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Oversight: The Transportation Bond Act

INTRODUCTION 

On October 17, 2005, the Committee on Transportation, chaired by Council Member John Liu, will hold an oversight hearing on The Rebuild and Renew Transportation Bond Act (“the Transportation Bond Act”).   The hearing will examine the transportation projects in New York City that would be funded by the Transportation Bond Act, the extent to which the state capital program relies on the Transportation Bond Act, the potential costs and benefits of its passage, and the impact of its failure to pass.  The Transportation Bond Act will appear on the November 8th ballot throughout the State of New York.  

Those expected to testify include Iris Weinshall, Commissioner of the Department of Transportation; Timothy Gilchrist, Director of Downstate Transportation Strategy and Douglas Currey, Regional Director of Region 11 Office for the New York State Department of Transportation; Christopher H. Boyland, Deputy Executive Director of Corporate and Community Affairs of the Metropolitan Transportation Authority (“MTA”); Assemblyman Richard Brodsky, Chairman of the Assembly Committee on Corporations, Authorities and Commissions;  Francis X. McCardle, President of the General Contractors Association, as well as transportation policy experts, and city planners.  

BACKGROUND

The Highway Program 
Issue:  Growth in Congestion

The New York region is ranked sixth in the amount of traffic delay experienced on the average trip, behind Los Angeles, San Francisco, Chicago, Washington and Boston.
  This congestion creates tremendous difficulty for vehicle “mobility,” which is defined as the “opportunity and ease of traveling between two points.”
  Congestion is partially caused by the obsoleteness of current highways that were planned and built decades ago with assumptions about travel needs and engineering standards that no longer reflect current realities.  Additionally, the sharp turns, narrow lanes, steep grades and lack of shoulders on many highways prevent the optimal number of vehicles from traveling on them. Poor pavement conditions and truck restrictions on deteriorated bridges further reduce accessibility.

The other underlying factors driving increases in congestion in the region are population growth, economic growth and increased automobile ownership.
  These factors have also resulted in significant increases in traffic volumes, as measured in vehicle miles traveled (VMT).
  VMT in the Downstate area increased 38 percent in the 1980s and 20 percent in the 1990s. VMT is projected to increase by 13 percent in the 2000-10 decade and 7 percent in the 2010s.
   Growth in truck freight movements also partially contributed to the overall growth in VMT.  In 1998, 81 percent of freight tonnage in the New York area was moved by truck.
  Truck traffic is projected to increase by 21 percent for all trucks and 51 percent for “freight trucks” between 2000 and 2020
 due to “increased economic activity and changing logistics patterns.”

Given these trends that have reduced vehicle “mobility”, the Texas Transportation Institute calculates that for “peak period congestion levels” experienced on New York area highways, travelers would need to leave at least twice as much time, as compared with “free flow conditions”, in order to arrive on time at a location  with 95 percent reliability.
   Based on changes in traffic volume, "rush hour" now reportedly lasts from 6 a.m. to 10 a.m. in the morning and 3 p.m. to 6 p.m. in the evening.
 The Port Authority has stated that traffic has also jumped dramatically on its Hudson River crossings between 5 a.m. and 6 a.m. as commuters try to beat the rush to work

Issue: Cost of Congestion to the Economy

Because of traffic delay and the unpredictability of travel times, the economic costs to the New York/northern N.J. region was $7.1 billion ($409 per person) in 2002, which is an increase of 81 percent since 1990.
   Another estimate in 2000 had traffic costing the city nearly $30 billion a year due to losses in employee productivity, traffic accidents, air pollution, traffic, noise and roadway damage.
 Based on the Texas Transportation Institute studies of the growth in VMT and congestion in the region, economic costs have been estimated to grow by approximately 30 percent by 2010 if steps are not taken to mitigate the impact of increased traffic.

Longer travel times result in delayed shipments of mail, packages, manufactured goods, raw materials, food and other items.
  The problem is compounded by “choke points” at bridges and tunnels for regional trips.  These shortcomings in the region’s freight transportation infrastructure result in higher prices for goods and services and have made truck costs double the national average, which “can impact business locational decisions, reduce the profitability of existing companies, and otherwise hamper the region’s economic vitality.” 
  In addition, the high cost of land and the lack of comprehensive policy on freight needs contribute to the relocation of freight-related businesses to other parts of the metropolitan area or to other distant states.

Business commute time may discourage employment in the New York area, thereby limiting the labor pool from which firms can draw workers.  Additionally, congestion and travel delay can also reduce the accessibility to entertainment, goods and services, thereby discouraging the decision to take a trip to these locations in favor of traveling to more easily reachable locales or staying home altogether.
    

Issue:  The Difficulty of Meeting Funding Needs for Highways

Due to costs and economic impacts, it is unfeasible to “solve” congestion problems through highway construction in a large, dense metropolitan area that serves as an economic focal point like New York City.
   The amount of new highway construction required to simply maintain a constant level of congestion for the New York/northern New Jersey area is calculated to be 258 lane-miles each year. This is the equivalent of constructing about as many lane-miles of highway every two years as currently exist in the Albany-Schenectady metropolitan area.
   According to one assessment,  an additional $1.3 billion in the New York area alone is needed just to prevent worsening of bridge and pavement conditions.”
 

The MTA Core and Capital Programs for 2005-2009 for New York City Transit Authority (NYCT)

Issue:  Funding for Core Needs for NYCT Mass Transit

The apparently greater demand for road space compared to supply, the impracticability of building the region’s way out of congestion through highway construction, and the lack of funds to significantly improve traffic mobility and sustain a state of good repair, all together underscore the need to adequately fund mass transit.  The $27.8 billion Proposed MTA Capital Plan 2005-2009 approved by the MTA board in September 2004
 indicates that the MTA needs substantial infusions of money to preserve the state of good repair of its own core program.  According to an analysis by the Regional Plan Association, the MTA has allotted 29 percent fewer funds towards keeping the subway in a “state of good repair” than required by the Authority’s own needs assessment.  This amounted to $483 million less for the relay-and-stoplight system; $685 million less for repairing and modernizing the power substations that deliver electricity to the trains; and $668 million less for line equipment, which includes ventilation, lighting, and pumps for the tunnels.  The subways stations also were allotted $639 million less than required by the needs assessment.

Keeping the system in a state of good repair, according to the Capital Plan, would require a total investment of $12.1 billion for  the  NYCT’s core program for the bus and subway system.  Typical items included in this portion of the Capital Program include: rehabilitating several dozen stations, increasing the number of stations accessible to disabled persons, purchasing new subway cars and buses, and maintaining and updating signaling equipment.  The MTA has made it clear that the $12.1 billion it sought would be for essential upkeep and represents the bare minimum it requires to keep the system reliable.  

Issue: Funding Needs for Expansion Projects

Despite a 50 percent increase in the region’s population and an 80 percent increase in employment over the past sixty years, and the pressures placed on arterial infrastructure, the subway system has not expanded during that time.  This is why the MTA, while in need of funds for its core program, has also embarked on an expansion program to reduce subway congestion on the Lexington Avenue line, to provide access to the Far West Side of Manhattan, and to create more efficient travel from Long Island to the East Side of Midtown Manhattan and from John F. Kennedy Airport to Lower Manhattan.  The $27.8 billion Proposed MTA Capital Plan 2005-2009 approved by the MTA board in September 2004 allotted approximately $2.0 billion for the #7 train extension, which was assumed would be funded by the City.  The MTA also allotted $7.9 billion for the JFK Rail Link; the first phase of the Second Avenue subway, which would run from East 125th Street and connect to the existing subway line at East 63rd Street;  and the East Side Access Project, which would link the Long Island Rail Road to Grand Central Station. 

The Federal Transit Administration (FTA) requires that funding be identified up front for such expansion projects before it approves federal assistance. In addition, the federal government has restricted its funding commitment to the MTA specifically for expansion projects (apart from the funds already allocated for security), thereby prohibiting the Authority from reallocating its own funds from the expansion projects to its core program.  Such an action would prompt the federal government to withdraw its funding, thereby jeopardizing the feasibility of  implementing the project.
THE NEW YORK STATE TRANSPORATION CAPITAL PROGRAM 

The New York State Transportation Capital Program is a five-year, $35.9 billion plan approved in July of 2005.   The plan includes $17.96 billion for the State Department  of Transportation (DOT) and $17.99 billion for the MTA.  

Funding for the Highway Program  

The $17.96 billion for the State DOT will be used throughout the state to improve and maintain  the existing highway and bridge infrastructure and also finance a series of major highway projects “of statewide significance.”
   The state capital budget includes funds for the following city projects:

· $286 million to replace the Willis Avenue Bridge between the Bronx and Manhattan;

· $149.2 million to replace the bridge on the Bronx River Parkway that runs over East 180th Street and East Tremont Avenue in the Bronx;

· $148.4 million to replace interchange ramps on the Alexander Hamilton and High Bridges between Manhattan and the Bronx;

· $141.1 million to rehabilitate the deck of the Gowanus Expressway in Brooklyn from 24th Street to 52nd Street and from Prospect Avenue to the Brooklyn-Battery Tunnel; 

Funding for Mass Transit

The approved capital program for the MTA includes $11.3 billion for the core program of NYCT, which is approximately $800 million less than the amount allotted by the MTA in September 2004 and does not include the additional shortfall from the Authority’s needs assessment.   (See Attachment A for a breakdown of the $11.3 billion for the core program of NYCT.)  For the East Side Access project, the Second Avenue Subway and the JFK Rail Link, the State Budget earmarked $2.5 billion in total, which is approximately $5.5 billion less than the allotment approved by the MTA board in September 2004.   

The state-approved capital plan includes $5.1 billion in federal funding for the core program, and $1 billion in Federal New Start funding that assumes a 50 percent federal contribution towards the expansion projects.  The state budget also assumes federal support for security will remain at $495 million and that the MTA will receive its full funding request of about $2.0 billion from the City for the #7 Train Extension and an additional $400 million from the City for other expenditures.  Besides $1.4 billion in asset sales and other non-bond income, the capital plan also includes $4 billion from current bonds issued, and approximately $5.1 billion in new bonds that will be serviced by $350 million per year in new taxes and fees. 

THE REBUILD AND RENEW TRANSPORTATION BOND ACT 

The Transportation  Bond  Act,  valued at $2.9 billion, is part of the $35.9 billion capital plan that will be voted on by referendum this November.  The $2.9  billion  Transportation Bond  Act  portion  of that funding would be evenly  distributed with both DOT and the MTA receiving $1.45 billion each.  The  Transportation Bond  Act  would provide funds  for  improvements  to  roads and bridges, transit systems,  the state's freight and passenger rail network, airports, canals, and  port facilities.  Direct investment from the Transportation Bond Act is estimated to create more  than 120,000 jobs.

State DOT Highway Projects funded by Transportation Bond Act

The highway related projects in the five boroughs that would be funded by the Transportation Bond Act include the following below.
   (See Attachment B for more detailed information about these projects.)

	Borough
	Project
	Transportation Bond Funds
	Total Cost of Project 

	Bronx
	Bronx River Greenway
	$19 million 
	$43.3 million

	
	Rehabilitation of the Pelham Parkway Bridge over Hutchinson River Parkway
	$7.2 million
	$24.2 million

	
	Bronx Parkways Intelligent Transportation Systems (ITS)
	$6.6 million
	$22.5 million

	
	Hunts Point Market Intermodal Capacity Improvements
	$6 million
	$6 million

	
	
	
	

	Brooklyn/ Queens
	Long Island Railroad Bridge Upgrades
	$11.25 million
	$11.25 million

	
	Long Island Railroad Track Rehabilitation
	$4.5 million
	$4.5 million

	
	
	
	

	Manhattan
	Transit Clean Fuel Vehicle Initiative Purchases
	$11 million


	$11 million



	
	FDR Drive and Henry Hudson Parkway ITS
	$30 million
	$30 million

	
	Henry Hudson Parkway Rehabilitation: 72nd to 82nd St
	$23.3 million
	$23.3 million

	
	
	
	

	Queens
	Long Island Railroad Structural Improvements

	$9.75 million
	$9.75 million

	
	Kew Gardens Interchange/Van Wyck Expressway Improvements

	$81.3 million
	$171 million

	
	Grand Central Parkway/94th Street Interchange Improvement

	$7.7 million
	$34.3 million


	
	Eastern Queens ITS


	$6.7 million
	$31.5 million

	
	
	
	

	Staten Island
	West Shore Expressway Access and Safety Improvements


	$25.2 million
	$25.9 million,

	
	Korean War Veteran’s Parkway Pavement Reconstruction

	$23 million
	$23 million

	
	
	
	


NYCT Projects Funded by Transportation Bond Act

Part of the funding for the NYCT’s Core Program as well as  the expansion projects currently appear to depend on the passage of the Transportation Bond Act.   A total of $326 million (28.8 percent) of the $11.3 billion allocated for NYCT Core Capital Programs is currently linked to the passage of the Transportation Bond Act.   The allocation of $1 billion (40 percent) of the $2.5 billion allocated by the State budget and the MTA (including the first phase of the 2nd Avenue subway) also currently assumes the funding would be derived from Transportation Bond Act.  However, if the Transportation Bond Act fails to pass, the MTA and the State would revisit the question of meeting funding needs, but there are no guarantees that all the required financial resources will be identified.  

The following table provided by the MTA lays out which NYCT projects are being funded by the Transportation Bond Act and how much money is allotted for that project:

Core MTA Infrastructure investments in the Transportation Bond Act for NYCT

	Purchase of Subway Cars
	  $60 million

	New subway cars will replace less reliable cars that are at the end of their useful life.

	 

	Purchase of Local and Express Buses
	$90 million

	NYCT's bus purchases will replace buses that are at the end of their useful life and provide for anticipated growth in both local and express bus service. All bus purchases will be fully accessible for disabled customers and include hybrid-electric power.  All express buses will be clean-fuel powered..

	 

	Track Replacement 
	$78 million

	Normal track replacement for NYCT.

	 

	Tunnel Lighting
	$54 million

	NYCT will upgrade tunnel lighting throughout the system. 

	 

	Bus Locator System and Passenger Communications
	$30 million

	This funding will support NYCT's Bus Locator System to provide customers with real-time arrival and departure information and “other critical service information”.

	

	Staten Island Railway Bridges
	$14 million

	Funding will support NYCT's repair of rail bridges (thru-spans) on the Staten Island Railway.

	

	MTA Expansion Projects in the Transportation Bond Act


	East Side Access
	$450 million

	The East Side Access project will provide Long Island and Queens commuters with a new rail link to Grand Central Terminal, saving riders up to 40 minutes each day on their round-trip commute, while alleviating pressure on the over-crowded Penn Station complex. 

	 

	Second Avenue Subway 
	$450 million

	The full length Second Avenue Subway will provide 400,000 daily NYCT customers with a one-seat ride from 125th Street to Lower Manhattan.  This funding will support Phase I of that effort.

	 

	JFK Rail Link
	$100 million

	This project will facilitate the initial elements of creating a rail link between Lower Manhattan, Jamaica, and JFK International Airport. 


ASSESSMENT OF THE TRANSPORTATION BOND ACT

Environmental Benefit:  Improvements in Air Quality

The Transportation Bond  Act  includes significant funding for projects  designed  to  help  reduce dependence on gasoline and diesel fuel.   More  than  60  percent or $1.77 billion of Transportation Bond Act projects would support  “energy-efficient  mass  transportation,  enhance  the  movement of freight  by  rail to divert it from trucks, improve the state's bicycle and pedestrian  infrastructure,  and expand programs that mitigate fuel-wasting highway congestion.”  Funding will cover the incremental cost of purchasing hybrid-electric, compressed natural gas, or other alternate fuel buses instead of traditional diesel technology.  The funding will finance approximately 250 clean-fuel vehicles, the majority of which will be hybrid-electric transit buses.  Funding from the Transportation Bond Act for all such projects that have been identified throughout the State would total $40 million  with an additional $10 million available for which municipalities may apply.

Financial and Economic Benefits 

The  Transportation Bond Act will help secure more than $5.1 billion in federal transportation  aid during the next five years, consisting of $4 billion in federal  transit  aid for the MTA's East Side Access and 2nd Avenue subway, and $1.1 billion in federal highway aid.   A study commissioned by the Partnership for New York City found the extension of the No. 7 Subway line would yield more than five times its capital cost in economic development benefits alone (not including the transportation benefits).
  The East Side Access would yield one-and-a half

times its capital costs in economic development benefits alone. The 2nd Avenue subway’s economic development benefits and transportation benefits together are also estimated to exceed the  project’s capital costs.
  
Concern:  Sufficiency of Funds for Transportation Projects

 If the sum of transportation funding from the Capital Plan, the Transportation Bond and local governments for Downstate projects fail to meet certain thresholds, bridge and pavement conditions on state bridges and highways may deteriorate, and congestion will worsen.   One estimate puts the funding need at $13.7 billion in order to “attain a state of good repair for bridges and pavements and reduce congestion back to levels experienced in 1996-97.”   Minimal funding of an estimated $9.0 billion would be necessary to “maintain current conditions of bridges and pavements and maintain current congestion levels.”  The Downstate allocation based on traditional Upstate/Downstate formulas was projected at $7.3 billion, which is estimated as “maintain[ing] current conditions of bridges and pavements but allow[ing] continued deterioration of mobility” with the cost of traffic delay increasing by 16 percent throughout the region.

Concern:  MTA’s Future Funding and Fiscal Soundness 
While speaking favorably of the expansion projects, the Partnership for New York City did highlight in its report that “in its current configuration,” the capital costs for the 2nd Avenue Subway, including debt service [and excluding transportation benefits], exceed economic development benefits by nearly $2.7 billion, largely due to the 17 years expected to complete the line.
  More broadly, the shortfalls in funding compared to the MTA’s original needs assessment, along with the structure of the financing in the current plan may result in difficult budget issues in 2010 for the MTA and the City similar to those faced this year.  Only about $5 billion of the $17.9 billion capital program is continued funding. In 2010, the MTA will need to identify approximately $12 billion for the next Capital Program. The Authority may find itself having to consider options such as further increasing the debt load, raising fares, cutting services, and selling assets.
  This year debt service will consume at least 12 percent of the MTA operating budget, rising to 20 percent by 2008, totaling $1.6 billion over five years.
   

There are concerns about overall financing similar to those raised with the Transportation Bond Act of 2000 that was voted down.  Even if the Transportation Bond Act is fiscally sound because it carries the full faith and credit of the state and therefore lower interest rates, the financing is nonetheless part of an overall plan that may be relying on “backdoor borrowing” with public authorities issuing debt on its behalf at a higher cost.  As argued by the Citizens Budget Commission five years ago, the danger may not be in the risk of default, but in that “state debt is so far out of line with other states that New York may not be able to compete in coming years.  Repaying debt may require tax increases or service cutbacks that would make New York less attractive than competitors.”
  
RECENT SURVEYS OF THE TRANSPORATION BOND ACT

A City Council poll of 640 New York City residents in August of 2005 found that 60 percent supported the Transportation Bond Act.    More recently, a wide-ranging Quinnipiac University poll found that statewide,  voters backed the Transportation Bond Act measure by 56% to 36%. In New York City  the margin was 67% to 26% and in the surrounding suburbs it was 60% to 32%.
  A new coalition called The Vote Yes for Transportation Committee has formed in October of 2005 consisting of labor and business organizations, environmentalists, transportation advocates and elected officials.  

ATTACHMENT A

MTA NEW YORK CITY TRANSIT AUTHORITY

MTA New York City Transit

2005-2009 Capital Program by Investment Category

($ in millions)

	Category


	April 2005

Proposed MTA

Plan approved by legislature and governor as part of New York State Capital Budget Program
	Percent of

NYCT Core Plan

	Subway Cars 
	$1,805 
	16%

	Buses 
	$824 
	7%

	Passenger Stations 
	$1,686 
	15%

	Track 
	$1,138 
	10%

	Line Equipment 
	$977 
	9%

	Line Structures 


	$616 
	5%

	Signals and Communications 


	1,844 
	16%

	Power Shops 
	$553 
	5%

	Yards 
	$350
	3%

	Depots 
	$636
	6%

	Service Vehicles 
	$99
	1%

	Miscellaneous 
	$416
	4%

	Staten Island Railway
	$86
	1%

	Total $11,300 100%
	$11,300
	100%


Numbers may not total due to rounding

ATTACHMENT B

Bronx, $19 million

Bronx River Greenway

This project $43.3 million project, which includes $19 million in Bond Act funding, will create a

“green oasis” in the densely populated area surrounding the Bronx River in the South Bronx between

Westchester Avenue and East Tremont Avenue, while providing a key link for the larger Bronx, New

York City, and East Coast Greenway bicycle networks. It will improve the quality of life for New

Yorkers by adding healthy transportation and recreation choices in a highly congested area. In

addition to providing improved connections to parks, schools, employers and transit, this project will

provide a floating dock to launch canoes and kayaks, a multi-use playing field, areas and facilities to

relax and play, and environmental improvements to the Bronx River. Ultimately, the Bronx River

Greenway corridor will continue north into Westchester County, servicing the Bronx Zoo and Bronx

Botanical Gardens, and connect into the South Bronx Greenway, servicing Randall’s Island and

Manhattan.

Bronx,  $7.2 million

Rehabilitation of the Pelham Parkway Bridge over Hutchinson River Parkway

This $24.2 million project, which includes $7.2 million in Bond Act funding, will reconstruct and

lengthen the Pelham Parkway Bridge over the Hutchinson River Parkway in the Bronx. The project

will facilitate additional geometric improvements to the Hutchinson River Parkway.

Bronx,  $6.6 million

Bronx Parkways Intelligent Transportation Systems (ITS)

This $22.5 million project, which includes $6.6 million in Bond Act funding, will implement an

Advanced Transportation Management System (ATMS) consisting of closed circuit television

cameras, electronic message signs, vehicle detection devices and highway advisory radio frequencies.

These field components will be connected to the Joint Traffic Management Center (JTMC) in Long

Island City, Queens, by either a fiber optic communication network or leased telephone lines. The

project will improve traffic operations and safety on the entire Hutchinson River Parkway from the

Whitestone Bridge to the New York City line, as well as, the Bronx River Parkway from the Cross

Bronx Interchange to the New York City line.

Bronx, $6 million

Hunts Point Market Intermodal Capacity Improvements

The Hunts Point Market generates about 2,500 truck trips per day. This Bond Act project would fund

intermodal capacity and handling improvements within the market to make the movement of goods

more efficient. Improvements will be made to the internal traffic circulation system, the parking

facilities and the loading dock areas.
Brooklyn/Queens,  $11.25 million

Long Island Railroad Bridge Upgrades

Upgrade bridges and other structures along the Montauk Branch and the Main Line to allow heavier,

larger rail cars to access the Brooklyn, Queens and Long Island market areas. Lumber, aggregates,

paper, mail, appliances, compressed gases, plastic pellets and scrap metal and food commodities, such

as flour, canned goods, corn syrup, and produce, could be moved more cost-effectively by heavier rail

cars to businesses in the New York metropolitan area.

Brooklyn/Queens, $4.5 million

Long Island Railroad Track Rehabilitation

Track improvements are proposed to be made along the Bayridge, Fremont and Montauk Branches to

allow access for modern rail cars to the New York City metropolitan area. It is estimated that 6,000

truck loads of lumber, 8,000 truck loads of aggregates and 2,000 truck loads of newsprint could be

diverted to rail annually as these branch lines attain the capacity to accommodate 286,000-pound rail

cars.
Manhattan, $11 million

Transit Clean Fuel Vehicle Initiative Purchases

New York City will receive $11 million in Bond Act funding to purchase 55 new buses through the

Transit Clean Fuel Vehicle Initiative. Statewide, this initiative will provide up to 250 alternative fuel

buses to communities across New York State, helping reduce emissions and enhancing air quality.

Manhattan, $30 million

Franklin Delano Roosevelt Drive and Henry Hudson Parkway ITS

This $30 million project will implement an Advanced Transportation Management System (ATMS)

consisting of closed circuit television cameras, electronic message signs, vehicle detection devices and

highway advisory radio. These field components will be connected to the Joint Traffic Management

Center (JTMC) in Long Island City, Queens, by either a fiber optic communication network or leased

telephone lines. The project will improve traffic operations and safety on the Franklin D. Roosevelt

Drive from Battery Park to Harlem River Drive, as well as the Henry Hudson Parkway from 72nd

Street to just north of the George Washington Bridge, all within Manhattan.

Manhattan, $23.3 million

Henry Hudson Parkway Rehabilitation: 72nd to 82nd St

This $27.8 million project, which includes $23.3 million in Bond Act funding, includes painting, steel

and concrete repairs of span 145 of the Henry Hudson Parkway Viaduct (bridge) in Manhattan. This

project is critical to the maintenance of this vital roadway and will be designed to improve safety and

aesthetics.
Queens,  $9.75 million

Long Island Railroad Structural Improvements

Upgrade bridges and other structures along the Bayridge Branch of the Long Island Railroad between

Fresh Pond and the Bedford rail yard in Ridgewood to allow heavier, larger rail cars to access

metropolitan New York City market areas. Food commodities such as flour, canned goods, corn

syrup, and produce could be moved to food suppliers more cost-effectively by heavier rail cars.

Queens,  $81.3 million

Kew Gardens Interchange/Van Wyck Expressway Improvements

This $171 million project, which includes $81.3 million in Bond Act funding, will rehabilitate or

replace 11Van Wyck Expressway Bridges from Queens Boulevard to Union Turnpike in the Kew

Gardens section of Queens.

Queens,  $7.7 million

Grand Central Parkway/94th Street Interchange Improvement

This $34.3 million project, which includes $7.7 million in Bond Act funding, will address a critical

safety and operational problem at the interchange of the Grand Central Parkway and 94th Street

through the elimination of a dangerous weaving condition. Major elements of the project include the

full reconstruction of the 94th Street Bridge over the Grand Central Parkway; the construction of an

auxiliary lane on the eastbound Grand Central Parkway between the entrance ramp at 94th Street and

the exit ramp to 111th Street; and operational improvements at various adjacent local street

intersections along Ditmars Boulevard to improve traffic flow.

Queens,  $6.7 million

Eastern Queens ITS

This $31.5 million project, which includes $6.7 million in Bond Act funding, will implement an

Advanced Transportation Management System (ATMS) consisting of closed circuit television

cameras, electronic message signs, vehicle detection devices and highway advisory radio frequencies.

These field components will be connected to the Joint Traffic Management Center (JTMC) in Long

Island City, Queens, by either a fiber optic communication network or leased telephone lines. The

project will improve traffic operations and safety at the following locations; Long Island Expressway

and Grand Central Parkway from the Van Wyck Expressway to the New York City Line; Nassau

Expressway from Cross Bay Boulevard to Rockaway Boulevard; Clearview Expressway from Hillside

Avenue to Throgs Neck Bridge; Belt Parkway from the Kings/Queens County Line to Rockaway

Boulevard; and the Cross Island Parkway from the Southern State Parkway to the Whitestone Bridge,

all within Queens, Queens County.
Staten Island,  $25.2 million

West Shore Expressway Access and Safety Improvements

This $25.9 million project, which includes $25.2 million in Bond Act funding, will provide safety and

access improvements on ramps, service roads, and intersections within five interchanges along the West Shore Expressway, including South Avenue, Victory Boulevard, Arden Avenue, Arthur Kill Road, and Bloomingdale Road on Staten Island, Richmond County. The West Shore Expressway provides a connection for express traffic between the Staten Island Expressway (SIE) at the Goethals Bridge and the Korean War Veterans Parkway (KWVP) near the Outerbridge Crossing, and also serves local residential, commercial, and industrial traffic.

Staten Island,  $23 million

Korean War Veteran’s Parkway Pavement Reconstruction

This project will reconstruct the Korean War Veteran’s Parkway on Staten Island, Richmond County.

The project is divided into two segments: the 1000-foot northern segment extends from the Annandale

Road overpass to the Arden Ave overpass. The southern segment extends two-thirds of a mile from the

Outerbridge Crossing approach to Bloomingdale Road. Work will include full depth pavement

reconstruction, guide rail, lighting and drainage upgrades. The improvements will assist in keeping

heavy vehicular traffic out of local neighborhoods and residential streets.
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