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Introduction

he Department of City Planning has undertaken a

study to determine the feasibility of pedestrian and
bicycle access between Erookiyn and Staten Island. Today,
cydists and pedestrians detour to Manhattan via the Stalen
Isfand Ferry for Staten Island-Broaklyn trips. When the
Verrazano-Nammows Bridge was opened in 1964, pedesirians
and cydists lost the ability to cross between Brooklyn and
Staten Island, which was previously possible by ferry at 69th
Street In Brooklyn.,

This lost linkage was identified as a priority route in the
Department of Gty Planning’s 1993 Greenway Plan for New
York City, which outlined the city’s vision for a citywide 350-
mile network of landscaped bicyde and pedestrian paths.
The 1997 New Yark Gty Bigycle Master Plan also récom-
mends access across bridges,

This study was Initiated as part of a larger effort to reduce
congestion and pollution in New York Gty to help meet
federal mandates of the 1990 Clean Alr At Walking, ovding
and in-line skating, in contrast to the automobile, are non-
poliuting, take less space and are far more quiet than other
modes of irnsportation.

Four Alternatives

Four alternatives were assessed for the feasibility of
resstablishing bicycle and pedesirian access between
Brooklyn and Staten |sland:

Bike-on-Bus or Van across the Bridge
Ferry across the Narrows

On-Lane Path across the Bridge

New, Separate Path amoss the Bridge

Bowe o

The purpose of the study Is to assess the feasibility of a
Brooklyn-Staten Island link to encourage a pollution-free
commuting option and improve recreational opportunities.,

P MTA ENigZes ad Tunnets

The Z-muile harbor Narmows @n be goered by vefider o fhe Merramno-Namows Bridge.
Pedecrians, bikers, and skaters are profiited on the bridge

The study objeciives indude ensuring safety for pedestri-
ans, in-line skaters and cyclists; ensuring that vehicular traffic
Is not impacted; linking access o existing and proposed
pedestrian paths and bike routes; and investigating the most

.cost-effective altematives

The study found that:

= All four altemnatives are found fo be physically feasible, but
ranga widely in costs and benefits. All 2llematives could be
safe, sequre, linked to ofher Greenways and would not
impact vehlcular traffic.

* Any proposed access altemative has the potential for
signifi@nt demand, given the growing commuter market
between Staten Island and Brooklyn, major employers, the
nead for access between the Brooklyn and Staten Island
Gatewzy National Recreation Area, and other significant
visitor atiradiions.

= (reemway access across the harbor between Brocklyn and
Staten lsland is important both locally and to the national
greenway efforts, such as the East Coast Greenway, as the
link between Long Island, New York, New Jersey, and New
England.

The Preferred Alternative

The short-term prefermed attemnative for pedestrian/bicyde
access betwesn Brookiyn and Staten lsland s a blke-on-bus
system for existing Mew ‘York City Transit Buses 553 and
5§79, which currently cross the Verrazano Bridge. This
alternative Is the safesl, most cost-effective allernative, and
provides both a positive first step In the provision of access
between the two boroughs and a means to assess the user
demand for the inter-borough access. The cost is $22,275
plus an adverlising ampalgn. Altematively, a shuttle van—if
demand is warranted—could provide point to point service.

The long-term goel of @ path dedicaled to pedesirians,
cyclists and skaters should be considered as major bridge
repairs are underiaken or funding becomes available.




Both bicycle and in-line skating use in New York Gty has in-
areased substantially. According o the Department of Trans-
portation, dally bicyde use increased by 124% from 1980 to
1995. Transportation Altematives estimates that on 2 given
day 80,000 New Yorkers use bicydes. Skaters have inqeased
across the country from 20,000 in 1984 o over 10 million in
recent estimates. In 1995 counts on two Manhattan off-street
paths, In-line skaters outnumbered cydists by a ratio of 2 t0 1.

T O P e fa |
Transportation Alternatives estimates
that on a given day 80,000
New Yorkers use bicycles.
T S T e W,

In Staten Island and Brooklyn the popularity of walking,
cycling and skating is also growing as a mode of commu-
tation and recreation. The users of 2 proposed bicycle/

pedestrian path between Brooklyn and Staten Island were

assessed by researching origin-destination sample data from
the 1990 U. 5. Census, which identifies the commuder trips
between Brooklyn and Staten Island. A distance Emit of 10
miles {the national standard distance that a bicydist will
feasiblely ride in a given direction) was applied to the typical
Irips between Brooklyn and Staten Island by using a five mile
radius from the base of the Vermrazano-Narrows Bridge.

According 1o the census data, 19,000 Staten Island
residents work In Brooklyn and 4,954 Brooklyn residents
work in Staten Island.  Academic institutions also provide
signifiant origin/destination venues. For example, Staten
Island College has a student body of 11,822, of these 2,569
commute from Broakdyn.

Destination patems overtzid with mileage show the potential trips that
could be made by qudists if the Verrazanp Bridge were gpened to hikes

@ ATTRACTIONS
W TRIF GENERATORS
EMPLOYMENT CORRIDORS

COMMUTING ROUTES
WITHIN A 5-MILE RADIUS OF
THE VERRAZANO-NARROWS




Miles of bfke patfs exist slong the Brovkiyn and Skafen iand walerfronis
that could be fimked by @ omss-Namows connedions. Here, bikers nide umder
the bricge in Staten fsiand.

The employment pattemn that emerged generally follows the
manufacturing and commercial land use patiemns and the
major travel corridors. The shaded area on the map identifies
concentrated employment destinations of residents from the
other borough.

The Shore Parkway Esplanads feads iy fhe Verrazang Sridge

In Brookiyn such corridors include the commercial strip of
dth Avenue leading north and Shore Parkway going south
east along an industrial and commercial bell, as well as a
less defined patlem leading east to Brooklyn College. In
Staten Island, the comidors extend northward on Bay Strest
lo SL George, southward along Father Capodanno Boulevard
to South Beach Psychiatric Center, and westward along the
Staten Island Expressway to Staten Island College. Along
these comidors, trip generators and employment centers are
identified by squares on the map which indude the civic
cenfer and various acadamic and health institutions.

Tourisis and recreational users were also assessed
Cateway Natlonal Park has 1.6 million visitors a year at thelr
Staten Island fadlities. The origin of these vistors has not
been surveyed, bul it is commanly known that the various
Staten Island cycling, hiking, fishing, and bird watching
fadlities attradt significant numbers of Brooklynites. Similar-
ly, Floyd Bennett Field, Jacob Rils Park, and the Jamaica Bay
Wildlife Refuge drew Staten Islanders to the Brooklyn side of
the harbor. In addition, the Staten Island Chamber of
Commerce has estimated that 300,000 tourists tzke the fermy
annually to Staten Island. Earlier records from the 1970
indicate more than 60,000 oyclists per vear on the femy.
Charity rides, the Marathon, and the 5-Boro Bike Tour also
attract visitors.

Of the four aternatives selected for assessment in this
study of a Brooklyn-Staten lsland pedestrian/icyce Hink,
three alternatives propose using the Verrazano Bridge. Two
of the allematives, the on-lane path and the new separate
path, pose a demanding dhallenge for pedestrians, cyclists,
and skaters. The bridge is both long. nearly 2 miles in-
dluding the approaches, and high, thus requiring steep
climbs and a significant trip by foot or bike. The width of the
six lanes of raffic on eadh of the bridge's two levels does nol
allow for @ new path on the roadway withoul eliminating one
lane of iraffic. High spesd truck traffic discourzges biking
and walking along or beside the traffic lanes without 2
significant barrer. Suspension bridges are symmetriczlly
balanced, making i probable that any new path on one side
of the bridge would have 1o be equally loaded on the other
side of the bridge. Below the bridge are two deaepil piers
that could be improved to provide for landings in the ferry
aftemative.




Bus Alternative

ccommodating bikes on new or existing buses and

bus routes has proven to be an effective and
inexpensive way to bridge gaps in Seattle and Phoenix and
other municipal bikeway systems, providing cydists with
new opportunities in commutation apd reaeation. Several
bus options are possible, including bike-on-bus, shuttle
buses or vans, and franchise buses.

The bike-on-bus system involves installing an external
bike rack o the front of the 21 buses used for existing New
York City Transit Buses 553 and 579 that currently cross the
Verrazano Bridge. The “Line-Haul® oplion permits cydlists to
board anywhere along the bus route, giving cydists more
flexibility making bike trips or commutes and attracling
more users Lo the service. Instllation and maintenance
costs are modest and no passenger space Is lost inside the
bus, Front mount racks offer the cyclist the greatest amount of
safely since the racks are In full view of the bus driver,

Racks are relatively easy lo use. Cydists can load or
unload a bike in less than 30 seconds, without the help
of the driver, ensuring that buses will not be delayed in their
routes. Once loaded, the bike is secure. The risk of damage

12-20 bikers could cross the bridge per
hour in each direction

1o the bike or the bus is minimal, during loading or while
in transit. 1tis recommended that ten extra racks be
purchased for demonstrations and back-up buses in case of
breakdowns.

Other bus options indude a point-to-point system on the
553 and 579, a dedicated bike shutfle route with a bus or
van, of the use of radks on franchise buses. The point-to-
point systern would allow bigycle loading from a designated

Colists place thefr bikes i the bis racks I less than 30 Semnay.




point on efther side of the bridge, moving cydists between the
two boroughs, A dedicated bike shutlle=a van often with a
trailer for the bikes—that runs a confinuous loop route
senvice can accommodate more bikers. This service requires a
known demand to attract a privale operator. Lastly, franchise
buses could be equipped with bike racks and serve the com-
muting bikers, Increasing the avallability of buses crossing
the bridge and lessening the cydists weiting tme.
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the an-ramp o the Verrazano Brigge

The MTA New York City Transit (NYCT) has concluded that a
traditional bike-on-bus is nol operationally practical. The NYCT
sugpesis thal operation may be appropriate for 2 privats opertor
under contract to the City or to an agency with recreational
facilities accessible via the bridge such as the National Parks
Service In Fort Wadsworth in Staten Island and the New York Gty

Depariment of Parks and Reaeation’s John Jay Park in Brooklyn.

With organizational changes and operator tr=ining, however,
the MTA concerns could be addressed. Depot bus distribution,
rack-equipped buses on non-bike approved routes, and the
ability of drivers on the route and in the depot lo adjust to the
additional langth of the rack-equipped buses ara concems that

are surmountable. For example, drivers may need little training

to move buses in the depot when the radks are in the upright
folded position. And, racks could be locked in the upright posi-
tion or easily removied when driven on other than approved bike-

on-bus routes. Tuming movements on Staten Island pose few

problems of tight narrow urban streets that might make
maneuvering rack-equipped buses mare difficull. Testing
one or two racks on Staten Island buses could verify the
feasibility, and identify any unanswered questions.

MTA concems should be carefully assessed, parficularly
since, upon investigation, a private shuttle bus is unlikely
to be feasible due to the unknown demand and need for
reasonable head ways. The National Parks Service has
proposed 1o run a shuttle service within Fort Wadswaorth for
its visiiors. The shuttle Is not, al this ime, proposed for bike-
on-bus or far Verrazano access.

The prefarred aiternative for pedestrian/bicycle access
between Brooklyn and Siaten Island is a line haul bike-on-
bus system for existing New York City Transit Buses 533 and
579 which currently cross the Verrazano Bridge.

Advantages

Cost of outfitting buses is minimal

* 2d-hour access aqoss harbor

* Simple to implement and operate; low maintenance costs.

® |f demand is bow, lo4s is minirmal.

* (Good intermediate step; f market demand Increases, then
next steps can be assessed.

*  Allweather access aooss harbor.

* First test of a line-haul service with bike racks.

*  Allows for sccess aooss bridge for those who may find the 2
mile path, with refatively steep grades, loo rigorous for
witking or biking.

* Safe o use; tesled and successfully proven in ofher diies,

= Exceflent connections to public ranspaortation (553 1o
952 51747 Ave Subway Station, 579 lo B&® SU4%Ave
Subway Statlon)

Disadvantages

*  Only two bicydes at 3 time. Therefore 2 famifly or group of three
or more would split up, some waiting to @ich the nexd bus.

*  Mzay undersenve the market (6-10 buses/hour eguals 12 to 20
riers per direction).

* Buses may be delayed by a cyclist unfamiliar with putiing bikes
on the racks {less than 30 seconds is required for most users)

* Bus fuming redius may increase with a rack-equipped bus,
mzking some namow urban streets mare difficult lo maneuver.

* Buses are not dedicated (2 a specific lne. Buses an be
distributed o various lines; thereby putting buses with bike
racks over rautes that are not approved for that purpese.

= Typically, cyclists would be required (o wait for the bus.

* (pst of bus ride vs, free path

*  Loss of experience of walking, biking, or skating over the bridge.

The costs, maintersance, access hours and ease of implemen-
tation rate well, but there may be some increased operation-
al concems for the Metropolitan Transportation Authority
(WTA), New York City Transit (NYCT).




Ferry Alternative

ferry has the potential Lo provide transportation

between Brooklyn and Staten Island for both
pedestrians and cydists who do not have aceess to 3 ar,
This would “link” portions of the Greenway in both
borughs, Shore Parkway in Brooklyn and Father Capodan-
no Boulevard in Staten lsland and would eliminate the
detour o Lower Manhattan via the Staten Island ferry to
connect between the two boroughs. Signage along the
Greenway could provide information about the available
ferry service on both sides of the Marmows.

Fort Wadsworth's Battery Weed s the preferred ferry
dodking sile in Staten Island. Fort Wadswerth came under
the jurisdiction of the National Park Service in September
1995. At this time, the National Park Service is proposing
passenger ferry service between Battery Weed and other
Gateway National Recreation Area units, and possibly
Harbor Park. Cost for reconstrudion of Battery Weed is
estimated at $2 million.

Denyse Whar is located In the Fort Hamilton section of
Brooklyn, adjacent to the southeast fool of the Vemamno-
Narrows Bridge. It is currently under the jurisdiction of the
Department of the Army and is in a general state of disrepar.
The fenced-off wharf Is not accessible to the public. | was
estimated in 1991 that renovating the wharf for use as a
fishing pler would cost approximately $125,000.A fingerpier
would need to be construded to accommodate a fery dock.
Today's costs are prefiminarily estimated at $1 million.

=

=

Abgwe: Brookfiynr's 65th Street Pler an aocommodate additiona! fermy senvace

Lerl: Bikers aimive in Atlantic Highlands from Manfattan's Pier 11

Betow: Brookiyn's Damyse Wharf is @ pelantiz! famy siop (hat @ be accessed
frony the Shore Parkway Esplanade




Advantages

* Ferries are an appealing mode of irnsport.

* [Easy boarding and unloading.

= Easy access W Brooklyn's Shore Parkway Esplanade
and Staten Island's bike routes on the Bay Street and
Father Capodanno Gresnways.

Reeational users will be well-served

Allweather altemative.

Safe.

Secure

Disadvantages

* LUnknown market demand.

* Tomake this aftemative economicaily feasible the

- cost o the user may be high.

Farry e in the harbor has indreased. * Waiting time may discourage users.

* |imiled hours due to ferry operation costs.

+ Steap dimb from Batteny Waed to New York Avenue.

Although this alternative rates well on user guality
and safety, it |5 difficult to assess its market feasibility.
As walerborne trensporiation grows, some commuter
ferry operation may find il profitable lo serve
recreational users In this location during off-peak
periods

Mew York City's policy of no subsidies for new femmy
services would reguire thal all ferry capital and operating
costs be paid by the privale operator.

The 69th Streel Pler Is located in the Bay Ridge section of
Brooklyn. i is under the jurisdiction of the New York Gty
Department of Trensportation. A commuter ferry operated by
Express Navigation runs between Pier 11 In Manhatian and
Allantic Highlands In New Jersey with, until recenily, a stop
al the 59® Street Pier in both directions. Bioydles are per-
mitted on board for an extra three dollars. The 69" Street Pler
was recenlly damaged, causing its temporary dosure.

Battery Weed af Fort Wadsworth s 2 polential femy siop,




On-Lane

reating the opportunity for cydists and pedestrians

to travel directly between Staten Istand and Brooklyn
could be achieved by establishing an onrlane path replacing
one of the bwelve vehicular lanes on the bridge. This
altemiative has the advantage of supporting two-way traffic
for padestrians and cydists In one 12-foot wide path, thereby
redudng costs. All other bridge alternatives require two
paths because of the symmefrical loading needs of 2
suspension bridge.

There are two on-lane optlons, one on the nohem-most
lane of the lower level and another altemative on the
southem-most Ene of the upper level. On the lower level,
the northern-most lane [s the least costly of the two on-lans
oplions and requires no signifiant structures to be built.

I N T
The on-lane alternatives are less costly,

more secure and easier to maintain.

e ——————— e T
This oplion wses existing approach @Mps — the west-

boumd 92™ Street on-ramp on the Brooklyn side, and the
westbound offamp to School Street on the Steten Island
side.  The second option, on the south side of the upper
level, uses the existing eastbound 92 Street exit to
Dalgren and proposes & Rmp structure on the Staten Island
side leading to New York Avenue or Major Avenue. This
upper level option has the advantage of being open to
the sky with better views and is withowt the noise and
shading faciors of the lower level option.

The use of a raffic lane may be viewed as a reduction in
capadty and service to a community and customer base that
pays a signifiant toll to cross the fadlity. Reduding the
number of lanes from 12 to 11, however, would still aliow
for appropriate levels of service to be maintained during the
moming and evening peak hours. Also, the dhange in fevel
of service Is not significantly different between east- and
westbound irafic. Theredfore, the foous of analyzing which
lane could be dosed with the least impact 1o vehicular traffic

shifis to other determinants, such ac access and egre<s from
the bridge. The length, grade and transition from the bridge
into the local street system have been assessed as
imporiant factors. The approach ramps are over 1 mile in
length. Grades vary, but do not exceed 4 percent. Connec-
tions can be made to public parks, or preferably, to public
sireets with 24-hour access. Another fadlor in assessing the
feasibility of the use of a traffic lane is the west-bound traffic
siopping to pay the loll. Estimated queuing al the toll plazz
was approximately 30 seconds per vehide, still a level of
delay that is considered well within the range of driver
acceptance. Recent installation of an eledronic "E-Z Pass” fare
card system should further expedite vehicular traffic.

Moving from the bridge fo the local streets should be a
safe, effident transition for opdists and pedestrians, without
any vehicular traffic conflict. On St&ten [siand the lower level
alternative has a pedestrian/cyclist route which avoids
vehicular lane crossings. There Is a maintenance road
used only by the Metropolitan Transportation Authority (WTA)
Eridges & Tunnels vehides. Entry o this road s made east of

Over 30,000 cydists pariidpate in the 5-Boro Bike Tour which oosses the
Verremno-Narmows Eridge

the toll plaza by a switch-back tumn that follows back along
the bridge anchorage and leads lo Fort Wadsworth or Major
Avenue, This road and the adjacent shoulder widths are
sufficient to support a separale path,

To separate vehicular traffic from gyclists and pedestrians,
jersey barriers would be placed between the traffic lane
and the bicycle/pedestrian lane. The cost would be 32.2
millien for the lower level option and $3 millien for the
upper level option.

Lett: A braffic kane—etther the upper Tevel soudfem minst fane or e fower
Tevel narthem mast Bre—muid be refrofiffed 25 2 padestrizndike lane.
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Advantages
* A path would have 24-hour acess.
= Minimum maintenance would be reguired.

Acress on and off the path would be easy for oyclists.
Good connections o the Gresmway Nebwork,

One path aoross the bridge rather than two, which is
necessary for a new and separate pati

Less costly altemative and low kong term costs.

Good connections to public trensportation (553 to 35°
5L 4™ Ave Subway Station, 579 1o BE™ SU 4™ Ave
Subway Station).

Good security and access for emergendy vehides.

Disadvantages

Lass of one lane of trafiic is an oppariunity cost fof fulisre
tee of the bridge.

Pathway ks adjacent to traffic and subject to madway
nioise and fumes.

Fewer tratfic lanes may inconvenience moforists.
Maodfication of sidewalk requires diosure of one traffic
|ane during constraction and bridge mainkenance,
Twe-way bike/pedestrian path could cause user conflict

This altemmative rates well on maintenance, user and

emergency access, cost and security, but the opporiumity cost
of tha loss of & vehicular lane Is also important and the

perceived loss of service Is significant.

The S2nd Street on-ramyp and adjacent sidewalis manld be retvafitted o
inchue bikers and pedestrians for the lower leve/ alternative



A New, Separate Path

new, separate path for pedestrians/cycists en be

constructad on the Vermrazano-Narmows Bridge. The
Department of City Planning selected a consultant, Ammann
and Whitney, to assess the feasibility of constructing a path
on the bridge structure. |

Five alternative routes across the main span were
developed and assessed. Connections reguire new ramps
and/or modification of the existing structure to accommodale
the bicycle/pedestrian pathways. Other altermative connections
such as stair towers were not evaluated due to the 90 to 140-
foot bridge helght. Also, elevators were not considered to be
a viable option due to the costs of operation, security, and the
need for a back-up means of egress,

The preferred alternative for a pedestrian/bicyde pathweay acoss
the Veerrazano-Narmows Bridge combines a path between the
suspender ropes on the main bridge with 2 patiway on the
Brooklyn Approadh existing sidewalks and new pathway
structures on the Staten lsland Approadi. A path on either side of
the bridge is recommended to provide for the balanced loading
of the bridge structurzl members. The path on the north
side of the bridge would be for pedestrians, and the one on
the south side would be for bicycists. The paths are proposed

The rendering below provides 2 wision of the propased bike path on the upper deck of the Verrazano-Narrows Bridge .

10 be 10 feet wide with a hortzontal clearance of 7'-11" at
suspender rope locations, coauming approximately every 50
feet. The location of the paths on the upper level of the main
bridge between the suspender ropes provides advantages in
structural considerations, ease of construction, and costs. The
whaole life cost (over 50 years) is estimated at $26.5 million.

The MTA recommends another scheme located outboand
of the bridge's lower level. The MTA prefers this scheme
eosting $40 million, malmaining that a continuous 10-foot
path is safer, easier to maintain, and a reduced
security risk to the facility. MTA |s concerned about the
safety and liability inherent in any strategy that
introduces pedestrian and bicycle access to the
Verrazano-Narrows Bridge.

10




Aduantages

A niew, separate path would have 24-hour access.

* This path separates pedestrians/cydists from automabile traffic

* Separale bike and pedesirian paths improve satety.

* Pt location offers unrestriced views, no shadowing from the
upper dedk, and reduced noise and fumes that are experienced
on fhe lower level,

* Suspender ropes provide a feeling of containment without
blncking vistas, thereby providing a sense of security
for path users.

* (Good connections to public transportation (553 (o 95% SU4* Ave
Subway Stafion, 579 to B6™ SU4™ Ave Subway Station).

*  Dathiway visible from roadway, providing a degree of sequrty

* Provides high capaclty for pedestrians and cpdists.

* Secarate paths provide allematives during bridgs maintenance

*  Minimum structural reinforcement reguired.

D|sadva ntages
Two paths are required (o provide for balanced loading of bridge
siruciural elements.

*  Minimum width of &-feet for two-way bikeway @nnot be mel
where suspender ropes intermupl 10-foot width of path

* Highest cost option due o expensive construdion

»  Public accessibility to the bridge’s structural members, such as
the suspender ropes, poses potential concems to the oparator,

With no allocated funds and unknown user demand for a
new, separate path, this highest cost altemative rates poorly
in the clculated cost-benefit terms, despite the long term
benafits of the permanent, 24-hour accessible path this
alternative provides for potential path users.

The mndm'lg:fmmmem,msedwmﬁm .;Hman n‘:tbndgt
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Conclusion

he short term preferred altemnitive of establishing a

line haul bike-on-bus system for existing New York
ity Transit Buses 553 and 579 has advantages in light of
the unknown demand. The costs are minimal and the
system provides a method to assess the user demand for the
inter-borough access. Improving the Preferred Aliemiative is
also possible if the market is underserved by this altemative.
It may be possible to expand the bus program, starling on 2
limited basis, and bullding it with bus resources if the market
demand grows. An incremental, more expansive proposed
bus program could indude:

Phase 1:
Bike racks tested on weekends on the 579 and the 553

Phase 2:
Bike racks lested 7-days 2 week on the 579 and 553

Phase 3:

Private or subsidized shuttle bus, van or ferry service
provided during peak recreational hours on weekends.
Bike racks encouraged,required on express buses for pezk
commurter hours

Phase 4:
7-day-a-week shuttle bus, van or fermy service

Phase 5:
Ii constituency Is still growing, reassess other altematives.

This study of the feasibility of a pedestrian and bicyde link
between Brooklyn and Staten Island has engendered a high
degree of interest in both bike-on-bus and dedicated bridge
pedestrian/bicycle paths. Some have thought that the more
cpital intensive building of a new, separate path was the
best solution and that a bike-on-bus system was not neces-
sary. ‘Others have encouraged the bike-orrbus aitemative
because of its practical, incremental approach.

In addition, significant concemns were reised over the lacx
of better provision for the needs of pedesirians, skaters,
strollers, and other Greenway Lsers besides bikers. For
example, some reaction was only focused on 2 dedicated
path for pedestrians. A bridge path has been looked upon by
all as a way of providing people with the opportunity to
experience the lower Bay and New York Harbor from the
bridge, as Is the case with the George Washington Bridge
and other facilities.
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This study has become a spring board for a larger
discussion of bicyde and pedestrian fadlities on bridges In
the dity. As a result, intensive discussions with the MTA, the
New York Gty Department of Transportation, and Transpor-
tion Altematives have led to the development of two goals:

1. Conduct a pilot test of a bike-on-bus line-haul service
before the 1998 spring biking season, and

2. Improve pedestrian and bicycle access, starting with
bridges that have existing paths. As & second priority,
provide access to bridges that now have no paths.

Cycling, walking, and in-fine skating are economically
effident modes of trensportation that also have tremendous
health benefits. These altematives to the automaobile are also
environmentally efficient and non-polluting In a dty where
we struggle to reduce noise and congestion. Urban areas are
excellent areas to encourage altemative commutation, since
most trips zre within 2 to 10 miles—a distance condudve lo
bikes, skztes and walking. Developing our finkages to
connet the extensive Greenway system via the Vemazano-
Namrows Bridge will not only provide for Brookiyn and Staten
Island residents, but will put New York Cy on the East Coast
Greenway, the more urhan altemative to the Appalachian
Trail. Building this access between Brooklyn and Staten
Island, across one of the nation’s most important and
beautiful harbors, Is a priority for New York Gity's 350-mile
Greenway, and will help to encourage a healthy, effident
altemative to aulomobile use.
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