Open-Cut and Viaduct sections; Tract 31901 Block Group 2
and Tract 32300 Block Group 1, both located in the South Avenue and Arlington Station
sections; and Tract 13302 Block Group 2, located in both the Viaduct and West Brighton
Waterfront sections. As a result, the sum of data reported by section may exceed the
total of data reported for the study area as a whole.
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Figure 4-1 Socioeconomic Study Area and Sections
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Data Sources

Population, housing, and income data were collected from the U.S. Census
Bureau’s 2010 Decennial Census and both the 2006-2010 and 2017-2021
Five-Year American Community Surveys (ACS), compiled through the American
FactFinder. The ACS data reflects five-year averages of income distribution, mean
income, and rent for the previous 12 months in 2021 inflation-adjusted dollars.
All income and rent data were adjusted to 2023 Q1 dollars to account for
inflation based on the New York-Northern New Jersey-Long Island, NY-NJ-CT-PA
Consumer Price Index for All Urban Consumers so that income and rent trends
were observed to change based on normalized figures.

Land use and parcel data was collected from the City's Primary Land Use Tax Lot
Output (MapPLUTO™) Release 23v1 data files. Business data was collected from
DataAxle, a business database, on April 28, 2023.

Existing Conditions
Residential Development

The study area has a large concentration of residential land uses, comprising over
22,600 dwelling units under existing conditions—particularly in the South
Avenue, St. George, and Open-Cut sections. Residential development activity has
been moderately active in recent years, with borough-wide development activity
concentrated in the North Shore in the neighborhoods of St. George and
Stapleton. Major recent projects in the North Shore area include The Pointe, a
57-unit luxury condominium building, and The Accolade, a 101-unit
condominium building—both completed in the St. George neighborhood in
2013; Eastpointe at Bridgeview, an 84-unit townhome development completed in
the Clifton neighborhood in 2015; and Urby Staten Island, a 571-unit mixed-use
development completed in 2016 in the Stapleton neighborhood.

The current population of the socioeconomic study area is 58,571, according to
the 2017-2021 ACS. Among the 22,662 housing units in the study area,
approximately 11.6 percent were estimated to be vacant in 2021, compared to a
7.4 percent vacancy rate in Staten Island and 9.5 percent in New York City as a
whole. Approximately 46.2 percent of occupied units in the study area are rental
units, which is considerably higher than Staten Island (31.3 percent) but less than
New York City as a whole (66.8 percent) (see Table 4-1).
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Table 4-1 Population and Housing Data

Housing Percent Percent
Geography Population Units Vacant Rental Units
Study Area 58,571 22,662 11.6% 46.2%
St. George 9,093 4,809 14.4% 76.1%
New Brighton Waterfront 6,144 2,617 12.0% 46.4%
West Brighton Waterfront 4,160 1,463 4.9% 42.1%
Viaduct 10,045 3,731 21.8% 54.8%
Open-Cut Section 12,450 4,228 13.9% 36.9%
Arlington Station 8,196 2,821 10.6% 47.2%
South Avenue 15,565 5,596 6.8% 23.0%
Staten Island 493,194 183,011 7.4% 31.3%
New York City 8,736,047 3,590,995 9.5% 66.8%

Source: US Census Bureau. American Community Survey. 2017-2021 American Community Survey 5-year
Estimates. Accessed from https://data.census.gov/. Accessed on April 2, 2023.

Note:  Percent Vacant, as defined by the U.S. Census, includes vacant housing units for rent or sale,
units that are occupied by persons who have a usual residence elsewhere, and vacant units held
off the market. The sum of section data does not equal the value for study area data due to
overlap among section block group boundaries.

Among the seven sections within the study area, vacancy rates range from 4.9
percent in the West Brighton Waterfront section to 21.8 percent in the Viaduct
section. The St. George section has the highest percentage of rental housing units
(76.1 percent). In all other sections, the share of rental units ranges from 23.0
percent in the South Avenue section to 54.8 percent in the Viaduct section.

After adjusting for inflation, household rents (Table 4-2) have increased in the
study area since 2010. In 2021, the average gross rent? in the study area was
estimated at $1,506 per month. Between 2010 and 2021, New York City
experienced a gain in average gross rent of 20.4 percent, while Staten Island saw
an increase of 3.7 percent and the study area’s average gross rent increased by
6.5 percent.

The study area has a relatively high number of publicly subsidized, rent-protected
housing compared to the other areas of the City, contributing to its relatively low
average gross rents compared to Staten Island and New York City as a whole. In
addition, as discussed below, median household income has increased at a
greater rate than average gross rents in the study area.

2 Due to the small sample size, estimates of average gross rent are considered more
reliable; median rents in the study area and Staten Island showed a decrease in rent
between 2010 and 2021.

3 Real time listings accessed from StreetEasy.com on May 5, 2023, identify eleven (11)
units available for rent in the study area with rents ranging from $1,200 to $3,750, with
an average asking rent of $2,185.
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Table 4-2 Average Gross Rent

Percent
Geography 2010 2021 Change'
Study Area $1,415 $1,506 +6.5%
Staten Island $1,541 $1,598 +3.7%
New York City $1,621 $1,951 +20.4%

Source: US Census Bureau. American Community Survey. 2006-2010 and 2017-2021 American
Community Survey 5-year Estimates. Accessed from https://data.census.gov/. Accessed on April

2,2023.

' Gross rent levels presented in inflation-adjusted 2023 dollars. Gross rent levels are statistically

significant per the ACS.

The median annual household income for the study area (see Table 4-3) is
estimated at $82,109 in 2021—ranging from $60,744 in the Viaduct section to
$104,173 in the South Avenue section. Median household income is $103,825 on
Staten Island and $82,040 in New York City as a whole. Between 2010 and 2021,
the median household income for the study area increased by 8.9 percent after
adjusting for inflation. Median household income on Staten Island expanded by
5.9 percent during this period, while in New York City as a whole it increased by

18.3 percent.

Table 4-3 Median Household Income

Percent

Geography 2010 2021 Change'

Study Area $75,431 $82,109 +8.9%
St. George $62,859 $67,064 +6.7%
New Brighton Waterfront $77.826 $84,159 +8.1%
West Brighton Waterfront $94,375 $90,230 -4.4%
Viaduct $69,687 $60,744 -12.8%
Open-Cut Section $73,777 $81,343 +10.3%
Arlington Station $51,647 $78,047 +51.1%
South Avenue $97,268 $104,173 +7.1%
Staten Island $98,025 $103,825 +5.9%
New York City $69,343 $82,040 +18.3%

Source: US Census Bureau. American Community Survey. 2006-2010 and 2017-2021 American
Community Survey 5-year Estimates. Accessed from https://data.census.gov/. Accessed on April

2,2023.

" Negative values in red. Income levels presented in inflation-adjusted 2023 dollars. Income
levels are statistically significant per the ACS; however, data for the individual sections are
collected from a small sample size and are therefore, less statistically reliable. Median values
were estimated using ACS tables indicating the number of households in each block group
whose household incomes fall into a given range. The share of each income bracket by section
was calculated and a cumulative distribution established. Using the cumulative distribution, the
median household income was calculated by interpolating the value between the end points of

the earnings brackets where the 50th percentile lay.

The average annual household income in the study area (see Table 4-4) is
estimated at $109,998 in 2021, compared with $127,491 in Staten Island and
$125,021 in New York City. Average annual household income varies across the
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sections from $67,556 in the Viaduct section to $111,855 in the South Avenue
section. Between 2010 and 2021, the average household income of residents in
the study area increased by 15.4 percent after adjusting for inflation. In Staten
Island, average annual household income increased by 6.8 percent during this
period, while it increased by 16.4 percent in New York City as a whole.

Compared to average household income, the study area’s median household
income is less inflated by the relatively small number of high-income households
across the study area, such as in the South Avenue and West Brighton Waterfront
sections. The data broadly show that the socioeconomic study area is an area
with a household income level moderately less than Staten Island and New York
City as a whole.

Table 4-4 Average Household Income

Percent
Geography 2010 2021 Change'
Study Area $95,292 $109,998 +15.4%
St. George $86,450 $102,543 +18.6%
New Brighton Waterfront $95,703 $110,869 +15.8%
West Brighton Waterfront $106,567 $116,120 +9.0%
Viaduct $83,561 $78,444 -6.1%
Open-Cut Section $84,972 $99,168 +16.7%
Arlington Station $76,214 $119,195 +56.4%
South Avenue $119,335 $129,863 +8.8%
Staten Island $119,428 $127,491 +6.8%
New York City $107,420 $125,021 +16.4%

Source: US Census Bureau. American Community Survey. 2006-2010 and 2017-2021 American
Community Survey 5-year Estimates. Accessed from https://data.census.gov/. Accessed on April
2,2023.
" Negative values in red. Income levels presented in inflation-adjusted 2023 dollars. Income
levels are statistically significant per the ACS, however, data for the individual sections are
collected from a small sample size and are therefore, less statistically reliable.

The range of household income across the study area and its sections is shown in
Table 4-5. Within the study area, 36.8 percent of households earn less than
$50,000 annually, compared with 29.0 percent in Staten Island and 38.1 percent
in the City as a whole. The wide range of household income is due in part to the
study area’s mix of rent-regulated and market-rate housing stock. A large share
of low- and moderate-income households live in housing regulated by rent
control, rent stabilization, and other government controls that regulate the cost
of rent. Among the 22,662 housing units in the study area, 5,524 units (24.4
percent) were identified by the Furman Center* as being located in a property
where one or more units receive some form of government subsidy from city,
state, or federal government sources.

4 NYU Furman Center. State of New York City’s Housing and Neighborhoods—2018 Report.
Accessed at https://furmancenter.org/research/sonychan
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These subsidized properties include three NYCHA developments in the study
area: Cassidy-Lafayette in the New Brighton Waterfront section (380 units),
Mariner’s Harbor in the Arlington Station section (607 units), and Richmond
Terrace in the St. George section (502 units). Collectively, these developments
account for 1,489 dwelling units, or 6.6 percent of total housing units in the study
area.

Beyond publicly subsidized housing, there are many potentially rent-stabilized
housing units in the study area located in rental buildings with six or more units
built prior to 1974.

According to MapPLUTO, in 2023 there were 5,245 such units, with more than
half (50.2 percent) located in the St. George section. In total, there are 10,769
potentially rent-stabilized units and units in publicly subsidized buildings (which
may be rent-regulated) according to MapPLUTO and Furman Center data.
Although there are numerous options for units to be converted out of rent
protection, data on these unprotected units is not easily accessible.

Table 4-5 Distribution of Household Income

$25,000- $50,000- $100,000-

Geography <$25,000 $49,999 $99,999 $149,999 $150,000+
Study Area 19.3% 17.5% 26.1% 18.3% 18.8%
St. George 22.9% 21.1% 25.3% 16.3% 14.5%
N. Brighton Waterfront 20.1% 19.3% 26.0% 17.0% 17.6%
W. Brighton Waterfront 17.7% 15.6% 19.6% 20.7% 26.4%
Viaduct 28.4% 20.2% 24.1% 17.4% 9.9%
Open-Cut Section 15.7% 14.0% 35.8% 17.9% 16.6%
Arlington Station 29.0% 12.0% 18.3% 17.4% 23.3%
South Avenue 9.3% 18.3% 27.5% 20.9% 24.0%
Staten Island 14.5% 14.5% 25.6% 19.0% 26.5%
New York City 21.2% 16.9% 25.0% 15.0% 21.9%

Source: US Census Bureau. American Community Survey. 2017-2021 American Community Survey 5-year
Estimates. Accessed from https://data.census.gov/. Accessed on April 2, 2023.

Business Conditions

The study area has historically been a center for blue-collar employment for the
borough. During the mid-20t" century, the region’s waterfront was a center for
manufacturing, shipping, and warehousing. With the decline of the
manufacturing sector in the late 20™" century, the region’s economy diversified—
with significant growth in service sector industries including health care, retail,
and educational services. Containerized shipping in the North Shore was
revitalized during the 1990s following several decades of decline as regional
shipping activity moved to the Port Newark-Elizabeth Marine Terminal.

The study area contains several unique employment clusters. These range from
transportation, cultural, and recreational activities at the St. George waterfront
and central business district to dry dock and shipyard facilities at Port Richmond,
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the 187-acre New York Container Terminal, and other working waterfront areas at
Howland Hook, to the cluster of cultural facilities at the Snug Harbor national
historic landmark district, to the West Shore Plaza and Teleport office park in
Bloomfield.

Over the past 15 years, the study area has experienced an economic resurgence;
from 2002 to 2020, the study area added over 9,000 private-sector jobs (+72.8
percent), increasing from 13,400 to 23,157 jobs. This growth is expected to
continue in the future due to recent and ongoing major economic development
projects in the area such as the Empire Outlets, Lighthouse Point, Navy Pier, a $10
million fund for the St. George Economic Revitalization Initiative, and the Bay
Street Corridor Affordable Housing Plan. In addition, recently completed
warehouse facilities for Amazon and lkea at Phase 1 of the Matrix Global Logistics
Park on the West Shore are expected to employ more than 4,000 workers when
at full capacity. These projects and plans contributed to development activity
across the North Shore. The nature of new development projects in the study
area and the broader North Shore area demonstrates a shift away from the
previously industrial base.

As of 2020, there were an estimated 23,157 private-sector employees in the
socioeconomic study area (see Table 4-6), accounting for 26.1 percent of private
employment in Staten Island and 0.65 percent of private employment in New
York City as a whole. The largest concentration of jobs in the study area is in the
Transportation and Warehousing sector (43.4 percent), a considerably larger
share of private employment than in Staten Island and New York City as a whole
(12.9 percent and 3.3 percent, respectively). Employment in this sector is
concentrated in the Arlington Station, South Avenue, and Viaduct sections at
locations including the New York Container Terminal and the Coca-Cola Bottling
Company facility in the Arlington Station section; Ambit Pros and Island Charter
in the South Avenue section; and Priority Ambulance One, MV Transportation,
and Four Wheel Driveline Systems in the Viaduct section. The Matrix Global
Logistics Park in Bloomfield in the South Avenue section recently opened its
Amazon and lkea warehouses and is expected employ more than 4,000 workers
when operating at full capacity.

Health Care and Social Assistance represents the study area’s second largest
sector, accounting for 12.7 percent of private employment. This is a lesser share
than in the borough (30.1 percent) or the City (22.6 percent). Most of the study
area’s health care employment is concentrated in the St. George, Viaduct, and
Open-Cut sections. Although major hospital campuses are not located within the
study area, several clinics and medical office buildings operate there. These
include the Staten Island University Hospital — Bay Street Health Center and a
Planned Parenthood clinic in the St. George section; the Community Health
Center of Richmond Port Richmond Health Center in the Viaduct section; and the
Beacon Christian Community Health Center in the Open-Cut section.

The third largest sector in terms of private employment in the study area is the
Construction sector. The study area has a larger share (10.9 percent) of private
sector workers employed in the Construction sector than in the borough (10.0
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percent) and the City as a whole (3.8 percent). Major employers include ADCO
Electrical and JP Hogan Coring Sawing in the South Avenue section as well as
Gaeta Interior Demolition in the Viaduct section.

Table 4-6 2020 Private Employment in the Socioeconomic Study Area, Staten Island
and New York City

Socioeconomic New York
Study Area Staten Island City
Industry Sector Employees % |Employees % Employees %
Agriculture, Forestry,
S . 0 0.0% 1 0.0% 513 0.0%
Fishing, and Hunting
Mining, Quarrying, Oil,
9 Q Y 9 0 0.0% 0 0.0% 88 0.0%
and Gas Extraction
Utilities 700 3.0% 1,205 1.4% 16,491 0.5%
Construction 2,519 10.9% 8,871 10.0% 134,137 3.8%
Manufacturing 503 2.2% 1,104 1.2% 52,603 1.5%
Wholesale Trade 524 2.3% 1,380 1.6% 128,088 3.6%
Retail Trade 1,361 5.9% 12,873 14.5% 292,417 8.2%
Transportation and
Warehousing 10,055 43.4% 11,464 12.9% 119,449 3.3%
Information 583 2.5% 1094 1.2% 241,408 6.8%
Finance and Insurance 192 0.8% 2,285 2.6% 341,331 9.6%
Real Estate Rental, and
Leasing 251 1.1% 1,019 1.1% 130,112 3.6%
Professional, Scientific and
705 3.0% 3,295 3.7% 418,792 11.7%

Technical Services

Management of
Companies and 182 0.8% 511 0.6% 72,924 2.0%
Enterprises

Administration, Support,

Waste Management, and 1305 5.6% 4,429 5.0% 222,049 6.2%
Remediation
Educational Services 475 2.1% 3,538 4.0% 206,208 5.8%
Health Care and Social
Assistance 2,940 12.7% 26,689 30.1% 805,961 22.6%
Arts, Entertainment, and
Recreation 80 0.3% 704 0.8% 70,478 2.0%
Accommodation and
Food Services 409 1.8% 5,156 5.8% 178,424 5.0%
Other Services (eXCIUding 373 1.6% 3,150 3.5% 138,921 3.9%
Public Administration) o7 ' =7 ' e
Total 23,157 100.0% 88,768 100.0% 3,570,394 100.0%

Source: US Census Bureau. 2023 LODES 7 / OnTheMap. Longitudinal Employer-Household Dynamics Program.
Accessed from https://onthemap.ces.census.gov. Accessed on April 28, 2023.
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No-Action Condition

In the No-Action Condition, the study area will continue to be developed with
residential and commercial uses. Currently, 932 housing units are under
construction or pending within the study area according to the New York City
Department of City Planning’s (DCP) Staten Island Borough Office (see Table 4-7)
along with 4,437,211 square feet of commercial area including 706,535 square
feet of retail area, 325,000 square feet of office area, 2,892,176 square feet of
storage/warehouse area, 513,500 square feet of undefined commercial use area
and 4,333 parking spaces. According to the 2019 Bay Street Corridor Rezoning
Final Environmental Impact Statement (FEIS), new higher density mixed-use
development remains in high demand in the St. George and Stapleton areas, but
this trend has not placed upward pressure on rents for businesses in surrounding
areas.

Table 4-7 Development Activity Under Construction or Pending in the Socioeconomic Study

Area and Sections

Geography R;i\ll:ﬁ?:: | Cor;ir::::cial Retail Office :\:)aJ:e Parking
Units Area’ Area Area Area Spaces
Study Area 932 4,437,211 706,535 325,000 2,892,176 4,333
St. George 807 881,135 480,535 95,100 2,823
New Brighton Waterfront
West Brighton Waterfront
Viaduct 125 305,076 305,076
Open-Cut
Arlington Station 526,000 226,000 92,000 838
South Avenue 2,725,000 325,000 2,400,000 672

Source:  New York City Department of City Planning. Received December 2022
" The sum of retail, office, and warehouse area does not add up to total commercial area because
some commercial area in development reported by DCP had an undefined land use type.

There are 932 new residential units proposed or under construction within the
study area, of which 60.3 percent will be market-rate units. Major projects include
River North (568 units), Lighthouse Point (109 units), 110 Port Richmond Avenue
and 160 Richmond Terrace (both 77 units), 40 Bay Street (53 units), and 221 Port
Richmond Avenue (48 units).

Just outside of the St. George section, a recently approved residential rezoning of
Stapleton’s Bay Street Corridor is expected to convert the area between
Tompkinsville Park and Tappan Park from manufacturing to residential, resulting
in approximately 2,560 new residential units, 275,350 square feet of new
commercial space, 7,000 new residents, and 1,300 new workers.> While roughly

> Bay Street Corridor Rezoning and Related Actions Final EIS
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half these housing units would house low- and moderate-income residents, the
remaining units would be market-rate units.

Also, in Stapleton outside the study area, the second phase of the Urby Staten
Island development is expected to begin construction soon, which will add 320
residential units upon completion. It can be expected that effects of intensified
residential development activity in Stapleton will likely spill over into neighboring
communities within the study area, such as St. George.

The study area and nearby areas have added sizeable retail projects in recent
years, including a 240,000-square-foot expansion of the Staten Island Mall just
east of the South Avenue section and 65,000 square feet of retail space added at
Urby Staten Island. Additionally, several major retail projects are planned in the
study area under the No-Action Condition, including 260,000 square feet of
space at the South Avenue Retail Development at 534 South Ave in the Arlington
Station section and several projects in the St. George section. These include
85,000 square feet at Lighthouse Point (1 Bay Street), 30,489 square feet at River
North, 6,546 square feet at the mixed-use 40 Bay Street project. Additionally, the
St. George Waterfront Redevelopment, which includes the NY Wheel & Empire
Outlets, includes 358,500 square feet of retail space in planned development. As
noted in Chapter 3, Land Use, Zoning and Public Policy, in February 2023, the
NYCEDC terminated their lease with the developer of the NY Wheel property and
the development is not moving forward as planned. Since a new development
plan has not been identified to date, the development as previously proposed is
being included as a No-Action project for the purposes of a conservative analysis.

Among office uses, 325,000 square feet is planned in the study area under the
No-Action Condition at the 1441 South Avenue Office Development in the South
Avenue section. The No-Action Condition includes 2,892,176 square feet of
warehouse square feet planned in the study area including the 2.4 million Matrix
Development at 656 Gulf Avenue in the South Avenue section and the 305,076
square foot storage facility at 2111 Richmond Terrace in the Viaduct section.
Another 92,000 square feet warehouse at 534 South Avenue is in the pipeline in
the Arlington Station section as well as 95,100 square feet of space at the St.
George Waterfront Redevelopment.

Local planning documents for the study area call for additional residential growth
but emphasizes the need for enhanced economic development. The North Shore
2030 plan, published in 2011, identifies an “action agenda” for the North Shore
that includes the following elements:

»  Creation of quality jobs and workplaces, including the establishment of a
Staten Island Industrial Business Zone to retain and recruit industrial users;

»  Expansion of the Significant Maritime and Industrial Areas in the Waterfront
Revitalization Program to include areas on the North Shore for expansion of
the maritime industry;

. CEQR No. 16DCP156R, March 2019.
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»  |dentification of opportunities to attract and retain targeted industries that
can serve regional and national markets;

»  Establishing an In-Water Permitting Task Force to facilitate maritime
development;

»  Working with industrial businesses to improve performance standards to
modernize business operations;

»  Improving connections and mobility by coordinating with MTA on the
completion of the North Shore Alternatives Analysis.

Similarly, the Working West Shore 2030 plan, also completed in 2011, identified
goals related to business growth, which included creating quality local jobs for
Staten Islanders, reducing the need for off-island commutes, and improving
connections from West Shore job centers and neighborhoods to the rest of the
borough and region through upgraded road and transit networks.

In January 2023, Mayor Adams announced a new comprehensive plan for the
North Shore was under development with a focus on housing, the waterfront and
job opportunities.®

With-Action Condition

Under the With-Action Condition, a bus rapid transit (BRT) system would be
developed using a combination of the former North Shore Railroad ROW and
existing street rights-of-way, expected to be completed and operational by 2035.
It would not add new residential units or business space and would not displace
any existing residential units. However, it would displace existing businesses. The
sections below describe the project’s impacts for each impact category in the
CEQR Technical Manual screening analysis.

Direct Residential Displacement

Would the project directly displace residential population to the extent that the
socioeconomic character of the neighborhood would be substantially altered?
Displacement of fewer than 500 residents would not typically be expected to alter
the socioeconomic character of a neighborhood.

The Proposed Project would not directly displace any residents from the study
area; therefore, no analysis of direct residential displacement is warranted.

Direct Business Displacement

Would the project directly displace more than 100 employees, or would the project
directly displace a business whose products or services are uniquely dependent on
its location, are the subject of policies or plans aimed at its preservation or serve a

6 Paul Liotta, Jan. 26, 2023. "NYC to develop new revitalization plan for Staten Island’s
North Shore." Staten Island Advance. Accessed on May 3, 2023. Accessed at:
https://www.silive.com/news/2023/01/exclusive-nyc-to-develop-new-revitalization-plan-
for-staten-islands-north-shore.html.
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population uniquely dependent on its services in its present location? If so,
assessments of direct business displacement and indirect business displacement are
appropriate.

The CEQR Technical Manual defines direct business displacement as the
involuntary displacement of businesses from the site of or a site directly affected
by a proposed project. Displacement of a business or group of businesses is not,
in itself, considered a significant adverse environmental impact. While all
businesses provide value to the city’'s economy, the CEQR Technical Manual
specifies consideration of the following in determining the potential for
significant adverse impacts: (1) whether the businesses to be displaced provide
products or services essential to the local economy that would no longer be
available to local residents or businesses; and (2) whether adopted public plans
call for preservation of such businesses in the area.

The Proposed Project may displace up to five full businesses employing an
estimated 46 workers.” These displacements would occur to support the
development of new BRT stations.

The existing businesses expected to be fully displaced include Thomas Iron Works
(four workers) and Richmond Chandelier Lighting and Supply (15 workers), both
located at 69 Port Richmond Avenue; T.F. Quinlan & Sons (12 workers) at 1473
Richmond Terrace; and Twin Power Supermarket and Restaurant Equipment (10
workers) at 1449 Richmond Terrace. These businesses include individual firms in
the Transportation and Warehousing, Manufacturing, and Construction industry
sectors. Additionally, at 270 South Avenue, J. Scaramella LTD Trucking recently
completed a two-story building with a 1,280-square-foot office building and
contractors’ yard that complements the firm's current facility at 300 South
Avenue. The Proposed Project would fully displace the site at 270 South Avenue,
resulting in displacement of up to approximately five workers. However, it is
expected that J. Scaramella LTD Trucking would continue to operate from its
existing facility at 300 South Avenue.

As noted in Table 3-2 in Chapter 3, Land Use, Zoning and Public Policy,
acquisition of properties include property owned by Con Edison. The Con Edison
parcels that would be acquired for the proposed Livingston Station are currently
used as customer surface parking, storage for mobile emergency generators, and
as an emergency staging area to park equipment prior to field deployment.
Based on coordination with Con Edison, MTA has configured the proposed
Livingston Station in such a way as to accommodate the continuation of these
uses with the Proposed Project in place. A portion of a Con Edison parcel would
also be acquired for the proposed Arlington Station. Although that Con Edison
property contains a substation facility, the substation would not be displaced as a
result of the partial acquisition of the property. Therefore, the proposed
acquisitions would not affect the business operation of Con Edison

7 Employment for displaced firms was sourced from DataAxle as of April 28, 2023, which
includes location-specific employment for individual firms.
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Table 4-8 shows the number of potentially displaced businesses and employees
by sector. A discussion of these displacements with respect to the sector overall is
provided below.

Table 4-8 Potentially Directly Displaced Private Businesses and Employees

Number % of % of
of Displaced Number of Displaced
NAICS Businesses Businesses Employees Employees
Construction 1 20.0% 12 26.1%
Manufacturing 1 20.0% 4 8.7%
Wholesale o o
Trade 1 20.0% 10 21.7%
Transportation
and 1 20.0% 5 10.9%
Warehousing'
Retail Trade 1 20.0% 15 32.6%
Total 5 100.0% 46 100.0%

Source: DataAxle. 2022. Accessed from https://bao.arcgis.com/. Accessed on April 28, 2023.

Construction Sector

There is potentially one Construction sector business with 12 workers at risk of
displacement due to the Proposed Project: T.F. Quinlan & Sons located at 1473
Richmond Terrace (Block 184, Lots 254 and 256) in the West Brighton Waterfront
section of the study area.

This industry sector employs approximately 2,519 workers. The potentially
displaced business of 12 workers represents 0.5 percent of Construction sector
employment in the study area.

Manufacturing Sector

Thomas Iron Works, employing four workers, represents the only potentially
displaced Manufacturing sector business within the study area. Located at 69 Port
Richmond Avenue (Block 1004, Lot 7) in the Viaduct section, Thomas Iron Works
is an Ornamental & Architectural Metal Work Manufacturer. This industry sector
employs approximately 503 workers. The potentially displaced business
represents 0.8 percent of Manufacturing sector employment in the study area.

Wholesale Trade Sector

Twin Power Supermarket and Restaurant Equipment, employing ten workers,
represents the only potentially displaced Wholesale Trade sector business within
the study area. It is located at 1449 Richmond Terrace (Block 184, Lot 248). Within
this industry sector, there are approximately 524 workers. The potentially
displaced business represents 1.9 percent of Wholesale sector employment in the
study area.
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Retail Trade Sector

Employing 15 workers, Richmond Chandelier Lighting & Electrical Supply is the
only Retail Trade sector business that may be potentially displaced within the
study area. It is also located at 69 Port Richmond Avenue, adjacent to Thomas
Iron Works. This industry sector employs approximately 1,361 workers in total.
The potentially displaced business represents 1.1 percent of Retail Trade sector
employment in the study area.

Transportation and Warehousing Sector

An estimated five workers within the Transportation and Warehousing industry
sector would potentially be displaced at J. Scaramella LTD Trucking at 270 South
Avenue (Block 1268, Lot 209). This industry sector employs 10,055 workers in
total. The potentially displaced business represents 0.05 percent of
Transportation and Warehousing sector employment in the study area.

Summary of Sectors

In summary, the businesses that would be displaced by the Proposed Project do
not represent most study area businesses or employment for any given industry
sector. While the businesses may contribute to neighborhood character and
provide value to the City's economy, due to the availability of alternative sources
of goods, services, and employment provided within the study area, their
displacement would not adversely affect socioeconomic conditions in the area as
defined by the CEQR Technical Manual. Additionally, there are currently no
categories of businesses that may be directly displaced that are the subject of
regulations or plans to preserve, enhance, or otherwise protect them. Thus, an
assessment of potential direct business displacement due to direct business
displacement is not warranted.

Two other businesses with unique waterfront operations that provide value to the
local and regional economy would engage in property discussions (e.g., possible
land exchanges) with the City and the MTA that would ensure that their business
operations could continue without significant hardship. Those affected businesses
include Caddell Dry Dock and Repair Company (approximately 175 direct
employees and up to 500 contract workers) and Atlantic Salt (approximately 175
workers). The City-owned ROW bisects both businesses; however, because of their
importance to the local/regional economy, the proposed alignment would be
shifted closer to Richmond Terrace in these areas in order to maximize waterfront
access and maintain the viability of these maritime businesses. MTA will continue to

coordinate with Caddell Dry Dock and Repair Company and Atlantic Salt as the
project moves forward beyond the FEIS.

The property discussions would involve a possible exchange of the City-owned
ROW that bisects the two businesses for property owned by Caddell and Atlantic
Salt that is located closer to Richmond Terrace. Under both land exchanges, there
would be no net loss of land area. As a result of the land exchanges, Caddell is
expected to lose approximately 25,000 square feet of building floor space—
including administrative office space, a locker room, and two additional buildings.
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Affected Properties and Property Tax Revenues

The Proposed Project would require acquisition of up to five privately-owned
properties within the study area. No residential property acquisitions are
required.

The ultimate determination of changes in property tax revenues based on the
acquisition of real property would be made by the local tax assessors.

Acquisition of these properties is not expected to result in any significant adverse
impacts to the community character of the study areas. These businesses would
receive just compensation and relocation assistance, with priority given to
relocation within the project study area that the businesses currently operate in.
The Proposed Project would consider options for tax shortfall support for
dislocated businesses.

While subject to final appraisal and acquisition determination, Table 4-9 shows a
preliminary estimate of the potential loss of property tax revenue that could
result from the Proposed Project. In total, the Proposed Project would result in an
estimated tax loss of approximately $83,176 annually. This amount is considered

4-18

de minimis and is not considered a significant adverse impact.

Table 4-9 Estimated Property Tax Reduction—Anticipated Full Property Acquisitions

Reduction
Assessed in Annual
Land/Total Property
Parcel Property Type Lot Size Value Taxes
T.F. Quinlan & Sons located at .
1473 Richmond Terrace (Block | T"ansportation/ 3 4 cof ¢25650  ($2,730.70)
184, Lots 254) Utility
T.F. Quinlan & Sons located at T ot
1473 Richmond Terrace (Block ra“SBO.:’. aton/ 19561 sqft  $128700  ($13,701.40)
184, Lot 256) tility
Thomas Iron Works 69 Port Industrial
Richmond Avenue (Block 1004, ndustrial / 8389sqft  $157,230  ($16,738.71)
Manufacturing
Lot 7)
Richmond Chandelier Lighting )
& Electrical Supply (Block 1004, Industrlal/ 8,389 sq ft N/A N/A
1 Manufacturing '
Lot 7)
J. Scaramella LTD Trucking at
270 South Avenue (Block 1268, Commercial 23,400 sq ft $193,500  ($20,600.01)
Lot 209)?
Twin Power Supermarket and industrial
Restaurant Equipment (Block | n L:f rt'a / 11,829sqft  $276210  ($29,405.32)
Total ($83,176.13)

Source: New York City Department of Finance, 2023-2024 Tentative Assessed Value, Accessed May 3, 2023.

' Richmond Chandelier Lighting on same lot as Thomas Iron Works; one set of property taxes

2 Property Taxes are for Sonny's Pier
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Compensation and Relocation Assistance

To construct the Proposed Project, the State would seek to acquire the required
properties through voluntary agreements with the affected property owners. All
affected property owners and tenants would be compensated fairly for their

property.

If the Proposed Project is approved, acquisition of property for the Proposed
Project can begin after the Final Environmental Impact Statement is complete and
the State has issued SEQRA Findings. The acquisition process would consist of the
following seven steps: identification of required real estate once design
information is available; appraisal of required property interests; preparation of
detailed property acquisition maps and metes-and-bounds descriptions of the
property interests to be acquired; procurement of title reports to identify owners,
lessees, mortgagees lien holders, and any parties with compensable interests in
the property to be acquired; acquisition, either through negotiation or eminent
domain; settlement or litigation of any claims for additional compensation or
property damage; and relocation of occupants if necessary. With respect to
property acquisition, if properties cannot be acquired voluntarily, the State would
adhere to the requirements of the Eminent Domain Procedure Law.

Public hearings on proposed property acquisitions can be expected to occur at
least six months to a year before the State would seek to acquire needed
properties by condemnation. Affected parties would be given notice by mail
approximately 30 days before the hearing. Determinations and findings of the
State would be published after the hearing. In the case of condemnation
proceedings, condemnees would be provided with legal notice prior to the court
date. A minimum of 90-days’ notice would be given to both residents and
business owners before they would be required to vacate. However, where
practicable the State would work with property owners to develop fair and
reasonable timeframes for commercial tenants to be relocated to replacement
sites. Businesses, whether new or old, would be compensated for the appraised
depreciated value of their business fixtures and relocation costs.

As part of the procedure for preparing the acquisition stage relocation plan, all
site occupants would be personally interviewed by the MTA or the City
(depending upon property ownership) to determine their specific relocation
needs and would be given written information about benefits to which they may
be entitled. Owners, tenants, and parties with compensable interests in the
properties to be acquired would be compensated in accordance with the Eminent
Domain Procedure Law.

Relocation assistance could include helping to seek out and acquire replacement
space and/or provision of relocation assistance—including lump sum payments,
payment of moving expenses, payment of brokers' fees, and payment for
improvements to the replacement space (if the new landlord is not providing for
improvements).
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Indirect Residential and Business Displacement

For indirect displacements, the CEQR Technical Manual screening analysis
evaluates three categories of potential impact: increased rents, retail market
saturation, and adverse effects on specific industries. Each is discussed below.

Indirect Residential and Business Displacement due to Increased Rents

Would the project result in substantial new development that is markedly different
from existing uses, development, and activities within the neighborhood?
Residential development of 200 units or less or commercial development of 200,000
square feet or less would typically not result in significant socioeconomic impacts.
For projects exceeding these thresholds, assessments of indirect residential
displacement and indirect business displacement are appropriate.

The Proposed Project does not include new residential or business development,
and would not change existing uses, development, or activities within study area
neighborhoods; therefore, an assessment of potential indirect residential and
business displacement is not warranted.

Indirect Business Displacement due to Retail Market Saturation

Would the project result in a total of 200,000 square feet or more of retail on a
single development site or 200,000 square feet or more of region-serving retail
across multiple sites?

The Proposed Project would not add any new retail space; thus, an assessment of
potential indirect business displacement due to retail market saturation is not
warranted.

Adverse Effects on Specific Industries
Is the project expected to affect conditions within a specific industry?

The Proposed Project would not be expected to affect conditions within a specific
industry, affect a substantial number of workers or residents who depend on the
goods or services provided by affected businesses, or result in the loss or
substantial diminishment of a particularly important product or service within the
City; therefore, an assessment of adverse effects on specific industries is not
warranted.

Based on the screening assessment presented above, the Proposed Project does
not warrant additional analysis for the potential for direct or indirect residential
or business displacement.

Conclusion

As described above, the Proposed Project would result in direct business
displacement impacts, with a total of five existing businesses and approximately
46 employees expected to be displaced. These displacements do not represent a
majority of study area businesses or employment for any given industry sector
and their displacement would not adversely affect socioeconomic conditions in
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the area as defined by the CEQR Technical Manual. MTA would provide relocation
assistance and compensation, as appropriate, to affected property and/or
business owners in accordance with the Federal Uniform Relocation Act (49 CFR
24.205) and the New York State regulations that govern acquisition and
displacements (Article 5, Section 74-B). Relocation assistance could include
helping to seek out and acquire replacement space and/or provision of relocation
assistance—including lump sum payments, payment of moving expenses,
payment of brokers' fees, and payment for improvements to the replacement
space (if the new landlord is not providing for improvements). Given the business
types and number of employees affected, it is expected that appropriate space
could be identified to accommodate relocation of the affected businesses in or
near the study area. As a result, the Proposed Project would not result in
significant adverse impacts as defined by the CEQR Technical Manual.
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5 Community Facilities and Services

This chapter describes the Proposed Project’s potential to impact the community
facilities within the study area. The 2027 CEQR Technical Manual defines community
facilities as public or publicly funded schools, libraries, childcare centers, health care
facilities, and fire and police protection. A project can affect these facilities and
services when it physically displaces or alters a community facility or causes a
change in population that may affect the services delivered by a community facility,
such as by creating a demand that could not be met by the existing facility.

Regulatory Background and Study Area

The 2027 CEQR Technical Manual states that a community facilities analysis is
needed if there would be potential direct or indirect effects on a facility; however,
there are no specific City, State, or Federal statutory regulations or standards
which govern the analysis of community facilities. Per the 2027 CEQR Technical
Manual, the inventory of community facilities considered the following public or
publicly funded facilities:

»  Childcare centers: New York City Department of Education (DOE) and New
York City Administration for Children’s Services (ACS) day cares and Pre-K

» Health care facilities: hospitals and public health clinics

»  Public schools: schools operated and funded by the New York City
Department of Education

»  Fire protection: fire stations and communications offices
»  Police protection: police stations and precinct houses
»  Public libraries: New York Public Library branches

»  Other community facilities: homeless shelters, jails, community centers,
colleges and universities, or religious or cultural facilities

The Proposed Project is not expected to introduce new utilization demands on
community facilities, because it would not increase the number of residents or
workers in the study area. Therefore, this community facilities analysis assessed
whether the Proposed Project would displace, affect access to, or otherwise
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directly affect any existing community facilities. The primary study area for the
Proposed Project includes the project alignment and a 400-foot-wide radius
around each side of the alignment.

Existing Conditions

An inventory of public or publicly funded community facilities within the study area,

including childcare centers, health care facilities, public schools, fire and police
stations, public libraries, and community centers, was created to help assess the
Proposed Project’s potential impacts on these facilities. Table 5-1 lists the existing
community facilities within the study area by project section; these facilities are
depicted on Figures 5-1 through 5-5. No community facilities were identified in the
study area of the New Brighton or West Brighton Waterfront sections.

Table 5-1 Existing Community Facilities

Proposed
Alignment Map Block, Lot
Section Name ID Category Address No.
5 Central Avenue,
St. George Library Center 1 Public Library Staten Island, NY 574
10301
78 Richmond Terrace,
120th Precinct 2 Police Station Staten Island, NY 9,28
10301
Richmond Hill Pre-K 120 Stuyvesant Place,
Center at 120 Stuyvesant 3 Public School Staten Island, NY 8, 60
Place 10301
. 300 Richmond
St. George P5.59 Tfsmihl-:)aorlbor View 4 Public School Terrace, Staten Island, 14, 32
NY 10301
- 105 Hamilton Avenue,
Curtis ngh SC.hOOI & 5 Public School Staten Island, NY 22,1
Athletic Field
10301
JCC Cornerstone 71 Jersey Street,
Richmond Terrace 6 Community Center Staten Island, NY 51, 30
Community Center 10301
Staten Island Workforce1 Workforce 120 Stuyvesant Place
Career Center / Development Center 3rd Floor, Staten 8,60
Island, NY 10301
. . 85 St. Josephs Avenue,
Port Richmord High 8 Public School Staten Island, NY 11211
10302
Viaduct
75 Bennett Street,
Port Richmond Library 9 Public Library Staten Island, NY 1007, 26
10302
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Proposed
Alignment Map Block, Lot
Section Name ID Category Address No.
P.S. 20 The Christy J. 161 Park Avenue,
Cugini Port Richmond 10 Public School Staten Island, NY 1020, 1
School 10302
Staten Island Workforce1 1972 Richmond
Industrial & 11 Workforce Terrace 1006, 62
Transportation Career Development Center Staten Island, NY !
Center 10302
. Firehouse 65 Harbor Road,
Engine 158 12 Staten Island, NY 1227, 25
10303
Open-Cut | P.S.44 Thomas C. Brown . 80 Maple Pkwy Staten
Section School 13 Public School Island, N 10303 1218, 1
Richmond Pre-K Center . 104 Housman Avenue
14 Public School Staten Island, NY 1158, 103
10303
206 South Avenue,
Mariners Harbor Library 15 Public Library Staten Island, NY 1266, 64
10303
Arlington N:L\:\fcfrgrrilt(ygsltl\};lla_ir?:;rl':g 166 Lockman Avenue,
. . 16 Childcare Center Staten Island, NY 1245, 1
Station Harbor, Port Richmond
10303
Day Nursery
157 Brabant Street,
Mariners Harbor Houses 17 Community Center Staten Island, NY 1245, 1
10303
Barney Day Care Center 472 Netherland
y ?/nc 18 Childcare Center Avenue Staten Island, 1250, 175
’ NY 10303
NYC Business Solutions
Industrial and Workforce 900. South Avenue,
Transportation - Staten 19 Development Center Suite 402, Staten 1725, 85
P P Island, NY 10314
South Island
Avenue i iversi
. 20 Health Care Facility Staten Island, NY 1725, 500
Center for Integrative 10314
Behavioral Medicine
1130 South Ave
Bayley Seton = St. George 1 caith Care Facility  Staten Island, NY 1725, 500

Clinic

10314

Source: NYC Digital Tax Map, available athttp://gis.nyc.gov/taxmap/map.htm NYC Capital Planning Explorer. Accessed May 20, 2023.

Note:

at https://a836-acris.nyc.gov/CP/LookUp/Index. Accessed March 20, 2023.
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Figure 5-1 Community Facilities Study Area: St. George
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Figure 5-2 Community Facilities Study Area: Viaduct
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Figure 5-3 Community Facilities Study Area: Open-Cut Section
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Figure 5-4 Community Facilities Study Area: Arlington Station
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Figure 5-5 Community Facilities Study Area: South Avenue
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Childcare Centers

»  Port Richmond Day Nursery at 166 Lockman Avenue (Map ID 16) is located
withing the New York City Housing Authority's Mariners Harbor Houses, a
22-building public housing development. The day care center offers childcare
for pre-school children, ages 2 years through 5 years, 9 months.’

»  Barney Day Care Center Inc. (Map ID 18) offers childcare for children ages 2
years through 6 years. The day care is located at 472 Netherland Avenue and
is only open during the summer months.?

Health Care Facilities

»  Richmond University Medical Center (RUMC) Behavioral Health Pavilion/
Center for Integrative Behavioral Medicine at 1130 South Avenue (Map ID 20)
is one of nine locations associated with the Richmond University Medical
Center. The center offers behavioral health services in addition to substance
abuse treatment and other programs. The behavioral health outreach services
this location offers are for children, adolescents, and adults. The services
include evaluations and referrals, psychiatric disorder programs, a gamblers
treatment program; a developmental disability program, a child and
adolescent inpatient unit, an adult inpatient unit, comprehensive psychiatric
emergency program, and a mobile crisis outreach service.? The Bayley Seton
— St. George Clinic (Map ID 21) is co-located with the RUMC Behavioral
Health Pavilion at 1130 South Avenue. The St. George Clinic provides
substance abuse and alcohol treatment programs. Both facilities are open on
weekdays.

Public Schools*

»  The Richmond Pre-K Center at 104 Housman Avenue (Map ID 14) offers free,
full-day, 3K, and Pre-K programs.> The Richmond Pre-K Center has 90 student
seats.®

T https://maps.nyc.gov/childcare-finder/. Accessed March 20, 2023

2 https://maps.nyc.gov/childcare-finder/ Accessed March 20, 2023

3 https://www.rumcsi.org/rumc-locations/the-center-for-integrative-behavioral-medicine-
4. Accessed March 20, 2023

4 Enrollment data sourced from NYC Public Schools Info Hub, Information and Data
Overview, Demographic Snapshot for 2021-2022 academic year Available at
https://infohub.nyced.org/reports/school-quality/information-and-data-overview.
Accessed April 10, 2023.

> http://therichmondprekcenter.edublogs.org/. Accessed May 20, 2023

6 https://www.schools.nyc.gov/schools/Z134. Accessed May 20, 2023
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»  Richmond Hill Pre-K Center at 120 Stuyvesant Place (Map ID 3) has an indoor
play space, late pickup is also available. According to DOE data, the current
enrollment is 329 Pre-K students.’

» P.S. 59, The Harbor View School at 300 Richmond Terrace (Map ID 4) serves
Pre-K, K, and grades 1 through 5, in addition to offering special education
classes. The DOE notes that this school is partially accessible and has an
enrollment of 286 students.

»  Curtis High School and Athletic Field (Map ID 5) is located at 105 Hamilton
Avenue. Approximately 2,253 students are enrolled in this school for grades
9, 10, 11, and 12.8 Curtis High School is noted as being partially accessible
and offers special education classes.’?

»  Port Richmond High School at 85 St. Josephs Avenue (Map ID 8) has 1,634
enrolled students. The high school is partially accessible and serves grades 9,
10, 11, and 12, in addition to offering special education classes.™

» P.S. 20, the Christy J. Cugini Port Richmond School at 161 Park Avenue (Map
ID 10) has 378 students enrolled and serves grades K-5. The school is noted
as being partially accessible and offers special education classes."

» P.S. 44, the Thomas C. Brown School at 80 Maple Parkway (Map ID 13) serves
Pre-K, K, and grades 1 through 5, in addition to offering special education
classes. The school has indoor and outdoor play spaces, 599 enrolled
students, and is partially accessible.’>3

Public Libraries

»  The St. George Library Center branch of The New York Public Library (Map ID
1) is the largest library on Staten Island.’ Located at 5 Central Avenue, the
fully accessible St. George Library Center offers a variety of amenities for
patrons, including computers, photocopiers, wireless internet access, and
self-service check out. The library also offers free English classes; a Staten
Island History collection; and other events and programs for children, teens,
and adults.

»  The Port Richmond Library (Map ID 9), a branch of The New York Public
Library, opened in 1905 and is located at 75 Bennett Street.” The Port
Richmond Library is partially accessible and offers a variety of amenities for

7 https://www.schools.nyc.gov/schools/R066. Accessed May 20, 2023

8 https://curtishs.org/. Accessed May 20, 2023

9 https://www.myschools.nyc/en/schools/high-school/12861. Accessed May 20, 2023
10 https://www.myschools.nyc/en/schools/high-school/12860. Accessed May 20, 2023
" https://www.schools.nyc.gov/schools/R020. Accessed May 20, 2023

12 https://www.schools.nyc.gov/schools/R044. Accessed May 20, 2023

13 https://r044.echalksites.com/home page. Accessed May 20, 2023

4 https://www.nypl.org/locations/st-george-library-center. Accessed May 20, 2023

15> https://www.nypl.org/locations/port-richmond. Accessed May 20, 2023.
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»

patrons, including computers for public use, photocopiers, wireless internet
access, public restrooms, and self-service check out. The library also offers
programs such as free English classes, family story time, reading hours,
technology assistance, movie nights, and other free events.

The Mariners Harbor Library (Map ID 15), a branch of The New York Public
Library, serves approximately 30,000 people. Located at 206 South Avenue,
the library is fully accessible and offers amenities such as computers, self-
service check out, wireless internet access, photocopiers, and a 24-hour book
drop box. Free events and programs include computer labs, meditation
sessions, family literacy workshops, college and career workshops, as well as
family movie showings.

Community Centers

»

»

The Jewish Community Center (JCC) Cornerstone Richmond Terrace
Community Center (Map ID 6), located at 71 Jersey Street, is a community
center operated by JCC of Staten Island and funded by the New York City
Department of Youth and Community Development. The community center
offers free activities and after school and summer programs for ages 5 years
through 21 years. The community center also offers programs for adults,
including parenting workshops, ESL courses, and new home buyer
workshops.

The New York City Housing Authority’s Mariners Harbor Houses (Map ID 17),
a 22-building public housing development, has a community center located
at 157 Brabant Street.'®

Workforce Development Centers

»

»

»

Staten Island Workforce1 Industrial & Transportation Career Center (Map ID
11), located at 1972 Richmond Terrace, offers comprehensive career services
and connections for individuals looking for employment in industrial or
manufacturing fields.

The Staten Island Workforce1 Career Center at 120 Stuyvesant Place (Map ID
7) offers services to connect military veterans and their spouses to training,
jobs, and supportive services.

The NYC Business Solutions Industrial and Transportation — Staten Island
Center at 900 South Avenue (Map ID 19) offers free services such as
workshops and courses to help entrepreneurs, small business owners, and
large corporations start, operate, and grow.

Fire Stations

»

Engine Company 158 of the Fire Department of the City of New York (FDNY;
Map ID 12) has been in operation at 65 Harbor Road since 1931. The Engine

16 https://www1.nyc.gov/assets/nycha/downloads/pdf/Mariners%20Harbor.pdf. Accessed

May 20, 2023

Staten Island North Shore Bus Rapid Transit: Final Environmental Impact Statement



STATEN ISLAND NORTH SHORE BUS RAPID TRANSIT

158 service area covers 3.49 square miles and provides fire protection and
other critical public safety services to residents and visitors."”

Police Stations

»  The 120t Precinct of the New York City Police Department (NYPD; Map ID 2)
serves an area of 14.5 square miles, which encompasses more than 180,000
residents. The station house is located at 78 Richmond Terrace; over 400
NYPD employees are assigned to the 120t Precinct. The precinct has a total
of 57 emergency response vehicles. The limited capacity of the parking lot
south of the station house and the current design of its entrance create
bottlenecks during the movement of response vehicles. As a result, up to 20
emergency vehicles at a time currently park in angle parking slots on
Richmond Terrace, in front of the station house, to provide added readiness
for emergency response. The NYPD refers to this parking style as combat
parking (90-degree/perpendicular parking from the curb).

No-Action Condition

In the No-Action condition in 2035, the Proposed Project would not be
implemented, and the former North Shore Railroad right-of-way (ROW) would
remain abandoned and unimproved. The No-Action condition assumes that
existing Metropolitan Transportation Authority (MTA) bus service would continue
to operate on Richmond Terrace and throughout the North Shore on a
constrained roadway network.

Under the No-Action condition, there would be no changes, alterations, or
displacements to community facilities and services within the study area.
However, transportation demands within the study area would continue to grow
as the local population of residents and workers increases over time. MTA would
increase transit service levels to the extent feasible in response to increasing
demand.

With-Action Condition

The Proposed Project would improve transit access through development of a
bus rapid transit (BRT) system using a combination of the former North Shore
Railroad ROW and existing street rights-of-way. Improved transit service would
enhance the ability of North Shore residents, workers, and visitors to access
community facilities and services. As stated above, the Proposed Project is not
expected to introduce new utilization demands on community facilities, because
it would not increase the number of residents or workers in the study area. The
Proposed Project would not add any new residential units or business space to
the study area, and as described in Chapter 4, Socioeconomic Conditions, it
would not indirectly result in an increase in residential units or business space. By
providing more frequent and reliable transit service, the Proposed Project would

7 NYC Open Data. https://data.cityofnewyork.us/Public-Safety/Fire-Companies/iiv7-jaj9.
Accessed May 20, 2023
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support growth that is already contemplated under existing zoning and public
policies, as discussed in Chapter 3, Land Use. Based on an analysis of identified
partial and full property acquisitions, the Proposed Project would not displace
any of the identified community facilities within the study area.

The Proposed Project would be designed to avoid impacts to access at the NYPD
120%™ Police Precinct at 78 Richmond Terrace. As described above, to maintain
efficient response times, the 120%™ Precinct currently parks emergency response
vehicles in front of the station house adjacent to Richmond Terrace, occupying a
parking lane and a portion of the existing sidewalk. As noted above, the 120"
Precinct has 57 vehicles that utilize combat parking in front of the precinct
building with up to 20 vehicles deployed at any given time.

MTA has been coordinating closely with NYPD and an allowance for a minimum
of 37 combat parking spots was requested by precinct officials. To provide this
space along with the proposed BRT alignment, the Proposed Project would
require the use of Richmond Terrace from curb to curb.

To maintain unobstructed access to Richmond Terrace for NYPD emergency
vehicles and ensure there would be no impacts to NYPD emergency response
time or deployment activities, the Proposed Project would be designed to
maintain a perpendicular combat parking arrangement between Hamilton
Avenue and Wall Street while also accommodating the proposed BRT alignment
on Richmond Terrace. The existing sidewalk on the south side of Richmond
Terrace would be reduced in width from 15 feet to 5 feet in order to preserve the
combat parking on this blockfront. Five feet is the effective clear width of the
sidewalk today, as police vehicles are using up to two thirds of the sidewalk to
partially accommodate the combat parking.

The precinct’s existing retaining wall and front steps off Richmond Terrace would
be modified and re-oriented to create enough space for combat parking. The
existing landscaped berm in front of the precinct house would be removed to
accommodate a new stair alignment. Existing retaining walls near the police
precinct parking lots near Wall Street and on the west side of the building would
also be replaced and/or modified. Aside from the modifications described above,
the 120t Police Precinct building itself would not be modified as a result of the
Proposed Project. ADA accessibility would not be impacted. MTA would
coordinate closely with NYPD to ensure that the modifications meet all
operational requirements.

In addition, because the precinct house is a City Landmark and listed on the
National Register of Historic Places, these modifications would be coordinated
with the New York City Landmarks Preservation Commission and the New York
State Office of Parks, Recreation, and Historic Preservation. See Chapter 8,
Historic and Cultural Resources, for additional information.
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Conclusion

As described above, the Proposed Project would not displace any community
facilities, have adverse impacts on access to community facilities and services, or
result in new utilization demands. As a result, the Proposed Project would not
result in significant adverse impacts on community facilities and services.
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6 Open Space

This chapter describes the open spaces present within the study area for the
Proposed Project, and the potential impacts of the Proposed Project on the
identified open spaces. The 2027 CEQR Technical Manual defines open space as
“...publicly or privately owned land that is publicly accessible and available for
leisure, play, or sport, or is set aside for the protection and/or enhancement of the
natural environment.” Open space may be publicly accessible, or privately owned
but sometimes open to the public. Common types of open space include
community parks, public pools, beaches, ballfields, plazas, esplanades, nature
preserves, church yards, greenways, and others.

Uses of open space generally fall into two categories: active or passive. Examples
of active open space would be areas used for sports or active play, such as
playgrounds, greenways, sport fields, or golf courses. Passive open space may
include, for example, plazas with benches, picnicking areas, walking paths,
gardens, or publicly accessible nature areas. Open spaces could also be used for
both active and passive recreation, such as beaches or esplanades.

Regulatory Background and Study Area
CEQR Technical Manual Guidance

The analysis of open space considers officially designated existing or planned
public open space. According to the 2027 CEQR Technical Manual, open space
study areas are generally defined by a reasonable walking distance that open
space users (residents or workers) would typically travel to reach local open space
and recreational areas. Effects on open space can be either direct or indirect.

Direct Effects Analysis

Consistent with the CEQR Technical Manual, a direct effects analysis should be
performed if a proposed project would directly affect open space conditions by
causing a loss of public open space, changing the use of an open space so that it
no longer serves the same user population, limiting public access to an open
space, or increasing noise or air pollutant emissions, odors, or shadows that
would temporarily or permanently affect the usefulness of a public open space.
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Indirect Effects Analysis

The CEQR Technical Manual states that indirect effects may occur when the
population generated by a project would overtax the capacity of open spaces so
that their service to the future population of the affected area would be
substantially or noticeably diminished. The Proposed Project would not include
facilities that would introduce any new open space user populations (e.g., new
residential populations or substantial new employment) to the area. While the
accessibility of open space along the proposed bus rapid transit (BRT) corridor
would be improved, the primary ridership is expected to be existing North and
West Shore residents and workers. Therefore, no indirect effects on open space
are anticipated.

Walk-to-a-Park Initiative

New York City, as part of the OneNYC 2050 Building a Strong and Fair City plan,
has put forth a goal for 85 percent of New York City residents living within a
walking distance of a park by 2030. To help the City reach this goal, NYC Parks
has a Walk-to-a-Park initiative that focuses on increasing access to parks and
open space in areas of the City where residents live further than a walk to a park.
According to Walk-to-a-Park service area geographic data provided by the City,
the proposed BRT alignment area overlaps portions of walk gap areas (see Figure
6-1). However, as mentioned above, the Proposed Project would not include
facilities that would introduce any new open space user populations (e.g., new
residential populations or substantial new employment) to the area. Therefore, a
detailed assessment of the Proposed Project’s impacts on open space access is
not warranted.

Open Space Study Area

For purposes of this assessment, the study area is defined as 400 feet on either
side of the proposed BRT alignment, which is the area with the potential to
experience direct effects from the Proposed Project’s construction and operation.

Parkland Alienation

Parkland alienation occurs when a municipality wishes to convey, sell, or lease
dedicated municipal parkland or discontinue its use as a park. To convey parkland
away, or to use parkland for another purpose, a municipality must receive prior
authorization from the State in the form of legislation enacted by the New York
State Legislature and approved by the Governor. The bill by which the Legislature
grants its authorization is commonly referred to as a parkland alienation bill.
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Figure 6-1 Walk to a Park Service Area
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The parkland alienation process applies to any dedicated municipal parkland in
the state, no matter its size or whether it is owned by a city, county, town, or
village. Alienation is defined as a substantial intrusion on municipal parkland use
for non-park purposes, even if the landowner does not convey title or intends to
eventually restore the parkland. The use of parkland by a municipality for a non-
park purpose, including the development of transportation facilities is considered
an alienation, even if the use has public benefit or purpose.’ In certain cases,
temporary use of property may also be considered an alienation.

In general, land removed from park use through the alienation process must be
substituted with parkland of similar function and value. The alienation legislation
identifies both the land being removed from park use and the substitute land. If it
is not possible to identify the substitute land at the time the alienation legislation
is introduced, the legislation must clearly state that adequate substitute land must
be identified, and that the legislation will not become effective until this occurs.

Existing Conditions

The Proposed Project is adjacent or in proximity to a number of designated park
and open space areas. The inventory of existing conditions identified open space
resources within the study area by category or type, active or passive recreational
use, the property owner, street address, and size in acres. The following sources
were used to complete the open space existing conditions analysis:

»  CEQR Technical Manual, 2021 Edition
»  New York City Department of Parks and Recreation website
» NYC Open Data

Table 6-1 lists the existing open spaces within a 400-foot radius of the proposed
alignment by section. Of the seven sections of the alignment, two (Viaduct and
Open-Cut) had no identified open space resources. The text below includes
descriptions of each of the open spaces within the study area.

Table 6-1 Existing Open Spaces

Proposed
Alignment Map Use
Section Name ID Category Type' Owner Acres?®
North Shore 1 Esplanade/ Plaza/  Passive NYC Parks 2.2
Esplanade Sitting Area
St. George St. George Park 2 Plaza/ Sitting Area  Passive NYC Parks 0.1
Baker Square 3 Sitting Area Passive NYC Parks 0.08
Barrett Triangle 4 Plaza/Sitting Area  Passive NYC Parks 0.16
' Handbook on the Alienation and Conversion of Municipal Parkland in New York, New
York State Office of Parks, Recreation, and Historic Preservation, September 2017.
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Table 6-1 Existing Open Spaces

Proposed
Alignment Map Use
Section Name ID Category Type' Owner Acres?
Snug Harbor 5 Historic House Active; NYC 83.3
Cultural Center Park/ Cultural Passive Department of
New and Botanical Center/ Public Cultural Affairs
Brighton Garden Gardens
Waterfront . .
Walker Park 6 Recreation Active; NYC Parks 5.3
Field/Courts Passive
West Heritage Park 7 Park Passive NYC Parks 9.9
Brighton
Waterfront
. The Big Park (aka 8 Park Active; NYC Parks 3.0
Arlington . .
7 Grandview Passive
Station
Playground)
Staten Island 9 Nature Area Passive NYC Parks 210.93
Industrial Park
(aka Staten Island
South Corporate Park)
Avenue Saw Mill Creek 10 Nature Area Passive NYC Parks 178.5
Marsh
Meredith Woods 11 Nature Area Passive NYC Parks 32.2
Notes:

" Open space can be used for active purposes (such as sports, exercise, or other active play) or passive purposes (such as sitting,
sunbathing, bird watching, or strolling).

2 Acreage of the park as a whole according to NYC Digital Tax Map, available at http://gis.nyc.gov/taxmap/map.htm and NYC
Parks park details, available at https://www.nycgovparks.org/parks.

3 Of this total, 35 acres occupied by the office park development are not considered as public open space for analysis purposes.

Eleven public open space and recreational resources are either partially or fully
located within the study area—including sitting areas, public gardens,
recreational fields, parks, and nature areas. These resources cover a total of over
526 acres, of which approximately 434 acres (eight resources) are designated for
passive recreational uses. The remaining 92 acres (three resources) are open
spaces with both active and passive uses. Figure 6-2 through Figure 6-6 shows
the location of each open space area in relation to the proposed alignment;
portions of some identified open space parcels may lie outside the study area.
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Figure 6-2 Open Space Resources in Study Area: St. George
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Figure 6-3 Open Space Resources in Study Area: New Brighton Waterfront
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Figure 6-4 Open Space Resources in Study Area: West Brighton Waterfront
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Figure 6-5 Open Space Resources in Study Area: Arlington Station
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Figure 6-6 Open Space Resources in Study Are: South Avenue
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Section 1: St. George

The two open spaces within the study area of this alignment section are the
North Shore Esplanade and St. George Park. Both resources are used for passive
recreation and are owned by the NYC Department of Parks and Recreation (NYC
Parks).

North Shore Esplanade

The North Shore Esplanade is a long stretch of land, split up by roadways, that
encompasses a total of 2.2 acres along the northeastern waterfront of Staten
Island, north of Richmond Terrace. 4
About 1.5 acres of the North Shore
Esplanade extends roughly from
Stuyvesant Place on the east to St.
Peter’s Place on the west. This portion of
the esplanade is paved and offers
benches for sitting, while providing the
public with scenic waterfront views.
Trees line the esplanade, and a row of
lamp posts runs parallel to the fencing
that acts as the boundary between the
esplanade and Richmond Terrace to the
south. While this area is owned by NyC ~ Garage access atright

Parks, it is mapped on the City Zoning

Map as vacant land rather than parkland. The remainder of the North Shore
Esplanade includes two small, undeveloped parcels, which are located on either
side of Jersey Street in the area between Richmond Terrace and Bank Street.
These two small sections of the esplanade, which are mapped as parkland, are
overgrown with vegetation. A third Parks-owned undeveloped parcel in this area,
located north of a cul-de-sac on Bank Street near the foot of Jersey Street, is
shown on the NYC Parks website as being part of the esplanade, but is mapped
as vacant land.

North Shore Esplanade at Nicholas Street; Wheel

St. George Park

St. George Park offers benches for sitting and a playground. Additionally, there
are shade trees and brick pavers. The 0.1-acre park is located along Stuyvesant
Place between Wall Street and Hamilton Avenue.

Baker Square

This 0.08-acre square is located at the corner of Hyatt Street and Stuyvesant
Place, behind Borough Hall. Baker Square is also identified as a Greenstreet,
which is a joint project between NYC Parks and NYCDOT to convert unused road
areas into green spaces. Baker Square is landscaped with trees, shrubs, and other
plantings. The square honors Edward Grant Baker, the 8th Staten Island borough
president and a municipal court judge.
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Barrett Triangle

This 0.16-acre triangle is located southeast of Baker Square between Stuyvesant
Place, Nick Laporte Place, and Bay Street. This passive public space provides
seating and a water fountain; it also serves as the location of the Clarence T.
Barrett memorial, which commemorates Major Barrett's distinguished military
service during the Civil War. Barrett, a member of a prominent Staten Island
family, enjoyed careers in landscape architecture and sanitation engineering prior
to serving as Police Commissioner and Superintendent of the Poor.

Section 2: New Brighton Waterfront

The two open spaces within the study area of this alignment section are the Snug
Harbor Cultural Center and Botanical Garden and Walker Park. Both resources are
used for both active and passive recreation. Both the NYC Department of Cultural
Affairs and NYC Parks share jurisdiction over Snug Harbor Cultural Center and
Botanical Garden; Walker Park is under the jurisdiction of NYC Parks.

Snug Harbor Cultural Center and Botanical Garden

Snug Harbor Cultural Center and Botanical Garden, also known as Sailors’ Snug
Harbor, is located at 1000 Richmond 5 f i N
Terrace. The property was built in the
1800s and originally functioned as a
home for retired sailors. Currently, the
83.3-acre campus includes 28 buildings,
14 botanical gardens, a 2-acre urban
farm, wetlands, and parkland. Several
buildings and structures within the Snug
Harbor Cultural Center and Botanical
Garden are listed on the National
Register of Historic Places, as discussed
in Chapter 8, Historic and Cultural
Resources. The campus offers seasonal
festivals, educational opportunities,
galleries, museums, and botanical
gardens, and includes the Newhouse
Center for Contemporary Art, New York Chinese Scholar’'s Garden, Noble
Maritime Collection, Staten Island Conservatory of Music, Music Hall, and
Richmond County Savings Foundation Tuscan Garden, among others. According
to the Snug Harbor Cultural Center and Botanical Garden website, it is one of the
largest ongoing adaptive reuse projects in the country and is one of New York
City's unique architectural complexes and historic landscapes.?2 The campus open
daily from dawn to dusk; can be accessed by public transit, using the S40 bus has

Overlook north of Richmond Terrace; which is

blocked from pedestrian access due to its state of
disrepair.

2 Snug Harbor Cultural Center & Botanical Garden. History. Available at https://snug-
harbor.org/about-us/history/. Accessed June 3, 2023.
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both on-street and off-street parking, and all areas of Snug Harbor's campus are
fully accessible.

Richmond Terrace divides a narrow waterfront portion of Snug Harbor Cultural
Center and Botanical Garden from the main campus area. An overlook north of
Richmond Terrace, located at the former site of the Snug Harbor dock, offers
relatively unobstructed views of the water and shoreline. A portion of the main
campus lawn south of Richmond Terrace also has views of the water, although
they are partially obscured by large trees and by large vehicles passing by on
Richmond Terrace. From the overlook, steps lead down to the remnants of the
dock and an unsigned, partially paved pathway that traverses along the shoreline,
running parallel to Richmond Terrace for approximately 800 feet. The pathway,
which abuts and is bisected by the former North Shore Railroad ROW for a
portion of its length, is not heavily used and is partially overgrown. It connects
the dock area to a point near the intersection of Richmond Terrace and Snug
Harbor Road. The existing steps alongside the overlook are currently in a state of
disrepair and barricaded off to prevent pedestrian access to this area. In addition,
the dock area is presently barricaded and inaccessible due to its poor structural
state. The closest access to the waterfront portion of Snug Harbor is at the
intersection of Richmond Terrace and Snug Harbor Road, approximately 0.15
miles west of the overlook.

Aside from the pathway and some remnant retaining walls, the remainder of the
waterfront parcel is undeveloped and vegetated, partially blocking roadway
travelers’ views of the waterfront during leaf-on season.

Randolph Walker Park

Randolph Walker Park, commonly known as Walker Park, is located off Delafield
Place between Bard Avenue and Davis Avenue. The 5.3-acre park offers facilities
including baseball and softball fields, basketball courts, cricket fields, tennis
courts, soccer fields, football fields, and a playground with toddler swings.
Additional features of Walker Park include walkways, benches, drinking fountains,
and landscaping.
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Section 3: West Brighton Waterfront
Heritage Park

Heritage Park, a passive recreational

park, is owned by NYC Parks and 4 9
encompasses 9.9 acres. The park
offers open lawn space with trees,
landscaping, walking paths, benches,
and a 12-space parking lot. A second
southern parking lot with eight
spaces, located in the North Shore
ROW, is also used by park visitors.
From Heritage Park, visitors
experience scenic views of Snug
Harbor, the Bayonne Bridge, and
other waterfront views. The land was
donated to NYC Parks by The Trust for Public Land and the Port Authority of New
York and New Jersey. According to NYC Parks’'s webpage on Heritage Park, the
park was named to commemorate the historic and cultural character of the
surrounding community.

P R
Al | i LS

Heritage Park

Section 4: Viaduct

No open space resources were identified within the study area of this section of
the alignment.

Section 5: Open-Cut Section

No open space resources were identified within the study area of this section of
the alignment.

Section 6: Arlington Station

The Big Park

The Big Park offers active and passive recreational opportunities, including
basketball courts, handball courts, playgrounds, fitness equipment, a large multi-
use field, splash pad, cooling spray towers, benches, picnic tables, walking paths,
and shade trees. The 3-acre park, which is located off Grandview Avenue at
Continental Place, is under the jurisdiction of NYC Parks.

Section 7: South Avenue

The three open spaces within the study area of this alignment section are the
Staten Island Industrial Park, Saw Mill Creek Marsh, and Meredith Woods. All
three of these resources are nature areas, designated for passive recreational
uses, and are under the jurisdiction of NYC Parks.
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Staten Island Industrial Park

Staten Island Industrial Park, also referred to as Staten Island Corporate Park,
encompasses a total of 210.9 acres, of which approximately 130 acres are
undeveloped forested wetland. Approximately 35 acres of Staten Island Industrial
Park consists of developed office space and therefore is not considered an open
space resource for purposes of this analysis. According to NYC Parks, the
preserved area contains many plants that are rare in New York State, including
swamp or sweetbay magnolia (Magnolia virginiana), persimmon (Diospyros
virginiana), possum-haw (/lex decidua), and primrose-leaved violet (Viola
primulafolia), among others.? The park is roughly bounded by Fahy Avenue to the
north, Graham Avenue to the east, Teleport Drive to the south, and South Avenue
to the west.

Saw Mill Creek Marsh

Saw Mill Creek Marsh offers visitors a variety of passive recreational activities,
including hiking, bird watching, nature and wildlife observation, and
photography. The nature area encompasses a total of 178.5 acres. The marsh is
roughly bounded by Chelsea Road to the west and south, South Avenue to the
east, and Edward Curry Avenue to the north.

Meredith Woods

Meredith Woods is a protected 32.2-acre nature area that is mostly salt marsh.
Although it primarily functions as habitat, it is used informally for walking and
nature viewing.

No-Action Condition

In the 2035 No-Action condition, community access to open space resources
within the study area would be maintained. The North Shore ROW would remain
in its undeveloped condition, and there would be no use of open space resources
due to the Proposed Project. No new open spaces are expected to be developed
in the study area in the No-Action condition, and no substantial changes are
planned to the existing open spaces.

With-Action Condition

The potential changes to parklands that may result from the Proposed Project
warrant an assessment of direct effects on area open spaces. The analysis
assessed, as appropriate, any potential displacement of open space and
recreational resources and potential increases in noise, air pollutants, or shadows
from the Proposed Project. The potential need for parkland alienation was also
evaluated (see separate discussion below).

3 https://www.nycgovparks.org/parks/staten-island-industrial-park/highlights
4 https://www.dec.ny.gov/outdoor/55407.html
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The Proposed Project would improve transit access through development of a
BRT system using a combination of the former North Shore Railroad ROW and
existing street rights-of-way. However, the Proposed Project would impact the
following open space resources: North Shore Esplanade, Snug Harbor Cultural
Center and Botanical Garden, and Heritage Park. Impacts on these three open
space resources are described in the sections below. The other open spaces
identified in the study area (St. George Park, Walker Park, The Big Park, Staten
Island Industrial Park, Saw Mill Creek Marsh, and Meredith Woods) would not
experience any impacts as a result of the Proposed Project.

North Shore Esplanade

The new busway would cross the North Shore Esplanade at Nicholas Street,
sharing an intersection with the existing access ramp to the New York Wheel
Garage. From this intersection, the busway would cross the esplanade on a
southeast-to-northwest diagonal before transitioning to a structure that would
carry it down the grade to the former North Shore Railroad ROW south of Bank
Street. Pedestrian access along the esplanade would be maintained, and crossing
would be signalized and designed to maintain the safety of pedestrians and
bicyclists.

A small area of the esplanade (approximately 0.12 acre) would be occupied by
the at-grade busway crossing. The area is currently paved and does not contain
any visitor amenities (see Figure 6-7). The new crossing is not expected to
adversely affect the visitor experience, since the former NY Wheel parking garage
access ramp already crosses it at this location. This area is owned by NYC Parks,
but is not mapped as parkland; hence, its use for the crossing is not subject to
parkland alienation regulations. The three undeveloped parcels associated with
the esplanade near Jersey Street would not be affected by the Proposed Project
(see Figure 6-8).
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Figure 6-7 North Shore Esplanade & Nicholas Street Ramp Figure 6-8 Jersey Street & Richmond Terrace
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Snug Harbor Cultural Center and Botanical Garden

The Proposed Project in the Snug Harbor area would require the use of
approximately 0.36 acre of parkland from the shoreline portion of the Snug
Harbor Cultural Center and Botanical Garden to construct the new BRT corridor
(see Figure 6-9). The parkland area, which is located north of Richmond Terrace,
would be used because portions of the former North Shore Railroad right-of-way
are now submerged in the Kill Van Kull as a result of storm damage and ongoing
coastal erosion. The elevated busway would be raised on columns through the
park to maintain an elevation of 2 feet above the level of the 100-year flood. The
proposed design would not impede access to the waterfront and shoreline
pathway. As previously noted, the existing steps alongside the Kill Van Kull
overlook are barricaded off which prohibits pedestrian access. However, once the
stairs are brought to a state of good repair access would be restored and the
busway would not impede this access.
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Figure 6-9 Parkland North of Richmond Terrace
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The Proposed Project would involve the direct displacement of park property,
and would potentially affect noise levels, shadows, and views in portions of the
Snug Harbor parkland. Under the Proposed Project, noise levels may increase in
the area of the park north of Richmond Terrace due to the proximity of the
proposed busway (see Chapter 18, Noise, for more information).

As described in Chapter 7, Shadows, with the Proposed Project in place, shadows
would be cast on the parkland north of Richmond Terrace that lines the Kill Van
Kull shoreline. This park area, which is not signed as public open space and is
lightly used, includes undeveloped and vegetated areas with no seating or active
recreational amenities. The vegetation, shrubs, and trees in this area generally
function as a buffer between the shoreline and Richmond Terrace. Shadows
would be relatively limited in scope and would not impact the viability of
vegetation in the area nor would project-generated shadows reach the Snug
Harbor Cultural Center main campus.

In addition, the proposed busway would introduce changes to the streetscape
viewed by pedestrians on Richmond Terrace and from adjacent areas of the park,
as discussed in Chapter 9, Urban Design and Visual Resources. However,
because the affected area is relatively undeveloped and little-used compared to
the portion of the Snug Harbor facility south of Richmond Terrace, these impacts
are not expected to be significant.

The Metropolitan Transportation Authority (MTA) would work with NYC Parks

and Snug Harbor Cultural Center representatives to identify ways to minimize the
use of parkland to maintain access to the waterfront, and to implement design
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measures that would make the busway more compatible with the adjacent park

use. Additionally, the elevated busway would not preclude any of the other

waterfront access projects that may be planned and/or funded by Snug Harbor
the City, or federal government. As currently designed, the Proposed Project

would require alienation of 0.36 acre of dedicated parkland from the portion of
the Snug Harbor Cultural Center and Botanical Garden on the north side of
Richmond Terrace.

If the final design for the Proposed Project requires the conversion of parkland to
ROW for the new busway, the City would initiate parkland alienation legislation,
which would identify substitute parkland of similar function and value. If it is not
possible to identify the substitute land at the time the alienation legislation is
introduced, the need to identify substitute land would be clearly stated in the
legislation. Should parkland alienation be required, it would constitute a
significant adverse impact to the Snug Harbor Cultural Center and Botanical
Garden.

Heritage Park

As currently designed, the Proposed Project would not require the use of
designated parkland in Heritage Park (see Figure 6-10). However, the busway
would cross the park access road and would displace one of the two parking lots
serving the park. This southern parking lot is located partially within the existing
North Shore ROW. The lot is striped for eight spaces and is bordered by an
unpaved area to the south, adjacent to Richmond Terrace. The park’s main
parking lot, located farther to the north, has a capacity of 12 parking spaces, one
of which is designated for vehicles with a Parking Permit for People with
Disabilities (PPPD).
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Figure 6-10 Heritage Park
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MTA would coordinate with NYC Parks to explore the possibility of replacing the
lost parking in another location, such as the unpaved area south of the ROW.
NYC Parks has emphasized the importance of maintaining safe access to the park;
further discussions as to how to integrate the ROW with the park setting will
occur in the future as design plans advance. MTA would maintain pedestrian and
auto access to the developed portion of the park via a new TSP-enabled signal
and a signalized crosswalk across the busway. Because parking would continue to
be provided in the larger lot, which is located on designated parkland, the loss of
the eight parking spaces in the North Shore ROW is not expected to be a
significant adverse impact to the park.

Conclusion

As described in the previous sections, MTA is working with NYC Parks to avoid
and minimize impacts to the three study area parks that would be affected by the
Proposed Project. Should parkland alienation be required, it would constitute a
significant adverse impact to the Snug Harbor Cultural Center and Botanical
Garden. Otherwise, MTA anticipates that significant adverse impacts would be
avoided through landscape design and buffering, maintenance of access and
parking, and pedestrian and vehicular safety measures.
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7 Shadows

A shadow is defined in the 2027 CEQR Technical Manual as the condition that
results when a building or other built structure blocks the sunlight that would
otherwise directly reach a certain area, space, or feature. The purpose of this
chapter is to assess whether new project-related structures may cast shadows on
sunlight-sensitive, publicly accessible resources or other resources of concern,
such as natural resources, and to assess the significance of their impact.

Regulatory Background

According to the CEQR Technical Manual, a shadows assessment is required for
proposed actions that would result in new structures (or additions to new
structures) greater than 50 feet in height or located adjacent to, or across the
street from, a sunlight-sensitive resource. Sunlight-sensitive resources include
publicly accessible open space, historic architectural resources with sun-sensitive
features (e.g., stained glass windows, architectural styles that are dependent on
contrast between light and dark design elements, etc.), and important natural
resources. According to CEQR Technical Manual guidance, shadows occurring
within 90 minutes of sunrise or sunset are not considered significant. Similarly,
shadows occurring on non-sunlight-sensitive resources (city sidewalks and
streets, other buildings, and private open space resources) are not considered
significant.

Methodology
Preliminary Screening Assessment

In accordance with the CEQR Technical Manual, a preliminary screening
assessment is conducted to ascertain whether shadows resulting from a project
could reach any sunlight-sensitive resource at any time of year. This preliminary
screening assessment consists of three tiers of analyses:

»  Tier 1 Screening: The first tier determines a radius around the proposed
structure representing the longest shadow that could be cast by the project.
If there are sunlight-sensitive resources within the radius, the analysis
proceeds to the second tier;
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» Tier 2 Screening: The second-tier analysis reduces that area that could be
affected by project-generated shadows by accounting for a specific range of
angles that can never receive shade in New York City due to the path of the
sun in the northern hemisphere. According to the CEQR Technical Manual, no
shadow can be cast in a triangular area south of any given project site. In
New York City, the area where shadows cannot be cast is within 108 degrees
from True North;

» Tier 3 Screening: If the second tier of analysis does not eliminate the
possibility of new shadows on sunlight-sensitive resources, a third tier of
screening analysis further refines the area that could be reached by new
shadows by looking at specific representative days of the year and
determining the maximum extent of shadow over the course of each
representative day. Shadows are projected using 3D modeling software, and
elements that would affect the length of shadows, such as topography, are
taken into account. If the Tier 3 screening indicates that, in the absence of
intervening buildings, shadows from the project would reach a sunlight-
sensitive resource on any of the representative analysis days, a detailed
shadow analysis is typically undertaken.

A detailed assessment may be undertaken after a preliminary screening
assessment if the preliminary screening cannot rule out the potential for an
adverse impact on sunlight sensitive resources due to shadows. A detailed
analysis considers existing buildings/structures or future buildings/structures that
would be expected to cast shadows in the future without the Proposed Project.

To accommodate new BRT service, the Proposed Project would rehabilitate the
former North Shore Railroad right-of-way, which is an existing transportation
corridor. Project elements such as station canopies, station platforms for level
boarding, proposed busway access points, and roadway lighting would not
exceed 50 feet in height, which is typically the threshold for a shadow
assessment.

In addition to the project elements, the physical characteristics of the alignment
were also considered. The open-cut section of the ROW was screened from
analysis, as this existing infrastructure is approximately 20 to 25 feet below grade
and therefore would not cast shadows. The existing elevated viaduct section is
approximately 20 feet in height; modifications to accommodate the new BRT
service are not expected to result in a substantially higher structure and therefore
would not be expected to result in any significant new areas of shadow. Similarly,
South Avenue and Richmond Terrace were screened from analysis, as the BRT
would operate at-grade within these existing roadways.

In the vicinity of Snug Harbor, the former North Shore Railroad ROW, which was
formerly located on dry land, is currently submerged in the waters of the Kill Van
Kull. As a result, in this area the Proposed Project would require an elevated
busway landward of the Kill Van Kull shoreline north of Richmond Terrace.
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Accordingly, this feature, located in the New Brighton Waterfront section of the
study area, was assessed for potential project-related shadow effects.

A Tier 3 analysis was undertaken to demonstrate the potential shadows of the
proposed alignment within the New Brighton Waterfront section. A detailed
analysis would not provide additional information, since there is no elevated
structure proposed in the No-Action condition, and there are no intervening
structures that would affect potential shadows. Therefore, a Tier 1 through 3
analysis was undertaken for the Proposed Project.

Preliminary Assessment
Tier 1 and Tier 2 Screening

A base map was created identifying all known historic, natural, and open space
resources within the vicinity of the Proposed Project’'s New Brighton Waterfront
section. Sunlight-sensitive features of each resource were identified. Any
resources that did not have sunlight-sensitive elements were not considered
further in the analysis.

Table 7-1 and Figure 7-1 show the results of the Tier 1 and Tier 2 screening
assessments. Due to the irregular shape and varying height of the proposed
structure, a maximum shadow radius and an area that could not receive shadow
from the Proposed Project were not defined. However, at its tallest elevation of
approximately 36 feet, the alignment would be expected to project a maximum
shadow of 155 feet. There are two sunlight sensitive resources, one open space
and one natural resource, within the vicinity of the proposed alignment within the
New Brighton Waterfront section.

Table 7-1 Affected Area- Potential Sunlight Sensitive Resources

Map ID  Resource Name Description Sunlight Sensitive Elements
o1 Snug Harbor Cultural A collection of architecturally significant 19th Vegetation
Center century buildings on landscaped grounds that

total 83 acres.

N1 Kill Van Kull Three-mile channel between Staten Island and  Open-water and benthic habitat
Bayonne New Jersey that is approximately
1,000 feet wide.

Notes:

As described above, the CEQR Technical Manual establishes a Tier | screening
assessment to determine whether a Proposed Project would cast a shadow on
resource(s) that could potentially result in adverse impacts to the resource or the
area in which the shadow is cast. This screening procedure establishes the
longest shadow that a structure could cast, which is 4.3 times the structure’s
height; this condition would occur at the start and end of December 21, the
winter solstice.
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The shadow study area encompasses portions of the Kill Van Kull (N1)
(considered to be a natural resource) to the north and south; a strip of parkland
to the south, which is situated between the shoreline and Richmond Terrace; and
Richmond Terrace itself. The shadow study area ends within the Richmond
Terrace ROW and falls short of the entrance to the main campus of the Snug
Harbor Cultural Center and Botanical Garden.

As noted in Chapter 6, Open Space, designated parkland associated with the
Snug Harbor Cultural Center and Botanical Garden (O1) is located north of
Richmond Terrace in the area where the elevated busway would be built.
According to the CEQR Technical Manual, open space facilities that are paved, do
not contain sitting areas, or contain vegetation or plantings that are shade-
tolerant are not considered to be sunlight-sensitive resources.” This park area,
which is not signed as public open space and is lightly used, includes an overlook
and a partially paved pathway that traverses the shoreline running parallel to
Richmond Terrace as well as undeveloped and vegetated areas with no seating or
active recreational amenities. The vegetation, shrubs, and trees in this area
generally function as a buffer between the shoreline and Richmond Terrace.
Therefore, the sunlight sensitive features of this area are limited to the vegetation
within the area, and a Tier 3 screening assessment is warranted.

The natural waterfront characteristics of the Kill Van Kull, a 3-mile tidal river that
connects Newark Bay with the Upper New York Bay, represent a feature within
the vicinity of the proposed alignment (see Chapter 11, Natural Resources). It is
categorized as an estuarine/marine waterway with open water and benthic
habitat. These habitats are considered sunlight sensitive and therefore a Tier 3
screening assessment is warranted.

12021 CEQR Technical Manual. p. 8-26.
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Figure 7-1 Tier 1 and Tier 2 Screening Results
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Figure 7-2 through Figure 7-5 show a representative sample of shadows that
could be cast by the Proposed Project on the December 21, March 21/September
21, May 6/August 6 and June 21 analysis days. The figures show the full extent of
shadow throughout each analysis day, with areas in darker shades receiving
longer shadow durations throughout the day.

The Proposed Project would run through the Sung Harbor Cultural Center (O1)
just south of the existing ROW and just north of Richmond Terrace. Figure 7-2
through Figure 7-5 show the extent of the shadow cast on each analysis day.

The Kill Van Kull (N1) would receive some shading on each analysis day, with the
longest shadow durations occurring on the December 21st analysis day. On the
remaining three analysis days the shadows on the channel would be very limited
in scope and duration. On all four analysis days, the potential shadows cast from
the Proposed Project would be confined to the intertidal edge of the Kill Van Kull.

As discussed in Chapter 10, Natural Resources, a limited amount of intertidal
habitat would be present in this area but could periodically contain small
common forage fish. Since these shadows represent a relatively small area of the
Kill Van Kill intertidal edge, and would move throughout each analysis day, it is
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expected that any species in the area could migrate through the area and would
not be adversely impacted.

The Proposed Project would also cast shadow within the Snug Harbor Cultural
Center parkland (O1). These shadows would be confined to the parkland north of
Richmond Terrace that lines the Kill Van Kull shoreline, and would never reach the
Snug Harbor Cultural Center main campus. As discussed in the Tier 1/2 screening
section, the sunlight-sensitive aspects of this area are limited to the vegetation
present within the buffer. Shadow would be cast on small portions of this area on
each analysis day, and much of the time be located directly under and around the
elevated structure. As discussed in Chapter 10, Natural Resources, this area has
vegetation categorized as secondary successional forest, and is considered
disturbance tolerant. Therefore, it is not expected that the viability of the

vegetation in this area would be adversely impacted due to project-generated
shadows.

Figure 7-2 Tier 3 - December 21st Analysis Day
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Figure 7-3 Tier 3 — March/September 21st Analysis Day

KILL VAN KULL

RLAT (0] BLACE

LATHLS NFEAL

I FROFOSED ALIGNIENT

i

Figure 7-4 Tier 3 — May/August 6th Analysis Day

KILL VAN KULL

D BLACE

LTS NISAY

I FROFOSED ALIGNIMENT

7-7

Staten Island North Shore Bus Rapid Transit: Final Environmental Impact Statement



7-8

STATEN ISLAND NORTH SHORE BUS RAPID TRANSIT

Figure 7-5 Tier 3 - June 21st Analysis Day
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Conclusion

As detailed above, it is not expected that the shadows cast on the sunlight
sensitive resources within the New Brighton Waterfront section of the alignment
would result in a significant adverse impact. Shadows on the identified sunlight
sensitive resources from the Proposed Project would be relatively limited in scope

and would not impact the viability of vegetation or marine habitats in the area.
Therefore, no significant adverse shadow impacts are anticipated.

Staten Island North Shore Bus Rapid Transit: Final Environmental Impact Statement



STATEN ISLAND NORTH SHORE BUS RAPID TRANSIT

8 Historic and Cultural Resources

This chapter assesses the potential for the Proposed Project to result in significant
adverse impacts on historic and cultural resources, including both archaeological
and architectural resources. Historical and cultural resources are defined as
districts, buildings, structures, sites, and objects of historical, aesthetic, cultural,
and archaeological significance. According to the 2027 CEQR Technical Manual,
these include properties that have been designated, or are under consideration for
being designated, as New York City Landmarks (NYCL) or Scenic Landmarks, or are
eligible for such designation; properties within NYCL Historic Districts; properties
listed in, or determined eligible for listing in, the State and/or National Register of
Historic Places (S/NRHP); and National Historic Landmarks (NHL).

Regulatory Background
State, Local, and Federal Regulations

MTA is preparing this BEEIS for the Proposed Project in accordance with New
York’s State Environmental Quality Review Act (SEQRA) and New York City’'s City
Environmental Quality Review (CEQR). The Proposed Project is being reviewed in
conformance with the New York State Historic Preservation Act of 1980 (SHPA),
specifically the implementing regulations of Section 14.09 of the Parks,
Recreation and Historic Preservation Law (PRHPL). Review under SHPA is required
when a project may or will cause any change, beneficial or otherwise, in the
quality of any property listed in or eligible for listing in the State and/or National
Registers of Historic Places (S/NR).!

' Districts, buildings, structures and objects are eligible for the S/NR if they possess
integrity of location, design, setting, materials, workmanship, feeling and association
and are associated with events that have made a significant contribution to the broad
patterns of our history; or are associated with significant persons of our past; or embody
distinctive characteristics of a type, period, method of construction or that represent the
work of a master, possess high artistic value, or that represent a significant and
distinguishable entity whose components may lack individual distinction; or that have
yielded or may be likely to yield information important in prehistory or history (National
Register of Historic Places, 36 Code of Federal Regulation ("CFR") Parts 60 and 63
(1994)). Properties that are less than 50 years old are generally not eligible for listing
unless they have achieved exceptional significance. Determinations of eligibility are
made by the OPRHP.

Staten Island North Shore Bus Rapid Transit: Final Environmental Impact Statement



8-2

STATEN ISLAND NORTH SHORE BUS RAPID TRANSIT

SHPO Consultation and Establishment of the Area of Potential
Effects

In August 2019, consultation began with the New York State Office of Parks,
Recreation, and Historic Preservation (OPRHP or SHPO) under SEQRA. On
October 4, 2019, SHPO representatives conducted a field visit to view the
Proposed Project. Based on the results of the field visit and supporting
documentation about the Proposed Project, on October 30, 2019, SHPO issued a
response indicating that a Phase |IA Archaeology Survey and an Architectural
Resources Survey were necessary (see Appendix A, Agency Correspondence).?

After subsequent discussions by the project team with SHPO and submission of
additional project materials, SHPO issued a supplemental response, indicating
that the study area or Area of Potential Effects (APE) for Architectural Resources
would be 90 feet from the Proposed Project in all areas to account for potential
construction-related impacts, except surrounding Sailors’ Snug Harbor, where the
study area or APE would be expanded to 400 feet to account for potential visual
and contextual project impacts on this S/NRHP listed Historic District, NYCL, and
NHL.

Additionally, SHPO concurred with the project team that the portion of the
Proposed Project along South Avenue to West Shore Plaza, where there would be
no construction impacts, could be eliminated from the historic and cultural
resources APE (see Appendix A, Agency Correspondence).?

The Archaeological APE is defined as the area that could be affected by ground
disturbance associated with project development, including construction staging
areas. Ground disturbance as part of the Proposed Project would vary across the
alignment, depending on location and need. Types of ground disturbance would
include construction of the proposed raised busway and its foundations along
the Kill Van Kull shoreline; construction of retaining walls at various points along
the entire alignment; removal of soil in conjunction with the retaining walls,
especially south of the active railroad tracks and behind the present retaining wall
in Section 6; construction of drainage features spaced along the alignment
consisting of either drainage infiltration or drainage detention chambers; and
construction of seven new bus stations along the alignment. If not already paved,
construction staging areas would be stripped of existing topsoil and covered with
gravel or pavement. Overall depths of proposed ground disturbance could range
from a few inches to 15 feet below grade.

As part of a separate effort, in June 2019, an architectural survey of waterfront
neighborhoods was conducted throughout Staten Island under a larger OPRHP
initiative to create consistent and up-to-date historic resources survey
information for areas in New York City and Long Island that are vulnerable to

2 Qlivia Brazee, SHPO to Linda Tonn, MTA Capital Program, October 20. 2019.
3 Olivia Brazee, SHPO to Linda Tonn, MTA Capital Program, December 11, 2019.
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storm damage.* That architectural study, which was in response to Superstorm
Sandy, resulted in the submission of both Reconnaissance-level and Intensive-
Level historic resource forms across much of the northern shore of Staten Island.
Large portions of the North Shore BRT study area were included in the 2019
architectural survey. As a result of subsequent consultation by the project team,
SHPO concurred that those locations included as part of the 2019 architectural
survey would not need to be reevaluated or updated as part of the current
study.®

On June 4, 2020, a viewshed analysis, including renderings, for the proposed
design along the shoreline at Sailors' Snug Harbor was submitted to SHPO for
review. On July 3, 2020, the SHPO responded:

We have reviewed the viewshed analysis for Sailors’ Snug Harbor
and the memorandum of project design options that were
provided to our office on June 4, 2020. Based upon our review,
the proposed undertaking would have an Adverse Effect upon
the setting of Sailors’ Snug Harbor, a National Historic
Landmark.®

On June 29, 2020, a viewshed analysis, including renderings, for the widening of
Richmond Terrace at the 120%™ Police Precinct building and the Staten Island
Family Courthouse was submitted for SHPO review. On July 22, 2020, the SHPO
responded (see Appendix A, Agency Correspondence):

We have reviewed the description and renderings illustrating the
proposed changes to the stairs and cheek/retaining walls at both
the 120th Police Precinct and the Richmond County Courthouse,
provided to our office on June 29th, 2020. We understand that
the existing steps have been replaced at both buildings. Based
upon this, and upon our assessment of the visual impacts to the
historic buildings as illustrated in the renderings, we have no
concerns with this component of the proposed project.”

Identical submissions of the two sets of viewsheds and renderings to the New
York City Landmarks Preservation Commission (LPC) did not result in any
additional comments (see Appendix A, Agency Correspondence).®

In August 2020, two cultural resources survey reports were completed for the
Proposed Project. Archaeological resources were addressed in a Phase IA

4 AKREF, Inc. 2019. Architectural Resources Survey Summary, Historic Resources Survey of
Selected Waterfront Communities: Staten Island, New York. Prepared for the New York
State Office of Parks, Recreation & Historic Preservation.

> Linda Mackey, SHPO to Julie Abell Horn, HPI. December 20, 2019.
¢ Olivia Brazee, SHPO to Linda Tonn, MTA. July 3, 2020.

7 Olivia Brazee, SHPO to Linda Tonn, MTA. July 22, 2020.

8 Gina Santucci, LPC. July 27, 2020.
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Archaeological Documentary Study, and architectural resources were addressed in
an Architectural Resources Survey. Both reports were undertaken by Historical
Perspectives, Inc. (HPI) and submitted to MTA. The reports are included in
Appendix J.

Both reports were submitted to SHPO for review in 2023. The archaeological
survey was accepted by SHPO on January 31, 2023, and the architectural survey
was accepted by SHPO on March 3, 2023.° The acceptance letters are included in
Appendix A, Agency Correspondence. Results of these two cultural resources
surveys and the SHPO determinations that were updated after completion of the
surveys are summarized in the following sections of this chapter.

Existing Conditions

As described in Chapter 1, Introduction, to facilitate the analysis for the North
Shore BRT study area, the proposed alignment has been divided into seven
sections. Each section and associated study area contain generally similar land
uses, and/or reflect a section of the alignment that is distinct from an engineering
standpoint. The Historic and Cultural Resources APE includes Sections 1, 2, 3, 4, 5,
and the portion of Section 6 from just east of Harbor Road to the intersection of
South Avenue and the railroad tracks. Because the BRT would operate in mixed
traffic along South Avenue to the West Shore Plaza, there would be no new
ground disturbance in the portions of Sections 6 and 7 along South Avenue, and
these locations have been eliminated from the APE.

Figures 8-1 through 8-5 depict the six sections within the APE, the 90-foot APE,
the 400-foot APE at Sailors’ Snug Harbor, and historic structures discussed in this
chapter. The following sub-sections summarize existing conditions and cultural
resources results by section, first addressing archaeological resources and next
architectural resources. Each sub-section presents previously recorded
archaeological and architectural sites and resources, previous archaeological and
architectural surveys within each section, and the results of the present
archaeological and architectural studies.

Previously recorded cultural resources sites and surveys are on file at SHPO and
LPC. Archaeological sites include those recorded by the SHPO, the New York
State Museum (NYSM), and in the LPC's Archaeological Evaluation and Sensitivity
Assessment of Staten Island, New York prepared for the LPC by Eugene Boesch in
1994.

The Staten Island Architectural Survey, headed by Barnett Shepherd of the Staten
Island Institute of Arts and Sciences (SIIAS), surveyed many of the architectural
resources within the APE in the late 1970s. The work resulted in photos, research,
and documentation forms, copies of which, known as “blue forms,” were
deposited with SHPO and are available via their electronic Cultural Resources

° Timothy Lloyd, SHPO to Naomi Delphin, MTA. January 31, 2023. Linda Mackey, SHPO to
Naomi Delphin, MTA. March 3, 2023.
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Information System (CRIS). S/NRHP eligible and listed resources have additional
documentation on file at SHPO. LPC maintains Designation Reports for NYCLs.

The final sub-section evaluates the potential S/NRHP eligibility of the Staten Island
Railway (SIR)' resource as a whole, including the at-grade components in Sections
1, 2 and 3, the Viaduct in Section 4, and the Open Cut in Sections 5 and 6.

Archaeological Resources
Section 1: St. George

Existing Conditions

Section 1 begins at the entrance to the St. George Terminal on Richmond Terrace.
The proposed alignment then runs northwest along the existing paved roadway
of Richmond Terrace as far as Nicholas Street. At Nicholas Street, the proposed
alignment descends to the paved North Shore Esplanade, where it then runs
along the former Staten Island Railway (SIR) right-of-way (ROW) and through the
North Shore Waterfront Esplanade Park to Jersey Street. The Archaeological APE
within the North Shore Waterfront Esplanade Park consists of a level, paved
roadway bordered by parkland. There are several soil and debris piles covered
with large tarps between the North Shore Esplanade roadway and Richmond
Terrace. This area was once under water and was landfilled in the nineteenth
century.

Previously Recorded Archaeological Sites

The NYSM recorded one precontact period archaeological site, NYSM Site 4629,
overlapping Section 1. This large, amorphously mapped site includes much of the
St. George neighborhood. Its generalized location and scant documentation
suggests that the likelihood is low that this site is extant within Section 1.

Previous Archaeological Surveys

Archaeologists have conducted several archaeological studies within and
abutting Section 1. Two studies were immediately abutting Section 1: the St.
George Railyards project’" and the subsequent Minor League Baseball Stadium
project,’> now known as Staten Island University Hospital (SIUH) Community Park,
which included much of the same area. The initial 1989 project recommended
limited Phase IB archaeological testing. During the 1999 study, archaeologists
monitored soil borings near Richmond Terrace between Nicholas Street and Wall
Street to determine whether possible precontact, or Native American, resources
could be located along the former natural shoreline. The soil borings revealed an

10 Elsewhere in this EIS, the North Shore Branch of the Staten Island Railway is referred to
as the “former North Shore Railroad.” In this chapter, it is referred to as SIR for
consistency with previous historic resource evaluations.

" Greenhouse Consultants, Inc. 1989. Phase IA Historical/Archaeological Sensitivity
Evaluation of the St. George Railyard Project, Staten Island, New York.

2 Greenhouse Consultants, Inc. 1999. Phase IA Memorandum, Proposed Minor League
Baseball Stadium, St. George, Staten Island, Richmond County, New York.
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entirely disturbed soil profile, with no evidence of the former beach remaining.
The archaeologists recommended no further work.

Maritime projects abutting Section 1 included several studies along the Kill Van
Kull and its shoreline, which identified archaeological resources at various
locations along the waterfront and beneath the Kill Van Kull.* All of the resources
identified as part of these outboard studies have been evaluated and where
necessary, mitigated.

Archaeological projects abutting Section 1 inland of Richmond Terrace included
the National Lighthouse Redevelopment Project on Block 1 south of the Staten
Island Ferry Terminal,’* which is now being redeveloped; and the Staten Island
Condominiums project on Block 13 on Stuyvesant Place,’ which has since been
constructed.

Section 2: New Brighton Waterfront

Existing Conditions

Section 2 continues west along the Kill Van Kull shoreline in the New Brighton
neighborhood from Jersey Street to Davis Avenue. It follows the former North
Shore Railroad ROW, generally on landfilled areas. The proposed alignment
passes through the Atlantic Salt industrial facility from Jersey Street to Clinton
Avenue. This facility includes several large warehouse buildings; a tall, brick
smokestack ringed with cell panels; and large piles of salt, some of which are
covered with large tarps. A portion of the Archaeological APE at the Atlantic Salt
facility runs through an existing tunnel structure.

From Clinton Avenue to the western end of Snug Harbor Road, the proposed
alignment passes through New York City-owned parkland associated with the
S/NRHP-listed, NYCL, and NHL Sailors’ Snug Harbor Historic District. One set of
the former North Shore Railroad tracks (there were originally two sets) is partially
visible within the woodland in this section. Across from the gate at Sailors’ Snug
Harbor on Richmond Terrace, there is a stone lookout and flagpole platform with

'* Panamerican Consultants, Inc. 1999. Cultural Resources Survey, New York Harbor
Collection and Removal of Drift Project, Arthur Kill, New York Reach; Arthur Kill, New
Jersey Reach, and Kill Van Kull, New York Reach.; 2002. Remote Sensing Survey in
Connection with the New York and New Jersey Harbor Navigation Study, Upper and
Lower Bay. Port of New York and New Jersey, Kings, Queens, New York and Richmond
Counties, New York, Essex, Hudson, Monmouth and Union Counties, New Jersey.

™ Cragsmoor Consultants. 2004. Stage IA Archaeological Survey, National Lighthouse
Museum, Staten Island, Borough and County of Richmond, New York City; 2007. Phase IA
Archaeological Survey, National Lighthouse Redevelopment Project, Block 1, Portion of Lot
60, Staten Island Borough and County of Richmond, New York City; 2008. Phase 1B
Archaeological Survey, National Lighthouse Redevelopment Project, Block 1, Portion of Lot
60, Staten Island, Borough and County of Richmond, New York City.

> Bergoffen, Celia. 2007. Staten Island Condominiums, Block 13, Lots 82, 92, 100, 103, 104,
Borough of Staten Island, New York, Phase IA Archaeological Assessment; 2008. Staten
Island Condominiums, Block 13, Lots 82, 92, 100, 103, 104, Borough of Staten Island, New
York, Phase IB Archaeological Field Testing.
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flanking stairways that lead down to the waterfront and a modern dock,
constructed in the 1990s. An embossed tablet facing the shoreline reads
“SAILORS SNUG HARBOR."

The shoreline here has a stone bulkhead, as well as wooden pilings in the water
west of the modern dock. This area also contains a series of dressed ashlar stone
retaining walls between Richmond Terrace and the shoreline. One section of the
wall juts out and has embossed lettering that says “S. S. HARBOR.” Two paved
pathways lead down from Richmond Terrace along the retaining walls to the
waterfront, and then along the waterfront. Historically, the stone retaining walls
were part of a nineteenth-century feature called the "dual drive,” which was a
former carriage path running roughly parallel to Richmond Terrace along the
shoreline.’® Across from the two ends of the horseshoe-shaped Snug Harbor
Road, a perennial stream discharges into the Kill Van Kull. Here, the former
landfilled area supporting the railroad tracks has eroded away.

The portion of Section 2 from the west end of Snug Harbor Road to Bard Avenue
passes behind a restaurant and a gas station. The one-block section from Bard
Avenue to Davis Avenue contains the paved surface parking lot for a Con Edison
facility.

Previously Recorded Archaeological Sites

The NYSM has mapped one precontact period archaeological site overlapping
Section 2. NYSM Site 4591, or Upper Pelton’s Cove, was described in 1909 by
Alanson Skinner, who wrote:

A village site and burial ground at Upper or Pelton’s Cove occur
between Livingston and West New Brighton. When the Shore
Road [now called Richmond Terrace] was cut through this place
many years ago, numbers of skeletons, etc. were found. This site
is now obliterated. During the last ten or twenty years, there has
been absolutely nothing to show aboriginal occupation.’’

Although the NYSM mapped this site as once overlapping Section 2, it is
assumed due to widespread development that the site has been destroyed.

Previous Archaeological Surveys

Archaeologists have studied most of Section 2 twice in the past. In 1990 LPC
completed a Predictive Model of the Sailors’ Snug Harbor shoreline, which
includes the portion of Section 2 from Tysen Street to the western end of Snug

'® New York City Landmarks Preservation Commission. An Archaeological Predictive Model
of the Shoreline Property of the Snug Harbor Cultural Center, Staten Island, New York.
July 1990. Available at http://s-media.nyc.gov/agencies/Ipc/arch reports/780.pdf; Accessed on July
30, 2023.

7 Skinner, Alanson. 1909. The Lenape Indians of Staten Island. Reprinted from the
Anthropological Papers of the American Museum of Natural History, Volume Ill, p. 4. New
York.
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Harbor Road." The results of the study indicated LPC did not consider the strip of
land between Richmond Terrace and the Kill Van Kull archaeologically sensitive.
In 2002, this same shoreline (beginning at Clinton Avenue and continuing to the
end of the section at Davis Avenue) was studied for the Cross Harbor Freight
Movement Project,” which intended to reuse the North Shore Railroad ROW
along the waterfront by creating a tunnel along the former alignment. That report
concluded that limited remains from the Sailors’ Snug Harbor former boathouse
and dock could be present within the area. The study also concluded that the
shoreline areas could contain precontact period archaeological deposits in areas
that are now submerged, but which would have been above sea level in
precontact periods.

As with Section 1, several maritime projects along the Kill Van Kull also abut
Section 2.2° All of the resources that archaeologists identified as part of these
studies have been evaluated and, where necessary, mitigated. Of note is the fact
that the maritime archaeological studies along the shoreline did not identify any
waterfront resources associated with the Sailors’ Snug Harbor former boathouse
or the dock as part of those remote sensing surveys.

Section 3: West Brighton Waterfront
Existing Conditions

Section 3 continues southwest along the former North Shore Railroad ROW
alignment between Richmond Terrace and the Kill Van Kull shoreline, generally
on landfilled areas. From Davis Avenue to N. Burgher Avenue it follows the
former ROW, but west of N. Burgher Avenue the proposed alignment shifts closer
to Richmond Terrace and south of the ROW, before rejoining the ROW east of
Alaska Street. The alignment passes through working industrial waterfront
businesses including the large Caddell Dry Dock facility and the TP Marine
Electric facility. Near Alaska Street, the section passes south of the City-owned
Heritage Park.

Previously Recorded Archaeological Sites

The NYSM has mapped one precontact period archaeological site, NYSM Site
734, overlapping Section 3. This site, although given a different NYSM number

'® Baugher, Sherene and Edward J. Lenik. 1990. An Archaeological Predictive Model of the
Shoreline Property of Snug Harbor Cultural Center, Staten Island, New York.

" Hartgen Archaeological Associates. 2002. Phase IA Literature Review and Archeological
Sensitivity Assessment, Cross Harbor Freight Movement Project: Port Ivory Yard, Arlington
Yard, Eleven Railroad Crossings and Proposed Tunnel, Staten Island, Richmond County,
New York.

2 panamerican Consultants, Inc. 1999. Cultural Resources Survey, New York Harbor
Collection and Removal of Drift Project, Arthur Kill, New York Reach; Arthur Kill, New
Jersey Reach; and Kill Van Kull, New York Reach.; 2002. Remote Sensing Survey in
Connection with the New York and New Jersey Harbor Navigation Study, Upper and
Lower Bay. Port of New York and New Jersey, Kings, Queens, New York and Richmond
Counties, New York, Essex, Hudson, Monmouth and Union Counties, New Jersey.
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than Upper Pelton’s Cove from Section 2, appears to be another locus of the
same site described by Skinner, above.?' Due to subsequent widespread
development, it, too, has likely been destroyed.

Previous Archaeological Surveys

The majority of Section 3, from Davis Avenue to Broadway, was also included as
part of the 2002 archaeological survey for the Cross Harbor Freight Movement
Project, where a tunnel was proposed.?? That study concluded that the area could
be archeologically sensitive for deposits and structures associated with the early
twentieth-century shipbuilding industry in the area, as well as limited
archaeological deposits associated with a former power station and former
railroad station. Further, the study concluded that the shoreline areas could
contain precontact deposits in locations that are now submerged but would have
been above sea level in precontact periods.

As with Sections 1 and 2, several maritime projects along the Kill Van Kull also
abut Section 3.2% All of the resources that archaeologists identified as part of
previous studies have been evaluated and where necessary, mitigated.

Section 4: Viaduct
Existing Conditions

Section 4 begins at Alaska Street, where the Proposed Project plans a new
entrance through an existing surface parking lot, extending from Richmond
Terrace north to the proposed alignment. Just west of this new entrance, the
section transitions from at-grade to the extant, elevated existing former North
Shore Railroad viaduct. The viaduct continues southwest along the ROW past the
Port Richmond Wastewater Resource Recovery Facility and an industrial and
commercial area, crossing Bodine Creek west of the plant. West of Richmond
Terrace, the viaduct and ROW cross through neighborhoods containing a mixture
of residential, commercial, and light industrial buildings, becoming mostly
residential further to the west. The S/NRHP-eligible Port Richmond Historic
District is located along Port Richmond Avenue, abutting the viaduct to the north.
The viaduct ends just west of Treadwell Avenue, and transitions to an at-grade

21 Skinner, Alanson. 1909. “The Lenape Indians of Staten Island.” Reprinted from the
Anthropological Papers of the American Museum of Natural History, Volume Ill, p. 4. New
York.

2 Hartgen Archaeological Associates. 2002. Phase IA Literature Review and Archeological
Sensitivity Assessment, Cross Harbor Freight Movement Project: Port Ivory Yard, Arlington
Yard, Eleven Railroad Crossings and Proposed Tunnel, Staten Island, Richmond County,
New York.

2 Panamerican Consultants, Inc. 1999. Cultural Resources Survey, New York Harbor
Collection and Removal of Drift Project, Arthur Kill, New York Reach; Arthur Kill, New
Jersey Reach; and Kill Van Kull, New York Reach.; 2002. Remote Sensing Survey in
Connection with the New York and New Jersey Harbor Navigation Study, Upper and
Lower Bay. Port of New York and New Jersey, Kings, Queens, New York and Richmond
Counties, New York, Essex, Hudson, Monmouth and Union Counties, New Jersey.
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section, which then crosses Nicholas Avenue on an overpass. West of Nicholas
Avenue is a housing development to the north of the ROW, and the Richmond
High School facility to the south of the ROW. Here the ROW shifts from at-grade
to an existing open cut. The cut, with grades to approximately 20 feet below the
surrounding landscape, continues to the end of the section at John Street.

Previously Recorded Archaeological Sites

Archaeologists have mapped two precontact period archaeological sites
overlapping Section 4. NYSM Site 7813 was recorded by Arthur C. Parker in 1922
and is noted merely as “traces of occupation” over a large area.?* Another site,
documented by Boesch in his 1994 study, was known as “Erastina” and was
initially recorded by the SIIAS as Site STD-E, but never formally listed with the
OPRHP or the NYSM. Its general location, bounded roughly by Hooker Street on
the south, Richmond Terrace on the north, and extending several blocks to the
east and west of the APE, was mapped by Boesch in his 1994 sensitivity report for
Staten Island.?®> Boesch noted it as a precontact site, but did not record it as
having firm boundaries or provide any other data.

Previous Archaeological Surveys

Archaeologists have completed two studies within or abutting Section 4.
Historical Perspectives, Inc. completed a Phase IA Archaeological Assessment for
the proposed Port Richmond High Rate Treatment Facility project in 2006,
located on the north side of Richmond Terrace between Bodine and Alaska
Streets, on Block 185, Lots 187 and 201. This project was not constructed and the
parcels remain vacant. The parcels are proposed as a construction staging
location for the Proposed Project. The 2006 archaeological study concluded that
the parcels were not archaeologically sensitive for either precontact or historic
period resources and the parcels were disturbed from later construction and
demolition episodes.?

The Nicholas Avenue project was located on the west side of Nicholas Avenue
immediately north of the North Shore Railroad ROW on Block 1116.>” Despite
being designated as sensitive for both precontact and historic period resources in
the Stage 1A study, archaeologists found no significant archaeological resources
during subsequent field testing. Today this parcel is covered with recently
constructed townhouses along Riverside Lane.

24 parker, Arthur C. 1922. “The Archaeological History of New York.” New York State Museum Bulletin.
The University of the State of New York, New York State Museum, Albany, New York.

% Boesch, Eugene J. 1994. Archaeological Evaluation and Sensitivity Assessment of Staten Island, New
York. Prepared for the New York City Landmarks Preservation Commission.

% Historical Perspectives, Inc. 2006. Phase IA Archaeological Assessment

Port Richmond High Rate Treatment Facility, North side of Richmond Terrace between Bodine and
Alaska Streets, Block 185, Lots 187 and 201, Staten Island, New York, NYSOPRHP 02PR01121.

27 Greenhouse Consultants, Inc. 1999. Stage 1A Archaeological/Historical Sensitivity Evaluation of the
Nicholas Avenue and Richmond Terrace Project, Richmond, New York; 2000. Archaeological Testing
Report, Nicholas Avenue and Richmond Terrace Project, Richmond, New York.
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Section 5: Open-Cut Section
Existing Conditions

Section 5 continues the open cut section of the ROW southwest under the
Bayonne Bridge and through mixed-use neighborhoods containing residential
and commercial/light industrial structures. Remains of railroad stations are
situated within the cut near Morningstar Road (the Elm Park station), Lake
Avenue, and Van Pelt Avenue (the Mariners Harbor station). The section ends at
Union Street, where the ROW transitions from the open cut to an at-grade
section.

Previously Recorded Archaeological Sites

The NYSM has mapped several amorphously-shaped precontact period
archaeological sites as overlapping Section 5. It is likely that these discretely
mapped sites are actually the same “traces of occupation” noted by Skinner, who
indicated:

At Mariners’ Harbor, beginning about half a mile south of the
station and running north to Bowman'’s Point, in every field are
traces of prolonged occupation, fire-cracked stones, flint chips,
potsherds, and the like.?®

Given the widespread development in this area since the turn of the twentieth
century, which has almost entirely obliterated the fields Skinner refers to, it is
expected that most of the remains from these precontact period archaeological
resources have been destroyed.

Previous Archaeological Surveys

All of Section 5 was also included as part of the 2002 archaeological survey for
the Cross Harbor Freight Movement Project.?? In this section, the project
sponsors proposed the open cut to be deepened to provide higher clearances for
trains. That study concluded that because the open cut had been created by
excavating the original landform, there was no longer any archaeological
sensitivity along this area.

The Bayonne Bridge Navigational Clearance Program project also crossed Section
5. That study included both sides of the Route 440 approach to the bridge.®® The

28 Skinner, Alanson. 1909. “The Lenape Indians of Staten Island.” Reprinted from the
Anthropological Papers of the American Museum of Natural History, Volume I, p. 5. New
York.

» Hartgen Archaeological Associates. 2002. Phase IA Literature Review and Archeological
Sensitivity Assessment, Cross Harbor Freight Movement Project: Port Ivory Yard, Arlington
Yard, Eleven Railroad Crossings and Proposed Tunnel, Staten Island, Richmond County,
New York.

3 Historical Perspectives, Inc. 2012. Phase IA Archaeological Assessment, Bayonne Bridge
Navigational Clearance Program, The Port Authority of New York and New Jersey, Staten
Island, Richmond County, New York.
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authors concluded that due to prior disturbance there was no archaeological
sensitivity in this area.

Section 6: Arlington Station
Existing Conditions

Section 6 follows the former ROW along an at-grade section from Harbor Road
west to South Avenue, where the BRT route would turn on to South Avenue just
north of Brabant Street. Although termed “at-grade,” the alignment in this
section is approximately 5 to 10 feet lower in elevation than the surrounding
areas, although not as deep as the open cut section. Land uses along the ROW
and on the east side of South Avenue are primarily residential, including the New
York City Housing Authority (NYCHA) Mariner’s Harbor complex, with some
industrial uses north of the ROW and east of South Avenue. Portions of this
section have been reactivated as an active freight railway. Due to the height of
the cross-street overpasses, there are high retaining walls along either side of the
railroad tracks at the cross streets, which are lower between the overpasses. The
Proposed Project would be located within the present southern embankment of
the section from Harbor Road to South Avenue and would require removal of this
earthen balk behind the retaining walls.

The Archaeological APE terminates at South Avenue, where the former Arlington
Station was located and where the Proposed Project proposes a new station and
parking lot on the southwest side of the intersection. The proposed station area
is a gravel-covered lot used for storage and stockpiling of materials.

Previously Recorded Archaeological Sites

Two precontact period “traces of occupation” sites, described under Section 5,
also overlap Section 6. One additional precontact period archaeological site, the
Arlington Station site (recorded as NYSM Site 730 and SHPO Site 08501.000138),
was once located immediately adjacent to the Section 6 APE, on the west side of
South Avenue just north of the SIR tracks. Archaeologist Skinner wrote:

On South Avenue, just opposite the Arlington station of the
Staten Island Rapid Transit Railroad, is what remains of a once
much larger sandy knoll, most of which has been dug away. In
May 1902, half-a-dozen shell pits were opened, all of which
averaged from four to six feet deep, with about an equal
breadth. They were all bowl-shaped and contained animal bones,
oyster shells, etc. Several bone and antler implements, a quantity
of typical Algonkin pottery, fragments of quite a number of clay
pipes, stone arrow points, scrapers, hammerstones, and a flat,
thin, double-sided mortar or metate were found. A portion of a
pestle, a grooved axe, and a grooved adze were picked up
nearby. Several small shell-heaps averaging ten by six feet, and
from four to six inches deep, containing the usual camp refuse,
were also opened. In the nearby fields, portions of a couple of
bannerstones, grooved axes, a couple of celts, and a number of
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celt (?) blades were picked up. Celts are very rare on the north
shore of Staten Island; the writer in ten years of collecting has
never obtained a single specimen and has not seen more than
two or three. A stone gouge, the only one reported from Staten
Island, was found nearby.?’

Today the area once containing the Arlington Station site has warehouses and a
building supply storage lot on an artificially leveled landform. The former
archaeological site on the sandy knoll has been destroyed.

Previous Archaeological Surveys

Much of Section 6 was also included as part of the 2002 Hartgen archaeological
survey for the Cross Harbor Freight Movement Project.?? The section from Harbor
Road to South Avenue was part of the area proposed to be deepened to provide
higher clearances for trains, and as described above under Section 5, the report
concluded that there was no longer any archaeological sensitivity along this
corridor. The area west of South Avenue along the existing SIR railroad tracks was
part of the Arlington Yard section of that project. The study concluded that the
area had likely been graded to create the tracks, but there still could be buried
precontact period archaeological resources beneath the tracks.

Architectural Resources
Section 1: St. George

Existing Conditions

Architectural conditions within the 90-foot study area for Section 1 contain a mix
of municipal, transportation, commercial, and residential resources (see Figure 8-
1). On the east side of Richmond Terrace, resources include the St. George Ferry
Terminal complex, a modern outlet shopping mall, the modern Staten Island
University Hospital (SIUH) Community Park, and an associated multiple-story
parking deck. The North Shore Esplanade Park generally does not contain any
buildings. On the west side of Richmond Terrace are S/NRHP-listed and eligible
and NYCL municipal buildings including the Staten Island Borough Hall, the
Richmond County Courthouse, the Staten Island Family Courthouse, and the
120%™ Police Precinct. Commercial, mixed-use commercial, and residential
buildings are interspersed between the municipal buildings. Several residential
properties are located on both sides of Nicholas Street. Just outside the 90-foot
study area, between Nicholas Street and Westervelt Avenue, are a parochial

31 Skinner, Alanson. 1909. “The Lenape Indians of Staten Island.” Reprinted from the
Anthropological Papers of the American Museum of Natural History, Volume I, p. 5. New
York.

32 Hartgen Archaeological Associates. 2002. Phase IA Literature Review and Archeological
Sensitivity Assessment, Cross Harbor Freight Movement Project: Port Ivory Yard, Arlington
Yard, Eleven Railroad Crossings and Proposed Tunnel, Staten Island, Richmond County,
New York.
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school/church complex, a Greek Revival residence repurposed as a restaurant
facility, and some vestigial, small-scale single and multi-family residences.

Architectural Resources

There are 53 individual lots within the 90-foot APE for Section 1. Of those, 31 lots
contain improvements that were evaluated as part of the Proposed Project.

SHPO and LPC previously documented seven historic resources within the 90-
foot study area for Section 1. They are listed in Table 8-1, below, and on
accompanying Figure 8-1. SHPO and LPC status of the resources are indicated in
the table, including updated SHPO determinations based on data and
recommendations from the Proposed Project’s architectural survey. Those
resources that were previously recorded but have been demolished and are no
longer S/NRHP listed or eligible are not included in the table.
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Historic Resources Key

1-A  Staten Island Borough Hall (S/NRHP-listed; NYCL)
1-B Richmond County Courthouse (S/NRHP-listed; NYCL)
1-C 120th Pelice Precinct {S/NRHP-eligible, NYCL)
1-D  Staten Island Family Courthouse (S/NRHP-eligible, NYCL)
\ g 1-E  Residence, 198 Richmond Terrace (Previously undetermined,
5 determined not S/NRHP eligible in 2023)
% 1-F  Residence, 204 Richmond Terrace (Previously undetermined,
determined not S/NRHP eligible in 2023)
~1-G  Residence, 260 Richmond Terrace (Previously undetermined,
N determined not S/NRHP eligible in 2023)
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Figure 8-1: Histaric Resources in Section 1 (HPI 2023 and VHB 2023).
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Site name and

Table 8-1 Architectural Resources within the 90-foot Section 1 APE

Map number number(s) Location Date Status
Staten Island
Borough Hall Block 1, Lot 7; .
1-A 90NR01036 10 Richmond 1903 S/ NR,\TYPC'LSted'
08501.000998 Terrace
LP-1206
Richmond
County Block 1, Lot
B Courthouse 12; 1913 S/NRHP listed,
B 90NR01036 18 Richmond NYCL
08501.000999 Terrace
LP-1207
120th Police Block 9, Lot
Precinct 28; 1920-1923 il/iNiF;TeP
1-C 08501.001000 78 Richmond ) N%CL’
LP-2058 Terrace
Staten Island
Family BIocI§29., Lot S/NRHP
1-D Courthouse . 1930-1931 eligible,
08501.001001 100T'Z'rcr2’c*;°”d NYCL
LP-2057
Previously
Block 13, Lot undetermined,
Residence 73; 198 determined
1-E 08501.001003  Richmond Pre-1874 not S/NRHP
Terrace eligible in
2023
Previously
Block 13, Lot undetermined,
Residence 71; 204 determined
1-F 08501.001004  Richmond Pre-1874 not S/NRHP
Terrace eligible in
2023
Previously
undetermined,
1-G Residence 260 Richmond Between determined
i 08501.001007 Terrace 1907-1917 not S/NRHP
eligible in
2023

Source:

HPI 2020 and Mackey 2023.

Section 1 was not included in the 2019 architectural survey.3® As such, the entire
Section 1 Architectural APE was evaluated as part of the Proposed Project. No

33 AKRF, Inc. 2019. Architectural Resources Survey Summary, Historic Resources Survey of
Selected Waterfront Communities: Staten Island, New York. Prepared for the New York
State Office of Parks, Recreation & Historic Preservation.
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additional S/NRHP eligible resources were identified in Section 1 as part of the
current survey.

At one time there were five adjacent residences along the south side of
Richmond Terrace between Stuyvesant Place and Nicholas Street; in 2000 SHPO
indicated four of the five houses might constitute a potential historic district.
Since that time three of the five houses have been demolished. The remaining
two Second Empire era houses, at 204 and 198 Richmond Terrace, appear to have
been heavily modified since their original construction and were recommended
not S/NRHP eligible, either individually or as a reduced size district. Another
residence, at 260 Richmond Terrace, also previously recorded as undetermined by
SHPO, also appears to have been heavily modified and was recommended not
S/NRHP eligible. SHPO concurred with these recommendations and determined
in 2023 that these three residences are not S/NRHP eligible.

Section 2: New Brighton Waterfront
Existing Conditions

Section 2 extends from Jersey Street to Davis Avenue along Richmond Terrace,
roughly paralleling the shoreline (see Figure 8-2). The eastern portion of Section
2 contains primarily industrial and commercial resources, including, on the north,
the Atlantic Salt Company, which occupies most of the northern side of
Richmond Terrace. The Atlantic Salt Company is a large and once-rambling
industrial complex that originated as a plaster manufacturing site in the
nineteenth century. Many of the buildings in the historic complex have been
demolished, some as recently as July 2019. Several buildings remain, as does a
tall brick smokestack, but the once sprawling complex has lost most of its original
and historic character.

The southern side of Richmond Terrace within the 90-foot study area from Jersey
Street to Tysen Street has vestiges of nineteenth-century commercial and
residential stock, little of which survives with a high degree of architectural
integrity. The area has and continues to transition to modern industrial and
commercial uses. The exception is the Neville House, at 806 Richmond Terrace
near Tysen Street, which is a pre-Revolutionary dwelling that is listed on the
S/NRHP and is an NYCL. One circa 1870 residence, at 536 Richmond Terrace near
York Avenue, sits on a high bluff but is obscured from the street by dense
vegetation. Noted by SHPO as undetermined at the time of the architectural
survey for the Proposed Project, its condition could not be accurately assessed
from the street level due to visual impediments. In 2023, SHPO determined that
the residence at 536 Richmond Terrace was eligible for the S/NRHP. Also in 2023,
SHPO determined that the previously undetermined Richmond Apartments at
514 Richmond Terrace are eligible for the S/NRHP.

There are several late nineteenth and early twentieth-century buildings along this
stretch of Section 2 that have commercial space on the ground floor and
residences above and were also noted as undetermined by SHPO. Although
vestiges of detail at the upper stories survive, the first-floor commercial spaces
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have all been insensitively remodeled, and in some cases all the historic detail has
been obliterated. These buildings were recommended not eligible for the
S/NRHP, and the SHPO concurred with these recommendations in 2023.

The remainder of Section 2 is dominated by Sailors’ Snug Harbor, an S/NRHP
listed Historic District and which is also an NYCL (Individual and Interior) and an
NHL. There are several contributing resources to this large historic district.

Architectural Resources

There are 71 individual lots within the 90-foot and 400-foot APE for Section 2. Of
those, 42 lots contain improvements that were evaluated as part of the Proposed
Project.

SHPO and LPC have previously documented eight historic resources within the
90-foot and 400-foot study area for Section 2. One additional historic resource
was identified by SHPO in 2023. They are listed in Table 8-2, below, and on
accompanying Figure 8-2. SHPO and LPC status of the resources are indicated in
the table, including updated SHPO determinations based on data and
recommendations from the Proposed Project’s architectural survey. Those
resources that were previously recorded but have been demolished and are no
longer S/NRHP listed or eligible are not included in the table.
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Figure 8-2 Historic Resources in Section 2

Historic Resources Key

2-A Mixed use, 506 Richmond Terrace (Previously undetermined, determined not S/NRHP eligible in 2023)
2-B Mixed use, 514 Richmond Terrace (Previously undetermined, determined S/NRHP eligible in 2023)
2-C  Residence, 536 Richmond Terrace (Previously undetermined, determined S/NRHP eligible in 2023}
2-D  Mixed use, 748 Richmond Terrace (Previously undetermined, determined not S/NRHP eligible in 2023)
2-E  Mixed use, 776 Richmond Terrace (Previously undetermined, determined not S/NRHP eligible in 2023)
2-F

Mixed use, 794 Richmond Terrace (Previously undetermined, determined not S/NRHP eligible in 2023
2-G Neville House, 806 Richmond Terrace (S/NRHP-eligible, NYCL)

2-H  Sailors’ Snug Harbor Historic District (S/NRHP-listed, NHL, NYCL)

2- Con Edison Executive Offices (Determined S/NRHP eligible in 2023)

51
2-A
/
HMOND TERRACE
S 75 52
/ B e
{8} el
HARBORR AN =
DELAFIELD PL SHUS INgoN AEL‘ 70 2
¥ 149 24 &, £ . P S
5 “oie 2F Nes B pEY
g & H, . G A
g APg; 2
s (] RD =
3 AMELIA COURT o FILLMORE ST WSt 2
5 2 AN Z
H & W BY - =
g 3 3
: LVNGSTON COLE Z
Z
= =] PL s
g }é £S PL = % CP\SS\D\F é CARLY
£ ( T o] \_ \
iR > WA @ 76 GORDON Pl 2, ﬁj < T oprt? LE ST
8 o5 =1 (o )
2 = b E = ™ <
i o 3 q z 2% = %
d E DRIVEWAY | NDEN ST el E 2z = 5 3
£ [ y = & a 5 o 2 |
H o
i b, W @ z 2g 3 5 pos 17 ¢ &
B RIVEWAY = = ™ z 2 2 2 ™ > >
g 2 Z g 33 5 0 g 4
; = 5 AVE © = OZ 2 <
H STEBBINY ) o 3
: 1 eO™ = = & Q N
H i3 E e
£ WALNUT ST wer® E h pROSPECT AR T‘% ¢
N =
[ > N Treet

== PROPOSED ALIGNMENT [] ARCHITECTURAL APE (90-FOQT RADIUS) I PROPOSED STATION AREA 0 &0 1200

400 FOQT RADIUS

BUILDING FOOTPRINT

1 BLOCK NUMBER LOTS WITHIN 90 FEET

Figure 8-2: Historic Resources in Section 2 {HPI 2023 and VHB 2023).
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Table 8-2 Architectural Resources within the 90-foot Section 2 APE

Site name
Map and
number number(s) Location Date Status
Block 52,
Lot 76; Previously undetermined,
2-A 08501.000766 506 Ca. 1870s determined not S/NRHP
Richmond eligible in 2023
Terrace
Block 62,
The Richmond Lot 106; Previously undetermined,
2-B Apartments 514 Ca. 1890s determined S/NRHP
08501.000767 Richmond eligible in 2023
Terrace
Block 62,
Lot 11; Previously undetermined,
2-C 08501.000768 536 Ca. 1870 determined S/NRHP
Richmond eligible in 2023
Terrace
Block 69,
Lot 117; Previously undetermined,
2-D 08501.000769 748 Ca. 1910s determined not S/NRHP
Richmond eligible in 202334
Terrace
Block 69,
Lot 105; Previously undetermined,
2-E 08501.000770 776 Ca. 1910s determined not S/NRHP
Richmond eligible in 2023
Terrace
Block 70,
Lot 31; Previously undetermined,
2-F 08501.000771 794 Ca. 1880s determined not S/NRHP
Richmond eligible in 2023
Terrace
Neville House Bll_oikZZOI
o : . .
-G 90NR01028 806 Ca. 1770 S/NRHP eligible,
08501.000772  p. 1 mond NYCL
LP-0334 Terrace
Includes S/NRHP listed,
Sailors’ Snug Buildings A- NHL,
Harbor E, chapel, LPC individual and
90NR01018 Blocks 70, gatehouses, interior |andmark" stone
2-H Multiple USNs 75 anq 76,  iron fence, lookout platform, stone
for multiple and ferry retaining walls and
contributing lots landing. pathways along
resources Initial waterfront determined
within district building on  contributing resources in
site in 1831. 2023
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Table 8-2 Architectural Resources within the 90-foot Section 2 APE

Site name
Map and
number number(s) Location Date Status
Con Edison Block 1?’7’
) Lot 1; 1925 . .
21 Executive 1165 (addition in Determined eligible for
) Offices S/NRHP in 2023

Richmond 1990s)

08501.004180
Terrace

Source: HPI 2020.

The eastern portion of Section 2, from Jersey Street to Tysen Street, was not
included in the 2019 architectural survey and was evaluated as part of the
Proposed Project. No additional S/NRHP eligible resources were identified in the
eastern portion of Section 2 as part of the Proposed Project. Three resources had
been previously recorded as undetermined by SHPO. Of these, the apartment
building at 514 Richmond Terrace and the residence at 536 Richmond Terrace
were determined S/NRHP eligible by SHPO in 2023, while the building at 506
Richmond Terrace was determined by SHPO in 2023 to be S/NRHP not eligible.

At 514 Richmond Terrace, SHPO's 2023 determination of S/NRHP eligibility
indicated:

The five-story building at the corner of Richmond Terrace and
York Avenue is significant under Criterion C in the area of
architecture as an excellent example of Renaissance Revival
commercial architecture in Staten Island. Faced in Roman brick,
the mixed-use building has storefronts at the ground story and
apartments above. Character-defining features include the
horizontal divisions of the facade, rusticated base, arched
windows, brick pilasters, brick belt courses, brick corbelling and
dentils, and projecting cornice.

At 536 Richmond Terrace, SHPO's 2023 determination of S/NRHP eligibility
indicated:

The ca. 1870 residence at 536 Richmond Terrace is significant
under Criterion C in the area of architecture as an excellent
example of the Second Empire style in Staten Island. Sited on a
high bluff, the 2 1/2-story brick dwelling features a mansard roof,
brick chimney, pedimented dormers, wide bracketed cornice with
dentil molding, one-story bay windows, and wrap-around wood
porched resting on brick piers. The property also has a stone
retaining wall along the Richmond Terrace property line.

34 SHPO confirmation of status is pending.
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The portion of Section 2 from Tysen Street to Davis Avenue and including Sailors'’
Snug Harbor was included in the 2019 architectural study. Here, the Architectural
APE expands to 400 feet to consider the visual and contextual impacts of the
Proposed Project on this significant historic resource. The S/NRHP listed Historic
District contains several contributing resources within the 400-foot APE. These
resource listings were updated in CRIS as part of the 2019 survey.3> Additionally,
the architectural survey completed as part of the Proposed Project recommended
that the stone lookout platform pathways and retaining walls on the north side of
Richmond Terrace constitute other contributing resources to this historic district.
SHPO concurred with these recommendations in 2023 to add the two
contributing resources to the overall Sailors' Snug Harbor Historic District.

In addition, SHPO identified the Con Edison Executive Office building at 1165
Richmond Terrace as S/NRHP eligible in 2023. SHPO’s 2023 determination of
eligibility indicated:

The Con Edison Executive Office Building at 1165 Richmond
Terrace appears eligible under Criteria A and C in the areas of
industry and architecture for its association with the growth and
expansion of Consolidate Edison in the early decades of the
twentieth century, a time when the company continued to
acquire other power companies. The company was formed in
1884 as the Consolidated Gas Company of New York and grew
to become the utility company that provides gas and electricity
to most of New York City.

The two-story building is located at the corner of Richmond
Terrace and Davis Avenue and was built in 1925. The exterior is
brick laid in Flemish bond. The facade has nine bays divided by
brick pier buttresses. Windows within each bay consist of two
steel sliders with multi-light steel windows above. The center
entrance has a terra cotta stone surround. Above the entrance is
a rectangular stone panel with the building date, "1925." Atop of
the rectangular panel is a circular stone panel with a light bulb.
There is a two-story non-historic, but compatible addition that
was built in the 1990s.

Section 3: West Brighton Waterfront
Existing Conditions

Section 3 predominantly contains industrial, commercial, and multi-family
residential resources (see Figure 8-3). The Caddell Dry Dock and Repair
Company, a large shipyard that occupies most of the north side of Section 3,
dominates the northern side of Richmond Terrace. Caddell’s two yards are not

35 AKRF, Inc. 2019. Architectural Resources Survey Summary, Historic Resources Survey of
Selected Waterfront Communities: Staten Island, New York. Prepared for the New York
State Office of Parks, Recreation & Historic Preservation.
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contiguous and extend between Richmond Terrace and the shoreline from Davis
Avenue to west of ElIm Street (East Yard) and then again from east of Broadway
west to Barrett Lane (West Yard). Land in between the Caddell yards has
commercial uses fronting Richmond Terrace and industrial marine uses
shoreward. The southern side of Richmond Terrace in Section 3 contains a
combination of residential and commercial properties of varied age, type, and
condition.

One resource within the 90-foot study area near Pelton Avenue, the Kreuzer-
Pelton House, is S/NRHP listed and an NYCL. SHPO noted several additional
resources on both sides of Richmond Terrace within Section 3 as undetermined.
One of these undetermined resources, at 1550 Richmond Terrace near Barrett
Lane, recently housed the Restoration Workshop facility. It is a three-story brick
commercial and industrial building that was constructed by 1885 and survives
with a high degree of integrity. It may be potentially eligible for the S/NRHP.

Two buildings within the Caddell Dry Dock complex were surveyed in the past
and are noted as undetermined by SHPO. The 2019 survey included this large
facility, indicating: “The large industrial sites, particularly those in Mariner's
Harbor, Port Ivory/Howland Hook, Old Place, and Bloomfield, lack architectural
integrity, do not have a distinct style, and are not representative of an innovative
construction method.”3® Thus, the previously undetermined Caddell Dry Dock
buildings as well as the overall complex are not S/NRHP eligible.

Finally, one resource previously noted as undetermined at 1390 Richmond
Terrace at EIm Street presently is covered completely with protective netting for
renovation work. As the building details are not visible beneath the netting, it
could not be reevaluated for this study.

Architectural Resources

There are 86 individual lots within the 90-foot APE for Section 3. Of those, 35 lots
contain improvements that were evaluated as part of the Proposed Project.

SHPO and LPC previously have documented six historic resources within the 90-
foot study area for Section 3. They are listed in Table 8-3, below, and on
accompanying Figure 8-3. SHPO and LPC status of the resources are indicated in
the table, including updated SHPO determinations based on data and
recommendations from the Proposed Project’s architectural survey. Those
resources that were previously recorded but have been demolished and are no
longer S/NRHP listed or eligible are not included in the table.

% AKRF, Inc. 2019. Architectural Resources Survey Summary, Historic Resources Survey of
Selected Waterfront Communities: Staten Island, New York, p. 2-20. Prepared for the New
York State Office of Parks, Recreation & Historic Preservation.
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Figure 8-3 Historic Resources in Section 3 and the Eastern Part of Section 4

Histaric Resources Key

3-A  Kreuzer-Pelton House, 1262 Richmond Terrace (S/NRHP-listed, NYCL)

3-B  Mixed use, 1390 Richmond Terrace (Previously undetermined, determined not S/NRHP eligible in 2023)

3-C  Cadell Dry Dock building, 1517 Richmond Terrace (Previously undetermined, determined not S/NRHP eligible in 2023)
3-D  Caddell Dry Dock building, 1535 Richmend Terrace {Previously undetermined, determined not S/NRHP eligible in 2023)
3-E Restoration Workshop, 1550 Richmond Terrace (Previously undetermined, determined S/NRHP eligible in 2023)
3-F

4-A  Commercial, 1689 Richmond Terrace (Previously undetermined, determined not S/NRHP eligible in 2023)
4B

Commercial, 1691 Richmond Terrace (Previously undetermined, determined not S/NRHP eligible in 2023}
4-C

Cleveland General Transpert/Commercial, 1 Van Street/1564-1568 Richmond Terrace (Previously undetermined, determined not S/NRHP eligible in 2023)
John DeGroot House, 1674 Richmond Terrace (S/NRHP-eligible, NYCL)
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Figure 8-3; Historic Resources in Section 3 and the east part of Section 4 {HPI 2023 and VHB 2023).
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Table 8-3 Architectural Resources within the 90-foot Section 3 APE

Map Site name and
number number(s) Location Date Status
Kreuzer-Pelton Block 149
House OCK *%  Built 1722 ,
3-A 90NR01014 LRO::r: m 102n6d2 1770 and S/NR’\II—|5CI||-sted,
08501.001436 Terrace 1836
LP-0341
Previously
LBolfc)%k 113530 undetermined,
3-B 08501.001439 Richr’nond Ca. 1910s determined not
Terrace S/NRHP eligible
in 2023
Former Previousl|
Block 185, building otermi yd
Caddell Dry Dock Lot 10; 1517 now uncetermined,
3-C . determined not
08501.001443 Richmond replaced S
. S/NRHP eligible
Terrace with newer in 2023
building
Block 185 Previously
ieo undetermined,
3-D C%Céigq Iggﬁdl?:ka L(I;itci:ﬁcliff Ca. 1880s determined not
: Terrace S/NRHP eligible
in 2023
Previously
Restoration LE)LO;:(I)(' 1185650 undetermined,
3-E Workshop Richn’wnd By 1885 determined
08501.001449 Terrace S/NRHP eligible
in 2023
Cleveland Lilto;:'k11 32n Previously
General Streelt AKA undetermined,
3-F Transport/ 1564—'1568 Ca. 1880s determined not
Commercial Richmond S/NRHP eligible
08501.001449 Terrace in 2023

Source: HPI 2020.

Most of Section 3, including all the areas on the north side of Richmond Terrace,
was included in the 2019 architectural study.3” Several lots are outside that study
area, and they have been evaluated as part the Proposed Project. As noted above,
one new resource was recommended potentially S/NRHP eligible as part of the
Proposed Project, the former Restoration Workshop building at 1550 Richmond
Terrace, which was built by 1885 and is an example of the type of commercial
building constructed as part of the nineteenth-century Factoryville community.
SHPO concurred with this recommendation and determined the resource S/NRHP

37 AKRF, Inc. 2019. Architectural Resources Survey Summary, Historic Resources Survey of
Selected Waterfront Communities: Staten Island, New York. Prepared for the New York
State Office of Parks, Recreation & Historic Preservation.
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eligible in 2023. SHPO also concurred in 2023 with recommendations that the
remaining resources previously noted as undetermined were not eligible for the
S/NRHP.

Section 4: Viaduct
Existing Conditions

Section 4 is bounded by Alaska Street on the east and John Street on the west
and encompasses the raised viaduct section of the project (see Figure 8-3 and
Figure 8-4). The viaduct begins west of Heritage Park, behind the Port Richmond
Wastewater Resource Recovery Facility, and extends west over and just beyond
Nicholas Avenue to the beginning of the open cut. Most of Section 4 was studied
in the 2019 architectural survey.3®

The resources within the 90-foot study area along the viaduct in Section 4 consist
of low-rise municipal, industrial, and commercial buildings from the eastern
boundary to Maple Avenue, at which point the area transitions to building stock
comprised primarily of multi- and single-family housing to Nicholas Avenue,
where the viaduct terminates. A recently constructed townhouse complex is
located north of the viaduct and west of Nicholas Avenue.

The 90-foot study area for Section 4 contains one architectural resource
determined eligible for the S/NRHP and a NYCL: the John DeGroot House at 1674
Richmond Terrace near Alaska Avenue. Three architectural resources, 64, 68 and
70 Port Richmond Avenue, were reevaluated as part of the 2019 study, and have
been determined eligible as contributing resources to the S/NRHP-eligible Port
Richmond Commercial Historic District.>

No other architectural resources within the 90-foot study area were found to be
eligible or potentially eligible for the S/NRHP in 2019 or as part of the present
survey. Three resources previously recorded as undetermined, at 1689 Richmond
Terrace, 1691 Richmond Terrace, and 61 Port Richmond Avenue, were
recommended as not eligible for the S/NRHP. SHPO concurred with these
recommendations in 2023 and determined that these three resources were not
eligible for the S/NRHP. Resources that are old enough to be considered for
S/NRHP eligibility have been heavily modified and altered and do not retain
adequate historic fabric to be considered individually eligible for S/NRHP
consideration. Further, the neighborhoods within the 90-foot study area, except
for the Port Richmond Historic District, do not meet criteria for eligibility as
historic districts.

38 AKRF, Inc. 2019. Architectural Resources Survey Summary, Historic Resources Survey of
Selected Waterfront Communities: Staten Island, New York. Prepared for the New York
State Office of Parks, Recreation & Historic Preservation.

3 AKRF, Inc. 2019. Architectural Resources Survey Summary, Historic Resources Survey of

Selected Waterfront Communities: Staten Island, New York. Prepared for the New York
State Office of Parks, Recreation & Historic Preservation.
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Architectural Resources

There are 235 individual lots within the 90-foot APE for Section 4. Of those, 185
lots contain improvements that were evaluated as part of the Proposed Project.

SHPO and LPC previously have documented eight historic resources within the
90-foot study area for Section 4. They are listed in Table 8-4, below, and on
accompanying Figure 8-3 and Figure 8-4. SHPO and LPC status of the resources
are indicated in the table, including updated SHPO determinations based on data
and recommendations from the Proposed Project’s architectural survey. Those
resources that were previously recorded but have been demolished and are no
longer S/NRHP listed or eligible are not included in the table.
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Figure 8-4 Historic Resources in the Western Part of Section 4 and the Eastern Part of Section 5
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Table 8-4 Architectural Resources within the 90-foot Section 4 APE

Map Site name and
number number(s) Location Date Status
Block 185, Previously,
Lot 177; undetermined,
4-A 08501.001456 1689 Ca. 1900 determined not
Richmond S/NRHP eligible
Terrace in 2023
Block 185, Previously
Lot 178; undetermined,
4-B 08501.001457 1691 Ca. 1900 determined not
Richmond S/NRHP eligible
Terrace in 2023
John DeGroot Block 188,
House Lot 40; 1674 S/NRHP eligible,
4-C 08501.001454  Richmond " 1870 NYCL
LP-2179 Terrace
Block 1004, Previously
Lot 12; 61 undetermined,
4-D 08501.002162 Port By 1885 determined not
Richmond S/NRHP eligible
Avenue in 2023
Reformed Church
on Staten Island Block 1073, S/NRHP listed,
and Cemetery Lot 75; 54 NYCL, within the
4-E 08501.002160 . Port 1844 S/NRHF’—ehglbIe
Richmond Port Richmond
04NR05269 Avenue Historic District
LP-02384
Block 1073, S/NRHP eligible
Lot 90; 64 as a contributing
4-F 08501.003935 Port 1931 resource to the
Richmond Port Richmond
Avenue Historic District
Block 1073, S/NRHP eligible
Lot 92; 68 as a contributing
4-G 08501.003934 Port 1931 resource to the
Richmond Port Richmond
Avenue Historic District
Block 1073, S/NRHP eligible
Lot 93; 70 as a contributing
4-H 08501.003933 Port Ca. 1910 resource to the
Richmond Port Richmond
Avenue Historic District

Source: HPI 2020.
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Most of Section 4 was included in the 2019 architectural study.*® Several lots are
outside that study area, and they have been evaluated as part of the Proposed
Project.

As noted above, the 90-foot study area for Section 4 contains two architectural
resources determined eligible for the S/NRHP and a NYCL: the John DeGroot
House at 1674 Richmond Terrace near Alaska Avenue, and the Reformed Church
on Staten Island and its associated cemetery, at 54 Port Richmond Avenue. Three
architectural resources, 64, 68 and 70 Port Richmond Avenue, were reevaluated
as part of the 2019 study, and have been determined eligible as contributing
resources to the S/NRHP-eligible Port Richmond Commercial Historic District.4’

No other architectural resources within the 90-foot study area were found to be
eligible or potentially eligible for the S/NRHP in 2019 or as part of the present
survey. As noted above, one resource previously recorded as undetermined, at 61
Port Richmond Avenue, was recommended as not eligible for the S/NRHP due to
significant alterations. Two additional commercial resources, previously recorded
as undetermined, at 1689 and 1691 Richmond Terrace, have experienced very
significant changes in the years since they were recorded in the late 1970s,
including obliteration of the first floor entrance on one building and the sealing
of the entire front elevation behind a brick facade in the second building. They,
too, were recommended as not eligible for the S/NRHP. SHPO concurred with
these three recommendations and determined the resources not eligible for the
S/NRHP in 2023.

All remaining resources that are old enough to be considered for S/NRHP
eligibility have been heavily modified and altered and do not retain adequate
historic fabric to be considered individually eligible for S/NRHP consideration.
Further, the neighborhoods within the 90-foot study area, except for the Port
Richmond Historic District, do not meet criteria for eligibility as historic districts.

Section 5: Open-Cut Section
Existing Conditions

Section 5 contains the open cut from John Street on the east to Harbor Road on
the west (see Figure 8-4 and Figure 8-5). Overpasses at the through streets span
the open cut; several streets terminate at either the north or south of the span.
The buildings in the 90-foot Section 5 APE consist predominantly of single and
multi-family residential housing stock, but also include some commercial,
manufacturing, and offices uses, and a small amount of retail.

4 AKRF, Inc. 2019. Architectural Resources Survey Summary, Historic Resources Survey of
Selected Waterfront Communities: Staten Island, New York. Prepared for the New York
State Office of Parks, Recreation & Historic Preservation.

4 AKRF, Inc. 2019. Architectural Resources Survey Summary, Historic Resources Survey of
Selected Waterfront Communities: Staten Island, New York. Prepared for the New York
State Office of Parks, Recreation & Historic Preservation.
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Architectural Resources

There are 220 individual lots within the 90-foot APE for Section 5. Of those, 131 of
those lots contain improvements that were evaluated as part of the current project.

SHPO and LPC previously have documented one historic resource within the 90-
foot study area for Section 5. The resource is listed in Table 8-5, below, and on
accompanying Figure 8-4. SHPO and LPC status of the resource is indicated in the
table. Those resources that were previously recorded but have been demolished
and are no longer S/NRHP listed or eligible are not included in the table.

Table 8-5 Architectural Resources within the 90-foot Section 5 APE

Map Site name and
number number(s) Location Date Status
Industrial/office Block 1161, Ca. 1930- S/NRHP eligible
5-A building Lot 20; 141 i940 as 137 Lake
08501.002793 Lake Avenue Avenue

Source: HPI 2020.

Section 5 was not covered the 2019 architectural study, and as such it was fully
evaluated as part of the Proposed Project. Within this section, previously
unevaluated resources that are old enough to be considered for S/NRHP eligibility
have been heavily modified and altered and do not retain adequate historic fabric
to be considered potentially individually eligible. No collections of properties were
found to meet the criteria for eligibility as S/NRHP or LPC Historic Districts.

Last, there are nine bridges that cross the open cut, located at (from east to west)
John Street, Morningstar Road, Granite Avenue, Lake Avenue, Simonson Avenue,
Van Name Avenue, Van Pelt Avenue, De Hart Avenue, and Union Avenue. All of
these bridges, which were originally constructed in the mid-1930s in conjunction
with the open cut, have either been extensively reconstructed or fully replaced
since the 1980s, according to the Basis of Design report for this project.*’ None of
the bridges appear to contain characteristics that qualify them for S/NRHP
eligibility, either individually or as part of a district. SHPO did not assign these
bridges USN numbers as part of this project.

Section 6: Arlington Station
Existing Conditions

Section 6, the westernmost portion of the APE, is bounded by Harbor Road on
the east and vacant land west of South Avenue on the west (see Figure 8-5 and
Table 8-6). The depressed ROW bisects the neighborhood, with no streets
crossing the alignment via an overpass between Harbor Road and South Avenue.

42 VHB and STV, 2020. Basis of Design Report, Contract Number B-62040/B-80143, CM-0143
Environmental and Engineering Services for the Staten Island North Shore Bus Rapid
Transit System in the Borough of Staten Island, New York. Prepared for MTA New York
City Transit.
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Figure 8-5 Historic Resources in the Western Part of Section 5 and Section 6

BENJAM/
NPL COWEN PL
s &
=3 >
MACORMAC pL o RICHMOND TERRACE 8 w
=
T CHRISTOPHER ST P g
i < -
= < w 2 2
w
S S S o & g ¢
ARLINGTON PL = E g g 8 z < g 3z
z N ; DDf s 3 w " LAGUNA LANEHARBO S 9)
POND WA o [ o z S 2 z s Riang 2
Y = i < < <
9 2 > S B z z S
2 2 DAVIDSON sT = = 5 < 5
= o
z % an f z w z NOAH COURT
1224 < <
5 FOREST COU = =
= 6-C
6-B RT < LETTY coy,
L
1266,
1278 1267
B
H
% CECIL COURT
g HARBOR LOOP WALLOON ST
g JOURNE
4 2 AY ST
: 1284 WALKER sT
L S | w
Historic Resources Key g <>(
-
I BRABA o
16-A  Summerfield United Methodist Church (S/NRHP eligible) NT ST & a N
Summerfield United Methodist Church Parsonage (Determined S/NRHP eligible in 2023) Y UNION cou E <Z( S
6-B Mixed use, 237 South Avenue (Previously undetermined, détermined not S/NRHP eligible in 2023) ;‘: RT <§( = 5
6-C  Residential, 243 Grandview Avenue (Previously undetermitied, no SHPO determination in 2023) g ; w
« % < =
) z NUNZIE coygy o2
< CONTINENTAL PL < 3
CABLE WAY & w o
V) = o
D % % AlLEYy
OWNEY PL o < MICHELLE o N
e CONFEDERATION PL URT
E <
L T 1Feet
0 500 1,000

BUILDING FOOTPRINT
LOTS WITHIN 90 FEET
I PROPOSED STATION AREA

e PROPOSED ALIGNMENT
[] ARCHITECTURAL APE (90-FOOT RADIUS)

1 BLOCK NUMBER

Figure 8-5: Historic Resources in the west part of Section 5 and Section 6 (HPI 2023 and VHB 2023).
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The neighborhood surrounding the Section 6 APE contains a mixture of late-
nineteenth and early-twentieth century residential, commercial, and industrial

buildings.

Architectural resources

There are 59 individual lots within the 90-foot APE for Section 6. Of those, 35 of
those lots contain improvements that were evaluated as part of the current

project.

SHPO and LPC previously have documented three historic resources within the
90-foot study area for Section 6. They are listed in Table 8-6, below, and on
accompanying Figure 8-5. SHPO and LPC status of the resources are indicated in
the table, including updated SHPO determinations based on data and
recommendations from the Proposed Project’s architectural survey. Those
resources that were previously recorded but have been demolished and are no

longer S/NRHP listed or eligible are not included in the table.

Table 8-6 Architectural Resources within the 90-foot Section 6 APE

Map Site name and
number number(s) Location Date Status
Summerfield S/NRHP.eIigible,
United Methodist associated
Church and Block 1236, parsonage on
6-A Parsonage Lot 164; 100 1869 the lot
Harbor Road determined
08501.000556 S/NRHP eligible
08501.000555 in 2023
Block 1257 Previously
Lot 9: 237' undetermined,
6-B 08501.000648 So(jth Ca. 1920s determined not
Avenue S/NRHP eligible
in 2023
Previously
Block 1256 undetermined,
Lot 39: 243' recommended
6-C 08501.000548 Grand'view Ca. 1920s not S/NRHP
Avenue eligible, no

determination
by SHPO in 2023

Source: HPI 2020.

Section 6 was not covered in the 2019 architectural survey, and as such was fully
evaluated as part of the Proposed Project.** One resource, the Summerfield
Methodist Church at 100 Harbor Road, was previously determined S/NRHP
eligible. The associated parsonage on the same lot, dating to ca. 1909, survives

4 AKRF, Inc. 2019. Architectural Resources Survey Summary, Historic Resources Survey of
Selected Waterfront Communities: Staten Island, New York. Prepared for the New York
State Office of Parks, Recreation & Historic Preservation.
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with a high degree of original character and was recommended as S/NRHP
eligible as part of this Project. SHPO concurred with this recommendation in
2023.

Two additional resources, at 243 Grandview Avenue and 237-239 South Avenue,
were noted by SHPO as undetermined. Both resources have been architecturally
compromised in the intervening years, and neither retains enough integrity to be
considered individually eligible for the S/NRHP. SHPO determined that the
resource at 237-239 South Avenue was not S/NRHP eligible in 2023. SHPO did
not issue a formal determination of the resource at 243 Grandview Avenue in
2023 and it remains undetermined.

No other resources were found to be eligible or potentially eligible individually
for the S/NRHP. Resources that are old enough to be considered for S/NRHP
eligibility have been heavily modified and altered and do not retain adequate
historic fabric. No collections of properties were found to meet criteria for
eligibility as S/NRHP Historic Districts.

Last, there are two bridges that cross the open cut, located at (from east to west)
Harbor Road and South Avenue. Both of these bridges, which were originally
constructed in the mid-1930s in conjunction with the open cut, have either been
extensively reconstructed or fully replaced since the 1980s, according to the Basis
of Design report for this project.** Neither of the bridges appear to contain
characteristics that qualify them for S/NRHP eligibility, either individually or as
part of a district. SHPO did not assign these bridges USN numbers as part of this
project.

Staten Island Railway

The Proposed Project would utilize the existing, unused former Staten Island
Railway’s North Shore Branch ROW. This ROW includes at-grade railroad tracks or
former track locations in Sections 1, 2, and 3, an elevated viaduct containing
railroad tracks in Section 4, an open cut containing railroad tracks in Section 5,
and a return to at-grade railroad tracks in Section 6.

The Staten Island Rapid Transit Railroad Company (SIRT) incorporated in 1880. In
conjunction with the Baltimore and Ohio Railroad (B&O), the company
constructed the North Shore Branch in 1886 as an entirely at-grade, double-
tracked railroad from St. George Station on the east to EIm Park Station on the
west. The line subsequently opened further west to Arlington Station in 1889 and
to Port Ivory, beyond the project limits, in 19064

4 VHB and STV, 2020. Basis of Design Report, Contract Number B-62040/B-80143, CM-0143
Environmental and Engineering Services for the Staten Island North Shore Bus Rapid
Transit System in the Borough of Staten Island, New York. Prepared for MTA New York
City Transit.

4 Leigh, Irvin and Paul Matus. 2002. Staten Island Rapid Transit, The Essential History. The
Third Rail Online. http://thethirdrail.net/0201/sirt1.html. Accessed February 21, 2020.
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Original passenger stations, consisting of stand-alone buildings adjacent to the
tracks, were located at St. George, New Brighton, Sailors’ Snug Harbor, Livingston,
West New Brighton, Port Richmond, Tower Hill, EIm Park, Mariner's Harbor, and
Arlington. Passenger platforms generally were located on both sides of the
railroad tracks at each station.

A 500-foot-long railroad swing bridge over the Arthur Kill was constructed in
1888, connecting the North Shore Branch with New Jersey. This bridge was
replaced in 1959 with a vertical lift truss bridge, which has been determined
individually eligible for the S/NRHP by both the New Jersey Historic Preservation
Office (HPO) and the New York SHPO 4

In 1925, with hopes of connecting to the BMT subway line in Brooklyn via a
tunnel at St. George under the Narrows, the SIRT completed electrification of its
railroad lines. This entailed track rehabilitation, a new signal system, new railroad
cars, and higher platforms at the stations to accommodate elevated railroad car
doors. 47

The following year, in 1926, New York State passed the “State Grade Crossings
Act,” which called for the elimination of at-grade crossings in populated areas.*®
In response to this act, construction began in 1934 on the viaduct in Section 4
and the open cut in Section 5. The viaduct carried the railroad over cross streets,
while the open cut routed the railroad under them, where new street overpasses
were built. New stations and platforms were constructed along the top of the
viaduct and within the open cut. Historic maps and photographs show that the
new viaduct and open cut were located immediately adjacent to the existing at-
grade tracks, so that construction of the new components could proceed without
disruption to the active trains. When the viaduct formally opened in February
1937, newspaper accounts claimed that at one mile in length, it was the longest
grade crossing elimination unit in the United States.*® Once the viaduct and open
cut were completed, the old tracks were removed or covered over, and those
areas became part of the existing roadbeds.

With time, the original railroad stations from the pre-grade separation era were
demolished. Passenger service on the North Shore line continued until 1953, and
freight service continued until 1989. In 2007, freight service resumed on an
approximately one-mile stretch from the Arthur Kill lift bridge to the Union
Avenue overpass, servicing the Howland Hook Marine Terminal.

4 Howe, Kathy, SHPO. 2008. Resource Evaluation, Staten Island Railway Lift Truss Bridge
over the Arthur Kill between Staten Island and New Jersey.

47 Leigh, Irvin and Paul Matus. 2002. Staten Island Rapid Transit, The Essential History. The
Third Rail Online. http://thethirdrail.net/0201/sirt1.html. Accessed February 21, 2020.

48 Roess, Roger P. and Gene Sansone. 2012. The Wheels That Drove New York: A History of
the New York City Transit System, p. 238. Springer, Heidelberg, Germany.

49 "Staten Island Opens Mile-Long Viaduct; Thirty-Four Grade Crossings Are Eliminated.”
New York Times. February 26, 1937.
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The present condition of the former ROW varies across the APE. In Section 1, the
former railroad is no longer extant after construction of the North Shore
Esplanade Park. There are no visible tracks within the park and no remnants of
the former New Brighton Station at Westervelt Avenue. Section 2 runs through
the Atlantic Salt facility and past Sailors’ Snug Harbor. Within the Atlantic Salt
facility, the tracks are either covered over or embedded in pavement. The Sailors’
Snug Harbor station, previously located near Tysen Street, has been removed and
no visible traces remain. Along the shoreline at Sailors’ Snug Harbor, only one set
of tracks is still partially visible within the wooded area north of Richmond
Terrace; the second set is no longer visible or removed. Between the two ends of
the horseshoe-shaped Snug Harbor Road, the shoreline and former ROW has
significantly washed away, leaving one set of tracks suspended above the scoured
waterfront. The Livingston Station, once located at Bard Avenue, has been
demolished.

In Section 3, the railroad tracks run through the industrial working waterfront,
where they are either covered over or embedded in the pavement. The West New
Brighton Station, once located between N. Burgher Avenue and Broadway, has
been demolished, and no remains are visible.

Section 4 contains the extant viaduct, completed in 1936, which would be reused
for the Proposed Project. The pre-grade separation stations along this section
were removed after the viaduct was completed. There were elevated stations on
the top of the viaduct at Port Richmond Avenue and between Treadwell and
Sharpe Avenues (the Tower Hill Station). These elevated stations are in poor
condition due to over 30 years of abandonment and exposure to the elements.
The top of the viaduct is covered with dense vegetation and debris, although the
railroad tracks are still visible in many places.

Section 5 contains the open cut, also completed in 1936 and which would be
reused for the Proposed Project. The pre-grade separation stations along this
section were removed after the open cut was completed. New stations and
passenger platforms were constructed in conjunction with the open cut at EIm
Park (Morningstar Road), Lake Avenue, Mariner’s Harbor (Van Pelt Avenue), and
Harbor Road. At Elm Park, a brick station house was constructed on the east side
of Morningstar Road at the overpass level but was removed in the 1980s. The
stations within the open cut are in significant disrepair after 30 years of
abandonment and exposure to the elements. Trees and other vegetation have
grown throughout the open cut area, obscuring the railroad tracks and the
embankments. In some locations there are large pools of standing water.

Section 6 contains a short stretch of trackage that was reactivated in 2007. It is
slightly lower in elevation than surrounding properties. South Avenue has been
elevated via an overpass. The former Arlington Station on the west side of South
Avenue was razed in the 1950s after passenger service ceased.

The North Shore Branch of the SIR has changed greatly since the late nineteenth
century. The route was constructed in the 1880s, but other than the alignment
itself, little remains of the original railroad features. The original tracks were
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reconfigured in 1926 when the railroad converted from steam to electricity. New
station platforms were constructed at that time to accommodate higher railroad
car doors. During the 1930s, when grade separation occurred, creation of the
viaduct and open cut required the demolition of the original stations and the
construction of new ones. Over time, all the stations east of the viaduct were
demolished as well. Today, none of the original 1880s components of the North
Shore Branch are extant.

Since freight service ended in 1987, the condition of the overall railroad has
deteriorated greatly. Those partially extant stations along the viaduct and open
cut are in significant decay, and vegetation and standing water has taken over
much of the alignment. Along the Kill Van Kull shoreline, much of the land and fill
beneath the alignment has washed away, leaving twisted iron railroad tracks
suspended above the eroded beach. Those portions of the alignment that pass
through active industrial concerns, such as the Caddell Dry Dock facility and the
Atlantic Salt facility, have been subsumed into the surrounding pavement or
covered over. Of the components that comprise the North Shore Branch, only the
concrete and steel superstructure of the viaduct remains in serviceable condition,
and it is intended to be reused for the Proposed Project.

The North Shore Branch of the SIR, from St. George to the Arthur Kill, does not
appear to collectively meet criteria for S/NRHP eligibility. There is a lack of
surviving historic resources from either the railroad or stations dating to original
construction or later 1930s grade safety modifications. The components of the
SIR do not survive with adequate integrity to convey the historic significance of
the railroad. Further, the setting has been compromised. The only surviving
physical resource, the 1936 viaduct, is utilitarian in design and neither possessed
nor survives with characteristics that embody the work of a master or with a high
degree of integrity. While certainly providing significant safety benefits, the
viaduct and the open cut served to sever the connection between the flanking
neighborhoods and resources on its north and south sides.

No-Action Condition

Under the No-Action Condition, the Proposed Project would not be constructed.
Consequently, no impacts to historic and cultural resources in the APE would
occur. It is assumed that historic and cultural resources within and adjacent to the
right-of-way would remain the same as for the existing conditions.

With-Action Condition
Archaeological Resources

Under the With-Action Condition, the Proposed Project would be constructed.
The following sub-sections describe the archaeological sensitivity for each section
of the alignment given the current design of the Proposed Project.
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Section 1: St. George

The archaeological sensitivity for Section 1 is mixed. There has been significant
disturbance throughout the area from multiple construction and demolition
episodes over time, which likely has destroyed many potential archaeological
resources within the Archaeological APE. However, the complete subsurface
conditions cannot be known without further study.

Given that the Proposed Project includes construction of retaining walls and
drainage features to various depths below the at-grade portion of the bus route
in this section between Nicholas Street and Jersey Street, it is possible that both
precontact period and historic period archaeological resources could exist within
discrete locations. Soil or geotechnical borings to be taken in these locations for
design purposes should be reviewed by a qualified archaeologist to determine
whether there is any potential for archaeological resources to be impacted as a
result of the Proposed Project.

Within Block 9, where the Richmond Terrace roadway would be widened by 12
feet, necessitating the acquisition of a narrow swath of land in front of the Staten
Island Family Courthouse, Phase IB archaeological testing may be warranted if
disturbance to the original landform cannot be confirmed to the depth of the
planned impacts.

Section 2: New Brighton Waterfront

The archaeological sensitivity for Section 2 is mixed. Archaeologists have studied
the span along the Sailors’ Snug Harbor waterfront twice in the past. In 1990,
archaeologists concluded that the area was too disturbed to contain any historic
period archaeological resources, and that potential buried precontact period
resources beneath the Kill Van Kull were possible but not probable. They
recommended review of any future soil borings to assess the precontact period
archaeological potential along the waterfront, should future development be
proposed. In 2002, archaeologists reiterated the potential for precontact
archaeological resources beneath the Kill Van Kull, and also indicated the
possibility for historic period remains from the Sailors’ Snug Harbor boathouse
and dock.

Section 2 conditions have deteriorated since 2002. The coastline along this
stretch has eroded considerably, scouring the area and lowering the landform by
several feet in places. While it is still possible that precontact period
archaeological resources could be present under the Kill Van Kull, any potential
historic period archaeological resources here appear to have been further
disturbed or destroyed.

As described in Chapter 2, Proposed Project and Alternatives, the proposed
alignment would include a new elevated road landward of the Kill Van Kull
shoreline (on the existing land between Richmond Terrace and the Kill Van Kull.
Soil or geotechnical borings to be taken in this location for design purposes
should be reviewed by a qualified archaeologist to determine whether there is
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any potential for precontact period archaeological resources to be impacted as a
result of the Proposed Project.

Section 3: West Brighton Waterfront

The archaeological sensitivity for Section 3 is mixed. There has been significant
disturbance throughout the area from multiple construction and demolition
episodes over time, which likely has destroyed many potential archaeological
resources within the Archaeological APE. However, the complete subsurface
conditions cannot be known without further study. Given that the Proposed
Project includes construction of retaining walls and drainage features to various
depths below the at-grade portion of the bus route along the length of this
section, it is possible that both precontact period and historic period
archaeological resources could exist within discrete locations. Soil or geotechnical
borings to be taken in these locations for design purposes should be reviewed by
a qualified archaeologist to determine whether there is any potential for
archaeological resources to be impacted as a result of the Proposed Project.

Section 4: Viaduct

The archaeological sensitivity for Section 4 is low. Construction of the original
railroad alignment and the existing viaduct have caused significant disturbance to
the original landform within this section. The Proposed Project plans indicate that
there would be new subsurface drainage features installed beneath the viaduct at
approximately 333-foot intervals to depths of approximately 3.52 feet below
grade, spaced between the existing viaduct concrete supports. The exact
locations of the new drainage features have not been confirmed. As design
progresses for the Proposed Project, if soil or geotechnical borings are taken
prior to installation of these drainage features, the soil borings should be
reviewed by a qualified archaeologist to determine whether there is any potential
for archaeological resources to be impacted as a result of the Proposed Project.

Section 5: Open-Cut Section

The archaeological sensitivity for Section 5 is low. The Proposed Project plans
indicate that there would be no new excavation below areas that have already
been disturbed by past construction and demolition episodes.

Section 6: Arlington Station

The archaeological sensitivity for Section 6 is high. The portion of Section 6 south
of the active railroad tracks and behind the present retaining wall may contain
landforms that were not substantially graded when the railroad tracks were
lowered in the 1930s. Given the proximity to former wetlands and a perennial
stream in the area now covered by the NYCHA Mariners Harbor complex, which
are markers for precontact period archaeological sensitivity, this area south of the
railroad tracks may warrant future archaeological testing. Additionally, the
proposed Arlington Station parcel on the west side of South Avenue may be
sensitive for precontact period archaeological resources beneath the gravel
parking area that covers the lot, given its proximity to wetlands and the former
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Arlington Station archaeological site. If impacts from the Proposed Project extend
beneath this gravel surface, archaeological testing may be necessary here as well.

Summary

The results of the Phase IA Archaeological Documentary Study (see Appendix J)
indicated that archaeological sensitivity is mixed for Sections 1, 2, and 3, low for
Sections 4 and 5. Review of future geotechnical soil borings by archaeologists
would be necessary to determine whether any potential precontact or historic
period archaeological resources could be extant in those sections identified as
having mixed or high archaeological sensitivity. If geotechnical soil borings are
taken prior to installation of drainage features beneath the viaduct in Section 4,
those should also be reviewed by archaeologists to confirm or deny specific
disturbance in those discrete locations.

The results of the Phase IA Archaeological Documentary Study indicated that
archaeological sensitivity for Section 6 is high. Potential precontact period
archaeological resources could be located in areas of Section 6 that have not
been disturbed from past development or earthmoving. If these locations cannot
be avoided, then archaeological field testing is recommended in these areas.

Architectural Resources

The following describes the impacts of the Proposed Project on the historic
resources within the 90-foot Architectural APE in Sections 1-6, as well as the 400-
foot Architectural APE in Section 2 around Sailors’ Snug Harbor.

Sections 1-6: 90-foot Architectural APE

The results of the Architectural Survey indicated that all sections contain
architectural resources either listed on, eligible for, or potentially eligible for the
S/NRHP within the 90-foot Architectural APE. Some of these resources are also
NHL and NYCLs. Depending on the degree of vibration from the Proposed
Project, there could be construction-related physical impacts to these
architectural resources. If these impacts cannot be avoided, then they will need to
be mitigated through the implementation of a Construction Protection Plan.

Section 2: 400-foot Architectural APE

The Proposed Project in Section 2 includes the construction of a raised busway
that would be above the elevation of Richmond Terrace in the vicinity of Snug
Harbor. The Proposed Project would be visible from a number of contributing
resources within the overall Sailors’ Snug Harbor S/NRHP Historic District,
including Buildings A-E, the chapel, the two gatehouses, the iron fence, and the
ferry landing. The SHPO has indicated that the proposed undertaking would have
an Adverse Effect upon the setting of Sailors’ Snug Harbor, an NHL and therefore
result in a significant adverse impact under SEQRA.>®

%0 Qlivia Brazee, SHPO to Linda Tonn, MTA. July 3, 2020.
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The Proposed Project would alter the setting of the waterfront portion of Sailors’
Snug Harbor and the viewscape from the portion of Sailors’ Snug Harbor on the
south side of Richmond Terrace. Sailors’ Snug Harbor historically maintained a
prominent place along the Kill Van Kull shoreline, and views to and from the
resource along this waterway were important to the setting for the former sailors
housed at this institution and therefore, the Proposed Project would result in a
significant adverse impact. If these impacts cannot be avoided, then mitigation
will need to be developed to address these visual and contextual impacts.

Construction of the Proposed Project would also be visible and could have an
Adverse Effect on several contributing S/NRHP listed resources between
Richmond Terrace and the Kill Van Kull shoreline, including the stone lookout
platform directly across from the pedestrian gatehouse and the dressed ashlar
stone retaining walls that flank the dual pathways leading down to the former
dock location across from the eastern end of Snug Harbor Road.

Depending on the degree of construction vibrations, the Proposed Project could
also have physical impacts on the stone lookout structure and the stone retaining
walls along the waterfront that are part of the Sailors’ Snug Harbor shoreline. If
these impacts cannot be avoided, then they would need to be mitigated through
the implementation of a Construction Protection Plan. If these resources cannot
be protected because they are within the construction footprint of the Proposed
Project, additional mitigation would need to be developed, in consultation with
SHPO, LPC, and other consulting parties.

Conclusion

The Proposed Project could result in an impact to potential archaeological
resources in Sections 1, 2 3, and 6. Review of geotechnical soil borings and/or
subsurface testing would be necessary to determine whether such resources
could exist and whether the Proposed Project could have an Adverse Effect on
such resources.

The Proposed Project could have an Adverse Effect on architectural resources in
all six Sections. Depending on the degree of construction impacts, particularly
vibrations, a Construction Protection Plan may be necessary to avoid these
Adverse Effects.

Last, as presently designed, the Proposed Project would have one or more
Adverse Effects to architectural resources in the Sailors’ Snug Harbor S/NRHP
listed Historic District, given the visual and contextual changes that would be
created by the Proposed Project. This would constitute a significant adverse
impact under SEQRA. If these impacts cannot be avoided, mitigation options
should be undertaken in consultation with SHPO, LPC, and other consulting
parties.
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9 Urban Design

The urban design assessment focuses on the components of a proposed project
that may have the potential to alter the arrangement, appearance, and
functionality of the built environment. Specifically, per the guidance of the CEQR
Technical Manual, the urban design assessment examines whether and how a
project may change the experience of a pedestrian in the project area.

Regulatory Background

As defined in the 2027 CEQR Technical Manual, urban design is the totality of
components that may affect a pedestrian’s experience of public space. The
manual identifies the following elements that play an important role in the
pedestrian’s experience: streets, buildings, visual resources, open space, natural
resources, and wind. Based on the CEQR Technical Manual, an assessment of
urban design and visual resources is appropriate when a project may have effects
on one or more of the elements that contribute to urban design, if these
elements contribute to the pedestrian experience.

The proposed project is described in Chapter 2, Proposed Project and
Alternatives. The Proposed Project would include new physical structures that
include ramps, an elevated busway, retaining walls, and stations. These elements
would result in physical changes that could be observed by a pedestrian from the
street level and could change or restrict views of visual resources; therefore, an
urban design and visual resources analysis is warranted.

Methodology and Study Area

In accordance with the CEQR Technical Manual guidelines, the urban design and
visual resources assessment considers a study area where the Proposed Project
would be most likely to influence the built environment and where that influence
would be experienced by pedestrians. The Proposed Project would consist of the
implementation of BRT service along an approximately 8-mile alignment between
St. George Terminal and West Shore Plaza. Given the general obstruction of
public views to the north by existing waterfront uses and density of development
to the south of the proposed alignment, this urban design assessment considers
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a study area within 400 feet of the proposed alignment to capture the potential
effects on urban design and visual resources.

The Proposed Project would introduce a mix of new features:

» Stations and Retaining Walls: Along the alignment, seven new stations
would be introduced along the busway, including three new stations at grade
level, one station along an existing elevated viaduct, and three stations below
grade in an open-cut configuration. Pedestrian overpasses would be
provided at four of the seven busway stations.

» Ramps: At Nicholas Street, a new ramp would be constructed to connect the
proposed busway from Richmond Terrace to the former North Shore Railroad
ROW.

» Elevated Busway: The proposed alignment would introduce an elevated
busway just north of Richmond Terrace from the proposed New Brighton
Station to just east of Bard Avenue.

»  Right-of-Way: Depending on the segment, the BRT service would operate:
e Within a two-lane, dedicated busway with potential passing lanes
e  Within city roadways in exclusive lanes
e Within city roadways in mixed-traffic

As noted above, the CEQR Technical Manual identifies the following elements
that play an important role in the pedestrian’s experience: streets, buildings,
visual resources, open space, natural resources, and wind.! These elements are
generally defined as follows:

»  Street Pattern and Streetscape: The arrangement and orientation of streets
define location and flow of activity in an area, set street views, and create
blocks on which buildings and open spaces are arranged.

»  Buildings: Building components define the appearance of the built
environment.

» Open Space: Open space includes public and private areas such as parks and
other landscaped areas, cemeteries, parking lots, and privately-owned public
spaces.

» Natural Features: Natural features include vegetation and geologic,
topographic, and aquatic features that are natural to the area. Examples
include rock outcroppings, steep slopes or varied ground elevation, beaches,
or wetlands.

' The CEQR Technical Manual identifies wind as a concern when channelized wind
pressure from between tall buildings and/or downwashed wind pressure from parallel
tall buildings causes winds that affect pedestrian comfort and safety. Because the
Proposed Project would not introduce new buildings, wind is not considered in this
analysis.

Staten Island North Shore Bus Rapid Transit: Final Environmental Impact Statement
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» View Corridors and Visual Resources: Visual resources are the connection
from the public realm to significant natural or built features, including view of
the waterfront, public parks, landmark structures or districts, or otherwise
distinct buildings, or natural resources.

To facilitate the analysis for the North Shore BRT, the proposed alignment and
study area has been divided into seven sections. Each section and associated
study area reflects a section of the alignment that is distinct from an engineering
standpoint.

This urban design assessment focuses on Sections 1: St. George, 2: New Brighton
Waterfront, 3: West Brighton Waterfront, 4: Viaduct, 5: Open-Cut Section, and 6:
Arlington Station. The proposed BRT would operate in mixed-traffic along South
Avenue to the West Shore Plaza, serving three existing, on-street stops with no
proposed physical improvements or construction impacts occurring along South
Avenue. Accordingly, no impacts related to urban design are anticipated in
Section 7: South Avenue and no further analysis is required for that section.

As detailed above, portions of the approximately 8-mile proposed BRT alignment
would run within the existing North Shore Railroad ROW and others would run
within existing City roadways such as Richmond Terrace and South Avenue. As
such, a significant portion of the proposed alignment makes use of existing
roadways or infrastructure, including the existing open-cut and viaduct portions
of the ROW, and would not be expected to significantly alter physical conditions.
Therefore, each section of the alignment is assessed by focusing on those project
elements that have the potential to alter the built environment or urban design.
The analysis begins with a description and photographs of existing conditions
along each section, with a particular focus on those areas where project elements
(such as stations) would be located. The existing conditions analysis also provides
a general description of the area landscape, topography, and any sensitive view
corridors or visual resources that could be affected by the Proposed Project. Next,
future conditions under the No-Action condition are described, followed by an
assessment of how the Proposed Project (e.g., With-Action Condition) would
affect those conditions. The analysis includes ground-level photographs along
the alignment as well as three-dimensional representations of the future With-
Action Condition streetscape and then determines the extent to which physical
changes resulting from the proposed development would alter the pedestrian
experience.

Assessment
Existing Conditions
Section 1: St. George

As shown in Figure 9-1, Section 1: St. George extends from the St. George
Terminal bus deck west to Jersey Street. This segment is characterized as the
transportation and civic center of Staten Island, consisting of transportation uses
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as well as commercial/retail, open space, and institutional uses. Residential uses
are located further west.

Area Urban Design and Visual Resources

Richmond Terrace, which runs parallel to the waterfront and carries two lanes of
traffic in each direction, forms the backbone of Section 1 (see Photo 9-1a). An
existing concrete median runs through the center of Richmond Terrace for almost
the entire length of Section 1; it is planted with trees from Nicholas Street to St.
Peters Place. Bike lanes run in both directions along the north side of the
roadway closest to the St. George Terminal and move to both the north and
south sides west of Schuyler Street. These lanes shift from separated lanes to
shared lanes depending on the location. Sidewalks of varying widths also run the
length of Section 1 on both the north and south sides of Richmond Terrace.

The St. George Terminal is a defining feature of this portion of the study area
north of Richmond Terrace. The terminal comprises a combination of
transportation infrastructure that includes a series of ramps for buses, taxis, and
passenger vehicles, as well as parking areas at a lower grade than Richmond
Terrace (see Photo 9-1a). The complicated roadway network at the entrance to
the St. George Terminal from Richmond Terrace centers the focus of the
infrastructure on the vehicular rather than the pedestrian experience at this
intersection.

Moving west along the north side of Richmond Terrace is the Empire Outlets
shopping mall and the Staten Island University Hospital (SIUH) Community Park.
Empire Outlets is a two-story modern outlet shopping mall that is integrated
within the waterfront area behind Bank Street and the St. George Terminal (see
Photo 9-2a). Just north of Empire Outlets is the ballpark, with a brick or fenced
facade lining the street-front of the ballpark property (see Photo 9-5).

Staten Island North Shore Bus Rapid Transit: Final Environmental Impact Statement
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Figure 9-1 Section 1 Study Area Photo Locations
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Photo 9-1a

Photo 9-1b

=

View of Richmond Terrac'erfacing northeast toward the St.

View southwest of Staten Island Borough Hall from
George Ferry Terminal (right) and Empire Outlets (left) Richmond Terrace
Photo 9-2a

Photo 9-2b

View northeast of the Empire Outlets from Richmond
Terrace

View southwest of the Richmond County Courthouse

Photo 9-3 Photo 9-4a

View northwest along Richmond Terrace, with the 120th View northwest of the Staten Island Family Courthouse
Precinct Police Headquarters on the left and police
vehicles parked in front
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Photo 9-4b Photo 9-5
e __

View north along Richmond Terrace, with the stairs o View of back entrance to the SIUH Comunity Park,

leading up to the Staten Island Family Courthouse on the  facing northeast
left

On the south side of Richmond Terrace is the civic center, with State and
National-Register of Historic Places (S/NRHP)-listed and eligible and New York
City Landmark (NYCL) municipal buildings, including Staten Island Borough Hall
(Photo 9-1b), the Richmond County Courthouse (Photo 9-2b), the 120t Police
Precinct (Photo 9-3), and the Staten Island Family Courthouse (Photo 9-4a).
These early 20" century municipal buildings are set back from the street-front
with large entry stairwells. Police vehicles are regularly parked perpendicular to
the street occupying a parking lane of Richmond Terrace and a portion of the
sidewalk in front of the precinct building and courthouse. One- to three-story
commercial and mixed-use commercial and residential buildings are interspersed
between the municipal buildings. Within Section 1, pedestrian activity is
concentrated in the areas between the civic center, Empire Outlets and the
ballpark, and the transportation center at St. George Terminal.

Waterfront open space is present within Section 1 starting just west of Empire
Outlets behind the ballpark and the former New York Wheel site Garage (just
west of the ballpark). This area, which is improved with a pedestrian path, seating
and art, as well as a September 11 First Responders Memorial, can be accessed
both from Empire Outlets and from Richmond Terrace via a pedestrian walkway
and staircase between the ballpark and garage (see Photo 9-6).

Further west along Richmond Terrace, the urban design character and pedestrian
experience of this section changes block by block and is generally dependent on
the prominent land uses. Just west of the civic center and ballpark, the garage at
the former New York Wheel site occupies the entire block along the waterfront.
The garage is a large white structure with vertical paneling, and temporary
construction fencing blocks some views to the site (see Photo 9-7 and Photo 9-
8). There is a large vehicular entry ramp at the north end of the structure (see
Photo 9-9) at the intersection with Nicholas Street). The south side of Richmond
Terrace across from the garage contains a concrete retaining wall and is densely
vegetated. These conditions fully obstruct views of existing development from
Richmond Terrace to the south.
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View northeast of the September 11 First Responders View northeast of construction fencing at the former New

The North Shore Esplanade picks up again along the north side of Richmond
Terrace, from Nicholas Street to Westervelt Avenue, providing a wide pedestrian
walkway, benches, lighting, and, as Richmond Terrace curves in this location,
sweeping views of the waterfront and the Manhattan skyline (see Photo 9-10).
Along the Esplanade in this location, the significant change in topography from
Richmond Terrace hides views from street level down to Bank Street and the
waterfront (see Photo 9-11). West of Westervelt Avenue, chain link fencing and
dense vegetation cut off views to the water, while Richmond Terrace begins to
descend to meet the elevation of the waterfront at its intersection with Jersey
Street (see Photo 9-13). The south side of Richmond Terrace along this stretch is
characterized by a mix of residential housing types, including single-family homes
set back from the street-front by front yards and fencing or stone retaining walls
and tall multi-family apartment buildings of varying styles (See Photo 9-11b,
Photo 9-12a, and Photo 12b).

Photo 9-6 Photo 9-7

Memorial along the waterfront York Wheel Garage site
Photo 9-8 Photo 9-9

(i
It
,.

il

I
§

View northwest along Richmond Terrace adjacent to the ~ View north of existing ramp from Richmond Terrace to
former New York Wheel site the garage at the former New York Wheel site
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Photo 9-10 Photo 9-11a

View northwest aI te NortSre Esplande View north of the waterfront from the North Shore
adjacent to Richmond Terrace Esplanade toward the proposed alignment below

Photo 9-11b Photo 9-12a

vz
W v

View of multi-family apartment buildings southwest from  View east along the North Shore Esplanade, along the

Richmond Terrace at St. Peters Place north side of Richmond Terrace, improved with
streetlights and seating
Photo 9-12b Photo 9-13

View south between Jersey Street and Westervelt Avenue,  View north of the waterfront toward the proposed
along Richmond Terrace alignment from Bank Street and Jersey Street
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Section 2: New Brighton Waterfront

As shown in Figure 9-2, the New Brighton Waterfront section extends
approximately 1.2-miles west from Section 1 along the Kill Van Kull shoreline
from Jersey Street to Davis Avenue. This section is generally characterized by
industrial and commercial uses including Atlantic Salt in the eastern portion of
the segment and by the Snug Harbor Cultural Center & Botanical Garden and
waterfront parkland in the western portion of the segment.

Area Urban Design and Visual Resources

The Section 2 study area closely follows the Kill Van Kull shoreline and Richmond
Terrace. Moving west along Richmond Terrace from Jersey Street, urban design
characteristics along the north side of the roadway are largely shaped by the
presence of Atlantic Salt, a marine salt terminal. This facility includes a tall brick
smokestack, which is a visible feature through much of the eastern portion of this
section, and large piles of salt (see Photo 9-14, Photo 9-15, and Photo 9-16).
However, chain-link fencing, plywood panels, and trees line most of the property
boundary along Richmond Terrace, obstructing views of the property and views
through to the waterfront from pedestrians on the roadway. As part of the
Proposed Project, a new station (New Brighton Station) would be located just
west of the Atlantic Salt property, fronting Richmond Terrace between Tysen
Street and Clinton Avenue. Views to the north and the waterfront in this area are
obstructed by existing vegetation and tree cover (see Photo 9-17).

The south side of Richmond Terrace in this portion of Section 2 contains a mix of
land uses and associated building types, including up to five-story mixed-use
buildings, single-story autobody shops and gas stations, parking facilities, vacant
lots, and commercial buildings of various building styles (see Photo 9-18).
Though sidewalks and shared bike lanes are provided along both sides of
Richmond Avenue in this area, the lot vacancies and fencing along the entirety of
the north side of Richmond Terrace detract from the pedestrian and cyclist
experience.
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Photo 9-14

n

Photo 9-15

£ }

View west toward the proposed alignment from
Richmond Terrace, at the site of the Atlantic Salt Terminal;
views obstructed by existing vegetation

Photo 9-17

View of vacant building and Atlantic Salt facing west

toward the proposed alignment from the intersection of
Jersey Street and Bank Street

Photo 9-16

View along Richmond Terrace and chain-link fencing at
the site of the Atlantic Salt Terminal

View north from the intersection of Richmond Terrace
and Clinton Avenue toward the proposed alignment

Photo 9-18

S

Photo 9-19

View south from Richmond Terrace along Tysen Street

View of Snug Harbor historical building

9-12
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The western portion of Section 2 is mainly occupied by the Snug Harbor Cultural
Center & Botanical Garden, a significant visual resource within the study area.
Snug Harbor is an S/NRHP-listed Historic District, NYCL, and National Historic
Landmark that consists of cultural facilities, a row of late nineteenth and early
twentieth century historic buildings, open space, and trails (see Photo 9-19
through Photo 9-24). The Snug Harbor campus is separated from Richmond
Terrace by a short wrought-iron fence, permitting full views of the campus from
the roadway (see Photo 9-21). There is informal New York City-owned parkland
with dense tree cover on north side of Richmond Terrace between the roadway
and the Kill Van Kull, generally blocking direct views to the water, particularly
during the warmer months with leaf-on conditions (see Photo 9-24). There is a
wider pedestrian overlook located across Richmond Terrace from the northern
gated entrance to Snug Harbor (see Photo 9-25) that does provide year-round
views to the water as well as a staircase down to a dock and walking path below.
Currently, the existing staircase alongside the overlook is in a state of disrepair
and barricaded off to prevent pedestrian access to this area. Similarly, the dock
area is barricaded and inaccessible due to its poor structural state. The partially
paved path, which is inaccessible from Richmond Terrace in this area, extends to
the west to meet back up with Richmond Terrace, and is overgrown with
vegetation. Further west of the platform, some benches and a memorial line the
sidewalk along the north side of Richmond Terrace (see Photo 9-26).

West of Snug Harbor along Richmond Terrace, the area is developed with a mix
of building types and land uses, including single-family homes set back from the
sidewalk, a gas station, and some one-and two-story brick utility buildings. The
western extent of this section also features a large surface lot which functions as
a parking and equipment staging area for Consolidated Edison (Con Ed) on the
north side of Richmond Terrace just west of Bard Avenue. This is the proposed
location of the Livingston Station that would be constructed as part of the
Proposed Project. The water in this portion of Section 2 is at grade with
Richmond Terrace, and the topography is relative flat compared with Section 1.
Views to the water are provided intermittently, though in several locations,
including adjacent to the large Con Ed surface lot, are impeded by chain-link
fencing or building obstructions (see Photo 9-27a and Photo 9-27b).
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View of Snug Harbor historical building

View west along Richmond Terrace with Snug Harbor
campus to the left
Photo 9-22

Photo 9-23

View north of the waterfront from inside the gates of the

View of the lawn area within the Snug Harbor Cultural
Snug Harbor Cultural Center

Center
Photo 9-24

View north of the waterfront from inside the gates of the
Snug Harbor Cultural Center, toward the proposed

View north toward the proposed alignment from the
alignment

entrance gate at the Snug Harbor Cultural Center
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Photo 9-26 Photo 9-27a

The site of the World War Il Memorial ann the

waterfront facing north Terrace

Photo 9-27b
RS =

- =

View of the Con Ed parking lot north toward the
proposed alignment from Richmond Terrace

Section 3: West Brighton Waterfront

As shown in Figure 9-3, the West Brighton Waterfront section continues west
from the proposed Livingston Station through Caddell Dry Dock, an active
maritime business situated along the Kill Van Kull, to Alaska Street. Section 3
generally parallels the shoreline and the primary roadway within this section,
Richmond Terrace.

Area Urban Design and Visual Resources

As detailed in Chapter 3, Land Use, Zoning and Public Policy, predominant land
uses in Section 3 include marine industrial uses along the waterfront and a mix of
residential, industrial, and parking facilities inland of Richmond Terrace.
Residential uses along the south side of Richmond Terrace range from two- to
three-story single-family homes to a five-story multi-family elevator building set
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back from the roadway located at the intersection with North Burgher Avenue
(see Photo 9-30b). In addition to size and density, these residential buildings vary
in age, condition, and architectural style, and consequently there is no cohesive
character to the residential buildings in Section 3. One notable residential
structure and visual resource in Section 3 is the Kreuzer-Pelton House, located at
1262 Richmond Terrace. This LPC-designated Dutch Colonial home is set back
from the street-front and situated up on a hill, visible to pedestrians (see Photo
9-28). The presence of various vacant lots and parking facilities along both the
north and south sides of Richmond Terrace detract from the pedestrian
experience along the roadway (see Photo 9-33).

This section also includes a working waterfront. The Caddell Dry Dock and Repair
Company is a large maritime shipyard that occupies much of the waterfront in
this area. Caddell’s two yards extend between Richmond Terrace and the
shoreline from Davis Avenue to west of Elm Street (East Yard) and then again
from east of Broadway west to Barrett Lane (West Yard). Caddell and the other
industrial businesses that occupy the waterfront in Section 3 have erected
approximately 8-foot tall fencing along much of the length of the property lines
along Richmond Terrace, meaning views of these industrial buildings and views
through to the waterfront from Richmond Terrace are scarce (see Photo 9-29). In
locations where there is no fencing, cranes and other industrial operations and
buildings are visible, and obstruct views to water (see Photo 9-30a).

Pedestrian infrastructure in Section 3 is inconsistent and where present, varies in
condition. Certain sections of Richmond Terrace have sidewalks only along the
south side of the roadway. From EIm Street to Alaska Street, approximately five-
foot wide sidewalks line both sides of the roadway, though sidewalks are often
cracked or in need of repair. From Pelton Avenue to Pelton Place, there are either
no sidewalks or sidewalks have been completely overgrown with vegetation.

Heritage Park is the most notable visual resource within Section 3 and provides
the one exception to the patterns described above, providing pedestrian access
and views to the waterfront. This approximately ten-acre park along the Kill Van
Kull shoreline is located at the west end of the segment, offering passive
recreational uses consisting of walking path, benches, and parking (see Photo 9-
31a, Photo 9-31b, and Photo 9-31d). Looking west, the park also provides views
of the Bayonne Bridge, while views to the east from the park include cranes and
other industrial waterfront operating equipment and buildings in the background
(see Photo 9-31c). Heritage Park itself is blocked from view from Richmond
Terrace by fencing. Photo 9-32 depicts the view from Heritage Park south toward
Richmond Terrace.
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Photo 9-28 Photo 9-29

[RE

NN

View west of the Caddell Dry Dock property from
Richmond Terrace; proposed alignment obstructed by
existing fencing

Photo 9-30a Photo 9-30b

View of the Kreuzer-Pelton House facing southeast from
Richmond Terrace

View northeast from Richmond Terrace of the industrial View southeast of multi-family residential building on the

buildings and operations at Caddell Dry Dock south side of Richmond Terrace
Photo 9-31a Photo 9-31b

View north from Heritage Park . View of Heritage Park facing southeast
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Photo 9-31c Photo 9-31d

View of Heritage ark facing et, improved with a paved  View west of the Bayonne Bridge from Heritage Park
walking path and benches

Photo 9-32 Photo 9-33

View of the entrance driveway and proposed alignment View north of parking aea along Richmond Terrace at
facing south from Heritage Park Alaska Street

Section 4: Viaduct

As shown in Figure 9-4, Section 4: Viaduct extends west from Alaska Street to
John Street. Section 4 includes the area where the Proposed Project would
transition from the at-grade segment to the existing elevated former North Shore
Railroad viaduct. The Section 4 study area follows the proposed alignment along
the viaduct, which generally passes through vacant land west of Heritage Park as
well as industrial uses, including the Port Richmond Wastewater Resource
Recovery Facility, and continues through a mixed-use corridor and residential
neighborhood further west.

Area Urban Design and Visual Resources

The existing viaduct structure is a prominent visual feature within Section 4. It
rises approximately 22-feet above the existing street level, supported with
concrete columns and topped with metal guardrails (see Photo 9-35 and Photo
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9-36). As the viaduct has been abandoned for over 30 years, the aesthetic
conditions of the structure are poor, and the fencing is overgrown with
vegetation in many places. The viaduct ends just west of Treadwell Avenue, and
transitions to an at-grade section, which then crosses Nicholas Avenue on an
overpass. The ROW eventually shifts from at-grade to an existing open cut,
continuing to the section end at John Street.

Given the viaduct's path through the Port Richmond Wastewater Resource
Recovery Facility and other large industrial properties along the eastern portion
of this section, views of the structure are limited to those public streets that cross
its path, including Richmond Terrace, Park Avenue, Port Richmond Avenue, Maple
Avenue, Faber Street, Sharpe Avenue, Treadwell Avenue, and Nicholas Avenue.
The urban design character of these streets varies depending on the predominant
land uses present on these streets. The visual character of Park Avenue and
Richmond Terrace are influenced mostly by vacant land and industrial properties
that are fenced off from the street, with some single-family and two- to three-
story brick mixed-use buildings just south of the viaduct (see Photo 9-34).

As more of a mixed-use and commercial corridor, Port Richmond Avenue is
improved with one- and two-story retail and mixed-use buildings, which promote
increased pedestrian activity. The S/NRHP-eligible Port Richmond Historic District
is located just north of the viaduct along Port Richmond Avenue. This district
encompasses a small commercial corridor between the viaduct structure and
Richmond Terrace. The buildings are primarily two-to three story in height,
predominantly industrial in style, incorporating Romanesque Revival
characteristics, such as the wide-rounded arches above the windows (see Photo
9-37). The NYCL Reform Church building located immediately north of the
viaduct is a Greek Revival church building with a small adjacent cemetery.

The north-south running streets within the study area become increasingly
residential further west within Section 4, with detached single-family homes of
varying architectural styles along the streets from Maple Avenue to Nicholas
Avenue (see Photo 9-38). As a walkable primarily residential neighborhood,
pedestrian accommodations are consistent along the public streets that cross the
path of the existing viaduct, with sidewalks along both sides of the roadways.
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Photo 9-35

—

View north of the viaduct from the street level of

View north of the viaduct along Richmond Terrace

Richmond Terrace

Photo 9-36 Photo 9-37

View northeast of the viaduct along Park Avenue View south from Richmond Terrace of the Port Richmond
Historic District

Photo 9-38

View south of the viaduct from the street level of Sharpe
Avenue
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Section 5: Open-Cut Section

As shown in Figure 9-5, Section 5 begins in the vicinity of John Street, just east of
the Bayonne Bridge, where the proposed alignment would transition into the open-
cut section of the former North Shore Railroad ROW before ending at Union Street.
The open-cut section is approximately 20 to 30 feet below grade. As detailed

in Chapter 3, Land Use, Zoning and Public Policy, the alignment in this section
extends southwest under the Bayonne Bridge and through primarily mixed-use
neighborhoods supporting low-density residential and commercial/light industrial
structures.

Area Urban Design and Visual Resources

The eastern-most portion of Section 5 runs beneath the Bayonne Bridge, where
the bridge and its supporting structures are the defining visual feature of the
study area. The Bayonne Bridge is a steel arch bridge which spans the Kill Van Kull
from Bayonne, New Jersey to the North Shore of Staten Island. The entrance ramp
to the bridge which passes over the study area is supported by tall concrete piers,
between which the open-cut portion of the former North Shore Railroad ROW
runs (see Photo 9-39 through Photo 9-41). From the years during which this ROW
has not been used, it has become overgrown with vegetation as well as a dumping
ground for garbage and debris (see Photo 9-42 and Photo 9-43). Pedestrian
access to the bridge is available from Trantor Place, south of Innis Street, leading
to a 12-foot path that runs along the east side of the bridge.

West of the Bayonne Bridge, the existing ROW crosses several north-south running,
primarily residential streets. As the open-cut area of the ROW sits below street level,
the ROW is not visible from much of the study area within Section 5. The alignment
passes beneath a series of bridges along these streets, including Morningstar Road,
Granite Avenue, Lake Avenue, Simonson Avenue, Van Name Avenue, Van Pelt Avenue,
Dehart Avenue, and Union Avenue. From these bridges, most of what can be seen of
the ROW is the overgrowth of trees and vegetation, as well as debris. West of Union
Avenue, some views of the existing freight railroad tracks along the ROW are prevalent
(see Photo 9-44). Certain streets within the study area are dead ends cut off by the
crossing of the open-cut ROW. Like the views from the bridges, views from these
streets, such as at Erastina Place, are primarily of overgrown trees and vegetation
behind chain-link fencing (see Photo 9-45).

Because this area predominantly contains low-density residential and commercial
light/industrial uses, pedestrian activity within the Section 5 study area is light.
Throughout this segment, paved sidewalks are approximately three feet in width
along the street frontages. There are no existing publicly-accessible open spaces
or natural features within the Section 5 study area. This area has been improved
with streetlights and pedestrian crossings. As described, except for the roadway
bridges with sidewalks over the existing ROW, views of the open-cut section of
the ROW are limited within the study area.
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Photo 9-39 Photo 9-40

View northeast of the Bayonne Bridge from Richmond View north of the Bayonne Bridge approach from the
Terrace intersection of Morningstar Road and Newark Avenue

Photo 9-41 Photo 9-42

View of te neighborhood near the Bayonne Bridge View north of the proposed alignment situated in the
approach north along Newark Avenue open-cut along Eaton Place

Photo 9-43 Photo 9-44

- 0 s = »\\\

View southeast of vegetativegrowth and arbage within View north of open-cut portion of the proposed

the open-cut portion of the proposed alignment alignment from Simonson Avenue and roadway bridge
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View south of open-cut portion of the proposed
alignment from the dead-end at Erastina Place

Section 6: Arlington Station

As shown in Figure 9-6, Section 6 extends from Harbor Road west to South
Avenue, then south along South Avenue to Cable Way/Netherland Avenue. The
proposed alignment in this section follows the former ROW under the Harbor
Road bridge before shifting slightly south. Near Roxbury Street, the alignment
would leave the open-cut and rise to grade passing beneath the existing South
Avenue bridge.

Area Urban Design and Visual Resources

Within Section 6, the existing ROW continues west within an open-cut, running
north of and parallel to Roxbury Street. Inmediately south of Roxbury Street is
the New York City Housing Authority (NYCHA) Mariner's Harbor complex,
composed of a series of three-story brick buildings on a large lot with internal
walking paths and lawn areas. Roxbury Street is a two-lane roadway with a
parking lane on either side, and a wide sidewalk on the south side of the roadway
adjacent to Mariner's Harbor (see Photo 9-46). There is an existing pedestrian
ramp leading from Roxbury Street up to the South Avenue bridge which is
planted on both sides with trees and does not provide significant views to the
ROW (see Photo 9-48). The predominant uses on the north side of the ROW are
single-family residential uses and industrial uses with large industrial buildings
and gated storage lots. Views of the ROW from the dead-end streets to the north
(including Lockman Avenue and Grandview Avenue) are blocked by existing
fencing and an overgrowth of vegetation.
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Figure 9-6 Section 6 Study Area Photo Locations
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The western portion of the Section 6 study area is centered on South Avenue, a
two-lane roadway with parking lanes and sidewalks lining both sides. Uses along
the west side of South Avenue are separated from the sidewalk by tall chain-link
fencing overgrown with vegetation, significantly limiting views to those
properties, including the site of the proposed Arlington Station described above
(see Photo 9-47). Further south along South Avenue is primarily improved with
single-family homes set back from the street-front with landscaped front yards
(see Photo 9-49).

Photo 9-46

~

Photo 9-47

View west from South Avenue romust south of the
on the left and existing right-of-way on the far right bridge over the existing right-of-way

Photo 9-48 Photo 9-49

View north along South Avenue across the South Avenue . ' . )

brid he existing right-of View south along South Avenue at the intersection of

ridge over the existing right-of-way; access to
'°9 .V Xisting ng way. ) South Avenue and Brabant Street

pedestrian ramp to Roxbury Street on right
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No-Action Condition

Under the No-Action Condition, the Proposed Project would not be
implemented, and the existing former North Shore Railroad ROW would remain
abandoned and unimproved. Independent of the Proposed Project, several
developments are anticipated to be completed by the Build Year of 2035. No-
Action developments that may have an effect on the visual character of the study
area are detailed below.

Bay Street Corridor

Directly south of Section 1: St. George, the Special Bay Street Corridor District has
been established to enhance economic diversity and create a walkable, urban
streetscape. The stated goal of the project is to encourage well-designed
buildings that complement the built character of the surrounding neighborhoods,
including St. George. At full buildout, the redevelopment plan would facilitate
approximately 2,557 residential units, 275,348 sf of commercial space, 46,799 sf
of community facility space and 1,290 parking spaces. This would increase density
within the district and would promote a better pedestrian environment along Bay
Street, directly south of the North Shore BRT study area. Public realm investments
will include completion of a waterfront esplanade, 12 acres of waterfront open
space, repairs to Tappen Park, two new public schools, and pedestrian and
intersection improvements. These improvements will occur to the south of the
Proposed Project, and therefore will not significantly affect visual conditions
within the study area.

Lighthouse Point

Adjacent to the St. George Terminal to the south of Section 1, Lighthouse Point
will introduce more than 100 residential units, 85,000 sf of retail, a 160-room
hotel and communal-style workspaces. This project will also include a series of
outdoor recreational areas throughout the site, open to the public. Given the
location of these spaces south of the Proposed Project, they are not anticipated
to significantly affect visual conditions within the study area. The most visually
prominent feature of this new development will be a tall, modern glass residential
tower that will be visible from the St. George Terminal and various other locations
within the Section 1 study area.

River North

River North is a proposed multi-building development bounded by Richmond
Terrace to the north, Hamilton Avenue to the south, Stuyvesant Place to the east
and Nicholas Street to the west. This proposed development would introduce
more than 600 residential units in three buildings ranging between 11 and 16
stories. This project will also include retail uses and private open space that would
also be accessible to the public. The project would introduce three visually
prominent modern residential towers, varying between 130 feet and 198 feet in
height. As such, the project would affect views of the waterfront and alter the
urban design character of Richmond Terrace and the St. George area.

Staten Island North Shore Bus Rapid Transit: Final Environmental Impact Statement



STATEN ISLAND NORTH SHORE BUS RAPID TRANSIT

160 Richmond Terrace

This project consisting of 77 residential units is situated at the confluence of
Stuyvesant Place and Richmond Terrace. The project is adjacent to the proposed
River North development, described above. This project would introduce a new
7-story modern residential building that would be visible along portions of
Richmond Terrace.

110 Port Richmond Avenue Housing Development

Located on the west side of Port Richmond Avenue within Section 4, this project
will include an eight-story building with 77 residential units. This development
will minimally alter the urban design character of the surrounding area, as there
are few existing buildings of similar height nearby. This development will not
impact views of the waterfront, as the site is located further inland. There are no
other existing-publicly accessible open spaces, natural features or visual corridors
near this development.

With-Action Condition

The Proposed Project would consist of the implementation of BRT service along
the 8-mile proposed alignment between St. George Terminal and West Shore
Plaza. The sections of the proposed alignment vary in their physical setting, and
include at-grade, elevated viaduct, and below grade open-cut sections, with
street-running portions along South Avenue (mixed-traffic) and Richmond
Terrace (exclusive two-lane center-running busway). A full description of the
proposed alignment and various new features required for operation of the BRT
is provided in Chapter 2, Proposed Project and Alternatives. The following is an
analysis of the Proposed Project’s potential effects on urban design conditions
and visual resources within the study area, by section of the alignment. This
assessment analyzes the potential impacts of both the alignment of the proposed
BRT service and the construction of the seven proposed stations within the
busway.

Section 1: St. George
Alignment

As detailed in Chapter 2, Proposed Project and Alternatives, the eastern portion
of the proposed alignment within Section 1 extends on Richmond Terrace
between the St. George Terminal entrance and Nicholas Street. Consequently,
changes to the urban design character and visual resources in this segment
would be limited to a reconfiguration of the roadway to include a center-running
exclusive bus lane in each direction. See Figure 2-6 in Chapter 2, Proposed
Project and Alternatives, for an illustrative rendering of the proposed busway on
Richmond Terrace. To accommodate this change, the existing Richmond Terrace
median would be removed, and width would be reallocated from existing parking
lanes, the northbound bike lane, and some sidewalks. The proposed roadway
reconfiguration is not anticipated to significantly modify the urban design
character of the study area.
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One location that would require some modification of the block face fronting the
NYPD's 120%™ Precinct building and the Staten Island Family Courthouse. To
maintain unobstructed access to Richmond Terrace for NYPD emergency vehicles,
the Proposed Project would be designed to maintain perpendicular parking for
NYPD vehicles between Hamilton Avenue and Wall Street while also
accommodating the proposed busway on Richmond Terrace. This would require
modifications to a landscaped berm, retaining walls and two stairways in front of
the 120" Precinct and a modification to the front steps and courtyard of the
courthouse off Richmond Terrace. The existing sidewalk on the south side of
Richmond Terrace would be reduced in width in order to formalize the
perpendicular parking on this blockfront. The reduction in sidewalk width to 5
feet is the effective clear width of the sidewalk under existing conditions, as
police vehicles are using the sidewalk to partially accommodate the combat
parking. While the proposed modifications would change the configuration of
the front steps to these buildings, sufficient pedestrian accommodations would
be maintained. See Figure 9-7 for an illustrative view of the proposed alignment
in this location. As detailed in Chapter 8, Historic and Cultural Resources, the
State Historic Preservation Office and New York City Landmarks Preservation
Commission reviewed the plans for these modifications and expressed no
concerns related to historic resources.

Figure 9-7 120 Police Precinct and Staten Island Family Courthouse

Modifications, No-Action and With-Action Conditions

No-Action Condition 120t Police Precinct view from Richmond Terrace
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With-Action Condition 120" Police Precinct view from Richmond Terrace
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No-Action Condition SI Family Courthouse view from Richmond Terrace

With-Action Condition SI Family Courthouse view from Richmond Terrace

Further west, the proposed alignment would require construction of a ramp at
the intersection of Nicholas Street and Richmond Terrace, which would descend
to the North Shore Railroad ROW alignment adjacent to Bank Street. The
proposed ramp would be approximately 2,100 feet long and would share the
intersection with the existing access ramp to the former New York Wheel Garage
ramp. The proposed changes would include some limited visual changes to the
intersection, including the addition of another vehicular approach to the
intersection and crossing a small portion of the North Shore Esplanade to
accommodate the new approach. However, given that existing views to the water
from this intersection already include the ramp infrastructure associated with the
former New York Wheel Garage, the new ramp would not significantly alter the
character of the study area in this location. See Figure 9-8 for an illustrative view
of the proposed ramp in this location.
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Figure 9-8 Nicholas Street Ramp, No-Action and With-Action Conditions

No-Action Condition Richmond Terrace and Nicholas Street

Station

The proposed terminal station in Section 1: St. George would repurpose the
existing taxi stand on the bus deck at St. George Terminal for the eastern
terminus of the North Shore BRT. As the proposed station would make use of
existing infrastructure, no significant changes to urban design or visual resources
are anticipated.

Section 2: New Brighton Waterfront
Alignment

The proposed alignment within the eastern portion of Section 2 follows the
former ROW through the Atlantic Salt industrial facility from Jersey Street to
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Clinton Avenue. As detailed in Chapter 3 Land Use, Zoning, and Public Policy,
through a potential land exchange with Atlantic Salt, the proposed busway would
be shifted closer to Richmond Terrace, and would run through an existing tunnel
structure on the Atlantic Salt property that is below the grade of Richmond
Terrace, before ascending slightly to meet the proposed New Brighton Station
(detailed below). As described above in existing conditions, there are no
significant waterfront views from Richmond Terrace in this area, but rather views
are primarily of existing buildings, salt piles, and chain-link fencing associated
with the Atlantic Salt property. Therefore, the placement of the proposed BRT
busway along the north side Richmond Terrace under the With-Action Condition
would not detract from the urban design character of this portion of Section 2,
and in certain locations, would be below the grade of Richmond Terrace and
hidden from view.

East of Bard Avenue, the proposed busway would primarily utilize city-owned
right-of-way and would also pass-through existing New York City-owned
parkland on the north side of Richmond Terrace adjacent to Snug Harbor as
detailed in Chapter 6, Open Space. The proposed busway in this location would
involve the construction of an approximately 2,770-foot elevated busway on piers
and would require clearance of the parkland vegetation during construction. As
previously noted, pedestrian access to the waterfront is currently prohibited as
the existing steps alongside the overlook are barricaded off. Repairs to the
overlook and stairs would not be included under the With-Action Condition.
These repairs would be made independently by the property owner. However,
once the stairs are brought to a state of good repair, access to the waterfront
would be restored and the proposed busway would not impede this access.

Figures 9-9 through 9-11 provide illustrative views of the proposed busway from
various viewpoints within Snug Harbor under the No-Action and With-Action
Conditions. As shown, the proposed elevated busway would be visible from a
number of viewpoints at the Snug Harbor campus as well as from a number of
contributing resources within the overall Sailors’ Snug Harbor S/NRHP Historic
District, as detailed in Chapter 8, Historic and Cultural Resources. In the case of
the views from Richmond Terrace, the proposed structure would block views to
the New Jersey skyline across the Kill Van Kull, and from most vantage points,
would either block or obstruct existing views of the water.
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Figure 9-9 Snug Harbor View from Historic Buildings, No-Action and With-

Action Conditions

No-Action Condition

S
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Figure 9-10 Snug Harbor View from Front Lawn, No-Action and With-Action

Conditions

No-Action Condition

With-Action Condition
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Figure 9-11 Snug Harbor View from Richmond Terrace, No-Action and With-

Action Conditions

No-Action Condition

With-Action Condition

Per CEQR Technical Manual guidelines, an urban design impact may be
significant if it alters a built environment in a manner that would negatively affect
pedestrians’ experience of the area, if it obstructs important visual resources,
and/or if it obstructs a view that is unique. In the case of the views from Snug
Harbor, the Proposed Project may alter the context of the campus, for which
views to the Kill Van Kull were important to the setting for former sailors housed
at the institution (as detailed in Chapter 8, Historic and Cultural Resources). In
light of these conditions, and the fact that the Proposed Project in this location,
would obstruct a unique view and would diminish the quality of the pedestrian
experience, the Proposed Project would have a significant adverse impact on the
urban design characteristics and visual resources of the study area in Section 2,
adjacent to Snug Harbor (see Chapter 22, Mitigation).
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Moving further west, the proposed alignment would pass behind an existing
restaurant and a gas station. Retaining walls would be constructed on the gas
station property but would not significantly alter the existing visual conditions of
the property.

Stations

Two stations are proposed within Section 2—New Brighton Station, on Richmond
Terrace between Clinton Avenue and Tysen Street and Livingston Station, along
Richmond Terrace between Davis and Bard Avenues. The New Brighton Station
would feature eastbound and westbound side-loading platforms that would be
approximately 140 feet in length, with an approximately 70-foot long canopy
provided in order to cover boarding areas of two standard buses. Similarly, an
approximately 35-foot shelter with seating would be centered along the canopy.
The station would feature elevators, stairs and a pedestrian overpass. A sloped
walkway would provide pedestrian access to the station from Richmond Terrace.
The New Brighton Station would be oriented parallel to Richmond Terrace (The
changes to the visual character of the intersection would include replacing
existing trees along the waterfront with ramps and the station infrastructure
described above. Photo 9-17 in the Existing Conditions section above shows the
existing view at the proposed site of the New Brighton Station. Existing views to
the water in this location are obstructed by tree cover, and existing residential
and commercial buildings are located on the south side of Richmond Terrace in
this location. The proposed location is also immediately adjacent to the Atlantic
Salt property. A new transportation facility would not be out of character with this
adjacent industrial property, nor would it be incompatible with the nearby
residential and commercial uses. Therefore, installation of the New Brighton
Station is not anticipated to negatively impact the urban design character of the
study area in this location.

The proposed Livingston Station would be constructed at grade along Richmond
Terrace, at the site of an existing Con Ed parking and equipment staging area.
The Livingston Station would also feature a 72-space park-and-ride facility along
Richmond Terrace, with the station set back from the roadway. Elevators and
stairs would be placed on the east end of both platforms to provide vertical
circulation. These elements would be connected via a pedestrian overpass that
would allow safe access across the busway to and from the westbound platform.
Pedestrian connectivity would be provided via a sidewalk following the extension
of Bard Avenue, and some Con Ed parking and a laydown area for their
equipment would be maintained at the western edge of the property. As
construction of the station would replace an existing parking facility, it is not
expected to significantly alter the urban design character of the area.

Section 3: West Brighton Waterfront
Alignment

Within the eastern portion of Section 3, the proposed alignment would travel
through Caddell Dry Dock. The existing ROW would be shifted from its existing
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location through the Caddell property further inland along Richmond Terrace
(see Figure 9-12 and Figure 9-13). The potential property exchange, detailed in
Chapter 3 Land Use, Zoning, and Public Policy, would require elimination of
some buildings on the Caddell property, but would not change the existing
maritime industrial character of the property. A proposed retaining wall and fence
would separate the existing sidewalk from the busway, which, as described above,
would be like the existing conditions along the property line, and therefore would
not alter the visual character of the study area.

Figure 9-12 Caddell Dry Dock, Broadway and Richmond Terrace

No-Action Condition
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Figure 9-13 Caddell Dry Dock Entrance, Broadway & Richmond Terrace

No-Action Condition

Further west of the Caddell property, the proposed alignment would pass
immediately to the south of Heritage Park, crossing the park access road from
Richmond Terrace and displacing one of the two existing parking lots that serve
the park (see Figure 9-14 and Figure 9-15). Pedestrian access to the park would
be maintained through proposed traffic and crosswalk signals. As the proposed
busway would be provided at-grade in place of a parking area, it is not

9-41 Staten Island North Shore Bus Rapid Transit: Final Environmental Impact Statement



STATEN ISLAND NORTH SHORE BUS RAPID TRANSIT

anticipated to significantly alter the visual character of the park, nor would it
block significant views from the park.

Figure 9-14 Heritage Park - View from Richmond Terrace

No-Action Condition

With-Action Condition
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Figure 9-15 Heritage Park & Alaska Street

No-Action Condition

At Alaska Street, a new curb cut would be installed on Richmond Terrace to allow
local feeder bus routes and emergency service providers to enter the busway. As
shown in Photo 9-33 above, this feeder roadway would replace an existing
parking area, and therefore would not significantly alter the visual character of
the intersection.

Station

The proposed West Brighton Station would be constructed at-grade and would
be located along the north side of Richmond Terrace just west of North Burgher
Avenue. The proposed station would displace two businesses in that location.

Pedestrian overpasses would be provided to avoid passenger an