Cross Harbor Freight Tunnel: Add Subway To Staten Island and More!
The Brooklyn Historic Railway Association (BHRA) applauds the Port Authority’s endeavour to
build a rail tunnel under New York Harbor. This idea has dates back to the 1920’s when the 
City
of New York, and later Port Authority, first devised plans to connect Long Island with the
mainland U.S. via a cross harbor rail tunnel.
The Port Authority's current plan calls for a rail

tunnel alignment from 65th street yards in Brooklyn to Greenville Yards in New Jersey.
However, this alignment was developed as a result of a political schism with then Mayor Hylan
and his plan to connect Brooklyn with Staten Island, v
ia a 4 track freight, passenger, and subway
tunnel from Bay Ridge in Brooklyn, to St George in Staten Island.

Similar to the Port Authority's earlier plan, the Port Authority's current proposal lacks a
passenger rail component and a link to Staten Island. Because such a large construction project is
a once in a lifetime opportunity, the BHRA believes that the Port Authority's plan should be
revised to include a passenger rail link to Staten Island. 
Our alternative calls for a revival of the
City's plan, hybridized with the 
Port Authority's
plan, with two freight tunnel portals on the
Brooklyn side. The first portal would surface near Brooklyn's 1st Ave, at the old Cross Harbor
rail yard. This would permit freight rail access to the Sunset Park waterfront, including, but not
limited to, Bush Terminal and the Sims Recycling facility. The second Brooklyn freight portal
An underground connection to

would emerge in the LIRR Bay Ridge cut near 6th Ave. 
(Fig. 1).
the 4th Ave BMT subway would be made just south of the 59th Street station in Brooklyn.

(Fig.2)
.
The subway component could utilize already existing tunnel shafts built in 1925, which
cost the city about $1 million in 1925 dollars. The 4 tracks would meet in either of two
configurations; the first, a double level “trench tunnel” similar in design to the MTA’s 63rd street
tunnel, which is currently being used in the East Side Access project (
Fig.3
); or in a single level
horizontal arrangement, as per the City’s circa 1925 design (
Fig.4
). T
he proposed tunnel would
consist of 4 tracks to St. George, and then 2 freight tracks continuing to New Jersey. 
This would
keep subway trains on a separate right of way away from freight trains and ameliorate the Port
Authority’s concerns with a shared tunnel (see T
able 42
,
Alternative 17
). Our tunnel proposal
would not exceed a 2% grade in order to conform to existing rail infrastructure across the United
States.

The tunnels' freight tracks could then be routed onto existing industrial tracks in Bayonne (
Fig.
5
). The tunnel's subway tracks would emerge in St. George, connecting with the Staten Island
Railway. They could even continue along the old North Shore branch of the Staten Island
Railway. Much of the necessary engineering work and legal approvals for such a project were
completed in the 1920’s and would save the Port Authority both time and money (
Fig. 6
). The
City generated nearly 150 pages of detailed engineering drawings, which together with other
voluminous planning documents are herewith attached as a DVD.

The Port Authority has indicated that this tunnel could cost between $711 billion. If the Port
Authority can keep the cost per 2 track mile closer the $1.2 billion end of the scale, we believe
our proposal would not result in a significant departure from the Port Authority’s current upper
figure of $11 billion.

In addition, we also propose that the Port Authority and MTA consider decking over the open cut
portions of the Bay Ridge Branch and selling and/or leasing the air rights,to raise additional
funds for the construction of the tunnel.

In conclusion, the City spent roughly $10 million in 1922 dollars ($135,277,714 in todays
dollars) on construction and land acquisition for this project. We feel the cap on the Brooklyn
shaft off Shore Road be opened, and the extant tunnel examined, and its already built length
determined, for possible future use.

Sincerely,
The Brooklyn Historic Railway Association
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Table 42

Backup Calculations
Curve Compensation
Where curve compensation is needed, grades on curved track will be reduced by the following:
𝐺! = 0.04 × D
𝐺! = Amount of grade reduction (percent)
D = Degree of curvature (decimal degrees)
The original design of the Narrows tunnel called for a 3.00 degree of curvature.
This gives us the following, where 𝐺! = 0.12 and our grade is 2%
Uncompensated Grade
Compensated Grade
Actual
Effective
Actual
Effective
2.00
2.12
1.88
2.00
!,!"#
Note: Degree of Curvature: 𝐷 =
!

D = Degree of curve (decimal degrees).
R = Radius of curve (feet)
In our case, the circular curve radius leading from the Narrows tunnel into the proposed 1st Ave
portal would be 1,910 ft
!

𝑎𝑟𝑐 𝑙𝑒𝑛𝑔𝑡ℎ = 2𝜋𝑅(!"# )
C = the central angle of the arc in degrees (in our example, about 90 deg)
R = the radius of the arc
π = approximately 3.142
So, the length of the circular curve between the Narrows tunnel and the 1st Ave portal would be
about:

2𝜋 1,910

90
= 3,001 𝒇𝒕
360

Backup Calculations
Spirals
When used, spiral transition curves will be designed as shown in chapter 5, part 3 of the
AREMA Manual.
d = ks
Where:
d = degree of curvature of the spiral at any point
k = increase in degree of curvature per 100-foot station along the spiral
s = length along spiral in 100-foot stations

Super-elevation will uniformly increase from zero at the beginning of the spiral (at the tangent)
to the full elevation at the end of the spiral (where full curvature is reached).

Backup Calculations
From Source 1, Table 6-2:
Degree of Curvature
3

20 mph
1 inch

Design Operating Speed
25 mph
1.5 inch

30mph
2 inch

Spiral length will be determined from equation 6-3.
𝐿! = 40×𝑠
𝐿! = Length of spiral (feet).
𝑆 = Full super-elevation (inches)

Let’s pick a 3 degree curve, design speed of 25mph, a super elevation of 1.5 inch.
𝐿! = 40×1.5
𝐿! = 𝟔𝟎𝒇𝒕

Sources:
4-860-01Fa, Ufc, and 16 January 2004. "Railroad Design and Rehabiliation." (n.d.): n. pag.
Whole Building Design Guide. Web. 12 Feb. 215.
<http://www.wbdg.org/ccb/DOD/UFC/ufc_4_860_01fa.pdf>.
Brown, Halsey G., P.E. THE HISTORY OF THE DERIVATION OF THE AREMA SPIRAL
(n.d.): n. pag. AREMA. Web. 12 Feb. 2015.
<https://www.arema.org/files/library/2008_Conference_Proceedings/The_History_of_the_Deriv
ation_of_the_AREMA_Spiral_2008.pdf>.
"Spiral Curve." Creative Computing 4 Windows. N.p., n.d. Web. 12 Feb. 2015.
<http://www.cc4w.net/spiral/index.aspx>.
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7

JOINING STATEN
ISLAND TO
NEW YORK CITY

w h i l e se rv i ng as chairman of the Board of Consulting Engineers for the Holland Tunnel, Wilgus
continued his consulting practice. Among his most lucrative assignments were valuations of railroads to
support applications to the Interstate Commerce Commission for rate increases. Among these was a valuation
of the Lehigh Valley Railroad rising out of a dispute over
rates charged by the railroad to haul anthracite coal
from Pennsylvania. Using the system of valuation prescribed by the ICC, Wilgus directed over 100 assistants in an inventory of the railroad’s property. He calculated the costs of reproducing the railroad at $324,478,300.1 After his testimony
before the ICC on behalf of the Lehigh, the railroad’s general counsel argued that, based on
Wilgus’s testimony, the railroad was undercapitalized and its current rates did not provide a
fair return.
Throughout the 1920s, Wilgus conducted evaluations for a number of other
railroads, including the Bangor & Aroostook; the Toledo, St. Louis and Western;
the Chicago & Alton; and the New York, New Haven, & Hartford. With the earnings from these consulting assignments Wilgus purchased property along the
Connecticut River in Ascutney, Vermont, and built a country retreat that he
called “Iridge.”
In New York tension continued between the city and the newly established
Port of New York Authority. City politicians, led by Mayor John Hylan, opposed
the Port Authority on the grounds that the unelected, quasi-public agency
usurped local control and threatened the power of elected officials to direct
transportation projects in the city and the port. With the publication of a first
series of plans, the authority had proposed an underground freight subway for
lower Manhattan connected to the railroads in New Jersey by tunnels under the
Hudson River, identical in many ways to Wilgus’s small-car freight subway. In
addition to the freight subway, the authority had also proposed an “inner” belt
line railroad in New Jersey from Piermont, above the Palisades, to Bayonne and
Perth Amboy, opposite Staten Island. To move freight more efficiently across the
harbor, the authority also planned to build a freight tunnel under the Upper Bay
linking Greenville in New Jersey to Bay Ridge in Brooklyn, currently served by
the car floats of the Pennsylvania Railroad.2
While the New York politicians could not prevent the railroads from partici-

The Narrows Tunnel

219

Page 25 of 488
pating in a plan for an inner-belt railroad in New Jersey, they viewed the plan
for a freight tunnel under the Upper Bay as a direct threat to the inherent power
of the city government. In addition, neither the Port Authority’s belt line plan
nor the Upper Bay tunnel provided transportation improvements for Staten Island. Mayor Hylan and the New York City political leaders felt a strong obligation
to include Staten Island in the city’s efforts to improve mass transit and freight
distribution. Hylan, with the support of Staten Island politicians and business
leaders, proposed that the city of New York build a tunnel under the Narrows
separating Staten Island from Brooklyn. Planned to accommodate both passengers and freight trains, the “Narrows Tunnel” would end Staten Island’s isolation from the other boroughs.

The Plan for a Narrows Tunnel

In the summer of 1921, Mayor Hylan and the city’s representatives in Albany
introduced legislation requiring New York City to construct a freight and passenger tunnel under the Narrows between the boroughs of Richmond (Staten
Island) and Brooklyn.3 Further, the law required construction of the tunnel to
begin within two years. The New York City Board of Estimate immediately appropriated money to begin planning and directed the board’s chief engineer,
Arthur Tuttle, to recruit a group of eminent transportation engineers to serve as
consultants. Hylan believed the legislation ensured construction of the Narrows
tunnel and dramatically reasserted the city of New York’s local control over
transportation improvements.
Tuttle turned to William Wilgus to serve as a consulting engineer for the tunnel project. In part, this was because Wilgus had, more than a decade earlier, in
1910, proposed a plan for a belt line railroad in the port of New York, including
a rail tunnel connecting Staten Island to Brooklyn.4 Wilgus described Tuttle’s
invitation as a new assignment that “unexpectedly came my way, to yield me
compensation . . . and embroil me in a political fight.”5 As with all of his professional endeavors, he set to work to prepare a detailed report supporting the tunnel plan and began to publicly advocate for the Narrows Tunnel.
Wilgus realized that the Narrows Tunnel consulting job allowed him the opportunity to revisit his 1910 plan for an outer belt line railroad. He immediately
suggested expanding the scope of the Narrows Tunnel project to include a rail
line across Staten Island and a bridge over the Arthur Kill. Adding a railroad
bridge over the Arthur Kill would create a direct rail link from New Jersey,
across Staten Island, and under the Narrows to Brooklyn. The Narrows Tunnel
offered the opportunity to connect the railroads in New Jersey directly to the
Long Island Railroad in Brooklyn by crossing Staten Island. From Brooklyn,
freight trains could ride on the New York Connecting Railroad through Queens
and over the Hell Gate Bridge to the Bronx. The Narrows Tunnel provided the
key to creating the eastern portion of the belt line railroad he had first proposed
a decade earlier. Freight destined for Staten Island, Brooklyn, Long Island,
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Queens, the Bronx, and New England no longer would need to be floated across
the harbor, a costly and inefficient way to move freight.
To build support for the city’s tunnel project, Wilgus spoke before the New
York chapter of the American Society of Civil Engineers in December 1921. He
explained that the tunnel represented more than just a “local improvement,” as
the Port Authority recently charged. Both the time and cost of delivering freight
across the harbor would be reduced, Wilgus argued, “by the diversion of freight
around instead of delivery in Manhattan, followed by trucking to the outlying
boroughs.”6
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Wilgus followed up his talk before his fellow engineers with an article in the
prestigious Scientific American. Here, he outlined the problems created for the
entire country by the cumbersome and costly system of freight handling in the
port. For two centuries the port and the Hudson and East Rivers had provided
New York with unique advantages, especially in the era of sail, when freight arrived by ship or canal barge. With the rise of the railroads, these advantages
became liabilities; freight arriving by rail on the New Jersey side of the harbor
had to be hauled across the water to Manhattan or Brooklyn. He enumerated
the threats to the continued preeminence of the port of New York:
1. The apathy of its citizens who, like the fabled hare, have not realized in
greatness lurks the seed of its own decay—an overweening confidence
in the maintenance of supremacy without effort.
2. The presence of a physical barrier of the first magnitude between rail terminals on the New Jersey mainland and the island city of New York; and
3. The existence of the boundary between the states which politically separates
the two parts of the common port.7

In his analysis the Narrows Tunnel formed one part, albeit a crucial part, of the
larger plan for a belt railway to encircle the entire port of New York. With the
addition of a Narrows Tunnel and the belt line, quick and efficient freight transfers between all of the railroads would be possible, significantly lowering costs
and ensuring the port’s continued dominance.
Wilgus recognized a serious challenge: the cost of the Narrows Tunnel and
belt line railroad could not be justified unless “revenue from prospective users
should far exceed anything that could be expected from the very meager interborough passenger service.” 8 Testifying before the Board of Estimate in January
1922, Wilgus estimated the cost of the tunnel at $110 million, including the
tracks and rail yard on Staten Island and a viaduct over the Arthur Kill connecting to the rail network in New Jersey.9
Once again, plans for an innovative solution to the port’s transportation problems rested on the cooperation of the railroads. Revenue depended on the railroads’ abandoning their expensive lighterage and car float systems and diverting
freight traffic by rail through the Narrows Tunnel. If the railroads participated,
projected freight fees would be more than sufficient to cover the bonds necessary
to finance construction. Once again, the financial model depended upon a rational, cost-benefit analysis on the part of the private railroads. As always, the
railroads proved incapable of such thoughtful and far-sighted behavior.

Reaction to the Narrows Plan: “All Hell Broke Loose”

Wilgus typically described all of his plans and proposals using the dispassionate
language of the engineer; his reports provided models of careful, deliberative
planning with conservative cost estimates. Political in-fighting and corporate
intrigue remained in the background. With his engagement as a consultant to
222
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the Narrows Tunnel project, he became embroiled in a giant battle over the future of the port and rail freight distribution. Of course, in a long and successful
career he had faced a number of controversies, including the bitter internal fight
at the New York Central over responsibility for the Woodlawn Wreck that ended
his career with the Central. With the Narrows Tunnel, a public battle unfolded,
and as he succinctly summarized the conflict, “All hell broke loose.” Hell came
from three directions—from the Pennsylvania Railroad, from the Port Authority,
and from New York’s former governor Alfred E. Smith.
The Pennsylvania Railroad viewed the Narrows Tunnel as a threat to its “natural territory.” Railroads with established service to a particular geographical
area opposed any plans to build competing facilities and offer competitive freight
service. Once the Pennsylvania Railroad gained control over the Long Island
Railroad in 1900, it regarded Brooklyn, Queens, and all of Long Island as its
domain.
The Pennsylvania’s freight service to Brooklyn and Long Island involved an
expensive and convoluted system of lighterage and car floats to haul freight
across the harbor. At Greenville, New Jersey, the railroad had built a rail yard
and piers for car floats. Freight cars destined for Brooklyn and Long Island were
loaded on car floats and then towed across the Upper Bay to Bay Ridge in Brooklyn. Unloaded there, the freight cars were then taken via the Long Island Railroad to destinations in Brooklyn or Long Island. Since the Pennsylvania could
not charge New York customers a higher rate, the delivery of freight across the
harbor cost the railroad a small fortune.
Wilgus, logical as always, reasoned that the Pennsylvania would realize significant cost savings by using the new tracks across Staten Island and the Narrows
Tunnel. Even after paying the fees to use the new rail connection, the railroad
would realize a savings over the current cost of freight service across the harbor.
As soon as Wilgus agreed to serve as a consultant to the tunnel project, he
wrote to all of the railroads and described the cost savings to be gained with the
construction of the belt railway and the Narrows Tunnel. He received an immediate reply from the assistant chief engineer of the Pennsylvania Railroad, R. B.
Temple, who laid out a series of objections to both the belt line and the tunnel.
Temple’s objections focused on current estimates of the costs of hauling freight
and the projected savings from using the tunnel. In addition, he argued that
Wilgus overestimated the amount of freight to be “diverted” over the new rail
link to Brooklyn. Railroads with facilities in the “northern” section of the New
Jersey side of the harbor gained little and would continue to use lighters and car
floats. Only the “southern” group of railroads would achieve modest cost savings
using the new rail link; therefore, only a modest amount of freight would be diverted to the new system. For these reasons, Wilgus’s figures for the amount of
freight to be carried overestimated future traffic and revenue. The tunnel project
and belt line would never be self-sustaining, and the City of New York would
ultimately be forced to cover the cost of financing the project and then pay operating costs.
Wilgus responded to the Pennsylvania’s objections with a detailed nine-page
JOINING STATEN ISL AND TO NE W YORK CIT Y
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letter. He challenged the cost figures Tuttle used for freight delivered to Brooklyn
and argued that the other railroads incurred even higher costs than the Pennsylvania’s of $6.56 per freight car. In addition, he objected to the Pennsylvania’s
estimates for switching costs in the new Staten Island rail yard. Wilgus concluded that for the “southern” railroads, “the project from the start would be at
least self-supporting” and would have “future potentialities of great value.” 10 Future growth always figured into Wilgus’s cost models. He believed that great
transportation projects should be judged both on current savings and future
benefits. The New York Central Railroad eventually realized enormous profits
from developing the air rights over the underground train yard to the north of
the new Grand Central Terminal. Those profits accrued decades after the completion of the project, however, requiring imagination and foresight on the part
of railroad executives.
With the Narrows Tunnel, Wilgus firmly believed that expanded freight traffic
from New Jersey across Staten Island and through the tunnel to Brooklyn would
be inevitable. Both the railroads and the city of New York stood to gain. Wilgus
concluded with a plea to the railroad: “There are so many other interests to be
considered than those of the railroads.” He then enumerated the benefits for all:
“The City of New York, embracing some six million people, feels that it is entitled
to an all-rail connection with the mainland for its commercial development and
the welfare of its citizens.” He added an argument for national defense in time of
war: “The nation needs a means of coordinating the railroads . . . so that in time
of war our armies and their supplies may be drawn from any direction . . . for
national defense.” Even an appeal to national defense fell on deaf ears with the
Pennsylvania and the other railroads. Once again, self- interest prevailed over
reason. For the third time in his career, Wilgus’s efforts to gain cooperation from
the railroads to improve freight delivery in the port and city of New York failed.
Opposition to the Narrows Tunnel also came from the newly formed Port
Authority, which planned to build a freight tunnel under the Upper Bay connecting Greenville, Jersey City, with Bay Ridge, Brooklyn. Julius Cohen, general
counsel and chief advocate for the authority, immediately started a battle to sway
public opinion. At the authority’s new offices at 11 Broadway, he staged an elaborate exhibit of the plans for the Upper Bay tunnel and invited the press to a series
of news conferences. Alfred Smith, former governor and a long-time political
power in New York City, attended one of the conferences to add gravitas in his
new role as one of the three New York commissioners of the Port Authority.
Cohen’s exhibition emphasized the advantages of the Port Authority’s tunnel.
He snidely remarked that of the numerous municipalities in the authority’s regional jurisdiction, only the city of New York opposed the plans. It seemed that
New York’s duly elected mayor and Board of Estimate opposed the authority’s
grandiose plans based on the fear “that the autonomy of the municipality will be
sacrificed.” 11 From Cohen’s perspective, the city of New York, even if it was the
largest and most prosperous city in the country, was just another of the numerous municipalities with which the authority had to deal.
The Port Authority’s exhibit used a cost figure of $11.34 per freight car for its
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planned freight tunnel versus $15.17 to deliver a freight car to Brooklyn over the
proposed Staten Island belt line and Narrows Tunnel. Cohen argued that the
authority’s cost of $11.34 resulted from a careful analysis, but in fact, he had
lifted the cost directly from the chief engineer of the Pennsylvania Railroad, who
used the same figure in his earlier letter to Wilgus. Cohen simply needed to cite
a lower cost to discredit Wilgus and the New York City plan.
Mayor Hylan and New York’s other elected officers did not stand idly by as the
Port Authority stepped up criticism of the Narrows Tunnel plan. John Rooney,
ex-president of the New York Court of Claims and an important city politician,
wrote a long article for the New York Times defending the city’s plan. Rooney
raised the issue of “local control” as a prime reason for the city’s opposition:
JOINING STATEN ISL AND TO NE W YORK CIT Y
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“Such a proposition [the Port Authority tunnel] must arouse the opposition of
the elected representatives of the City of New York, whose duty it is to protect
the city’s interests and prestige.” 12
The battle over the power of the Port Authority versus the local control vested
in municipal government expanded as the number of public authorities increased. Numerous authorities followed in the footsteps of the Port Authority as
the state of New York and other states turned to authorities to “get things done.”
State leaders delegated power to authorities in the belief that authorities would
exercise rational planning and bring order to the often chaotic politics of local
government. As a side benefit, independent authorities with appointed rather
than elected officials stood a better chance of resisting corruption than elected
officials and local political machines. From rather modest authorities charged
with mosquito control to behemoths like the Triborough Bridge and Tunnel Authority or the Port Authority, the delegation of power to authorities in New York
and across the country came to have profound consequences. Robert Moses
eventually served as chairman of a number of authorities, including the Triborough Bridge, and used the accumulated power to change New York and the region forever. For his biography of Moses, Robert Caro chose the title The Power
Broker not because Moses won elections—he never won an election—but because
of the real power he exercised. The power that emanated from these independent
authorities went on for decades without the checks and balances inherent in the
normal political process.13

Wilgus’s Analysis of the Narrows Tunnel and the Belt Line

Having already thought through the advantages of a freight tunnel connecting
Staten Island to Brooklyn, Wilgus drew upon his earlier studies in preparing his
report to the Board of Estimate and its chief engineer, Arthur Tuttle. Late in
January 1922, he submitted his preliminary report.
In a cover letter to Tuttle, Wilgus expressed his conviction that the tunnel
project provided a real opportunity to dramatically improve freight delivery in
the port of New York. The tunnel plan included subway trains’ sharing the freight
tracks under the Narrows, thus providing mass transit between Staten Island,
Brooklyn, and Manhattan. He placed the Narrows Tunnel in the same category
as both the Grand Central and the Pennsylvania passenger stations: “The more
I consider this project the more I believe in it. Perhaps this feeling is colored by
the successful outcomes of other momentous enterprises in which I have taken
a part . . . or many other advances in the art of transportation that have been of
such vast benefit to man.” 14 For the “vast benefit to man”—not a modest claim
indeed but one that illustrates Wilgus’s faith in his own work.
Wilgus framed the project as one challenging the “status-quo.” He noted that
some interests, primarily the railroads, were arguing that minor improvements
to the current freight delivery system would suffice, without a costly tunnel and
rail project. On the other hand, a whole litany of civic groups wholeheartedly
were supporting the project, including the New York Chamber of Commerce, the
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Merchant’s Association, the Brooklyn Chamber of Commerce, the Staten Island
Civil League, and the press. He also evoked a national defense argument to support the Narrows Tunnel. To improve shipping in time of war, transportation
experts had proposed dredging Jamaica Bay for a deepwater port to relieve congestion in New York harbor. These plans for Jamaica Bay absolutely depended
upon a direct rail link with the mainland to be at all feasible.
Wilgus rejected a laissez-faire approach and argued for bold, innovative steps
to solve the freight distribution problem. As he had so often done in his career,
he rejected the small-step, piecemeal approach. The tunnel project, he told Tuttle, provided for “radical improvements in our methods of cross-harbor transportation.” 15 Just as with his small-car freight subway plan of 1907, the Narrows
Tunnel offered the opportunity to finally create a direct rail link between New
York and the mainland across Staten Island and then to Brooklyn.
The New York State enabling legislation required the Narrows Tunnel to be
“self-supporting,” generating sufficient revenue to pay interest and principal on
the city of New York bonds sold to pay the construction costs. Wilgus knew that
local freight traffic between Staten Island and Brooklyn could never generate the
necessary toll revenue to cover the significant costs of the tunnel. To be successful, the belt line and the tunnel needed customers, and those customers consisted of the “trunk lines now terminating in New Jersey.” The numerous railroads with freight yards, terminals, lighters, and car floats had to be persuaded
that significant savings awaited before the railroads would agree to divert their
freight destined for the east side of the harbor to the belt line and the tunnel.
Arguments against the Narrows Tunnel and the belt line focused on the more
roundabout path of the outer belt line in New Jersey that was proposed to connect all of the railroads. As planned, the belt lines totaled 41 miles in length,
longer than the inner belt line included as part of the Port Authority’s plan for a
freight tunnel under the Upper Bay. Wilgus pointed out that for the southern
group of railroads, which carried 80 percent of the freight tonnage floated across
the harbor, the haul would be shortened by almost three miles. The distance
“hauled” mattered to the railroads because freight operating costs correlated
directly with distance. Shorter hauls cost less.
Wilgus’s letter to Tuttle included detailed criticism of the Port Authority tunnel plan. He pointed to that tunnel’s route under the widest part of the harbor,
the Upper Bay from Greenville, New Jersey, to Bay Ridge in Brooklyn. He also
criticized the location of the authority’s planned inner belt railway, which would
require the construction of a trestle across Newark Bay. A trestle across the bay
would cause shipping delays, since the trestle’s drawbridge would have to be
opened to allow ships to pass. Wilgus enumerated eight other defects of the plan
and concluded: “Their plan is more or less a fog. . . . [It] is gravely at fault in not
having been based on fundamentals which are vital to the effective solving of
New York City’s cross-bay transportation problem.” 16 To complete the criticism,
Wilgus estimated costs for the Narrows Tunnel and belt line to be at least $35
million less than costs for the Port Authority’s plan—a very significant sum.
To support the argument that the belt line and tunnel would generate suffiJOINING STATEN ISL AND TO NE W YORK CIT Y
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cient revenue to be self-sustaining, Wilgus carefully analyzed the existing volume of freight exchanged across the harbor to Bay Ridge and the Brooklyn waterfront (table 7.1). He again divided the New Jersey railroads into two groups:
a southerly group consisting of the Pennsylvania, the Baltimore & Ohio, the Central Railroad of New Jersey, and the Lehigh Valley; and a northern group that
included the Erie, the Delaware & Lackawanna, the West Shore, and the Ogdensberg & Western. Coal accounted for a major share of tonnage. In the 1920s burning coal provided heat, ran the factories, powered ships, and provided the raw
material for “natural” gas.
Wilgus assumed that a major share of that traffic would be diverted to the belt
line and Narrows Tunnel. Charges for hauling the diverted freight cars would
generate sufficient revenue to cover the construction bonds and provide for ongoing maintenance. Wilgus and the Board of Consulting Engineers had used the
same model for projecting toll revenue for the Holland Tunnel. In the case of the
Holland Tunnel, their estimates proved to be conservative; toll revenue exceeded
projections from the day the tunnel opened. With the Narrows Tunnel, similar
assumptions seemed reasonable.
For the New Jersey railroads, especially the southern group, using the tunnel
between Staten Island and Brooklyn rather than floating freight across the harbor would significantly lower freight costs. The tunnel would also provide much
quicker delivery of freight, another decided advantage. As always, Wilgus assumed that the railroads operated with a rational decision-making process. If a
new transportation link offered lower costs and faster service, any business
would seize the opportunity. The Holland Tunnel had already proved that freight
shippers and motorists, when offered improved service and lower costs, rapidly
switched from the ferries to the tunnel. In fact, service through the Holland
Tunnel had proved so attractive that delays soon occurred and the public clam-

Table 7.1. Volume of freight traffic between New Jersey, Bay Ridge, and Brooklyn
waterfront, in 1921 (tonnage)

New Jersey railroad group
Southern group

Interchange via Bay Ridge

Northern group

Total

11,400,000

940,000

12,340,000

2,370,000

1,630,000

4,000,000

Brooklyn waterfront
Car floats
Lighterage

440,000

560,000

1,000,000

3,015,000

985,000

4,000,000

Brooklyn total

5,825,000

3,175,000

9,000,000

Grand total

17,225,000

4,115,000

21,340,000

Lighterage—coal

source: “Interchange via Bay Ridge: Freight from New Jersey to Long Island Railroad Freight Yard in Bay
Ridge, Brooklyn, for Distribution via Long Island Railroad,” Table A, Tonnages and Cars, 1921, William J.
Wilgus Papers, Manuscripts Division, New York Public Library, box 54, folder 13—Tonnages.
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Table 7.2. Estimated freight costs per car using existing water routes (1922)
and using proposed Staten Island belt line and Narrows Tunnel

New Jersey railroad group
Southern group

Northern group

Average cost

costs by present route
Interchange via Bay Ridge

$7.03

$8.40

$7.15

Car floats

9.31

10.93

9.97

Lighterage

18.32

18.47

18.40

Brooklyn waterfront

Lighterage—coal
Average, all destinations

14.82

14.95

14.85

$8.85

$12.19

$9.64

costs by belt line and narrows tunnel
Interchange via Bay Ridge

$3.11

$5.60

$3.33

Car floats

4.75

7.07

5.69

Lighterage

6.36

8.34

7.46

Lighterage—coal

6.39

8.73

6.96

$3.97

$7.18

$4.73

Brooklyn waterfront

Average, all destinations

source: William J. Wilgus Papers, box 54, folder 19—Preliminary Estimates.

ored for the Port Authority to build additional vehicular tunnels under the Hudson or a bridge.
To haul all of the freight required more than 1.5 million freight cars a year,
with over 800,000 interchanged between Greenville and Bay Ridge and the remainder to the Brooklyn waterfront. Wilgus estimated substantial savings for
each freight car currently interchanged with either Bay Ridge or the Brooklyn
waterfront (table 7.2). He calculated total savings at $7,540,800 if the new route
diverted all of the freight cars to the belt line across Staten Island and then
through the Narrows Tunnel.
Wilgus concluded his report by first listing the estimated costs of the project,
including the belt line across Staten Island, the tunnel, and the viaduct across
Arthur Kill (table 7.3). He added rail tracks along the Brooklyn waterfront to
enable freight cars to be delivered directly to the piers. His projected grand total
was $110 million. Using 6 percent interest in New York and 7 percent in New
Jersey as the cost of borrowing, he estimated yearly fixed charges at $6.9 million.
Net saving for the railroads by using the Narrows Tunnel would total $9.8 million, more than needed to cover the fixed charges and in fact generating a “surplus” of almost $3 million a year.
Wilgus also noted that even if the revenue from freight fell below estimates,
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Table 7.3. Wilgus’s estimated construction costs
for the Narrows Tunnel project

New Jersey
Haworth to vicinity of Metuchen (outer belt)

$25,000,000

Vicinity of Metuchen to Perth Amboy

3,500,000

Arthur Kill viaduct

3,500,000

Total

$32,000,000

New York
Arthur Kill viaduct
Arthur Kill to East End Richmond yard
Richmond Yard to Bay Ridge (tunnel)
Total
Brooklyn railway
Grand total

$2,000,000
8,000,000
43,000,000
$53,000,000
25,000,000
$110,000,000

source: Wilgus to Arthur Tuttle, chief engineer, Board of Estimate and Apportionment, Jan. 18, 1922, 33, William J. Wilgus Papers, box 53.

the Narrows Tunnel project provided another entrance to the outer boroughs for
passenger trains, a potential source of revenue. He included a reference to his
foresight when planning the Grand Central project, which resulted in unforeseen
benefits for the Central railroad, difficult to quantify at the time:
If I may be pardoned for the personal allusion, the Grand Central Terminal owes
its existence to a forecasting in 1902 of the brilliant possibilities that [lay] in the
use of the overhead air rights then lying dormant in face of prophesies that railroad hotels never had been nor would be successful. . . . The actual results have far
exceeded the favorable forecasts of the time. . . . Happily in this case the analysis
has merit of reinforcing judgment. . . . With the prospects so bright for the project
to be self-supporting from the start there would seem to be no question whatever
as to the advisability of proceeding at once.

Wilgus finished his projections with the assertion that “the City and State of New
York want it, shippers want it, and the consumer ultimately wants it.” 17
As with his proposals for the small-car freight subway and the inter-terminal
belt line subway and elevated railroad, Wilgus’s initial report for the Narrows
Tunnel did not focus on the technical aspects of building the tunnel. Given his
extensive experience with the Detroit Tunnel and the Holland Tunnel, he was
confident that the technological expertise of subaqueous tunneling building had
reached a point where actual construction of the tunnel did not present a major
problem. Instead, the key challenges were marshalling political support and overcoming the opposition of the Port Authority and the Pennsylvania Railroad. In
the case of the Narrows Tunnel, the engineering, as far as the role Wilgus played,
took a back seat.
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The Battle over the Narrows Tunnel

Opposition from the Port Authority continued because the city’s tunnel under
the Narrows threatened to make the authority’s tunnel under the Upper Bay
redundant. Further, the Upper Bay tunnel formed a key component of the authority’s first master plan. Not moving forward with that tunnel would undermine the new agency’s credibility. From the beginning, the Port Authority’s critics argued the port of New York did not need a new “super” quasi-governmental
entity to solve the port’s transportation problems.
For the Pennsylvania Railroad both tunnels represented a threat to its dominance of freight delivery to Bay Ridge and to the Long Island Railroad, one of its
subsidiary lines. In addition, the Pennsylvania also handled a major share of the
freight and cars to and from the Brooklyn waterfront, where the Narrows Tunnel
would connect. Of the total of 1,173,000 freight cars floated across the harbor
between New Jersey and Brooklyn in 1921, the Pennsylvania handled 610,000,
over 50 percent; and it also hauled more than 50 percent of freight carried by
lighters.18 The railroad considered both Brooklyn and Long Island to be its territory and did not want the other railroads to have lower costs and greater efficiency delivering freight.
Wilgus continued to press for the Narrows Tunnel. In late January 1922 he
appeared before a joint committee of the New York State Legislature regarding
the Port Authority’s recently completed master plan. To move forward, the authority needed enabling legislation from both New York and New Jersey. Wilgus
opened his testimony with a call for dispassionate, rational comparison of the
two tunnel plans: “Involving as they do technical questions in which transportation engineering plays a principal part, it seems only proper that the two plans
should be analyzed in such a manner that you may clearly see in what respects
they differ.” 19 He argued that the Narrows Tunnel’s key advantage involved utilization by both freight trains and rapid transit, creating desperately needed
rapid transit passenger service between Staten Island and Brooklyn. He ended
his testimony with the statement: “The greatest good for the greatest number is
the underlying thought of the City’s proposition.” 20
Wilgus followed his first report supporting the Narrows Tunnel with a major
addendum to Arthur Tuttle in February, responding to the Port Authority’s criticism of the tunnel. His main argument addressed the criticism that using the
belt line across Staten Island rather than the authority’s tunnel under the Upper
Bay added distance to the railroad’s haul. Wilgus intended the report to provide
the city with further arguments against the authority’s comprehensive plan before the state legislature. Despite his efforts and the continued opposition of the
city’s representatives in Albany, the Republican-dominated legislature approved
the Port Authority’s master plan. While the authority now had formal approval
to proceed with its plans, it lacked financing.
The battle over the Narrows Tunnel versus the Upper Bay tunnel continued
through 1922, with neither side willing to compromise. On the surface, the city
of New York appeared to hold the upper hand. The 1921 legislation authorizing
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the city to build the Narrows Tunnel included allowing the city to sell bonds for
construction. The legislature’s approval of the Port Authority’s comprehensive
plan did not include financing. The new agency did not at this time have the legal
right to sell bonds, and any major transportation initiatives needed funding by
appropriations from both New York State and New Jersey.
Privately, Wilgus knew that the decision about whether to construct the Narrows Tunnel hinged on politics, not on technical engineering questions or on
projections of the volume of freight likely to be diverted to the new tunnel and belt
line. In his memoirs, Wilgus recounted the politics of the tunnel’s ultimate defeat:
“The Port of New York Authority raised a hue and cry over what they judged to be
an invasion of their rights and privileges. . . . Ex-Governor Alfred E. Smith . . .
gave his support to the assault on the Narrows tunnel project. . . . The press of
the city with few exceptions took sides with Ex-Governor Smith and the Port
Authority and termed the tunnel ‘Hylan’s folly.’ ” 21
With all this opposition it seems hard to imagine how the project could have
moved forward at all. With no humility Wilgus attributed the continued efforts
to build the tunnel to his own brilliance: “In breathing life into the project, by
offering a way to make it a financial success, I was the one who had upset the
politician’s apple cart.” 22
New York mayor Hylan continued to push vigorously for the tunnel project
despite the formidable public opposition of former governor Smith, now serving
as a commissioner of the Port Authority, and the covert maneuvering of the
Pennsylvania Railroad. Since the city of New York already had enabling legislation, it proceeded with technical planning for the tunnel throughout 1922 even
as the political battles continued. In early 1923, after acquiring needed land for
the right-of-way for the tunnel approaches in Staten Island and Brooklyn, the
city began construction of the tunnel by sinking shafts on each side of the Narrows. On January 20, 1923, Mayor Hylan attended a ceremony on Staten Island
to celebrate breaking ground for the Staten Island shaft of the Narrows Tunnel.
The Times reported that “throngs” turned out for the occasion. Hylan took the
opportunity to lash out at the tunnel opponents, calling them “corporation bandits” supported by the “lickspittle press,” and praised his own efforts: “It takes a
man of iron to deal with these people. . . . I am thankful I have the health to
stand against that band of bandits.” 23
As the press had already pointed out the preceding year, however, the initial
appropriation from the Board of Estimate to start the tunnel did not include
funding for the belt line railroad across Staten Island to the Arthur Kill. The
viaduct over the Kill connecting to New Jersey needed the approval and funding
of both states and could not be constructed by the city alone. Without the belt
line the tunnel remained just a local transportation project and would never be
able to generate sufficient revenue to be self-supporting.24
Behind the scenes Wilgus opposed moving forward with construction of the
shafts. He feared the ever-present opposition from the Port Authority and the
possibility of further political problems in Albany. Hylan, Tuttle, and the Board
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of Estimate ignored Wilgus’s pleas for caution and plowed right ahead with construction of the two shafts and with detailed design work for the tunnel itself.
Always sure of his own judgments, Wilgus resigned as a consulting engineer to
the Narrows project, stating, “My conscience prompted me to resign.” 25 The project went forward nevertheless, and the city ultimately spent over $5 million on
land acquisition and the two shafts.
More ominously, Alfred Smith ran for governor again in 1922 and won by a
decisive margin. Once in office, he did not let up in his battle with Hylan over
the Narrows Tunnel, nor did he forget being referred to by Hylan as among the
“corporation bandits” opposed to the tunnel. Smith continued his opposition to
the tunnel and supported legislation in Albany to amend the 1920 law authorizing the city to construct the Narrows Tunnel. After more than a year of debate,
the state senate passed a bill in late March 1925 restricting the tunnel to rapid
transit, barring freight trains from using the tunnel. Before Governor Smith
signed the legislation, Hylan rushed to Albany to lobby against the legislation;
he argued that “the people of the different boroughs have unmistakably expressed their preference for the city’s freight and passenger tunnel.” 26 His populist argument failed to persuade the Republican-dominated senate.
In a dramatic confrontation on April 21, 1925, Mayor Hylan testified in Albany in opposition to the bill banning freight from the Narrows Tunnel. Governor Smith chaired the hearing. Hylan insisted the Pennsylvania Railroad remained the real opposition to the tunnel. Julius Cohen of the Port Authority
spoke in support of the legislation, as did the world-famous railroad engineer
George Goethals, now a consulting engineer to the Port Authority. Smith listened to the arguments for over five hours. The press reported Smith ready to
sign the legislation even if it came at the cost of “an open break between Governor Smith and Mayor Hylan.” 27 Ignoring Hylan’s arguments, Smith signed the
law the next day.
Despite the city’s expenditure of millions of dollars and after a year of construction activity already under way, the state legislature passed the legislation
restricting the Narrows Tunnel to passenger trains. Without the revenue from
freight service, the city knew the tunnel could never be self-supporting. Faced
with the inevitable, the city announced suspension of all further work on the
Narrows Tunnel. To cement his triumph over Hylan, Smith supported Jimmy
Walker in the Democratic primary for mayor later in 1925. Walker defeated
Hylan in the primary, effectively ending John Hylan’s political career.
Ironically, in the late 1950s, with the automobile and truck age roaring forward, Robert Moses and his Triborough Bridge and Tunnel Authority announced
plans, with their usual fanfare, for a suspension bridge over the Narrows. To keep
costs within reason, Moses planned the bridge approaches on the land that the
city of New York had acquired in the 1920s for the Narrows Tunnel. Moses also
built a superhighway—Route 278—across Staten Island connecting with the Port
Authority’s two bridges over the Arthur Kill to New Jersey. On the Brooklyn side
of the bridge this highway connected to the newly constructed Belt Parkway
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along the Brooklyn shore and the Brooklyn-Queens Expressway. The highway
system that Moses created followed almost precisely the path laid out for the belt
railway and railroad tunnel first proposed by William Wilgus in 1911.

The Port Authority and the Railroads

With the city’s Narrows Tunnel brought to an abrupt halt, the Port Authority
seemed to be in the dominant position to move forward with its plan for a freight
tunnel under the Upper Bay from Grenville in New Jersey to Bay Ridge in Brooklyn. With the support of Mayor Walker and Governor Smith, the authority
needed only the cooperation of the private railroads to proceed with the tunnel.
Political leaders in both Albany and Trenton promised to secure the necessary
financing once the agency signed agreements from the railroads to divert their
freight to the new tunnel. The Port Authority’s annual report for 1926 noted that
the tunnel’s success depended upon each railroad’s “sacrifice of individual advantage” in exchange for gains in efficiency for the entire port.28 Once again, a
major improvement in the freight transportation system for the port of New York
depended upon the cooperation of the railroads. Once again, the railroads refused to cooperate.
The Port Authority now was to learn the same painful lessons William Wilgus
had encountered with his proposals for the small-car freight subway and interterminal belt line more than a decade earlier: no railroad serving the port voluntarily surrendered the smallest of advantages. For decades the New York Central fought the city of New York tooth and nail to defend its track rights on the
city streets on the west side of Manhattan. As long as the railroad continued to
make money hauling freight to lower Manhattan, the “public be dammed,” to
borrow a phrase from the Commodore’s son, William Henry Vanderbilt.
In the end, none of the rail freight improvements planned as part of the authority’s first comprehensive plan, including the freight tunnel under the Upper
Bay, ever moved forward. As Jameson Doig, the eminent historian of the Port
Authority, summarized: “Most of the Port Authority’s rail-freight hopes and regional designs crashed to earth, the victims of the reluctance of the private rail
corporations to change their habitual ways.” The intransigence of the railroads
proved to be the downfall of the agency’s tunnel plan—but also, ultimately, the
downfall of the railroads’ monopoly as well. In the 1920s trucks increasingly
gained a greater and greater share of freight delivery in the port. Rebuffed by the
railroads in its founding mission to improve rail freight transportation in the
port of New York, the authority turned its energy to building tunnels, bridges,
and airports. “By the 1930s,” Doig continued, “the Port agency’s interests were
no longer with that aged technology. Her leaders had at last embraced the benefits of the motorized truck and automobile.” 29 Of course, the “aged technology”
referred to the railroads.
Eventually, truck transportation failed to increase efficiency and led to everincreasing congestion on the highway system in the port district. A 2009 study
by the New York Metropolitan Transportation Council found that 35,254 freight
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trucks cross both the George Washington Bridge and the Verrazano Narrows
Bridge every day, a nightmare indeed. An additional 8,061 trucks, on average,
travel through the Lincoln Tunnel each day. 30 Today, the railroads distribute just
3 percent of all freight in the New York region. In the 1920s when the battle over
the Narrows and Upper Bay rail tunnels flared, no one could have imagined the
congestion and inefficiency created by abandoning rail freight delivery in favor
of the truck.
In the early 1990s, Congressman Jerrold Nadler, representing Manhattan and
Brooklyn, introduced legislation to fund a study to revive the plan for the rail tunnel from Greenville to Bay Ridge under the Upper Bay. With money from Congress
and the city of New York, the Cross Harbor Freight Movement Major Investment
Project investigated the cost of finally creating a direct rail link between Brooklyn
and the mainland.31 Environmental concerns arose, as did cost issues; and at present, a decision to proceed with the tunnel, estimated to cost billions of dollars,
remains uncertain. On the other hand, in the new century no one argues for building more bridges and highways as a solution for New York’s transportation woes.
Once again, the railroad offers a way to increase efficiency, lower costs, and reduce
congestion in the delivery of freight in the New York metropolitan region. Almost
a century ago, William Wilgus warned that the future prosperity of the region
depended upon improving the delivery of both passengers and freight. Time and
again he presented innovative rail solutions for overcoming the inherent challenges of the port’s unique geography. With the rise of the Port Authority and the
planning decisions of Robert Moses, the automobile and highway age triumphed.
In the beginning of the twenty-first century, the soundness of Wilgus’s plans to
use the inherent efficiency of the railroad may again find resonance.

The Regional Plan Association and the George Washington Bridge

In the late 1920s, Wilgus received an invitation to serve as a consultant to New
York’s regional planning organization to advise the agency on transportation
matters. The invitation came from the chairman, Colonel Frederic A. Delano,
who had served with Wilgus in France during World War I. Wilgus and Delano
remained friends after the war; Delano admired Wilgus’s plans to improve
transportation in the New York metropolitan area. In 1925, the planning organization, officially named the Committee on the Regional Plan of New York and
Its Environs, developed the first comprehensive plan for both New York City
and its surrounding metropolitan region. In 1929 the Russell Sage Foundation
funded a permanent organization, the Regional Plan Association of New York,
to carry on the planning work of the committee.
Beginning with the completion of Central Park, designed by Frederick Law
Olmsted and Calvert Vaux, New Yorkers came to realize that the city’s rapid,
chaotic, and totally unplanned growth resulted in both grandeur and squalor.
The new professional “city planners” such as Robert Pope and Charles Mumford
Robinson called for the development of master plans to bring some order out of
the chaos in cities like New York. Inspired by the rebuilding of Paris by Baron
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Georges-Eugène Haussmann and by the White City at the World’s Columbian
Exposition in Chicago in 1893, a “City Beautiful” movement began, calling for
systematic planning to solve the problems of the American city. That planning
included improvements to mass transportation. The first master plan for New
York was prepared in 1907 by the New York Public Improvement Committee.
The Regional Plan Association followed in the tradition of the City Beautiful
movement but expanded the vision of the Improvement Committee to encompass the entire metropolitan region as well as the core city.
Frederic Delano, chairman of the Regional Plan Association, asked Wilgus for
advice on the association’s response to the Port Authority’s efforts to build a massive highway bridge over the Hudson River at 178th Street. With the immediate
success of the Holland Tunnel, the Port Authority began planning for the longawaited bridge across the Hudson. George Goethals, a long-time advocate for a
Hudson River bridge who was serving as a consultant to the Port Authority, urged
the authority to move forward and build a bridge. Goethals preferred a bridge
further south, as had the world-renowned engineer Gustav Lindenthal, with his
plans for a massive bridge to be located between 14th and 23rd Streets. Bowing
to strong opposition from midtown business interests, the authority decided to
build a bridge to connect Fort Lee in New Jersey with upper Manhattan miles to
the north of lower Manhattan, the center of New York’s business and industry.
In 1923, O. H. Amman, another brilliant engineer in the age of the engineer,
submitted preliminary plans to the Port Authority for a bridge across the Hudson that would be the longest suspension bridge in the world. With the support
of the governors of New York and New Jersey, the authority worked to gain passage of the necessary enabling legislation in 1925 and 1926. In July 1925 Amman
became the chief bridge engineer for the Port Authority and proceeded to complete the complex engineering and final design for the bridge at 178th Street.32
The Regional Plan Association supported plans for the bridge. In a letter to
Wilgus in February 1926, Thomas Adams, the association’s director of plans and
surveys, discussed alternative locations for the bridge between 192nd and 178th
Streets but emphasized the importance the association placed upon the bridge:
“Our attitude is that we must accept [the Port Authority’s] final judgment” on
the location of the bridge “because the great thing is to get the bridge.” While the
Regional Plan Association wanted the bridge, Wilgus wanted the bridge design
to include provisions for accommodating railroad tracks as well as vehicular
traffic. Adams anticipated resistance on this point from the Port Authority, explaining to Wilgus that the authority would “raise the objection that in the absence of any definite plan for carrying out the railroad and transit lines to form
the belt line system they should not go to the expense of building a bridge to meet
conditions that might never arise.”33
As part of the process of gaining approval for the bridge, the Port Authority
conducted a series of public hearings and meetings with various interested parties throughout 1926. The authority met a number of times with the Regional
Plan Association, and prior to each meeting the association sought Wilgus’s
counsel. Wilgus did not give up on his idea for railroad tracks on the bridge,
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despite Adams’s earlier caution on the subject. In March Wilgus wrote to Adams
and discussed the costs of providing for railroad tracks, emphasizing that “the
cost of providing for the additions to the structure necessary for carrying of
railroad trains is not as important as at first blush. . . . Sight certainly should not
be lost of the railroad needs at the proposed crossing.” 34 In a follow-up letter
Wilgus cautioned Adams that the railroads would in all likelihood not support
including provisions for railroad tracks on the bridge.
In a letter in early September 1926, Wilgus again stressed to Adams the absolute importance of adding both passenger and freight trains: “It would be a
tragedy if provision were not made for rail transportation on the proposed bridge
over the Hudson at Fort Washington. In fact I will go so far as to say that
neglect[ing] to seize this remarkable opportunity to afford means for the future
binding together . . . of the two halves of the Metropolitan Region, now severed
by one of Nature’s greatest obstacles to intercommunication, for the sake of saving 3% of the cost, would be a blunder of the first magnitude. . . . A door halfopen would indeed be a grave reflection on our vision and far-sightedness.”35
A few days later, Adams again wrote to Wilgus and posed the essential question raised by the Port Authority, “whether or not the additional expenditure
required to permit the later addition of rapid-transit tracks will be justified.”
Adams referred to Wilgus’s previous letters and reports, in which he had
“strongly advocated that the bridge should contain provision for rapid transit
tracks.”36 Amman’s initial plans included provisions for a lower deck to be added
at some time in the future but with only two or three tracks for passenger trains
and no freight tracks.
Adams met with Amman and other Port Authority officials and communicated to them Wilgus’s insistence that the bridge also include freight tracks.
Wilgus viewed a new bridge as part of the plan he had long advocated for a belt
line railroad circling the entire port of New York. A rail link across the Hudson
on the new bridge formed an essential component of such a belt line if the belt
line then continued across the narrow upper section of Manhattan Island and
over the Harlem River to the Bronx.
Amman, speaking for the Port Authority, wrote a letter to Adams commenting on Wilgus’s insistence on strengthening the bridge for the addition of railroad tracks in the future. “I greatly appreciate the careful attention which you
and Col. Wilgus have given to this question,” he wrote, but then added a careful
response: “I may assure you that your valuable suggestion will receive due consideration.” 37 Amman explained that the Port Authority stood ready to make
provision for as many as four “rapid transit” tracks to handle passenger trains
but reserved judgment on adding even more strengthening of the bridge design
for the much heavier freight trains.
Despite the insistence of Wilgus and the Regional Plan Association on provision for railroad tracks in the bridge design, the Port Authority received strong
support from civic groups and politicians on both sides of the Hudson to build
what would become the George Washington Bridge as proposed. An article in
the New York Times on December 3, 1926, on the authority’s last public hearing
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reported “unanimous approval of more than 200 civic and business organizations.” The Times article mentioned that a future lower deck on the bridge “is to
provide for four lines of passenger [train] traffic.” 38 Adams clipped the article
and sent it to Wilgus with a note suggesting that since the Port Authority seemed
committed to a provision for passenger trains, the Regional Plan Association’s
goal had been achieved.
Wilgus could not hide his disappointment and urged the association to insist
that the Port Authority think about the future: “A great mistake will be made if
in the construction of this bridge the needs of the future are not fully anticipated in respect to mass transportation beneath the street surface. . . . It seems
to me that the Port Authority is very narrow visioned in not now inviting the
creation of cross-river means of rail transportation.” 39 Colonel Delano, chairman
of the Regional Plan Association, sent a letter to the chairman of the Port Authority congratulating the agency on securing approval for the bridge. On the
basis of Wilgus’s arguments, Delano urged the authority to design the bridge to
accommodate six if not eight railroad tracks in the future, insisting that “mass
transportation to and from . . . New Jersey must be provided for.” 40 No formal
response from the Port Authority is included in Wilgus’s files.
After his consulting for the Regional Plan Association ended and as the George
Washington Bridge neared completion in 1930, Wilgus continued to advocate for
railroad tracks on the bridge. He wrote to his friend Ole Singstad, the engineer
who completed the Holland Tunnel and now worked for the Port Authority, to
press the case for the railroad tracks. In July 1930 Singstad wrote back on official
Port of New York Authority letterhead: “I have discussed the matter with Mr.
Amman and he informs me that provision is made for adding a lower deck for
rapid transit . . . to carry the heaviest type of rolling stock. . . . Mr. Amman is of
the opinion that the bridge will have ample strength to carry two rapid transit
tracks and two trunk line railroad tracks.”41 Singstad added that the authority
estimated the cost of adding a lower deck at $15 million but that the estimate did
not include the cost of rail lines from the Hackensack Meadows or a needed tunnel through Bergen Hill. Singstad ended his letter with a gracious invitation for
Wilgus to lunch with Amman and him when Wilgus next came to the city. Despite this letter, there is no evidence that the Port Authority ever seriously considered including mass transit or rail lines on the lower level of the bridge.
The celebrations surrounding the official opening of the George Washington
Bridge on October 25, 1931, drowned out Wilgus’s pleas for adding railroad
tracks. The New York Times hailed the new bridge as “an astounding span of steel
and wire” and reminded readers that the bridge, “a dream of three-quarters of
a century,” was now “the longest span ever built—3,500 feet between the two
bridge towers, about two-thirds of a mile.”42 A total of 56,312 vehicles crossed
the bridge the first full day of operation.
One year after the opening, the Port Authority reported that a total of 5.5
million vehicles and 500,000 pedestrians had crossed the bridge in the preceding year. As important, bridge tolls had generated $1.2 million in excess of costs
for debt financing and maintenance.43 Even as the Great Depression tightened
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The George Washington Bridge, 1933, at
the time the longest
suspension bridge in
the world and built
by the quasi-public
Port Authority. In
the foreground are
the tracks of the
New York Central
Railroad, a private
railroad company.
From the 1920s on,
the railroads could
not compete with
the publicly subsidized highway system, the automobile,
and the truck.

its grip, the Port Authority reported sufficient revenue from its tunnel and
bridges to “to withstand five more years of depression with no harmful effects.” 44
The authority projected a reserve balance of over $15 million even if traffic did
not increase over the next few years. The authority’s projections proved accurate.
In 1937 more than 20 million vehicles used the agency’s bridges and tunnel, an
all-time high, assuring the agency of sufficient revenue to cover all expenses and
a handsome “surplus” to use for future expansion.45

The Ongoing Transportation Issues in New York

Toll revenue enabled the Port Authority to be self-supporting and thus ensured
its independence. Since it financed construction by borrowing directly in the
bond markets, the authority no longer needed to go hat in hand to the states of
New York and New Jersey for financing, which would have involved the legislative process with all of its entangling politics. With the automobile age well under
way, the number of cars and trucks using the tunnels and bridges allowed the
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agency not only to cover its existing financing but also to use the ever-increasing
surplus for the construction of more bridges and tunnels, airports, bus terminals, and office buildings.
The Port Authority rose to be a colossus dominating the future of transportation in the port of New York. By the late 1930s the agency was no longer focusing
on its original mandate to improve rail freight transportation in the city, instead
devoting its energy to providing access for automobiles and trucks, and later for
airplanes. Meanwhile, the railroads continued their death spiral. Wilgus’s plea
to plan imaginatively for the future and maintain a balanced transportation
system with modern rail and highway infrastructure fell on deaf ears. In 1962
the Port Authority added a lower deck to the George Washington Bridge. No
railroad tracks were included, just six more lanes for cars and trucks.
Wilgus realized that some of the advantages offered by the private automobile
and truck could not be ignored. Yet, even when serving as chairman of the Board
of Consulting Engineers, designing the longest vehicular tunnel in the world, he
argued that the new Holland Tunnel constituted only one piece of the solution
to the port’s problems. For balance, freight tunnels under the Hudson had to
follow. And as we have seen, while he was a consultant to the Regional Plan Association, he fought to have the George Washington Bridge include rail lines as
part of his long-held plan for an outer belt line railroad encircling the entire port.
Time and again he sought cooperation from the private railroads serving the
port. He believed that a rational planning process demonstrating long-term advantages would persuade the railroads. Nothing proved to be farther from reality. The railroads could not see into the future and refused to surrender what
they perceived to be their short-term advantage and participate in far-reaching,
innovative plans to improve the movement of freight in the port. On the horizon,
for the railroad executives to see if they chose to, were the truck and private
automobile, whose eventual monopoly of transportation in the city was enabled
by agencies like the Port Authority and the Triborough Bridge and Tunnel Authority willing to spend the equivalent of billions of dollars to build a highway,
bridge, and tunnel infrastructure. Even as bankruptcy loomed and the railroads
collectively careened toward disaster, they refused to participate in rail innovations proposed by Wilgus and the few other engineers dedicated to maintaining
a balanced transportation system in the port, including modern rail facilities.
Usually at this point in the story of the collapse of rail and mass transportation
in New York, Robert Moses appears as the archvillain. Certainly, Moses and his
myriad authorities focused exclusively on the highway and bridge infrastructure,
but his efforts did not stand alone. The Port Authority and the state highway authorities in New York, New Jersey, and Connecticut all spent millions and millions
exclusively to support the highway revolution. Each new bridge, tunnel, or highway
was hailed as the key to reducing congestion and speeding the trucks and automobiles on to final destinations. With hindsight of course, each new means of road
transportation eventually only created more traffic and greater congestion.
A direct consequence of the increase in highway facilities was a continuing
decline in the quality of the city and region’s absolutely vital commuter rail ser240
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vice. With the railroads losing profitable freight business to the truck and highway, the railroads came to regard their commuter service as a money-losing
enterprise. Both the New York Central and the Pennsylvania railroads, at one
time among the largest and most profitable businesses in the United States,
came to regard their magnificent Manhattan passenger stations as white elephants and started to neglect even basic maintenance.
With the largest mass transit subway system in the world, the city of New York
had elicited the envy of the world. Operated by private business, the subways
were initially immensely profitable. However, generations of New York City mayors and politicians guaranteed New Yorkers the continuation of the “five-cent
fare” and then the “ten-cent fare,” regardless of the increasing costs of maintaining and modernizing the system. Eventually, the private operators walked away,
and the city was obliged to take over operation of the subways as a public service.
The slow death of the subways continued after World War II and into the 1960s
and ’70s, when the entire system almost collapsed.
For the commuter railroads and the subway the only solution was for the government to take over and, at great public expense, revitalize both. At the dawn of
a new century, attention has returned to rebuilding the freight rail system in the
New York region. While it is too late to save the piers and shipping activity in
Manhattan and Brooklyn, a revived freight transportation system modeled after
the one proposed by William Wilgus over a hundred years ago may prove to be
another part of the continued rebirth of New York.
Not only does the rebirth of the port’s freight system continue, so do plans for
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new railroad passenger tunnels under the Hudson River to New Jersey. With
planning well under way by the Port Authority for a new passenger tunnel from
34th Street in Manhattan to North Bergen, New Jersey, the newly elected Republican governor of New Jersey, Chris Christie, stunned the region with his
announcement in October 2010 regarding the new rail link. In an incredibly
short-sighted decision, the governor pulled the state of New Jersey out of the
project, which was designed to double the number of New Jersey Transit commuter trains to Manhattan each day to relieve the paralyzing congestion in the
Holland and Lincoln tunnels and on the George Washington Bridge.
In response the Bloomberg administration began work on an alternative plan
to have the Metropolitan Transportation Authority extend the No. 7 subway line
under the Hudson to Secaucus Junction in New Jersey. If constructed, the new
tunnel would extend the New York City subway outside of the city boundaries for
the first time and provide New Jersey commuters with “direct access to Times
Square, Grand Central terminal and Queens.”46
No responsible transportation expert or elected official is proposing another
vehicular bridge or tunnel over or under the Hudson. Two years earlier in 2008,
the state of New York announced plans to replace the Tappan Zee Bridge, which
crosses the Hudson River north of New York City between Westchester and Rockland Counties. While the new span would have to accommodate highway traffic,
the state plans to include at least two tracks for commuter trains. The No. 7 subway to Secaucus and commuter rail across the Tappan Zee would continue a renewed emphasis on a railroad solution to transportation in the New York region.

Wilgus at Rest

Coincidently with the opening of the George Washington Bridge in 1931, Wilgus
decided to retire at the age of sixty-five. After a career spanning forty-five years
from the time he secured his first railroad employment for the Minnesota &
Northwestern Railroad in 1885, he planned, he said, to “devote my remaining
years to voluntary unpaid service in what I conceived to be the public interest.”
But he did not anticipate the devastating effect of the depression on his own finances, describing “the stock market’s cataclysmic plunge” as having carried him
“to sorry depths.”47 Although he and his second wife spent more time in Vermont
at Iridge, their home on the Connecticut River, Wilgus continued to work, but at
a much slower pace.
In 1933 he conceived of the idea for a parkway through the state of Vermont,
then his place of residence, to provide employment in response to the Great Depression. He traveled with the governor of Vermont to Washington to lobby the
National Park Service to support the plan for a 250-mile Green Mountain National Parkway. Planned as part of the federal work relief program, the proposal
generated great controversy across Vermont, and in 1936 the voters of Vermont
decisively rejected the plan for a parkway.
In 1934 a much more challenging opportunity called Wilgus back to New York
City. He received an invitation from Mayor LaGuardia and William Hodson, the
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city’s commissioner of welfare and chairman of the New York State Emergency
Relief Administration, to take over as director of work relief in the city. Work relief,
part of the New Deal, provided federal funding to local agencies across the country
to put the unemployed back to work. Across America, millions of people found
work building public facilities and parks, creating an enduring legacy.
Wilgus feared that the position would entail a great deal of politics, “foreign
to my way of life.” Promised a free hand by Hodson, Wilgus accepted the position
and temporarily took up residence in a Manhattan hotel. In accepting the position as director, Wilgus put the massive scale of the agency’s efforts into perspective: “In terms of numbers of men employed and in terms of the wages and materials there is no engineering job under way in America or in the world for that
matter that equals the job of directing the works division.”48 Newspaper articles
placed the number of people on the work relief payroll in New York City at
130,000. Even when Wilgus was the director of the beginning of the Grand Central project in 1903, the work force, including the private contractors, never approached even a fraction of the number of people employed on work relief in New
York during the depression years.
From his first days on the job, political problems arose. When Wilgus arrived,
the work relief program listed 120,000 people on the payroll and had a chaotic
administrative organization which Wilgus labored to reorganize and streamline.
More problematic, calls constantly came from city politicians, “high and low, in
all too many instances requesting favors.”49 Favors included employment for relatives and friends or demands to start a project in a favored neighborhood. Privately, Wilgus identified one of the most egregious offenders: Mayor LaGuardia.
The final straw came in late 1934 with an unexpected investigation of his
agency launched out of the blue by Lloyd Stryker, a city alderman determined to
rout out suspected corruption and generate favorable publicity for Stryker, who
aspired to be mayor of New York. The aldermanic committee issued a series of
sensational charges and set up an investigation of Wilgus, his staff, and the relief
projects under way. According to one headline, the committee charged that the
agency spent $2,242 a week on supervisors and less than $1,900 on the workers’
payroll for “mosquito control.”50 Commissioner Hodson stormed into a meeting
of the investigating committee in City Hall and angrily denounced the investigation as a “witch hunt” and the accusations of mismanagement as “absolutely
false.” Newspapers reported Hodson to be so angry that “his voice could be heard
in every corner of City Hall.” Wilgus, also at the meeting, adamantly supported
Hodson and, responding to one alderman’s charges, answered, “I say you are
wrong,”51 He added his outrage at the articles in the newspapers suggesting that
his agency was incompetent. Throughout a long and distinguished career Wilgus
had never tolerated any questioning of his competence, especially from politicians seeking publicity at his expense.
Wilgus likened Stryker’s investigation to the “Russian OGPU” and with great
satisfaction reported: “My entire organization came through this soul-searching
experience with flying colors, its honesty found beyond reproach.”52 Despite successfully defending his agency’s integrity, Wilgus could not endure the ongoing
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“political intrigues” and handed in his resignation in May 1935. To document his
vindication, he retained in his memoirs an elaborate testimonial from his staff
given at a farewell dinner and letters from various senior officials praising his
work as director. Mayor LaGuardia sent a brief note: “We certainly went through
a difficult period together. While you believed that I differed with you, it was
only a different approach from our relative positions. You did a grand job.” 53
Always the politician, LaGuardia justified his interference in Wilgus’s work as
merely a different perspective, not as overstepping bounds.
After resigning, Wilgus spent the following winter in Winter Park, Florida.
The end of his term as director of work relief in New York ended his long career.
After 1935, he returned to New York only for brief periods of time. No other opportunities arose for him to devote his relentless energy and imagination to solving the city and port’s transportation problems.
At his country home in Vermont he seemed to find some peace and contentment. With the coming of World War II, he would be again asked to lend his
expertise to transportation issues. The United States, for the second time in his
lifetime, found itself fighting in Europe, with its armies in need of efficient transportation—a problem Wilgus had solved once before while serving with the Allied Expeditionary Forces during World War I.
In November 1940, the chairman of the National Resources Planning Board,
Frederic A. Delano, invited Wilgus to serve as a consultant in the preparation of
a national transportation plan to support the American war effort. The Department of the Interior had established the Resources Planning Board in 1933 as
part of the New Deal to plan public works projects nationwide. Wilgus had
worked with Delano, President Roosevelt’s uncle, previously, when Delano directed the Regional Plan Association in New York City and published the first
comprehensive plan for the New York metropolitan region in 1929. Drawing on
his experience during World War I, Wilgus told the Resources Planning Board
that the key issue would be the need to nationalize the country’s railroads to
avoid the chronic shipping delays to the east coast ports, especially New York. 54
In 1942, Wilgus, at his home in Vermont, received an invitation from the
army’s chief of the Railroad Branch to come to Washington to help plan the supply of Allied forces when they invaded France. A Colonel Ross informed Wilgus
that all of his work would remain top secret. Wilgus asked a number of questions: where the invasion would take place; the “intended number of combatants
and the nature of their equipment; the number of enemy troops to be coped
with; . . . and the extent to which the Americans could look to their allies for
man-power and supplies”—all logical questions needed to develop a comprehensive plan. To Wilgus’s astonishment, Colonel Ross replied “that all was up to me
to decide on my own.” 55 Wilgus plunged ahead and completed a report, dated
April 12, 1942, only to be informed that he could not keep a copy of the report
because it would remain classified as top secret by the War Department until the
end of the war. He never learned the extent to which his report assisted Eisenhower’s campaign in France and Germany.
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HYLAN TUNNEL PLAN DOOMED AT ALBANY Republicans to Pass Bill
Special to The New York Times.
New York Times (1923-Current file); Mar 6, 1925;
ProQuest Historical Newspapers The New York Times (1851-2010) with Index (1851-1993)
pg. 2
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MAYOR IN HOT TILT OVER NARROWS TUBE Tells Committee in Albany
Special to The New York Times.
New York Times (1923-Current file); Mar 11, 1925
ProQuest Historical Newspapers The New York Times (1851-2010) with Index (1851-1993)
pg. 1
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REGION PLAN BOARD ASKS FREIGHT TUBE Writes Governor That Limiting
New York Times (1923-Current file); Apr 16, 1925;
ProQuest Historical Newspapers The New York Times (1851-20 0) w th Index (1851-1993)
pg. 9
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Hylan Says He Will Test Constitutionality of Law, So That Millions Already Spent Won't Be 'Wasted'
New York Times (1923-Current file); Apr 23, 1925;
ProQuest Historical Newspapers: The New York Times (1851-2010) with Index (1851 1993)
pg 1
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N THE first day of January
1898, Consolidation Day, the
City of New York became, by the
grace of the New York State
legislature and in the spirit of that
era of urban expansion, the City of
Greater New York.
Before the advent of the Greater
City, New York had consisted only of
Manhattan Island and a portion of the
mainland known as The Bronx.
Consolidation annexed a large portion
of Queens County, all of Kings County
(better known as Brooklyn) and,
almost as an afterthought, Richmond
County.
Rural Richmond County seemed an
odd candidate for inclusion in the
urbane and powerful City of New
York. The county consists of Staten
Island, a geographically large part of
the expanded city, but separated
from the greater municipality by The
Narrows, the deep‐water strait
leading to Upper New York Harbor, as
well as by culture and tradition.
While most cities do not fill an
entire county, New York City now
incorporated all of five counties.

To allow some measure of local
identity and governance for these
counties, New York City designates
them as "boroughs." Counties are
political subdivisions of the state, but
these boroughs are political
subdivisions of the city. Though of
scant political power, it is by their
borough names that most New
Yorkers know the parts of their city
and when New Yorkers want to refer
to the entire city, they often mention
"the five boroughs."
The Forgotten Borough
At the beginning of the 20th Century
elevated railways operated in parts of
four of the five boroughs and the City
began to build its now‐famous subway
system, the public work that many
local visionaries saw as the glue that
would bind the larger city together.
But though planning soon envisioned
the subway reaching all five
boroughs, they somehow managed to
be built in only four and, to this day,
the County of Richmond, now better
known as the Borough of Staten
Island, remains the odd man out

©1965 Silver Leaf Rapid Transit. ©2001 Paul Matus ©2001 The Composing Stack Inc

Though never included in the
City's subway building it was not,
however, without rail transportation.
On the City's Consolidation Day, 100‐
plus years ago, the small engines and
passenger coaches of the Staten
Island Rapid Transit took travelers
arriving at the Staten Island Ferry's
St. George terminal to the far
reaches of the island. Over the years,
the little railway's hopes of becoming
part of the subway system rose and
fell. In 1971, the railway nominally
joined the rest of the larger city's
rails when the remaining passenger
operation, from the St. George ferry
terminal to Tottenville at the island's
tip, was taken over by the
Metropolitan Transportation
Authority, by then parent agency of
the city's subways. Nevertheless, the
railway soldiers on in isolation, no
longer connected to the mainland of
the U.S., as it was in pre‐MTA days.
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The SIRT Book
But let's backtrack a little, to 1964.
In that year, brothers Irvin Leigh
and Paul Matus, partners in the Silver
Leaf Rapid Transit Models company,
were thinking about the increasing
popularity of the booklets and
articles they were writing as an
adjunct to their hobby goods import
business. In addition to pieces about
rapid transit modeling for their own
customers and for publications such
as Railroad Model Craftsman and
Traction and Models, they wrote
about transit history. They wanted
their next writing effort to be a
major historical piece, and had two
favorite titles in mind—a history of
the BMT Brighton Beach Line and one
on the famous 1918 Malbone Street
wreck.
Though they had done advanced
research and some writing on each of
these subjects, they agreed that their
preferred topics each had a defect ‐‐
they were about the BMT. Silver Leaf
and the brothers' writing were
already heavily identified with the
BMT so they decided that it would be
a good idea to branch out to
something a little different for their
next work.

Paul had a fondness for riding the
SIRT and the Staten Island buses in
those days before the Verrazano ‐
Narrows Bridge gave New York City's
rural island its first "dry" travel link to
the rest of the city, and the idea for
the SIRT book was born.
The brothers thought the book
would be a piece of cake ‐‐ a small
but interesting electric railway
owned by a major railroad, and a
short ferry trip from their home base.
They soon found out that the railroad
had little documentation of its own
history, the parent B&O's archive
coughed up only a badly flawed two
page mini‐history and what material
there was would require a lot of leg
work, analysis, and cross‐checking.
By the time the dust settled, a year
later, reams of material had been
investigated and studied, sources
many miles apart had been visited,
and most of the railway, included its
abandoned branches, had been
walked, studied, and photographed.
The good news was that the Matus'
had a lot of willing help. The B&O
encouraged the SIRT to help them in
terms of access to the system and its
personnel, and many friends provided
information, support, and fine photos
to add to the mix. The book became
the standard history of the line and,
indeed, its quasi‐official history. The
railroad itself sold the book at its St.
George ticket booth, under the
banner "Read the Rapid," a pun on the
railroad's motto, "Ride the Rapid."

Since the SIRT book went out of
print 35 years ago, there has not been
much accurate material publicly
available on the history of the road,
in print or on the 'net, and so the
original authors have been
accumulating material for an
expanded and updated edition. This
kind of effort always seems to take
longer than one hopes so, in the
meantime, we are pleased to present
in The Third Rail the essential history
of the road excerpted from the 1965
book, with a variety of photos and
other materials, some from the book,
some never before published.
We are not forgetting all the
generous and talented individuals
who helped make the original work so
popular, and the original
acknowledgment and other
information about its publication
follow the history.
The following material is excerpted from
Staten Island Rapid Transit, 18601965,
©1965 by Silver Leaf Rapid Transit with
editing and additional material ©2001 by Paul
Matus.

Prehistory
INSTON CHURCHILL, in
A History of the English‐
Speaking Peoples, wrote of the Stone
Age man who might have glanced
across the valley that is now the
English Channel, and said to his
grandson, "The sea comes further up
the creek than it did when I was a
boy" ‐‐ the portent of all that was to
make the English civilization so
distinct from the others of the Old
World.
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Much the same scene might have
taken place when a prehistoric
Algonquin noticed that the valley
between what is now New Jersey and
the hilly peninsula that was to
become Staten Island was beginning
to flood. As decade followed decade
it might have taken more of a canoe
trip to make it across after the spring
thaws. That stream is the Great
Arthur Kill, and, by isolating the
society that grew there, it did much
the same thing to Staten Island that
the Channel did to Britain ‐‐ though
on a smaller scale.
Staten Island, discovered by
Giovanna da Verrazano in 1524, and
named by Henrik Hudson in 1609,
first became a curiosity after
England's Duke of York claimed
Nieuw Amsterdam for the Crown. The
former Dutch colony included large
parts of New Jersey and New York. A
dispute promptly arose as to whether
the New York or New Jersey colony
was entitled to the island.
Geographically it was impossible to
conceive of it belonging to anything
but New Jersey, a conclusion New
York was not going to accept. So the
Duke declared that whosoever could
get a boat to circumnavigate the
island within twenty‐four hours could
have it.

In 1687 Captain Christopher Billop
turned the trick and the island,
named "Richmond" by the Duke, was
a part of New York ‐‐ almost.
From that time forward it seemed
that Staten Island was rarely in
agreement with the four boroughs
across the Upper Bay, and frequently
at odds with the rest of the nation.
During the Revolutionary War
Staten Island's populace was Royalist;
when General Howe occupied the
island he was enthusiastically
cheered by the natives. The good
feelings paled somewhat with the
30,000 troops, including sailors from
four hundred war vessels, billeted
there.
During the Civil War, the islanders
were sympathetic with the South;
when the 1863 Draft Law ignited riots
in Abolitionist Manhattan one can
only image the abandon of the Staten
Islanders in protest.

And though America's large battles
of the 20th Century appeared as
popular on Staten Island as
elsewhere, the population's alienation
from the larger city spawned a
serious secession movement as
recently as a decade ago, quelled
only after Rudolph Giuliani's
ascension to the Mayoralty in 1994
addressed Islanders' concerns.
Early Transportation
For a long time the separation of its
people from those of the boroughs of
Brooklyn, Queens, Manhattan and the
Bronx was physical as well as
intellectual. The first common
carrier of any sort was by ferry. The
first regular service did not start until
1713. In 1810 New York Central
Railroad mogul Cornelius Vanderbilt
began his fortune (at the age of 16)
with a Staten Island ferry.

Grasmere 1919  When steam locomotives hauled wooden 'L'type coaches, including a
baggagecoach (with door) ...
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A need for transportation within
the island arose and, in 1836, a
railroad was proposed, running from
the east shore to Tottenville. A
charter was granted to the Staten
Island Railroad incorporation of
Messrs. Minthorne Tompkins, Harmon
B. Cropsey, John Westervelt, John
Thompson and Richard Littell. It
required that work begin within two
years of the grant. It did not, and the
first Staten Island Railroad did not
become a reality.
First Railroad
The need for a railroad became
pressing. Prominent farmers and
citizens of the island and the Jersey
community of Perth Amboy united in
an effort to establish a railroad
between Tottenville and Stapleton. In
1851 articles of association were
drawn up and work did actually
begin. However, they soon ran into
financial problems and appealed to
Commodore Vanderbilt, who had
since become quite wealthy, for
assistance. In satisfying this request
Vanderbilt took his first plunge in
railroading, the enterprise that was
to leave him worth over
$100,000,000 at his death in 1877.

Vanderbilt had since gained
control of all of the east shore
ferries, including the one that
obtained a lease at Vanderbilt's
Landing, now Clifton. When his
competition had obtained the lease
before him there was some discussion
on the matter, and Vanderbilt,
apparently through an "agent," James
R. Robinson, erected a building to
block the competition. At 1 p.m.,
July 28, 1851, the building was
nearly completed when a number of
gentlemen appeared with axes and
adzes and began tearing the building
apart. Mr. Robinson "told some of
them," according to the court record,
"not to cut said building, and they
replied that if deponent did not get
out of the way, they would cut him,
too."
Opening Day
On April 23, 1860, seven‐and‐a‐half
miles of the railroad opened from the
Landing to Eltingville. It was already
an established source of
conversation. the railroad's first
locomotive was the Albert Journeay,
named for the road's president.

The new locomotive, seen in work
service, caused some comment. On
March 21st the editor of the Staten
Island Gazette noted that the "huge
iron monster" was hard at work,
"attracting men and boys." A week
later, he elaborated:
The locomotive has been indulging
itself, since its arrival, by making
pleasant little trips on the railroad as
far as New Dorp, and has been quite
useful in conveying materials ...
where required for use. Each day it is
the subject of renewed comment and
admiration by those who reside along
the line transversed. As we stood on
the Richmond Road the other day, a
crowd of urchins exclaimed 'There
she comes, there she comes' and
scampered off to get a better look.
The old folks who couldn't run [...]
staid behind and talked. Some
approved and some didn't. One old
gentleman remarked that the
locomotive was 'purty small,' while
another sneeringly said 'he guessed it
would be able to carry all the
passengers the company could start
up.'

Ferries and the SIRT have always been inseparable. Here the Charles W. Galloway plies the
route between Tottenville and Perth Amboy.
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One old man among the number had
never seen a locomotive. He said he
lived between the 'Iron Spring' and
'Skunk's Misery,' and has walked five
miles to take a look. As 'She'
advanced with a shriek, he jumped
about a foot, and exclaimed 'I swow,'
but since he was dumb thereafter,
we cannot say what he thought of it.

On May 5th the huge iron monster
was about to be joined by another,
the E. Bancker. By May 16th trains
were running to Annadale, named
after the wife of the embarrassed
1851 venture, Mrs. John (Anna)
Seguine.
Finally, on June 2nd, the railroad
was formally opened all the way to
Tottenville and a quarter‐of‐a‐
century old dream was realized. The
railroad of 1860 had many stops
whose names are unfamiliar to
modern islanders: Great Kills was
known as Gifford or Gifford's Lane,
Huguenot was Bloomingview, Prince's
Bay (improperly called "Princess Bay"
by mid‐20th century) was known as
Lemon Creek and the area between
that station and Pleasant Plains was
called Skunk's Misery. It was past such
time‐forgotten names that the first
train ran that day in June.

However, all was not well with the
fledgling road and, on February 27th,
1861, the New Jersey Locomotive
Works gave notice of foreclosure on
the two locos. Cornelius Vanderbilt
stepped in again; his son, William,
became the receiver, and the
Journeay and the Bancker "indulged"
on.
Then as now the ferries were an
indispensable link for the Staten
Island rail line and the casual
attitudes of some of the ferry
captains caused no end of
aggravation for the railroad. On
many occasions they would leave the
slip moments before a train came in.
As there were only three round trips,
coordinated with the 8 am, 3 and 5
pm ferries, this understandably
became perplexing. Additionally, if
the captain wanted an early dinner
he would order all the passengers off
at the first landing at Tompkinsville,
over a mile from the railroad.
The elder Vanderbilt pooled the
poor operating habits of his ferries
with the poor financial abilities of
the younger Vanderbilt's railroad and,
on February 26, 1864, the boats
came under railroad control. It would
appear that matters smoothed over
and, for a while, all was well.
Disaster and Bankruptcy
On July 30, 1871, the ferryboat
Westfield blew up while loading at
Whitehall Street in Manhattan (now
known as South Ferry), killing 68 of
the 400 passengers and the Staten
Island Railroad financially.

George Law bought the railroad
on September 7, 1872 from receiver
L.H. Meyer. He was given title to
everything the road owned, with the
exception of the ill‐fated Westfield,
that boat being the property of
Horace Theall, who had operated the
railroad and ferry during
receivership.
Law's company, formed largely
out of old stockholders, was renamed
the Staten Island Railway.
For a number of years a unified
rail‐ferry terminal, at a point most
convenient to ferry landings in
Manhattan and Brooklyn, was
discussed. Commodore Vanderbilt was
interested in the prospect and he
chose the best possible location ‐‐ St.
George. Under his directive a stone
foundation was laid, but, when a
storm washed away the timberwork,
he never again mustered the interest
to start anew.
A few years before these events,
in 1867, Erastus Wiman, a 33‐year‐
old Canadian, came to New York to
operate the City's branch of R.G. Dun
& Company of Canada. Seventeen
years earlier he was an apprentice to
a printer, and his rise in the "purple
of commerce" was extraordinary. He
brought with him a highly developed
business sense, a vivid imagination
and a love of the outdoors. He
naturally gravitated to Staten Island,
quickly becoming one of its foremost
citizens.
In 1883, William Pendleton, owner
of the North Shore ferries,
approached Wiman with the
reactivation of the St. George
scheme.
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Wiman loved the idea: he enlarged its
scope and embarked on execution of
it with his wealth of energy. He
approached Robert Garrett, president
of the Baltimore & Ohio Railroad, to
gain his backing; Garrett, recognizing
the promise of a B&O branch in
Staten Island and a railhead in New
York City, gave his support.
The Staten Island
Rapid Transit is Born
Wiman began a massive expansion,
building a railroad from Vanderbilt's
Landing north to St. George and
continuing west along the north
shore, and a new branch to South
Beach, paralleling the existing line.

This ambitious new venture was
named the Staten Island Rapid Transit
Railroad Company. In so naming his
company, Wiman was the first to
apply the words "rapid transit" to a
railroad, though, in fact, it did not
truly live up to the full meaning of
the designation until electrification
four decades later. And so the
country's oldest railroad to become a
rapid transit operation joined in
partnership with the B&O, which,
until it was absorbed into CSX, was
the country's oldest railroad.
The SIRT got off to a flying start,
taking a 99‐year lease on the Staten
Island Railway, including the ferries
then owned by Jacob Vanderbilt.
Grading of the new right‐of‐way
began at the earliest possible date;
on the morning of July 31, 1884,
Wiman and assorted dignitaries
awaited the regular train out of
Tottenville which was to inaugurate
the 1.1 miles of track laid between
Clifton (Vanderbilt's Landing) and
Tompkinsville.

The blessed event was shared with
a number of passengers who were just
taking the train to work.
Work proceeded with
extraordinary speed, Wiman meeting
all forms of obstruction with
acrobatic cunning. He soon made
good the promise of the great
terminal. Several hundred acres of
land were built out from the old
shoreline, with several ferry slips
having piers jutting 600 feet out into
the bay. However, the terminal's
grand building was not opened until
1897.
On February 23, 1886, operation
on the North Shore Line began as far
as Elm Park; it was the railroad that
invented the name "Arlington" for
reasons unknown. Two weeks later,
on March 8th, the South Beach Line
was opened and by the beginning of
the summer the entire passenger
trackage was in operation. The B&O
freight connections from Staten
Island over the Arthur Kill Bridge to
Cranford Junction in New Jersey
opened June 13, 1889.

Steam engines and passenger coaches still provide service on the SIRT in this 1925 view of St. George Terminal, but the future is in sight.
Covered third rail is in place on all tracks and a new electric are can be seen at right.

Page 370 of 488

Page 7

Passenger trains first crossed the span
on New Year’s Day of the following
year. The mainline trackage of the
SIRT had reached its greatest extent.
The entire operation from Staten
Island to Cranford Junction was
classified as SIRT property from its
building to the end of its days as a
private road.
The B&O Takes Over
and Soon Loses the Ferries
The introduction of trolleys to Staten
Island in 1895 attracted riders from
the SIRT and, in breaking the
railroad’s monopoly, broke the
company as well. Thrown into
bankruptcy it was bought at an
auction held at the First National
Bank in St. George by the B&O for
the "upset price" of $2,000,000 on the
20th of April 1899.
The B&O, in acquiring the SIRT
also got the ferries. The
dissatisfaction with the older boats
was reaching a high pitch when, on
June 14th (Flag Day), 1901, the ferry
boat Mauch Chunk of the B&O’s
subsidiary Central Railroad of New
Jersey rammed and sank the SIRT
ferry Northfield at the Whitehall
Street Terminal.
Though the death toll in this
potentially great disaster numbered
but five, the City government
demanded that the B&O relinquish
the ferries and in 1905 this objective
was accomplished, and thus the
Municipal Ferry that still plies the
route was established.
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A connection to the BMT Subway System was mapped in the Dual Contracts, under which most of today's New York City subway routes were
built, but the route was neither formally adopted or funded. Note that trains to the North Shore (at top left) would bypassed St. George.

Upon acquisition, the City forbade
the B&O from using the Whitehall
Street Terminal. An echo of the SIRT
ownership of the ferries survived until
the end of private ownership, as SIRT
commuters could still purchase
monthly tickets on the railroad that
included passage on the Staten Island
Ferry without paying the nickel fare.
Hope Grows for a
Brooklyn Connection
By 1911, Staten Islanders who looked
across The Narrows might have
noticed the growing prominence of
the Brooklyn Rapid Transit Company.

The BRT was an amalgam of rapid
transit and trolley railways of which
some were owned and others were
leased. The BRT was locked in a
battle with the Interborough Rapid
Transit Company (IRT) for the rights
to operate new subway and elevated
lines planned or being constructed by
the City of New York for leasing to
private operators.
Attempting to trump the IRT’s
plans to monopolize new rapid transit
building in New York City, the BRT
came up with a plan for a complete
transit system, including a proposal
for a tunnel under The Narrows from
the Fourth Avenue (Brooklyn) subway
tunnel to the vicinity of St. George.

It was the first time such a proposal
had been made part of a serious
transit plan.
The BRT did capture all but one of
the tunnels it sought, as well as
having nearly all of its other transit
proposals underwritten in the Dual
Contracts of 1913, under which most
of the current IRT and BMT Division
lines were built or rebuilt.
Though the idea of a connection
between the BRT and the SIRT was
studied and mapped as part of the
Dual Contracts, it was specifically
disavowed as being a funded part of
the Contracts. Still this seemed to be
but a bump on the road to direct
rapid transit access to Staten Island
from the rest of the City.
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Already, real estate agents began to
publish brochures hinting of the
Staten Island boom the link to the
City would create.
With the hope that a tunnel soon
would be under way to the island, the
SIRT began to electrify its steam
lines. From the Standard Steel Car
Company they ordered one hundred
67‐foot cars similar to the BMT's
"Standard" design.
Electrification of all three of the
passenger branches was achieved
with dramatic speed, especially by
modern standards. The Public Service
Commission approved preliminary
plans for the project on May 1, 1924
and actual construction began around
August 1st of the same year. On June
25, 1925 the South Beach Line
electrification was completed, with
the Tottenville branch following on
July 2nd (the "official" date for these
two was July 1, 1925). The Arlington
Line completed the system on
Christmas Day. The project included
extensive track rehabilitation and an
entirely new signal system.

A Narrows Tunnel Begins, Barely
In that same year of 1925, tunnel
headings were made in both Staten
Island and Brooklyn, but work ground
to a halt, never to be reinstated.
Precisely why is one of those tangles
of events and politics that leaves an
obvious effect but veils the cause.
Blame has often been placed on
New York Mayor John Hylan (due to
his quarrels with the BMT) upon the
not unreasonable assumption that he
obstructed the work because the BMT
stood to benefit from this link.
Unquestionably Hylan did, at least,
create some obstruction by putting
forth overlapping and contradictory
plans for the tunnel to Brooklyn.
Another theory is that Alfred E.
Smith, Governor of New York at that
time and later Democratic candidate
for President had a hand in the
project's demise. Smith owned quite a
considerable number of shares of the
Pennsylvania Railroad,the only
railroad with operations to the south
of the city that entered it directly.

Subway Fever and Electrification
With the Great War over, the
expectation of the subway tunnel ran
high throughout the post‐war years.
In 1920 six tunnel routes were
proposed to Staten Island by a transit
commission. Soaring SIRT ridership
exceeded 13,000,000 riders in 1921,
justifying a new tunnel to Brooklyn.
Modern in One Big Step. 1925: New 67' SIRT cars, electrification, new highlevel platforms.
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Smith may have feared that the SIRT,
which was owned by the B&O, could
afford its parent road entrance to the
City. The reputed result of this
calculation was "pressures" exerted by
Smith to protect his interests. It
should be noted that direct benefit to
the B&O was doubtful unless that
heavy rail carrier could have been
linked to some other road ‐‐ such as
the Long Island Railroad ‐‐ because it
was certain that freight trains could
not run in Brooklyn's subway tunnels,
nor could standard railroad passenger
cars make the tight curves.
It has also been said that the
project simply ran out of funding; a
likely but uninteresting conclusion.

The meeting of automobile roads and
train tracks had become a source of
concern. Most American railroads
were, for the better part, on a level
with the land surrounding them. Most
still are. As a great deal of trackage
runs through land that is rarely
traveled, elaborate rights‐of‐way are
not needed. The surface railroads
where humankind was in greater
abundance did not require, at the
time the rails were laid, any
alteration of the land for the few
people who would cross it. "Stop,
Look and Listen" became part of the
American idiom.
The SIRT was, for much of the
way, one such surface railroad. Early
in the 20th century, an engine tooling
down the Tottenville Line was shaken
by a severe jolt.

The engineer looked out of his cab to
see a side of beef flying by. Stopping
the train he got out to find that he
had done in an entire herd with the
herdsman raising one of the first cries
for grade‐crossing elimination in
Staten Island.
With the advent of automobiles
the need became more pressing.
When the 1920's produced a singularly
carefree breed of youth, fond of
racing with locomotives (as it was
done in the movies), the damage to
life, property and railroad schedules
became acute. Many portions of the
SIRT's three lines were raised to
embankments or depressed in cuts,
with the cottage style brick
stationhouses replacing the old
wooden ones

Mishaps
In 1927 the railway was to be hit by a
menace that was to recur twice more
in the next 35 years, each time with
devastating results. In that year fire
claimed five of the brand new SIRT
cars when it swept through the yard
at Tottenville.
During the 1930's the SIRT underwent
the first of a series of overhauls in
the form of grade crossing
elimination.

Unlike the subway system, where only a single grade crossing survived the early 1920s, the
SIRT had many past World War II. Lasting until the final grade crossing elimination in 1965'66
was this one at New Dorp station. The impressive station house, then badly vandalized, was
saved and restored. It is now at the Richmondtown Restoration.
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Base service on the SIRT consisted of halfhourly trains to Tottenville interspersed with Great Kills Locals, providing quarterhourly service to that
point. One of these shortline runs pulls into Great Kills in the summer of 1965.

During World War II the SIRT was
a sound company, its ridership and
revenues holding up well as gasoline
became scarce. With the promise of
the post‐war transit boom it seemed
the railway might become a quaint,
efficient part of the community.
The St. George Terminal Fire
On June 25, 1946, at 1:58 p.m., J. V.
Donovan, approaching the St. George
terminal on his way to work, noticed
flames coming from the terminal and
promptly turned in an alarm. Four
minutes later the fifty‐year‐old
terminal, made 90% of wood, was all
in flames.

Just moments before a ferry had left,
narrowly averting a disastrous loss of
life. The SIRT lost another eight cars,
with about the same number
damaged. The ticket booth agent did
not escape and burned to death.
It had been a popular rumor that a
SIRT train shooting off sparks started
the fire as it entered or left the
terminal. This is doubtful ‐‐ the first
flames were not sighted near the
trains, nor were trains moving
through the interlocking at the time.
The SIRT was skilled at seat‐of‐the‐
pants railroading and disaster
recovery and made the best of it.

Initially trains terminated at
Tompkinsville until temporary
facilities could be prepared. Things
did not return completely to normal
until the current City‐built facility
opened in St. George in 1951.
Other trials were to come. On
December 26, 1947 the line was hit
by the Blizzard of '47, larger than the
famous Blizzard of '88, which
paralyzed the outdoor operation. But
these physical tests were nothing as
compared to a different threat ‐‐
the SIRT suddenly had competition ‐‐
competition with very deep pockets.
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The Tottenville Line won a reprieve
when Board of Transportation
president Sidney Bingham surprisingly
agreed to a Public Service
Commission proposal to have the
City’s Staten Island buses serve as
feeders.

Bus Competition and
Falling Revenues
In 1948 the New York City Board of
Transportation, which had gained all
but complete control over transit in
the other four boroughs (with the
exception of certain surface lines),
took over the Staten Island bus
routes. It immediately cut the fares
to the level of other City lines,
eliminated zone‐fares, and
introduced a 12‐cent combination
fare with transfer that allowed a
rider to take the bus to St. George
and a subway from South Ferry and
vice versa. By the end of 1949 the
railway lost 60% of the fares it had in
1947, the year before the City
takeover.
A huge cutback in service, mainly
in off‐hours, did not help much and in
1950 the railway proposed to sell the
passenger operations to the City in
return for various freight
considerations. No action was taken.
Finally, in 1953, the SIRT
announced its intention of ending
passenger service on all three lines.
Ridership was not good on the
Tottenville Line, and single‐car trains
served South Beach and Arlington.
The latter two lines did close on
March 31st.

The SIRT on the Edge
In July 1953 the New York City
Transit Authority succeeded the
Board of Transportation. Whether the
Staten Island feeder system was lost
in the shuffle or no suitable
agreement could be reached, there
was no change in the status quo.

The SIRT once again threatened to
close down the Tottenville Line in the
late summer of 1954. The Public
Service Commission warned that, if
the SIRT did so, action would be
taken to oust the parent B&O from
Staten Island, which would have
meant the loss of a prospering freight
operation. Tottenville service was
maintained, but with a sizable city
subsidy.
The SIRT sold 30 of its Standard
Steel cars to the Transit Authority in
1953‐4 as the single Tottenville Line
did not require the equipment.

North Shore Branch. Before passenger service ended in 1953, single cars covered most of the
runs on the line from St. George to Arlington. Above: a car hugs the shoreline between the street
embankment and Upper New York Harbor near New Brighton. Below: looking l ke a poleless
interurban, a train at Arlington awaits its return run.
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Selling the cars proved a bad
decision, however. When yet another
fire, at Clifton Shop on April 5, 1962,
claimed another seven cars atop the
13 lost in two previous fires and two
otherwise scrapped, the SIRT was left
with only 48 cars, an uncomfortably
close number to that needed for
operation.
Staten Island
Gets Connected, But...
November 21, 1964 was a big day for
Staten Island with the opening of the
Verrazano Bridge across The Narrows.
Unhappily this was not the
connection that the SIRT had hoped
for since the early days of the
century. As it had always been in
projects masterminded by Robert
Moses rapid transit was forbidden,
out‐of‐hand, from operating across
the handsome new span.
In 1965 and 1966, the SIRT saw
the elimination of its final set of
grade crossings through Jefferson
Avenue and Grant City. A shoo‐fly
track was constructed to the east of
the original line while a new crossing
free line was constructed along the
original alignment. Upon completion
of the project, the SIRT joined the
ranks of fully grade‐separated rapid
transit operations.

It was evident by the mid‐60s that
the SIRT's days as a B&O subsidiary
were numbered, and it was
equipment shortages that tipped the
balance. The fleet was aging, and the
portents were not in the SIRT's favor.
The SIRT needed all but four of its
cars for rush‐hour service, an
uncomfortably small margin. The
road maintained service by careful
scheduling of shop maintenance and
some "heads‐up" railroading.
Schedules were carefully planned
and, after dropping their loads in the
evening rush, a number of trains were
rushed back to St. George as
passenger‐free expresses.
It was too late to regain any of
the equipment sold to the Transit
Authority, even if the TA had not
already consigned the cars to the
torch. The equipment had been
modified and not well‐maintained.
Ironically, there seemed a real
possibility that some of the SIRT cars'
older cousins from the BMT might
provide a breather.

South Beach Plus One. Though South
Beach was nominally the last stop on the
branch of the same name, passengers could
be carried an additional station to Wentworth
Avenue, undoubtedly the shortest rapid transit
station passenger station in the world. Its
platform accomodated a single door of one car.

Nine BMT Standard B‐type cars were
set aside for possible transfer to the
SIRT. The SIRT also received and
examined a proposal for the
acquisition of some D‐type cars,
including a list of the measures
needed (surprisingly few) to allow the
cars to meet FRA requirements.
Neither transfer came to pass.

SIRT Cars on the BMT At Last! Though not what SIRT planners envisioned in 1925, these
SIRT cars made it to New York City Transit Authority tracks as additional equipment to help
alleviate the BMT Division's chronic car shortages. They saw most of their service on the Culver
Nassau route (shown here at Ft. Hamilton Parkway station), but also spent a bit of time on the
West End Short Line and Franklin Shuttle. In 1961, deliveries of new R27 cars sent these and
other surplus BMT cars to the torch.
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An $11 million rehabilitation of parts
of the freight trackage in western
Staten Island, along with the Arthur
Kill Bridge, the world's longest lift
bridge, was completed in 1998.
For a time the project was
stymied by opposition from Union
County, New Jersey landfall of the
Staten Island Railroad.
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Fears that the improved line would
bring no benefits to the local
community have been addressed by
an agreement signed June 1, 2001
between the Port Authority of NY &
NJ and the City of Elizabeth, NJ with
the ascent of Union County officials.

Public Ownership
Pressure increased for public
takeover of passenger service as the
fleet shrank. On July 1, 1971, the
Staten Island Rapid Transit Operating
Authority, an arm of the Metropolitan
Transportation Authority, took charge
of the operation. The next year a
handful of LIRR MP‐72 cars, built in
1955, arrived to supplemtn the fleet.
In March 1973 Mayor John Lindsay
christened the first of a fleet of 52 R‐
44 cars (since expanded to 64), part
of a larger City subway order, ending
an era for New York's little Rural
Rapid.
Freight Today:
The Staten Island Railroad Corp.
Today the SIRT is divided in two. The
freight operation was retained by
B&O's successor CSX and leased to the
New York, Susquehanna & Western
for operation as the Staten Island
Railroad. When the "Susie Q" ceased
operations on Staten Island the states
of New York and New Jersey
expressed an interest in taking over
the operation. The City of New York
under Mayor Giuliani was especially
interested in keeping this rail
connection to the national system in
New York City.

Grade Crossing Elimination under traffic often requires the building of two complete new
railroads  a temporary line next to the original line, called a shoofly, and then a permanent
gradeseparated line on the original rightofway. Here a St. Georgebound train has just left the
temporary Grant CIty platform on the shoofly at left, while a Tottenvillebound train has left Grant
CIty on the original line. The original Tottenvillebound platform cannot be seen since this was a
nearside station in which the platforms were offset from each other.
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he destruction of the Port Authority's
World Trade Center on September
11th and current uncertainties of the
economy may impact this project,
but the line's economic necessity and
inherent usefulness speak well for its
future.
Passengers Today:
MTA Staten Island Railway
In 1993, the MTA decided that its
operating agencies needed more user‐
friendly names.

They hired an image consulting firm
to come up with "popular" names for
its constituent agencies, and the
SIRT's passenger operation from St.
George to Tottenville was dubbed
"MTA Staten Island Railway," recalling
the pre‐SIRT days of Vanderbilt.
However, the legal name of the
agency remains Staten Island Rapid
Transit Operating Authority, so, in a
sense, the "SIRT" still lives
The year 2001 saw the first
expansion in SIRT passenger trackage
since steam days, when a spur and
new station, "Ball Park," opened west
of St. George, in what had been the
SIRT's freight yard, to serve the
Staten Island Yankees minor league
ball club. Service only operates on
game days, and doesn't appear on the
public timetable.
Nature was returning to the Mount Loretto
Branch when this 1965 picture was taken.

Steam service did not quite end with electrification in 1925. This rare photo, showing a typical SIRT camelback engine pulling a train of its electric
coaches, is not a fantrip or emergency operation. It is a Sunday excursion taking visitors to the children's home on the nonelectrified Mount Loretto
Branch. This photo was inadverterntly "flipped" (train shown coming from left) in the original SIRT book of 1965.

Page 379 of 488

Page 16

The trackage between St. George and
the nascent Staten Island Railroad
freight operation is abandoned; in
some places impassible or washed
out. Might it be revived, for freight
or passenger service? This is doubtful,
especially in a City where higher‐
rated priorities such as the Second
Avenue Subway are still on the
drawing board, and more pressing
repairs, such as the Manhattan
Bridge, are incomplete. Even were it
possible, the passenger operators
might well resist a physical
connection to the freight system to
avoid the possibility of losing the
waiver of the Federal Railroad
Administration regulations the
railroad operated under until 1988.
A final irony on a road that has
seen many is the fare structure. The
city's manipulation of the fare on its
competing bus system a half‐century
ago helped destroy the SIRT as a
private entity. Today the SIRT is the
bargain of the entire MTA system.
Those who use the MTA MetroCard
pay a single fare for use of the SIRT,
the Staten Island ferry and
connecting subways and buses on the
Manhattan side where they once paid
a separate fare for each.

Only those who enter or exit at St.
George for local points, or who take
the ferry and then walk to their
destinations in Manhattan pay a full
fare. Those using the SIRT for intra‐
island transportation to any station
other than St. George need carry
neither token, nor ticket, nor need
offer the conductor their cash fare,
as in days of old. In fact, they don't
even have to buy a MetroCard. All
fares are collected entering or
leaving at St. George. Travel
anywhere else is free.
It's a bargain for the City, too.
Since 1999 the MTA picks up
operating costs not covered by
dwindling fare receipts and existing
subsidies
The Future
Plans for the immediate future
appear modest, focusing on
achieving and maintaining the State
of Good Repair of plant and structure
that eluded most of the region's rail
system for decades. This includes
such goals as purchasing equipment
to maintain SIRT's rehabilitated
track. Repairing Clifton Shops is a
priority and rehabilitation of the
little Nassau and Atlantic stations
promises to bring all stations up to
snuff.
A key event lies down the road.
The R‐44 equipment that finally laid
the original SIRT fleet to rest is itself
nearing the end of its useful life. Will
replacements again be modified
subway equipment? Or will new cars
be more like equipment being
ordered for the commuter roads,
closing the door on a subway hookup
for additional decades?

Or might Staten Island set a different
pace in New York City's approach to
transit ‐‐ perhaps as part of the kind
of regional rail system seen around
cities like Paris? Or perhaps using
light rail vehicles that would permit
service to break free of its traditional
roadbed to serve new areas? Perhaps
even a connection with the growing
Hudson‐Bergen Light Rail system?
This seems barely a dream now, but
the SIRT's future is, for once, an open
book.

COPYRIGHT AND CITATIONS
All articles, photos, graphics amd all other
materials in The Third Rail Online, Rapid
Transit Net, and affiliated sites are copyright
The Composing Stack Inc. except as
otherwise noted.
We encourage the use of written
information from The Third Rail within the
normal bounds of Fair Use by scholars,
journalists, students and others with a
scholarly interest in the subject matter.
When incorporating such material in your
own work (again within the bounds of Fair
Use) please cite The Third Rail Online as
you would cite a printed source. We would
be grateful for mention of a URL
(www.3drail.com) or link as appropriate.
An example of a brief citation might be:
"John James, in an article in The Third Rail
Online, said..." For a more extensive
citation, an example might be: "Matus, Irvin
L. and Paul, Staten Island Rapid
Transit, The Third Rail Online, January
2002, pp. 1214."
Reuse of photographs and other graphics
requires prior written approval.

The authors had wonderful help in
researching and writing Staten Island Rapid
Transit  18601965. The original
acknowledgment and other information
follows.
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we remember the many kind souls
who generously gave of their time
and materials to make the SIRT
book possible, several of whom
are no longer with us. So we
reprint here the 1965
acknowledgement:
It is our pleasure to give credit to the following
gentlemen and organizations, which so kindly
and patiently assisted our probing and
contributed so much to this publication.
Our deepest gratitude goes to Jeremiah V.
Donovan, the SIRT Assistant Trainmaster and
godfather of this booklet. Mr. Donovan, who
began his association with the railway by
collecting fares on an express train to New
Dorp in 1917, has not slacked in his energy or
in his love of his railroad, adding to his daily
chores by writing information included in all
sections of this book, and kept a constant
watch for sources that might have something to
add. His constant patience, good humor and
lively talk did so much to lighten the
occasionally hectic pace of writing and
publishing this book.
It is impossible to overstate the kindness of
innumerable other SIRT men who fielded our
questions, cooperating patiently and adding
stories that have added color to the publication.
Among these are: R. J. Cannon,
Superintendent; J. P. McGrath, W. J. Curry,
SIRT Dispatchers; amd Superintendent of
Equipment R. C. Powers.

It's Good to be Trainmaster. To have his
picture taken, SIRT Asst. Trainmaster Jerry
Donovan pilots his own train out to the St.
George Yards. Of course, the men at the
Clifton Shops made sure a freshly washed unit
was available for the occasion. Though
patterned on the BMT Standard, SIRT cars
had vest bules with controls, like IRT cars.

We must mention the innumerable other
employees, including motormen and
conductors, who were always ready with
information and assistance. Thanks too, to the
Baltimore & Ohio Railroad for their kind
help.
As always we owe a debt of gratitude to
Michael G. Mann. fast and accurate on the
shutter and no less able in extending his
services to a friend. Similarly we acknowledge
the willing assistance of Martin H. Schachne,
who can always be counted on for generous
service with a smile, and Robert J. Wasche,
who went to considerable pains to get his fine
photos to us.
The able hand that executed the plans of the
Wentworth Avenue station and New Dorp
stationhouse belongs to our genial friend,
Bryant Petitt.
Thanks are also due John H. White, Jr. and
Robert P. Multhauf of the Smithsonian
Institution for enabling us to have the fine
photos of the SIRT's steam days, and to
Monsignor Henry J. Vier of the Mount
Loretto Home for the unexpected surprise
which enabled us to add the very rare photo of
the now defunct Mount Loretto special train to
this publication.

Both dressed up for the occasion, Jerry Donovan and SIRT car 320 pose in the St. George
Yards, west of the terminal. This is now the site of the new Ballpark station.
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Two thousand copies of the SIRT book were
printed and sold out completely in eight
months. The railroad itself sold 800 copies at
its St. George ricket booth. When the printer
was asked for a new press run, he said that he
had destroyed the "flats" (press negatives)the
full costs of a new job would be incurred. As
Irv was then serving in the Army, the financial
resources were not there and no additional run
was forthcoming.
Six copies were designated for contributors.
These had a bookplate attached with each
contributor's signature.

Handson Research. One of several company orders premitting the authors access to property
and trains. In the course of research, most of all three lines were wa ked. This slip gave
permission to walk the Arlington Line, then an active freight operation.

There was just one hardbound copy of the
book. It was presented to J.V. Donovan at his
retirement banquet in 1966.
Copies of the book have shown up on eBay.
Sale prices have been in the range of $70 to
$90. The original price was $1.25 retail or
$1.00 for Silver Leaf subscriberss. A new high
price of $117.25 was realized May 26, 2002.
Interactions with the community (often dogs)
were common, but no one was bitten. When
walking the former South Beach Line, some
neighbors were convinced the authors were
Staten Island Advance reporters. No denial
would satisfy them, and Irv and Paul dutifully
listened to their complaints with the SIRT, the
borough and the City.
To receive a batch of Bob Wasche's photos,
Paul spent a day with him at Monmouth Park
(NJ) Race Track. They weren't betting; Bob
was the Public Service bus operator.

The official website of MTA Staten Island
Railway.
A wonderful illustrated essay on the current
state of abandoned SIRT properties today is at
Kevin Walsh's forgottenny.com
An illustrated ride down the line today at New
York City Subway Resources, with
commentary by Hank Eisenstein, Peggy
Darlington and Thurston Clark.
Views of line and equipment by Joseph
Korman.
Pictures of the new Ball Park station at
TrainWeb.
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Staten Island North Shore Railroad

(click on thumbnails to enlarge)
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The Nor h Shore rail line originally opened in 1886 as the Staten Island
Rapid Transit Railroad (SIRT) and carried both freight and passengers.
The line provided service to a rail yard and ferry terminal at St. George as
well as connection to a line that had been in operation on he south shore
of he island since 1860. While the North Shore line was very active during
the first half of the 20th century, slowly declining usage after the second
World War lead to termination of passenger service in 1953. Freight service
continued at declining levels un il the line was abandoned in 1990. The
rightofway (ROW) was purchased from the CSX railroad by the city in
1994. A more detailed history is available HERE.
The far western end of the line into New Jersey was restored by the Port
Authority of New York and New Jersey in 2007 to provide service to a new
container terminal in Howland Hook. In 2003, the borough president
commissioned a feasibility study to investigate op ions for reactivating the
remainder of he line for passenger service.
Mobility has been a problem on Staten Island since he 19th century. Staten Island is large and sparsely populated with vital
economic connections to New Jersey and the rest of New York City across bodies of water hat impede smooth traffic flow and
timely access. The island is too densely settled to permit free movement, but not dense enough to make public transportation
convenient or financially selfsufficient. Over half the island's workers commute off the island for work (USCB 2008),
necessitating longdistance travel hrough old urban development where transportation is inherently expensive and slow.
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The map above lists current or former sta ions on he North Shore line. Stations proposed for reactiva ion are indicated in larger
type.
A proposed reac ivation of the 5.1mile North Shore rail line would certainly represent considerable commuting time savings to
some current residents of the Nor h Shore and could spur significant residential redevelopment in parts of he area. Existing
local and limitedstop bus service requires 3040 minutes to cover that distance, various rail options could reduce hat time to
around 13 minutes, a poten ial 50\% to 68\% time savings for as many as 12,000 daily riders.
However, the geographic timespace constraints on mobility that have bedeviled the island in the past would seem to indicate
that the island will always be just a little too far away from the city center to ever be an integral part of its life in the way hat
Brooklyn, Queens and Jersey City are. While the NSRR would regularly clip a good 30 minutes off the commute time from
Mariner's Harbor or Arlington to Manhattan, physical and economic constraints on current transportation technology make it
impossible to reduce commute times to Manhattan times under an hour. In he absence of redevelopment that makes the North
Shore a significan ly more desirable place to live than it does now, the advantages of medium or highdensity living on Staten
Island may likely not outweigh the temporal and qualitative drawbacks.
As part of a project for a transportation asset management class, I scouted and photographed the derelict ROW. The tour runs
east to west from the St. George ferry terminal to Arlington Yard.
Click on thumbnails to view sections:

St. George / New Brighton
The ROW proceeds north from the ferry terminal and through the
property of the former U.S. Gypsum plant.

Snug Harbor / Livingston
The ROW runs along the shoreline past Snug Harbor into
Livingston. Portions are extensively eroded into Kill van
Kull.
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West Brighton
The ROW runs on private property through an industrial area,
mainly the Caddell Shipyard.

Port Richmond
In the water treatment plant, the ROW rises onto a milelong
concrete viaduct that carries it through the Port Richmond
neighborhood.

Elm Park / Mariner's Harbor / Arlington
History of Railroads on Staten Island and Proposed Asset
Just past Port Richmond, the ROW descends into a shallow
Management Framework
trench under the Bayonne Bridge approach and on into Mariner's
Harbor and Arlington.
All contents of this site © 19972014 by Michael Minn except where otherwise specifically noted. All rights reserved.
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St. George / New Brighton
St. George became he island's primary ferry terminal and railyard in 1885 when the Staten Island Rapid Transit project
extended the SIRR from it's old terminal in Clifton up to St. George and along the North Shore to a new drawbridge over Ar hur
Kill leading to the mainland. The community was renamed St. George as a condition of the sale of the ferry and rail terminal
property by George Law.
The former NSRR platforms at the St. George ferry terminal are still intact and track continues past a specialevent station at the
ballpark and about 1,000 feet nor h to a terminating bumper.
(click on thumbnails to enlarge)

Home
About
Buildings
Events
Infrastructure
11 h Ave Subway Station
96 h Street Station
Circumferential Subway
Gowanus Canal
Manhattan Bridges
Ninth Street Bridge
North Shore Railroad
01 St George
02 Snug Harbor
03 West Brighton
04 Port Richmond
05 Mariners Harbor
Ny And Putnam Railroad
Robbins Reef Ligh house
South Ferry Station
Staten Island Ferry
Sunset Park Waterfront
Verrazannonarrows Bridge
Yankee Stadium

12/4/2009 11:34 AM
Track work

12/4/2009 11:32 AM
NSRR tracks headed toward ballpark

12/4/2009 11:36 AM
NSRR tracks headed into ferry terminal

3/12/2009 02:35 PM
NSRR line from ferry terminal to the ballpark

3/12/2009 02:43 PM
ROW past the ballpark

11/20/2009 02:20 PM
End of track

11/20/2009 02:20 PM
Terminating bumper

11/20/2009 02:21 PM
Terminating bumper
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To the Nor h of St. George is Kill van Kull and fuel storage tanks in Bayonne.
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3/12/2009 03:00 PM
Freighter on Kill van Kull

11/20/2009 02:27 PM
Freighter across Kill van Kull

3/12/2009 03:01 PM
Looking across Kill van Kull at Bayonne

3/12/2009 03:01 PM
Tanks across Kill van Kull in Bayonne

The Staten Island ferry is New York City's best tourist deal  a free onehour cruise across New York Harbor. While its primary
function is providing a connec ion to Manhattan for Staten Island commuters, it also represents an undercapitalized asset that
could serve the millions of tourists that ride in from Manhattan and get right back on the return boat without experiencing what
Staten Island has to offer them  which right now isn't much.

9/18/2009 01:28 PM
South Ferry subway station in Manhattan

11/20/2009 01:03 PM
Staten Island ferry terminal in Manhattan

9/18/2009 07:45 PM
Richmond County Courthouse by night

11/20/2009 01:03 PM
Staten Island ferry terminal in Manhattan

Page 386 of 488

11/20/2009 01:05 PM
Bloomberg North Shore railroad campaign ad

11/20/2009 01:05 PM
Staten Island ferry terminal in Manhattan

11/20/2009 01:24 PM
Boarding the ferry in Manhattan

11/20/2009 01:35 PM
Boarding the ferry in Manhattan

11/20/2009 01:36 PM
Boarding the ferry in Manhattan

12/4/2009 05:35 PM
On he ferry

12/4/2009 11:11 AM
Jersey City 'Gold Coast'

11/20/2009 01:53 PM
Port Jersey Container Terminal, Bayonne
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12/4/2009 11:18 AM
Dredge boat

12/4/2009 11:23 AM
St. George

11/20/2009 02:04 PM
Ferry docked at St. George

11/20/2009 02:04 PM
Disembarking in St. George

11/20/2009 02:06 PM
SIRR entrance at St. George

12/4/2009 11:28 AM
SIRR entrance

12/4/2009 05:20 PM
Ramp from buses to ferry terminal

11/20/2009 05:32 PM
Staten Island Ferry Terminal at St. George

The longabandoned railyard was converted into commuter parking lot and stadium for a minorleague affiliate of the New York
Yankees baseball team in he late 1990s. Baseball was supposedly played professionally in St. George from 1886 to 1888,
although it's hard to imagine how the comparatively small area was shared by a railyard and ballpark. The 7,171seat
Richmond County Bank ballpark opened on June 24, 2001 and a waterfront boardwalk park was also incorporated into the
design. A 9/11 memorial was added in 2004 (SIYanks.com 2009). A sta ion to provide seasonal service to the ballpark was
added on a short section of the Nor h Shore line.
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12/4/2009 11:33 AM
Parking lot in former Arlington Yard

12/4/2009 11:36 AM
Parking lot

12/4/2009 11:34 AM
St. George MTA control center

12/4/2009 11:37 AM
Parking lot sign

11/20/2009 02:08 PM
Ballpark

12/4/2009 11:38 AM
Ballpark entrance on Richmond Terrace

12/4/2009 11:39 AM
Baseball field
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12/4/2009 11:40 AM
Parking lot north of ballpark

11/20/2009 02:10 PM
Boardwalk

11/20/2009 02:13 PM
9/11 Memorial

11/20/2009 02:13 PM
9/11 Memorial

11/20/2009 02:14 PM
9/11 Memorial

11/20/2009 02:15 PM
Waterfront pier remnants

11/20/2009 02:18 PM
Waterfront pier remnants
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11/20/2009 02:18 PM
Waterfront pier remnants

11/20/2009 02:19 PM
Parking lot  viewed from the North

11/20/2009 02:23 PM
Waterfront park pathway
The intact ROW (overgrown and with no track) con inues directly alongside Richmond Terrace to the site of the (nowdefunct)
New Brighton stop at the foot of Jersey Street. Reactivation of the ROW would entail moving Bank Street (which runs parallel to
the ROW and is used to access he parking lot from Jersey Street) around 20 feet away from the ROW.

3/12/2009 03:01 PM
ROW along Richmond Terrace

11/20/2009 02:23 PM
Overgrown ROW along Richmond Terrace

11/20/2009 02:22 PM
Overgrown ROW along Richmond Terrace

11/20/2009 02:24 PM
Overgrown ROW along Richmond Terrace
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11/20/2009 02:25 PM
Overgrown ROW along Richmond Terrace

11/20/2009 02:33 PM
End of overgrown ROW along Richmond Terrace

11/20/2009 02:33 PM
End of overgrown ROW along Richmond Terrace

11/20/2009 02:25 PM
Bank Street

11/20/2009 02:26 PM
Waterfront

11/20/2009 02:26 PM
Waterfront

11/20/2009 02:26 PM
Waterfront

11/20/2009 02:33 PM
Overgrown area nor h of Bank Street

The New Brighton station was located at Richmond Terrace and Jersey Street. No trace remains, although there are a couple
of small derelict old buildings in the general vicinity.
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11/20/2009 02:40 PM
Site of former New Brighton Station?

11/20/2009 02:32 PM
Abandoned garage on Bank Street

11/20/2009 02:32 PM
Abandoned garage on Bank Street

11/20/2009 02:34 PM
Abandoned building on Bank Street

11/20/2009 02:34 PM
Abandoned building on Bank Street

11/20/2009 02:34 PM
Abandoned building on Bank Street

11/20/2009 02:35 PM
New Brighton Sign

11/20/2009 02:36 PM
New Brighton Sign
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11/20/2009 02:36 PM
Bank Street just east of Jersey Street

11/20/2009 02:37 PM
Richmond Terrace in New Brighton

11/20/2009 02:40 PM
Richmond Terrace @ Jersey Street
The former U.S. Gypsum plant (561 Richmond Terrace) originally opened in 1876 as the Jerome B. King Plaster Mill. U.S.
Gypsum bought the plant from Windsor Plaster Mills in 1924 (Lundrigan and Navarra 1999). Eastern Salt Company (a.k a.
Eastern Minerals) purchased the 10acre property in 1976 and opened Atlantic Salt, a depot for road deicing salt used across
New York City, New York State, New Jersey and Connecticut. (Cleaton 2009)

3/12/2009 03:04 PM
15 Bank Street  Former U.S. Gypsum plant

11/20/2009 02:38 PM
ROW running through old U.S. Gypsum plant

11/20/2009 02:37 PM
15 Bank Street

11/20/2009 02:38 PM
15 Bank St  Atlantic Salt entrance
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11/20/2009 02:38 PM
A lantic Salt machinery

11/20/2009 02:38 PM
Gate near ROW

The ROW is reputedly intact hrough the Atlantic Salt facilities, although no trackwork is obvious and there are massive piles of
rock salt on the west side of the site over what presumably is the ROW. Restoring ROW hrough this area would likely involve
relocating Atlan ic Salt, demolishing the old plant, and/or elevating the ROW above whatever operations remain there. In the
event of eviction, the proximity of this area to the densely populated areas around St. George make it an excellent potential site
for a waterfront park.

11/20/2009 02:43 PM
U.S. Gypsum fence on Richmond Terrace

11/20/2009 02:44 PM
Rock retaining wall on Richmond Terrace

11/20/2009 02:44 PM
U.S. Gypsum fence on Richmond Terrace

11/20/2009 02:44 PM
U.S. Gypsum plant

11/20/2009 02:45 PM
U.S. Gypsum plant

11/20/2009 02:45 PM
U.S. Gypsum plant
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11/20/2009 02:46 PM
Gravel and landfill

11/20/2009 02 50 PM
U.S. Gypsum plant

11/20/2009 02:50 PM
U.S. Gypsum plant

3/12/2009 03 07 PM
U.S. Gypsum plant smokestack

3/12/2009 03:07 PM
U.S. Gypsum plant

3/12/2009 03 08 PM
U.S. Gypsum plant

3/12/2009 03:10 PM
U.S. Gypsum plant

3/12/2009 03:10 PM
U.S. Gypsum plant
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3/12/2009 03:10 PM
U.S. Gypsum plant

3/12/2009 03:10 PM
U.S. Gypsum plant

3/12/2009 03:12 PM
U.S. Gypsum plant

11/20/2009 02:53 PM
U.S. Gypsum plant

3/12/2009 03:12 PM
Atlantic Salt entrance

11/20/2009 02:51 PM
Atlantic Salt entrance

11/20/2009 02:52 PM
Entrance sign

3/12/2009 03:12 PM
A lantic Salt
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3/12/2009 03:13 PM
A lantic Salt

3/12/2009 03:14 PM
A lantic Salt

11/20/2009 02:56 PM
A lantic Salt

11/20/2009 02:52 PM
Mountains off salt

11/20/2009 02:56 PM
Mountains of salt

11/20/2009 02:57 PM
Mountains of salt

12/4/2009 11:48 AM
Mountain of salt

11/20/2009 02:52 PM
Flags
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3/12/2009 03:17 PM
Western edge of Atlan ic Salt property

3/12/2009 03:17 PM
Overgrown embankment down to ROW
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Snug Harbor / Livingston
The rail line ran along the coast of Kill van Kull in front of Snug Harbor and into the neighborhood of Livingston. The topography
of he area necessitated running the line directly along the coastline and large portions of the ROW have eroded. The erosion
in he 1980s made the line impassible just prior to abandonment in 1990.
The coastline just west of Atlan ic Salt was home to a skate park that had long been abandoned when I visited in 2009. There
was a complex array of wooden boardwalks in various states of disrepair that presented a curious juxtaposition of abandoned
rail, wooden structures, and plant growth.
(click on thumbnails to enlarge)
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11/20/2009 03:02 PM
Abandoned skate park

11/20/2009 03:02 PM
Abandoned skate park

11/20/2009 03:02 PM
Ves igial rail in skate park

11/20/2009 03:02 PM
Abandoned skate park

11/20/2009 03:04 PM
Ves igial rail in skate park

11/20/2009 03:06 PM
Abandoned wrecked car

11/20/2009 03:06 PM
Overgrown pathway into park

11/20/2009 03:07 PM
Homeless encampment
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11/20/2009 03:08 PM
Ves igial rail

11/20/2009 03:10 PM
Wooden boardwalks

11/20/2009 03:11 PM
Park entrance

11/20/2009 03:11 PM
Broken park sign

11/20/2009 03:11 PM
Abandoned park

11/20/2009 03:12 PM
Abandoned park

The Sailor's Snug Harbor station was on he coas line, accessed from ornate stone stairways at the west and east ends of the
platform. The east end is near the front entry archway to Snug Harbor, with the rear end at Snug Harbor Road. Only the
westbound track remains, wi h he eastbound track presumably on piers out over the coastline. The approximate length of the
platform had been covered with an asphalt pathway when I visited in 2009. Reconstruction plans could relocate the station up
closer to Richmond Terrace, leaving the coastline for a riverside park.

11/20/2009 03:14 PM
East entrance to Sailor's Snug Harbor station

11/20/2009 03:15 PM
Sailor's Snug Harbor station
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11/20/2009 03:13 PM
Stairway down to Snug Harbor sta ion

11/20/2009 03:13 PM
Stairway down to Snug Harbor station

11/20/2009 03:12 PM
Snug Harbor entry arch on Richmond Terrace above he Snug Harbor station

11/20/2009 03:13 PM
Dock on Kill van Kull

11/20/2009 03:14 PM
Dock on Kill van Kull

11/20/2009 03:14 PM
Single track to the west of Snug Harbor station

11/20/2009 03:15 PM
Coastline to he east of Snug Harbor station
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11/20/2009 03:15 PM
Single track headed east into abandoned park

11/20/2009 03:15 PM
Single track headed east into abandoned park

11/20/2009 03:16 PM
Track joint

11/20/2009 03:16 PM
Track headed west with new waterside path

11/20/2009 03:17 PM
Retaining wall along track

11/20/2009 03:17 PM
Track headed west

11/20/2009 03:17 PM
Pa h down to water

11/20/2009 03:18 PM
Passing tugboat
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11/20/2009 03:18 PM
Flotsam on the shoreline

11/20/2009 03:19 PM
Pa h to shoreline

11/20/2009 03:19 PM
Pier remnant on shoreline

11/20/2009 03:20 PM
Pipe to some hing

11/20/2009 03:20 PM
West entrance to Sailor's Snug Harbor station

11/20/2009 03:20 PM
Vestigial bluestone path to westbound track?

11/20/2009 03:20 PM
Pier remnant

11/20/2009 03:20 PM
West entrance to Sailor's Snug Harbor station
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11/20/2009 03:21 PM
West entrance to Sailor's Snug Harbor station

11/20/2009 03:21 PM
Pathway to the east

11/20/2009 03:21 PM
Already ADA compliant!

11/20/2009 03:21 PM
Track headed west

11/20/2009 03:22 PM
Vestigial concrete base of something
The line west of Snug Harbor was built on a wooden trestle that was then enclosed wi h a wooden retaining wall and backfilled
with gravel. As the retaining decayed and collapsed, the rail line followed, leaving rails hanging precariously over what is left of
the trestle.

11/20/2009 03:22 PM
Single track headed west from Snug Harbor

11/20/2009 03:22 PM
Eroded track
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11/20/2009 03:22 PM
Eroded track

11/20/2009 03:23 PM
Track and ie closeup

11/20/2009 03:24 PM
Eroded gravel fill

11/20/2009 03:24 PM
Hanging track

11/20/2009 03:23 PM
Eroded track

11/20/2009 03:23 PM
Track closeup

11/20/2009 03:24 PM
Eroded gravel fill

11/20/2009 03:25 PM
Decayed retaining wall
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11/20/2009 03:25 PM
Eroded track and flotsam

11/20/2009 03:25 PM
Rusted track joint

11/20/2009 03:26 PM
Track and stump

11/20/2009 03:26 PM
Eroded track

11/20/2009 03:26 PM
Eroded track

A creek hat runs through he west part of Snug Harbor emp ies into Kill van Kull through a culvert that still holds the track intact
above it.

11/20/2009 03:26 PM
Track headed over drain

11/20/2009 03:27 PM
Eroded track

11/20/2009 03:27 PM
Drain tunnel

11/20/2009 03:27 PM
Track west of drain tunnel
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11/20/2009 03:28 PM
Decayed retaining wall looking east

11/20/2009 03:28 PM
Under the rails

11/20/2009 03:28 PM
Track over drain tunnel

11/20/2009 03:29 PM
Drain tunnel

11/20/2009 03:29 PM
Track headed east from drain tunnel

11/20/2009 03:29 PM
Eroded Track headed west from drain tunnel

11/20/2009 03:33 PM
Creek headed north to Snug Harbor
A maintained but forlorn memorial to the residents of Livingston that made the supreme sacrifice in WWII sits just above he
track along Richmond Terrace near Snug Harbor Road. Ironically, the memorial's nowremote location demonstrates how the
geographic changes of time often lead us to forget things we should remember.
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11/20/2009 03:33 PM
Livingston WWII memorial

11/20/2009 03:34 PM
Livingston WWII memorial

11/20/2009 03:34 PM
Livingston WWII memorial
R.H. Tugs is an incongruously nice restaurant between the coast and Richmond Terrace at Snug Harbor Road. A por ion of he
eastbound track was restored behind the restaurant when the coastline was shored up to prevent the restaurant from falling into
the water. However, rail buffs immediately realize it is a fake from the thin, pressuretreated ornamental wooden ties. Whatever
was holding up the westbound track long ago eroded into the water.

11/20/2009 03:36 PM
R.H. Tugs

11/20/2009 03:36 PM
Tracks behind R.H. Tugs

11/20/2009 03:36 PM
Tracks behind R.H. Tugs

11/20/2009 03:37 PM
Track closeup
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11/20/2009 03:37 PM
Tracks headed east into oblivion

11/20/2009 03:38 PM
Track behind R.H. Tugs

11/20/2009 03:37 PM
Recoonstructed shoreline

11/20/2009 03:38 PM
Track headed west from R.H. Tugs

Just to the west of R.H. Tugs, the Livingston station supposedly sat at the foot of Bard Avenue. There's a convenience store
there, where track resumes its natural state and proceeds west.

11/20/2009 03:39 PM
Track behind convenience store

11/20/2009 03:39 PM
Behind the convenience store

11/20/2009 03:39 PM
Retaining wall behind the convenience store

11/20/2009 03:40 PM
Track under picnic table
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11/20/2009 03:44 PM
Picnic table over track looking west

11/20/2009 03:41 PM
The convenience store at Bard Ave

11/20/2009 03:40 PM
DEP sewer overflow outlet sign

11/20/2009 03:42 PM
Looking south at pleasant, old houses on Bard Ave.

11/20/2009 03:42 PM
Bard Ave. terminating at the track

11/20/2009 03:44 PM
Bard Ave. terminating at the track

11/20/2009 03:45 PM
Vestigial 3rd rail base?

11/20/2009 03:45 PM
Stump grown over track
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11/20/2009 03:45 PM
Concrete column?
Between Bard and Davis Avenues, the track procedes dramatically over another eroded section of fill. The area also features
some concrete waterfront structures, perhaps having something to do with the sewer overflow outlet, or perhaps just the
foundations of some longdefunct structures.

11/20/2009 03:46 PM
Track headed east

11/20/2009 03:46 PM
Concrete structure

11/20/2009 03:46 PM
Concrete structure

11/20/2009 03:47 PM
Concrete structure

11/20/2009 03:46 PM
Track erosion continues

11/20/2009 03:47 PM
Track headed east past encroaching erosion
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11/20/2009 03:47 PM
Second concrete structure

11/20/2009 03:50 PM
Second concrete structure

11/20/2009 03:47 PM
Eroded track

11/20/2009 03:48 PM
Eroded track

11/20/2009 03:49 PM
Under the track

11/20/2009 03:50 PM
Brick conduit under track

11/20/2009 03:50 PM
Brick conduit under track

11/20/2009 03:50 PM
Between the tracks
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11/20/2009 03:51 PM
Track emerges from erosion

11/20/2009 03:51 PM
Track in weeds

11/20/2009 03:52 PM
Track heads west into overgrowth

11/20/2009 03:53 PM
Power poles at Con Ed facility

11/20/2009 03:52 PM
Track heads west

11/20/2009 04:00 PM
1925 electrical warehouse, Richmond Terrace btw Bard and Davis

11/20/2009 04:08 PM
Richmond Terrace btw Bard and Davis
Snug Harbor was founded on 1801 bequest of farmland by Robert Richard Randall that was delayed by an extended dispute
over the will. It finally opened in 1833 to provide a haven for "aged, decrepit and worn out sailors." Over the 19th century he
facility expanded to 50 buildings housing over 900 residents from around the world. Residency and financial support declined
in he mid 20th century. The few remaining residents were relocated to Nor h Carolina in the 1960s. With the historic property
falling into disrepair and being coveted by developers, the New York City Landmark's Commission got he facility listed on the
National Register of Historic Places. The 83acre facility was purchased by the city in 1973 and transformed into the Snug
Harbor Cultural Center and Botanical Garden, an affiliate of the Smithsonian Ins itution.
For a more detailed history of Snug Harbor, see Gerald J. Barry's The Sailors' Snug Harbor: 18012001
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12/4/2009 11:50 AM
Snug Harbor entry sign

11/20/2009 03:11 PM
Greek Revival buildings in Snug Harbor

12/4/2009 11:51 AM
West entrance

12/4/2009 11 53 AM
Site map

12/4/2009 11:53 AM
Statue

12/4/2009 11 54 AM
Buildings on Chapel Road

12/4/2009 11:55 AM
Governor's House

12/4/2009 11 56 AM
Cottage Road
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12/4/2009 11:57 AM
Greenhouse

12/4/2009 11 58 AM
Arbor

12/4/2009 12:00 PM
Connie Gretz Secret Garden tower

12/4/2009 12:01 PM
Administration office

Just to the east of sits Neville House, a country residence built around 1770 by John Neville, a retired naval officer. In the 19 h
century it was used as a tavern that likely received much of its patronage from he retired sailors living next door. When I visited
in 2009, it was in pretty bad shape.

11/20/2009 02:59 PM
Neville House

11/20/2009 03:00 PM
Neville House

11/20/2009 03:00 PM
Neville House
The area of New Brighton near Snug Harbor is an area of pleasant, older singlefamily homes, becoming a little more dense
and less affluent as you move west into Livingston and West Brighton.
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12/4/2009 12:06 PM
Richmond Terrace at Wes bury Ave

12/4/2009 12 07 PM
Wes bury Avenue

12/4/2009 12:07 PM
Wes bury Avenue

12/4/2009 12 09 PM
Large houses on Richmond Terrace at Kissel Ave

12/4/2009 12:14 PM
Davis Ave. nor h of Richmond Terrace

12/4/2009 12:14 PM
Richmond Terrace at Pelton

12/4/2009 12:15 PM
Richmond Terrace at Pelton

12/4/2009 12:15 PM
Richmond Terrace at Pelton
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12/4/2009 12:16 PM
Richmond Terrace at Pelton

12/4/2009 12:18 PM
Richmond Terrace at Pelton

12/4/2009 12:19 PM
Mount Zion Ministry, 631 Henderson

12/4/2009 12:22 PM
Henderson at Campbell

12/4/2009 12:23 PM
Henderson at Campbell

12/4/2009 12:24 PM
Guard pit bull on Campbell

12/4/2009 12:24 PM
New development south of Markham Gardens
All contents of this site © 19972014 by Michael Minn except where otherwise specifically noted. All rights reserved.
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West Brighton
The ROW narrows in this area and runs through active industrial property, notably he Caddell shipyard. Much of the ROW is
being used for storage but no permanent structures have been built on it. Elevation and reloca ion of he track above grade
would presumably be required to preserve the businesses here.

(click on thumbnails to enlarge)
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11/20/2009 04:04 PM
Caddell Dock and Repair Co. parking lot

11/20/2009 04:12 PM
Track near Caddell Dry Dock

11/20/2009 04:04 PM
Caddell Dry Dock and Repair Co.

11/20/2009 04:12 PM
Track in front of Penn Maritime, 1435 Richmond Terrace

Google Search

11/20/2009 04:13 PM
ROW running east in front of Penn Maritime

11/20/2009 04:14 PM
ROW running east in front of Penn Maritime

11/20/2009 04:13 PM
ROW running west from Penn Maritime

11/20/2009 04:14 PM
Wrecked car on ROW
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11/20/2009 04:14 PM
ROW running west
The West Brighton station was supposedly located at the foot of Broadway, presumably someplace on the Caddell Dry Dock
facility.

11/20/2009 04:18 PM
Caddell Dry Dock, Bwy. at Richmond Terrace

11/20/2009 04:23 PM
Corner of Richmond Terrace and Van St.

11/20/2009 04:26 PM
Caddell Dry Dock

11/20/2009 04:22 PM
Caddell Dry Dock, foot of Van St.

11/20/2009 04:24 PM
ROW at foot of Tompkins Ct., Container ship on Kill van Kull

11/20/2009 04:26 PM
Rotted wood pile in Caddell Dry Dock
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11/20/2009 04:26 PM
Rotted wood pile in Caddell Dry Dock

11/20/2009 04:24 PM
West fence of Caddell Dry Dock

11/20/2009 04:25 PM
West fence of Caddell Dry Dock

11/20/2009 04:25 PM
Surveillance sign

11/20/2009 04:24 PM
Track resumes

11/20/2009 04:25 PM
Track headed west

11/20/2009 04:24 PM
Towers in twilight
Markham Gardens sits just to the south of he rail line in West Brighton. It was originally built in 1943 as housing for workers in
nearby shipyards that were extremely active during WWII. The 23 twostory buildings were small and frail and were emptied in
2004 to be replaced by subsidized private redevelopment. The new Markham Gardens includes 240 mixedincome rentals, 25
attached twofamily homes and senior housing. The hope is hat he new buildings will solve the physical woes and the mixed
income structure will solve the spiritual woes, although urban renewal projects invariably involve insensitive displacement in an
attempt to dissipate cri ical masses of poverty. A new rail station just steps away would be a nice amenity as well. (NYC.gov
2009, SILive.com 2009)
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12/4/2009 12:25 PM
Markham Gardens

12/4/2009 12:26 PM
Markham Gardens

12/4/2009 12:27 PM
Markham Gardens

12/4/2009 12:27 PM
Markham Gardens

12/4/2009 12:28 PM
Markham Gardens

12/4/2009 12:28 PM
Markham Gardens

11/20/2009 04:15 PM
Markham Gardens

11/20/2009 04:16 PM
Markham Gardens
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11/20/2009 04:17 PM
Markham Gardens

11/20/2009 04:18 PM
Markham Gardens home sale sign

11/20/2009 04:19 PM
Corner of Richmond Terrace and Broadway
By contrast, West Brighton Houses I is an old school postWWII highrise housing project that sits just to the sou hwest of
Markham Gardens. It has 488 units and opened in 1962. West Brighton II was opened in 1965 just to the sou h with 144 units in
onestory buildings. The West Brighton II buildings were boarded up when I visited in 2009.

12/4/2009 12:30 PM
West Brighton I

12/4/2009 12:32 PM
West Brighton I

12/4/2009 12:34 PM
West Brighton I

12/4/2009 12:34 PM
West Brighton I
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12/4/2009 12:38 PM
West Brighton I on Henderson Street

12/4/2009 12:34 PM
West Brighton II

12/4/2009 12:35 PM
West Brighton II
Walking north up Alaska street toward Richmond Terrace and he rail line...

12/4/2009 12:35 PM
New development across Alaska Street

12/4/2009 12:36 PM
New Dimensions Auto Body

12/4/2009 12:35 PM
Older houses on Alaska Street

12/4/2009 12:39 PM
Territory markers?
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12/4/2009 12:39 PM
Alaska Street houses get less charming closer to the water

12/4/2009 12:41 PM
19 Alaska Street

12/4/2009 12:40 PM
Infill development

12/4/2009 12:42 PM
Abandoned

12/4/2009 12:45 PM
Construction of Pt. Richmond East Interceptor Throttling Facility

12/4/2009 12:45 PM
Construction of Pt. Richmond East Interceptor Throttling Facility

12/4/2009 12:46 PM
Outreach towing, East side of water treatment plant
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12/4/2009 12:46 PM
Outreach towing, 1741 Richmond Terrace

12/4/2009 12:47 PM
Packard West Brighton
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Port Richmond
The NSRR runs on a 0.8milelong concrete viaduct through Port Richmond. The viaduct was built to eliminate dangerous at
grade street crossings in the neighborhood. It was funded by the depressionera Federal Public Works Administra ion and cost
around $2 million. Work began in 1934 and the viaduct opened on February 25, 1937 (NY Times 12/4/1933 and 2/24/1937).

(click on thumbnails to enlarge)
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A 2000 inspection revealed the viaduct to be largely sound, although age, lack of maintenance and issues with ADA
compliance would likely necessitate extensive repairs. Old station platforms and awnings s ill exist on the viaduct, although
their poor condi ion and old design would probably require complete reconstruc ion. Consideration is also being given to
replacement of the structure or demolition with restoration of the atgrade crossings  showing how easy it is to pursue short
term savings while failing to learn the lessons of history.
The viaduct begins its rise behind he water pollution control plant around Taylor Street.
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12/4/2009 12:48 PM
Pollution Control Plant

12/4/2009 12 50 PM
Viaduct behind Pollution Control Plant

12/4/2009 12:51 PM
Viaduct rising toward Richmond Terrace

12/4/2009 12 52 PM
Stream at Rector Street

12/4/2009 12:52 PM
Ducks in the stream

12/4/2009 12 53 PM
TLC office 1893 Richmond Terrace
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12/4/2009 12:53 PM
Richmond Terrace looking west from Rector Street

12/4/2009 12:54 PM
NYC DOT facility on Richmond Terrace

12/4/2009 12:55 PM
Richmond Terrace turning North

12/4/2009 12 57 PM
Viaduct approaching Richmond Terrace

12/4/2009 12:56 PM
Viaduct crossing Richmond Terrace

12/4/2009 12 58 PM
Viaduct crossing Richmond Terrace

12/4/2009 12:58 PM
Sidewalk on Richmond Terrace under viaduct

12/4/2009 12 58 PM
Viaduct ceiling
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12/4/2009 12 59 PM
Viaduct piers looking west

12/4/2009 01 02 PM
Jewett Lead Company EPA remediation sign

12/4/2009 01:02 PM
Viaduct headed west past Jewett Lead Co. site

12/4/2009 01 03 PM
Viaduct over Richmond Terrace

12/4/2009 01:02 PM
Reinaur Tugboats

12/4/2009 01:03 PM
Reinaur Tugboats

The Port Richmond station was between Park Avenue (a residential street) and Richmond Avenue, a street of diversified
shopping.

12/4/2009 01:05 PM
Port Richmond Station at Park Ave.  westbound platform

12/4/2009 01:05 PM
Park Ave. Bridge  1935
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12/4/2009 01:05 PM
Stairway to platform

12/4/2009 01:06 PM
Stairway to platform

12/4/2009 01:06 PM
Port Richmond Station awning

12/4/2009 01 06 PM
Port Richmond Station awning

12/4/2009 01:06 PM
Viaduct over Park Avenue

12/4/2009 01 07 PM
Viaduct over Park Avenue

12/4/2009 01:08 PM
Viaduct over Port Richmond Avenue

12/4/2009 01 09 PM
Nat's Men's Shop
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12/4/2009 01:09 PM
Old residen ial stock on Ann Street

12/4/2009 01:10 PM
Concrete stringers

12/4/2009 01:11 PM
Twin spans

12/4/2009 01:11 PM
Looking west under the viaduct

12/4/2009 01:10 PM
Under the viaduct

12/4/2009 01:10 PM
Spalling

12/4/2009 01:11 PM
Stairway up to platform

12/4/2009 01:11 PM
Spalling

12/4/2009 01:14 PM
Viaduct at the end of Port Richmond Avenue mall

While a bit worse for wear, reactivation of the rail line could well be a nice shot in the arm for the shopping area, broadening the
pool of potential customers. The area is largely older housing stock (often in poor condition) that might also be ripe for higher
density redevelopment.
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12/4/2009 01:09 PM
Port Richmond Avenue shops

12/4/2009 01:12 PM
Empty storefront

12/4/2009 01:14 PM
Port Richmond Avenue shops

12/4/2009 01:19 PM
Port Richmond Avenue shops

12/4/2009 01:22 PM
Mossy vacant slot

12/4/2009 01:23 PM
Maple Street at Grove Avenue

12/4/2009 01:23 PM
Grove Avenue

12/4/2009 01:24 PM
Viaduct over Maple Street
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12/4/2009 01:25 PM
Grove Avenue at Faber Street

12/4/2009 01:25 PM
Viaduct over Faber Street

12/4/2009 01:25 PM
Solid Rock Ministries  70 Grove Avenue
The Tower Hill station sat between Sharpe and Treadwell Avenues and served the west side of Port Richmond. The station is
not slated for reactivation, probably due to its proximity to both the Port Richmond and Elm Park stations.

12/4/2009 01:26 PM
Tower Hill Station at the end of Grove Avenue

12/4/2009 01:27 PM
Spalling

12/4/2009 01:27 PM
Tower Hill Station

12/4/2009 01:29 PM
West staircase
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12/4/2009 01:29 PM
Tower Hill Station

12/4/2009 01:30 PM
East staircase

12/4/2009 01:31 PM
East staircase

12/4/2009 01:33 PM
Tower Hill Station

12/4/2009 01:33 PM
Rusted awning

12/4/2009 01:35 PM
Cracking

12/4/2009 01:34 PM
Under the viaduct looking west

12/4/2009 01:37 PM
Viaduct over Sharpe Avenue
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12/4/2009 01:41 PM
Viaduct over Treadwell Ave.

12/4/2009 01:41 PM
1935 date stamp (BIN 7706050)

12/4/2009 01:42 PM
Stairway to platform

12/4/2009 01:42 PM
No tresspassing

12/4/2009 01:42 PM
Extensive cracking, revealing steel stringers
The mostly residen ial neighborhood features closelypacked but large late19th and early20th century homes. Some of the
neighborhood properties could use some improvements, but there don't appear to be alot of vacant lots. The residents would
probably be quite hostile to having alot of homes torn down for large, dense redevelopment projects.

12/4/2009 01:39 PM
Treadwell Ave. looking north toward viaduct

12/4/2009 01:37 PM
Multiple house ages  Harrison at Sharpe
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12/4/2009 01:38 PM
Large old houses  Harrison at Treadwell

12/4/2009 01:39 PM
Treadwell at Slaight  Mansard roof

12/4/2009 01:40 PM
Houses on Treadwell Street

12/4/2009 01:46 PM
Newer multifamily row houses  Slaight at Nicholas

12/4/2009 01:47 PM
Slaight at Nicholas

12/4/2009 01:47 PM
Houses on Nicholas Avenue

The Port Richmond viaduct ends between Treadwell and Nicholas Avenues and heads into a trench to points West. Just before
returning to grade level, the line crosses over Treadwell Avenue on a formidablelooking pony plate bridge. The line was
unfenced at his point when I visited in 2009, making it possible to climb onto the bridge. However, overgrowth to the west and
east would make further walking on he line a fairly arduous hike.

12/4/2009 01:47 PM
Nicholas Avenue Bridge

12/4/2009 01:48 PM
Overgrown access road south of Nicholas Ave. Bridge
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12/4/2009 01:48 PM
Pony plate girder closeup

12/4/2009 01:49 PM
Joint at abutment

12/4/2009 01:49 PM
1935 datestamp (BIN 7706120)

12/4/2009 01 50 PM
1935  Built by Shoemaker Bridge Co., Pottstown, PA

12/4/2009 01:50 PM
Single track on bridge

12/4/2009 01 50 PM
Looking east into overgrowth

12/4/2009 01:53 PM
Track headed into overgrow h

12/4/2009 01 52 PM
Overgrowth east
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12/4/2009 01:51 PM
Graffiti on norther girder

12/4/2009 01 52 PM
Looking north toward Kill van Kull on Nicholas Ave.

12/4/2009 01:53 PM
Track headed west into overgrowth
All contents of this site © 19972014 by Michael Minn except where otherwise specifically noted. All rights reserved.
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Elm Park / Mariner's Harbor / Arlington

(click on thumbnails to enlarge)

The Port Richmond viaduct ends just to the Eest of Treadwell Avenue, with the ROW proceding on an embankment to he
Bayonne Bridge, where it descends into and open cut. A single track seems to be intact from here on west wi h some derelict
vestigial station facilities and platforms, although the cut is heavily overgrown. Street bridges over the ROW have been
maintained and this is likely the least expensive stretch of ROW to restore. This is also the area that will receive the greatest
commuting time reductions on the line. If he HudsonBergen Light Rail (HBRL) line is extended into Staten Island, the Elm Park
station, just under the approach to the Bayonne Bridge on Hwy. 440, would presumably be a transfer point between he two
lines.
The remnants of the Elm Park station sit under the Bayonne Bridge just to the east of Morningstar Road. They are some of the
betterpreserved and more visible of the NSRR station ruins.
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12/4/2009 02:13 PM
Eastbound platform

12/4/2009 02:14 PM
Platforms under he bridge

12/4/2009 02:14 PM
Eastbound platform

12/4/2009 02:18 PM
Station canopies

12/4/2009 02:18 PM
West end of eastbound platform

12/4/2009 02:19 PM
West end of eastbound platform

12/4/2009 02:26 PM
Elm Park station viewed from the Southeast

12/4/2009 02:26 PM
Platforms
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12/4/2009 02:28 PM
Breech in eas bound platform

12/4/2009 02:19 PM
ROW headed east under the Bayonne Bridge

12/4/2009 02:28 PM
East end of eastbound platform

12/4/2009 02:21 PM
Westbound platform

12/4/2009 02:22 PM
Watery ROW headed west from Elm Park

There is a pedestrian bridge over the ROW just to the east of the Elm Park station that gives a good view of he ROW in this
area. The surrounding neighborhood is a mildlydecayed old workingclass neighborhood and includes Port Richmond High
School. Perhaps a good target for gentrification associated with a new rail line.

12/4/2009 02:25 PM
Denselypacked houses on Innis Street

12/4/2009 02:25 PM
Innis Street leading to pedestrian bridge

12/4/2009 02:29 PM
Pedestrian bridge

12/4/2009 02:29 PM
ROW under the pedestrian bridge
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12/4/2009 02:30 PM
ROW looking west to Elm Park station

12/4/2009 02:30 PM
ROW looking west to Elm Park station

12/4/2009 02:30 PM
Overgrown ROW east of pedestrian bridge

12/4/2009 02:31 PM
Overgrown retaining wall on south side of ROW

12/4/2009 02:34 PM
Northbound John Street dead end into ROW

12/4/2009 02:31 PM
Overgrown eastbound tracks passing John Street

12/4/2009 02:32 PM
Retaining wall

12/4/2009 02:32 PM
Discarded shower enclosure?
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12/4/2009 02:33 PM
Boardedup houses on John Street north of ROW

12/4/2009 02:11 PM
Old and new residences on Morningstar Road

12/4/2009 02:15 PM
Lasalle Street headed nor h to the east of the Bridge
The Bayonne Bridge features a 1,675foot main span supported by a hyperbolic steel arch. The bridge was designed by
Othmar Amman based on the design that his mentor, Gustav Linden hal, used for the Hell Gate railroad bridge between Ward's
Island and Astoria, Queens. Groundbreaking occurred on September 1, 1928 and he bridge opened to traffic on November 15,
1931. Although cantilever and suspension designs were considered, the arch design was chosen because it could
accomodate proposed rail lines on the outer edges of the roadway. The rail lines never materialized as envisioned, although as
of his writing in 2009 there are propoosals to bring the HudsonBergen light rail line over the bridge into Staten Island. There
are also considerations of replacing or modifying he bridge to accomodate newer ships hat exceed the 150 foot clearance
above mean high water (NYCRoads 2009).

12/4/2009 01 51 PM
Bayonne Bridge (viewed from the southeast)

12/4/2009 01:58 PM
Where parade floats come from

12/4/2009 02 00 PM
Bayonne Bridge center span
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12/4/2009 02:00 PM
North approach

12/4/2009 02 01 PM
Center span

12/4/2009 02:03 PM
View from sou heast

12/4/2009 02 04 PM
Pier spalling

12/4/2009 02:04 PM
No tresspassing

12/4/2009 02 05 PM
View across Newark Bay

12/4/2009 02:05 PM
South approach piers

12/4/2009 02:06 PM
Undernea h he arch viewed from the south
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12/4/2009 02:08 PM
View from the southwest

12/4/2009 02 09 PM
View from he southwest

12/4/2009 02:14 PM
Under the south approach looking north from Lasalle Street

12/4/2009 02:14 PM
South approach looking south from Lasalle Street

12/4/2009 02:15 PM
South approach looking north from Lasalle Street

12/4/2009 02:23 PM
Looking north under the South approach from Innis Street

Mariner's Harbor sits to the west of the Bayonne Bridge and, as the name implies, was home to considerible industry that
supported the maritime industry. The coast was home to shipyards, steel mills and machine shops and saw substantial activity
in support of WWI and WWII. Bethlehem Steel bought a shipyard here in 1938 and employed 12,000 during its peak in WWII,
launching destroyers and making propellers for other types of ships. Be hlehem Steel closed the shipyard in 1960 and the
propeller plant in 1971. I'm not sure exactly what was where, but hese are some of he buildings on the coas line to the west of
the Bayonne Bridge, most seeming to still be active with light industrial activity. (GlobalSecurity.org 2009, DestroyerHistory.org
2009)

12/4/2009 02:08 PM
Tanks to the west of the bridge

12/4/2009 02 08 PM
Space for rent
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12/4/2009 03:17 PM
Former Bethlehem Steel propeller factory?

12/4/2009 03:18 PM
2589 Richmond Terrace

12/4/2009 03:18 PM
2589 Richmond Terrace

12/4/2009 03:18 PM
2589 Richmond Terrace

12/4/2009 03:19 PM
Tower  2589 Richmond Terrace

12/4/2009 03:19 PM
2589 Richmond Terrace

12/4/2009 03:22 PM
Sewer overflow  Richmond Terrace at Wright

12/4/2009 03:23 PM
For Lease / Sale  Richmond Terrace at Housman
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12/4/2009 03:25 PM
Dock remnant  Richmond Terrace at Wright

12/4/2009 03:26 PM
Guard dog?!

12/4/2009 03:26 PM
Great Lakes Dredge and Dock Co.

12/4/2009 03:28 PM
Great Lakes Dredge and Dock Co.

12/4/2009 03:26 PM
VIlla Marin GM dealership
The ROW proceeds west from the Bayonne Bridge in a shallow trench, crossed by a number of street bridges. The surrounding
neighborhoods are fairly dense mixed industrial and sturdy old residential.

12/4/2009 02:43 PM
Lasalle at Winant

12/4/2009 02:44 PM
Lasalle at Winant
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12/4/2009 02:47 PM
Granite Ave bridge over ROW

12/4/2009 02:47 PM
Looking east down ROW from Granite Ave

12/4/2009 02:48 PM
Looking west down ROW from Granite Ave

12/4/2009 02:53 PM
Back of industrial building on Lake Street

12/4/2009 02 53 PM
Industrial building on Walker Street

12/4/2009 02 56 PM
Contemporary row houses on Granite Ave nor h of Walker

12/4/2009 02:56 PM
Light industrial street on Granite Ave south of Walker

12/4/2009 03:00 PM
West Shore Little League ballpark
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12/4/2009 03:00 PM
Contemporary row houses  SW corner of Lake at Walker

12/4/2009 03:02 PM
Contemporary townhouses  Lake St south of Walker

12/4/2009 03 01 PM
Warehouse  NE corner of Lake at Walker

12/4/2009 03 04 PM
Available warehouse  Lake Street

12/4/2009 03:05 PM
Art Moderne  141 Lake

12/4/2009 03 05 PM
141 Lake

12/4/2009 03:05 PM
125 Lake  light industry
The Lake Avenue station sat between Lake Street and Simonson Street. It is not slated for reactivation.
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12/4/2009 03:06 PM
Lake St. Station

12/4/2009 03 06 PM
Lake St. Station

12/4/2009 03:07 PM
Lake St. Station

12/4/2009 03 08 PM
ROW headed east from Lake Avenue

12/4/2009 03:08 PM
Inactive power lines along the ROW at Lake Avenue.

12/4/2009 03:36 PM
Single track running through Lake Avenue Station

12/4/2009 03:36 PM
West ends of Lake Avenue Station platforms

12/4/2009 03:37 PM
Simonson Avenue bridge over ROW
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12/4/2009 03:43 PM
Single track headed west from Simonson Avenue

12/4/2009 03:35 PM
Overgrown ROW headed west from Simonson Avenue

Mariner's Harbor north of the ROW up to the bay is an area of wellmaintained older single family homes and some new
contextuallysensi ive infill development, which is surprising given the remoteness of the area and proximity to industry. If I'd
had a chance to come out here on a sunny day, the photos might have had a more Rockwellian character.

12/4/2009 03:10 PM
Townhouses on Lake Avenue.

12/4/2009 03:10 PM
Lake Avenue headed north toward the coast

12/4/2009 03:11 PM
New townhouses

12/4/2009 03:12 PM
Mixed age development

12/4/2009 03:16 PM
2672 Richmond Terrace

12/4/2009 03:16 PM
Townhouses on Wright Avenue

Page 450 of 488

12/4/2009 03:32 PM
42 Simonson Avenue

12/4/2009 03:33 PM
43 Simonson Avenue

12/4/2009 03:44 PM
Van Name at Heusden Street

12/4/2009 03:44 PM
Van Name Avenue bridge over ROW

12/4/2009 03:44 PM
Heusden Street running parallel on sou h edge of ROW
Mariner's Harbor was a centerplatform station that sat between Van Pelt Avenue and Erastina Place.

12/4/2009 03:46 PM
Mariner's Harbor station

12/4/2009 03:47 PM
Mariner's Harbor sta ion
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12/4/2009 03:46 PM
Van Pelt Ave. bridge over ROW

12/4/2009 03:52 PM
Canopy supports

12/4/2009 03:47 PM
Unused power line over ROW

12/4/2009 03:53 PM
Brickwork

12/4/2009 03:53 PM
Mariner's Harbor sta ion

12/4/2009 03 53 PM
Mariner's Harbor sta ion

12/4/2009 03:54 PM
Overgrowth

12/4/2009 03 54 PM
West edge of platform
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12/4/2009 03:55 PM
Linden Ave. along south edge of ROW

12/4/2009 03 55 PM
Maple Parkway

12/4/2009 03:55 PM
Maple Parkway

12/4/2009 04 00 PM
Arthur Drier and Son

12/4/2009 04 04 PM
Union Avenue

12/4/2009 04 06 PM
Disused silos on Leyden Ave btw Union Ave and Harbor Road

12/4/2009 04:07 PM
Abandoned townhouse development on Harbor Road
Mariner's Harbor houses is a dreary highrise development from 1953, which seems to have opened just as the NSRR line was
closing. Whether that was by Robert Moses' design or not, it likely served to further isolate the low income residents by making
them dependent on slow city buses for mobility.
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12/4/2009 04:14 PM
Mariner's Harbor Houses

12/4/2009 04:16 PM
Management Office

12/4/2009 04:15 PM
Mariner's Harbor Houses

12/4/2009 04:16 PM
Building plaque  notice Robert Moses not included

12/4/2009 04:16 PM
Mariner's Harbor Houses

12/4/2009 04:17 PM
Mariner's Harbor Houses

12/4/2009 04:18 PM
Mariner's Harbor Houses

12/4/2009 04:18 PM
Mariner's Harbor Houses
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12/4/2009 04:16 PM
Lockman Loop just east of Mariner's Harbor Houses

12/4/2009 04:20 PM
Mill nor h of ROW and Mariner's Harbor Houses

12/4/2009 04:20 PM
El gato

12/4/2009 04:11 PM
Pentecostal Tabernacle, 183 Harbor Road

12/4/2009 04:12 PM
Survivor walkup, Harbor Road

12/4/2009 04:13 PM
St. Michael's Church

12/4/2009 04:24 PM
Pedestrian passage to South Road Bridge

12/4/2009 04:27 PM
House on South Road
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12/4/2009 04:28 PM
Sou h Road bridge
Harbor Road was the penultimate stop on he North Shore line. The far western part of the line has been reactivated for freight
service to the New York Container Terminal in Howland Hook. The restored line begins with a single track just west of Union
Road, proceeds under Harbor Road and expands to five tracks just west of South Road. The Travis Branch also splits off of the
line just east of South Road and continues down the West Shore to an electrical plant.

12/4/2009 04:02 PM
ROW enclosure east of Union Avenue

12/4/2009 04:02 PM
Single rail line west from Union Avenue

12/4/2009 04:08 PM
Restored rail line running under Union Avenue bridge

12/4/2009 04 01 PM
Restored rail line west of Union Avenue

12/4/2009 04 07 PM
Restored rail line west of Union Avenue

12/4/2009 04:07 PM
Harbor Road Bridge, Summerfield United Me hodist Church
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12/4/2009 04:08 PM
Rail line split ing to hree tracks west of Harbor Road

12/4/2009 04:20 PM
Conrail  No Trespassing

Arlington was he terminating sta ion on the North Shore line at Sou h Road. No traces of the old station remain. There has
never been regular passenger rail service beyond South Road and there are no plans to add it. Adding a stop in Howland
Hook might be helpful for some New York Container Terminal employees, but limited potential patronage and possibility of
contention wi h freight service might not make an additional stop worth the cost. The area west of South Road and sou h of the
ROW is largely undeveloped and is a potential location for an additional rail yard and / or a new maintenance facility.

12/4/2009 04:27 PM
Tracks headed from the east to Sou h Road

12/4/2009 04:26 PM
Tracks headed west to Arlington Yard

12/4/2009 04:26 PM
Tracks headed west to Arlington Yard
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Revisiting a subway connection for Staten Island
By Benjamin Kabak

Plans from 1939 show a Staten Island subway connection via a Fort Hamilton Parkway
subway.
The endless parade of mayoral forums various boroughs and city organizations host over the course of an election season may not bring much
clarity on the differences amongst the candidates. After a while, everyone starts to sound the same, and the various discussions blend together into
one giant mess of pandering city politicians. Yet, they can provide fodder for potential projects that may never have a chance to see the light of day,
and last night’s on Staten Island did not disappoint.
When Staten Island hosts a mayoral forum, the discussion inevitably turns to the transportation options. SI residents hate the tolls on the Verrazano
Narrows Bridge; they hate the lack of transit options on the island; and they hate how the mayor has focused on a potential subway to Secaucus
before exploring a subway to Staten Island. (In fact, Diane Savino has threatened to throw an obstructionist fit in the off chance the mayor’s plan
moves forward before the end of the year.)
Last night, in between candidates decrying state control of the MTA and the need to improve ferry service, former MTA Chairman and GOP
mayoral hopeful Joe Lhota spoke about the need to connect Staten Island to, well, somewhere. During the forum, Lhota discussed the need to
connect the R train to Staten Island. Lhota’s plan, hardly unique in the recent history of proposals to send the subway to Staten Island, harkens back
to the original 1913 BMT plans and the 1939 IND Second System proposal to dig under the Narrows via 67th St. in Brooklyn. As part of an aborted
effort to realize this subway extension, workers dug out around 150 feet but gave up after a dispute with Mayor Hylan in the mid1920s.
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1912 plans connect a subway tunnel under the Narrows to the BMT’s 4th Avenue line.
So does it make sense for 2013? Ignoring the idea that Staten Island is likely better served with rail on the North Shore and a connection to the
Hudson Bergen Rail Light, let’s look at a potential crossNarrows connection. First, we have the issue of cost. In 2007, Lew Fidler proposed transit
and rail freight tunnels that he estimated would cost a total of $10 billion, and in 2010, Diane Savino claimed a subway connection would set back
the city by $3 billion. As there are no serious recent studies on the tunnel, it’s unclear how much it would cost, but billions — with a b — is a good
starting point.
Next up are travel times. My kneejerk reaction to suggest that a crossharbor tunnel with a direct connection to Lower Manhattan would be a better
use of funds, but it would use up more of those funds. Furthermore, travel times to key job centers may not be worse along 4th Ave. If a Staten
Island subway ran express or if riders transferred at 59th St. to an N, that segment of ride lasts about 10 mintes to the Atlantic Ave./Barclays Center
stop and around 3035 minutes to Times Square. A crossharbor subway, spanning the 5+ miles to the 1 at South Ferry or R at Whitehall St., would
likely arrive in Lower Manhattan in about 812 minutes but would bypass any job centers in Brooklyn completely.
Meanwhile, there’s a third cost element to consider: Would either a crossHarbor or a transNarrows subway allow the city to cut back or eliminate
Staten Island ferry service? According to the latest figures, the subsidizes ferry trips to the tune of $108 million annually. Cutting ferry subsidies to
zero would still require three decades or more to recoup costs, but fare collection could help offset the investment. That’s a dirty calculation that
assumes the city could cut ferry service entirely, but it’s a factor to consider at least.
For now, we’re just dreaming and thinking off the cuff. No one is yet willing to champion a subway to Staten Island, and even those politicians such
as Savino who are willing to talk about it use it as a threat more than a promise. At the mayoral forum, Lhota recognized a need and a talking point
that plays well to the audience, but the truth is that there are far more worthwhile subway expansion projects than this one. Staten Island will likely
just have to keep on waiting.
0
Like 84 people like this. Sign Up to see what your friends like.
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83 Responses to “Revisiting a subway connection for Staten Island”
1. marv says:
June 11, 2013 at 12:43 am
Factor in the increase in real estate values (taxes) and economic development that would result from having the subway connection. I doubt
that you would be looking at a 30 year recoup.
NYS is completing a major overhaul of Route 17 (the Quickway and Southern Tier Expressway). The major purpose is to allow it to be
signed as I86. The difference in travel before and after the overhaul will be minor, but by it being labelled as an interstate, economic
development will come. The same can be true of a subway line to a location. Even if the current bus/ferry connections take just as long, they
are perceived as slower and hold back investment.
Reply
Nathanael says:
June 17, 2013 at 3:12 pm
Check heights above sea level before investing the Staten Island Rapid Transit. Don’t invest in things which are going to sink or need
floodwalls.
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Diane J. Savino, 23rd District
Part of Kings and Richmond Counties
Independent Democratic Conference Liaison to the Executive Branch

315 Legislative Office Building
Albany, New York 12247
5184552437

36 Richmond Terrace, Suite 112
Staten Island, New York 10301
7187279406
savino@nysenate.gov (mailto:savino@nysenate gov)

Diane Savino has dedicated her entire professional career towards improving the lives of working families.
She began her career in public service as a caseworker for New York City’s Child Welfare Administration,
providing direct assistance to abused and neglected children.

An active member of her local labor union, the Social Service Employees Union, Local 371, DC 37 of
AFSCME, she quickly rose through the ranks to become the Vice President for Political Action &
Legislative Affairs, where she became one of the most respected labor leaders in New York State.

As a labor official, she actively and successfully campaigned for an increase in the minimum wage from
$5 15 to $7.15—the first raise for New Yorkers in over a decade. As a Senator and Chair of the Labor
Committee she continued her commitment to workers by supporting and advocating for a further increase to
$9.00 to be phased in over the next three years that was included in the 201314 Executive Budget.

In 2004, she was elected to represent the 23rd Senatorial District, which encompasses the North and East
Shores of Staten Island and portions of Southern Brooklyn, including Bensonhurst, Brighton Beach, Coney
Island, Dyker Heights, Gravesend and Sunset Park.

In their endorsement of Senator Savino, the New York Times described her as “scrappy and effective”. Her
dedication to her constituents earned her the Staten Island Advance’s “strongest endorsement for a third
term”, saying “no lawmaker works harder and no lawmaker commits herself to the fight for her constituents
more than Ms. Savino". City and State Newspaper has rated her as one of the 100 Most Influential People in
New York State (2013 and 2014) and one of the 100 Most Influential People in New York City (2014).

Senator Savino’s hardwork and influence was evidenced as she championed the Compassionate Care Act
through the legislative process despite opposition and misinformation. The ACT will allow New Yorkers
with serious medical conditions limited access to medical marijuana under the supervision of health care
professionals and under strict state regulations.

Senator Savino has championed legislation protecting hardworking New Yorkers. Among the laws she has
had enacted is the first in the nation Domestic Workers’ Bill of Rights, expanding basic worker protection
rights to domestic workers; the Prompt Pay Bill, which ensures prompt payment to construction contractors

NY SENATE HOMEPAGE
Search
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and their employees; Wage Theft Prevention Act, assessing preventative and punitive measures on
employers that steal income from their employees; and another national first The New York State
Commercial Goods Transportation Industry Fair Play Act, establishing new standards for determining
whether a commercial truck driver is an employee or an independent contractor, helping to further protect
workers' rights statewide.

Senator Savino currently serves as Chair of the Senate Standing Committee on Labor and has previously
served as chair of both the Civil Service and Pensions Committee and the Children and Families
Committee. From those committees she authored the law that would limit public authorities from
contracting out for services that can be performed by public employees; provided a costofliving increase
in the death benefit for widows and widowers of police officers and fire fighters killed in the line of duty
and expanded and made permanent the Family Differential Response (FAR) Program.

In January of 2011, Senator Savino cofounded the Independent Democratic Conference to provide a clear
break from the dysfunction that had defined Albany for too long and to allow for a return to governance that
her constituents expect and deserve. She serves as the Independent Democratic Conference’s Liaison to the
Executive Chamber.

Local initiatives include the establishment of a Quiet Zone on the Staten Island Ferry; AccessaRide,
Railway, Ferry and Express Bus Service Surveys; a Mobile District Office; the annual “Back to School
Blasts” to give away free school supplies to students; Veterans’ Benefit and Job Fair; Street Games; Soap
Box Derbies; Read to Lead literacy programs; Women’s Health Events; a series of hearings on the
foreclosure and subprime lending crisis; districtwide workshops for seniors on the Medicare prescription
drug plan, and statewide hearings on Heroin and Opioid abuse and HPV, the virus that causes cervical
cancer and the HPV vaccine.

Senator Savino sponsors a wide array of programs in the 23rd District, including the only kosher soup
kitchen in New York City, Staten Island’s Downtown DriveIn Movies, a mobile mammography unit, as
well as a wide variety of programs for atrisk youth and senior citizens.

Standing Committee Assignments: Labor (Chair – 2013  present), Banks, Children and Families (Chair,
201112 Sessions), Civil Service and Pensions (Chair, 200910 Sessions), Consumer Protections, Elections,
Finance, Health, Higher Education, Subcommittee on New York City Education and Senate BiPartisan
Task Force on Hurricane Sandy and Senate BiPartisan Task Force on Heroin and Opioid Addiction.
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Savino calls for subway, rail links for Staten Island with floating
$3B in federal funding
Judy L. Randall | randall@siadvance.com By Judy L. Randall | randall@siadvance.com
on November 20, 2010 at 7:46 AM

STATEN ISLAND, N.Y.  Staten Island should
get first crack at $3 billion in federal
transportation funding that Mayor Bloomberg
would like to see used to extend the No. 7
subway line to New Jersey, state Sen. Diane
Savino said.
The money  which New York officials want to
get their hands on after Jersey rejected it for
another project  should be used for "longago
promised" subway and rail links here, Ms.
Savino said.
"If the Metropolitan Transportation Authority
(MTA) wants to truly move people out of their

Advance file photo
'If the Metropolitan Transportation Authority (MTA) wants to truly
move people out of their cars and onto rail, extending a subway to the
Island is the way to do it,' said state Sen. Diane Savino.

cars and onto rail, extending a subway to the
Island is the way to do it," said Ms. Savino (DNorth Shore/Brooklyn). "The MTA should complete a 1912 plan that
would have rail and freight access from the terminus of Victory Boulevard to Brooklyn, along 67th Street, and
then utilize the R train route along Fourth Avenue. The projected cost of the plan is $3 billion, the same as the
extension of the 7 line under the Hudson River."
"If a bistate alternative is necessary in order to access federal funds," Ms. Savino added, "the city could extend
the Hudson Bergen Light Rail from its present terminus at 8th Street in Bayonne over the Bayonne Bridge,
making a 'northwest passage' to Manhattan via the PATH trains in Jersey City and Hoboken. Keep in mind that
12,000 Islanders work in Hudson or Bergen County and 100,000 Islanders work in Manhattan every weekday."
New York officials have been salivating over the $3 billion, originally slated for the Access to the Region's Core
(ARC) project, after New Jersey Gov. Chris Christie nixed it citing projected cost overruns.
U.S. Sen. Kirsten Gillibrand (DNew York) and Gov.elect Andrew Cuomo have made appeals for the funds, and
earlier this week a group of area members of Congress urged U.S. Transportation Secretary Ray LaHood to
transfer the money to New York transit projects, including the Second Avenue Subway and the new Moynihan
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Station.
But Ms. Savino took aim at Bloomberg's suggestion in particular, saying it "flies in the face of practicality and
fairness."
"In 1898, when the boroughs voted to consolidate, Staten Island voted overwhelmingly to become part of New
York City on the basis of two promises, a municipal ferry and subway service," said Ms. Savino. "After seven years
we got ferry service, but 112 years later we are still waiting on the subway. Staten Island is part of New York City,
with over halfamillion people. It is past time we have similar transportation alternatives that other boroughs
have."
© 2015 SILive.com. All rights reserved.
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Savino: No extension of 7 line until Staten Island gets its own
subway connection
7linetracks.jpg
The tracks connecting Times Square to the extension of the 7 subway Line (MTA / Leonard Wiggins)
Ken Paulsen | paulsen@siadvance.com By Ken Paulsen | paulsen@siadvance.com
Email the author | Follow on Twitter
on April 11, 2013 at 5:11 PM, updated April 11, 2013 at 5:12 PM
STATEN ISLAND, N.Y.  Extend the 7 subway line into New

CONNECT

Jersey? You can count on state Sen. Diane Savino's support 
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as soon as Staten Island gets its own subway connection
from Brooklyn.

On mobile or desktop:
Ms. Savino blasted the NYC Economic Development Corp.'s
recommendation this week that the city extend the 7 line to
Secaucus, N.J. for its economic benefits.
"Are they out of their minds?" Ms. Savino wondered. "We are
part of New York City, we are a borough of over half a million
people, it is past time we have similar transportation
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browser.

alternatives that are provided to the other boroughs. The
NYCEDC would be better served by following their mandate, serving the people of the City of New York," she said.
The idea to extend the 7 line into New Jersey is also supported by Mayor Bloomberg and New Jersey Gov. Chris
Christie.
Ms. Savino, a Democrat representing Staten Island's North Shore and parts of Brooklyn, pledged to block state
funds for expansion of the 7 line unless Staten Island gets a subway connection first.
Her request is hardly a new one  in fact it goes back more than a century. Ms. Savino notes the original plan
dating back to 1912 for a subway tunnel that would have connected Victory Boulevard in Tompkinsville with Bay
Ridge. Some construction work started in 1923 but was soon after abandoned.

The 7 line currently runs from Flushing, Queens, along 42nd Street, terminating in Times Square. An extension to
11th Avenue and 34th Street is in the works, with a 2014 opening planned.
Ms. Savino expressed her openness to an alternative plan: A rail link over the Bayonne Bridge to connect the
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borough with the Hudson Bergen Light Rail station in Bayonne.
© 2015 SILive.com. All rights reserved.
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It’s long past time to build the crossharbor rail freight
tunnel
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CRAIG WARGA

A tunnel should grow in Brooklyn.

Believe it or not, New York, New Jersey and U.S. leaders had a good idea
when they founded the Port Authority in 1921.
The purpose was not to collect tolls. Nor to run bus terminals and airports
reminiscent of the Third World. Nor to waste billions on an extravagant
downtown railroad station. Nor to get into real estate development and cause
traffic jams.
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No, New York and New Jersey got together almost a century ago to create an
agency to improve the movement of freight across the harbor.
The great port’s docks were in Brooklyn and Manhattan, but the railheads
connecting to the heartland were along the Jersey banks of the Hudson.
Transporting goods across the river was exceedingly difficult.
So the New York and New Jersey legislatures enacted a bistate compact,
which was then endorsed by Congress and signed into law by President
Warren Harding. It required the states to produce “plans for the
comprehensive development of the port of New York.”
The centerpiece of those plans proved to be construction of a tunnel to be
used by freight trains that would run from Brooklyn to Jersey.
And, of course, the tunnel faded into the mists even as study after study
documented that it would be a boon for both states, not least because it would
slash the truck traffic carrying freight offloaded in Jersey for delivery east of
the river.
For more than three decades, Rep. Jerry Nadler has pressed the Port
Authority to live up to its original mission and build the tunnel. Now, yet another
study highlights its benefits.
Just a few days ago, New York marked the 50th anniversary of the opening of
the VerrazanoNarrows Bridge. Think about it: Half a century has passed since
the city, state and region completed a truly monumental public work.
Once we were large. Now we are people of small ambitions.
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Crossharbor freightlink plans advance
The Port Authority of New York and New Jersey head sees link as "very important" for economic growth and job creation, but
whether rail cars go by barge or a $7 billion tunnel remains to be seen.

Daniel Geiger
Published: January 9, 2015  12:36 pm
Congressman Jerry Nadler, DBrooklyn, believes he’s finally on the cusp of advancing the multibilliondollar transit project
he has championed for three decades—a rail tunnel under New York harbor. He envisions the tunnel as an important link in
what would become a key crossstate freight line, one stretching from New Jersey to Brooklyn and one into Queens and
Long Island.
The tunnel, which could cost $7 billion to $11 billion, is one of two approaches for moving freight being considered in an
ongoing joint study by the Port Authority of New York and New Jersey and the Federal Highway Administration. In
November, the two agencies narrowed their focus to 10 options for moving freight across the harbor. All involve using either
a tunnel or barges that would float shipments, either rail cars, cargo containers or loaded trucks, to Brooklyn. Currently the
port uses a barge operation to move rail cars loaded with goods like food and lumber from Greenville Yards in Jersey City
to a freight depot at 65th Street in Sunset Park, Brooklyn, where it can connect with LIRR tracks that can move the rail cars
to other parts of the city or to Long Island.
In the coming months, the Port and the FHWA are expected to narrow that list of options to a small group of finalists. Mr.
Nadler believes the conclusion of the study will be to pursue a combination of ramping up the port’s float operations to
accommodate increasing freight transport in the near term, and a tunnel to provide a longterm solution.
"It is clear that the longterm plan is going to be for a rail freight tunnel," Mr. Nadler said. "Rail is the best method and the
only method that can accommodate the growth in freight movement. But short term we should definitely also increase the
float operations."
In the next few months, the Port Authority and the FHWA will conduct a series of public hearings to receive feedback on the
10 options. The study includes five options to ramp up the barge operation and another five that involve building a tunnel.
The Port has already boosted its capacity to float rail cars across the bay. In 2008, when it purchased Greenville Yards, it
ferried 1,000 loaded rail cars to Brooklyn. Last year, 3,600 cars made the trip. The amount of freight arriving in New Jersey
that is destined for the city and Long Island is expected to grow by about 40% in the next 20 years. Mr. Nadler predicts that
growth could be as high as 80%. Currently, trucks haul in most of the city’s goods, but with roadways at capacity, the study
is exploring alternatives to more truck traffic.
"Finding a solution to this is very important from the standpoint of economic growth and job creation," said Pat Foye, the
Port Authority’s executive director.
Finding $7 billion or more to build a freight tunnel has been the chief barrier to the realization of Mr. Nadler’s dream.
"The money will have to come from a combination of federal, state and local sources," he said.
Mr. Nadler said the amount of federal funds that could be available will become clearer in the coming months if a new transit
http://www.crainsnewyork.com/article/20150109/REAL_ESTATE/150109886?template=print
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bill is approved in Washington. Mr. Nadler, who is a senior member of the House Transportation and Infrastructure
Committee, said that transit advocates in Congress hope to carve out a new category of funds in the next bill specifically for
freight infrastructure.
Correction: FHWA is the acronym for the Federal Highway Administration. The acronym was misstated in an earlier version
of this article published online Jan. 9, 2015.
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