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STATEMENT OF PURPOSE AND SCOPE 

One of New York City's greatest natural assets is its exten

sive waterfront. For this Thesis project, I have chosen a site 

which is located at the southern most tip of Manhattan Island in 

New York City. This site represents a unique opportunity to 

provide the public's enjoyment of this waterfront asset. The 

site is located at the foot of Whitehall and South Streets and 

is adjacent to the east of Battery Park in Manhattan. This 

important site, at the present time, includes the Staten Island 

Ferry terminal, the landmark Battery Maritime Building, and the 

Coast Guard building. For the site, I propose the elimination 

of the present Staten Island terminal for redesign, also the 

complete elimination of the existing Coast Guard building. I 

propose the redesign of the present vehicular traffic imme

diately north of the site to create the design of an exterior 

public open space and a new entrance into the South Ferry subway 

station. The continuation of the Battery Park on and through 

the site for later connection with development proposals for the 

lower Manhattan waterfront to the east of the site. 

With the redesign of the present vehicular traffic patterns 

and ferry stacking lanes, this will create an exterior plaza to 

the north of the proposed ferry terminal buidling. This plaza 

will create a transition and orientation space for pedestrians 

while organizing the whole site as one. This proposal will 

consist of approximately eighty thousand square feet which will 



include within the new design of the South Ferry subway station 

entrance. 

The major structure of this site will be the redesign of the 

Staten Island Ferry terminal. 

"The Staten Island Ferry terminal attracts more than two 

million visitors annually. With the increased development of 

downtown Manhatten as a tourist attraction, (South Street 

Seaport Museaum, The Work Trade Center observation deck, the 

Statue of Liberty, and Ellis Island), this traffic is expected 

to increase. The architectural design of the present terminal 

does not afford good views of the river, nor the ferry docking 

and passenger unloading activity. 

1 New York City Department of Transportation, "Whitehall 
Street Ferry Terminal Design Parameters." (New York: February, 
1985) pp. 2 - 9 



METHODOLOGY 

The methodology of this project began with the research of 

the Lower Manhattan area to familiarize myself with as much of 

the area as possible including existing, new and proposed pro

jects which would have an influence on the Lower Manhattan 

experience. I then proceeded with more specific investigations 

of research of the immediate site itself. Delving into the 

history of this area, the role of the waterfront and the ferry 

terminals during the past eighty years. I then proceeded to 

examine and analyze the forces within and near this site which 

would or could influence this project. Through this analysis, I 

came to the realization of two projects contained within the 

site of the proposed South Ferry Plaza: 

One - to untangle the pedestrian and vehicular circulation 

which is immediately to the north on the land-side of the ferry 

terminal. 

Two - the integration and redesign of the Staten Island 

Ferry terminal. 

Through this discovery, I propose the solving of the cir

culation problem, vehicular and pedestrian access to be a 

foreground for the heart of this project, the Ferry Terminal 

building. The second phase will consist of the design of the 

terminal building with the set functional foreground and the 

many other forces to be explored at a later and more appropriate 

period. 



PROJECT SENERIO AND GOAL STATEMENTS 

Site 

Open Public Space/Public Access 

The Ferry Terminal Facility 

South Ferry Subway Entrance 

Goals Of The District 



PROJECT SENERIO AND GOAL STATEMENTS 

"South Ferry Plaza is probably the most unique site the City 

has ever offered for development. It is an unparalleled oppor

tunity to create a new landmark for New York." 

An exerpt from the 1976 Consultant Report on pedestrian 

space improvements: 

"South Ferry is practically a district in 
itself, including several active ferry ter
minals, the southern end of Water Street (with 
one New York Plaza), and part of Battery Park, 
all grouped around a vast and confused auto 
intersection. This is potentially a spec
tacular entry to the downtown, as well as a 
magnificent termination to Manhattan, but at 
present is in sorry disarray. The river is 
nearly but mostly unseen. Ferries come and 
go, but invisibly; buses, not boats, dominate 
the space. Below grade, the complexity and 
importance of the subway is altogether con
cealed. At street level vehicles move in 
incomprehensible patterns, while the pedes
trian must find a way from one traffic island 
to another, headed toward doubtful 
destinations. . ." 

"... given cooperation between the public and 
private sectors, there are many possibilities 
for this space. One of the most intriguing is 
a dramatization of a transit interchange func
tion. The water and boats might be made more 
visible from the junction of Whitehall and 
Water Streets. Views could be opened down to 
the subway... The knot of auto circulation 
should be untangled and if necessary, a second 
level built to guide pedestrians safely and 
confidently through this experience..." 

The proposal for South Ferry Plaza should demonstrate a 

balanced and integrated concept for commercial, transportation 

and public functions. 



GOALS THE SITE 

a. To recognize the uniqueness of this waterfront location 

at the tip of Manhattan being both terminus and entry 

point simultaneously. 

b. To respect lower Manhattan's pattern of bulk, open space 

and circulation. 

c. To develop a design which is conducive to successful 

commercial development and which allows for efficient 

internal movement. 

d. To provide entry to the project area by extending prin

cipal streets onto the site. 

e. To create a view corridor in line with Whitehall Street 

f. To provide convenient and safe access to and from exter

nal crosswalks, streets buses, taxis and subway stations. 

g. To provide integration with pedestrian accessible con

nections to Battery Park and the proposed Manhattan 

Esplanade. 

h. To maintain solar access to plazas and public open spa

ces to the north of the site. 

i. To provide a solution which will be sympathetic to the 

existance of the landmark Battery Maritime building. 

j. For the new terminal building and its surroundings to 

become integrated with its context and not to dominate 

the site in sheer mass. 

k. To not complicate the circulation of this area by intro

ducing large amounts of commercial or residential 

involvement within this site. 



GOALS OPEN SPACE/PUBLIC ACCESS 

a. To maximize physical and visual access from upland areas 

to and along the waterfront, for users of the facilities 

and general public. 

b. To provide the maximum amount and variety of open spaces 

with minimum coverage of shadows. 

c. To provide observation decks, terraces, etc., along the 

water's edge that can accommodate large numbers of visi

tors, that offer unrestrictive views, and where 

appropriate, to be lined with public uses such as 

restaurants, shops, cafes, etc. 

d. To provide public amenities in addition to street 

lighting, furnishings, etc. within all public areas. 

e. To provide direct access to structure's main entrances 

from these open spaces. 

f. To provide an esplanade that will link the loggia of the 

Battery Maritime building, the Ferry Terminal and 

Battery ParK. 

g. To incorporate within the design of the esplanade, the 

transition down to street level from any raised portion 

of the esplanade. 

h. The esplanade, where possible, to be given access to 

waterfront vistas. 

i. The esplanade is to be open to the general public and 

not obstructed by private uses. 

j. The esplanade must be a minimum of twenty feet wide. 



GOALS THE FERRY TERMINAL FACILITY 

a. To create a "sense of place" that provides a convenient, 

safe and attractive space for commuters as well as 

tourists. 

b. To provide the facility's interior with access to and 

views of the waterfront. 

c. To provide the facility's interiors with views out to 

the upland areas. 

d. To facilitate the movements of passengers between the 

ferries, subways and buses. 

e. To provide improved access, visibility, signage and 

lighting indicating clearly defined circulation pat

terns . 

f. To minimize the adverse traffic impacts on streets in 

the immediate adjacent area. 

g. To provide separation of inbound and outbound passenger 

movements. 

h. To provide separation of passengers and vehicles. 

i. Fare control consolidated on one level. 

3. To provide pedestrian convenience, design level of ser

vice: doors, waiting rooms, corridors, ramps, stairs, 

escalators. 

k. To provide passenger security, orientation, open spaces, 

direct lines of sight and movement. 

1. Materials and finish designed for both esthetic 

appearance and maintainability, non-slip floors. 



GOALS THE FERRY TERMINAL FACILITY - Continued 

m To provide for passenger amenities - restrooms, con

cession space, others. 

n. Enhancement of ferry "experience", views of river, ferry 

docking, passenger activity. 

o. To provide directional signing, visitor information, 

p. External vehicular access, ferry stacking lanes, off-

street freight delivery capability. 

q. Flexability to accommodate different types of ferries 

than currently used. 

r. To provide integration with pedestrian accessible con

nections to Battery Park and the Manhattan esplanade, 

s. For individuals to be able to sense a gradual transition 

from land and water. 



GOALS SUBWAY ENTRANCES 

To provide an above-grade statement which announces it 

presence to the public. 

To provide proper signage which informs the public of its 

function and potential destination from within this sta

tion. 

To provide a graceful transition from the exterior 

environment to a subterranean experience for the indivi

dual in a straight forward manner. 



GOALS THE GOALS OF THE DISTRICT 

"The basic goal of the Battery Park City and Manhattan 

Landing special zoning districts is to reinforce the Lower 

Manhattan business district by providing diversified residential 

communities close to downtown, which will encourage a much 

greater variety of cultural, recreational, and retail shopping 

opportunities than the commuter-oriented working population can 

presently support. 

A fully-functioning 24-hour community will make the area 

more attractive both for workers and for residents by increasing 

demand for shops and services within the core as well as within 

the special districts themselves. The presence of more people 

in the area for a greater part of the day will reduce the 

dependence of shops and restaurants on lunchtime trade. 

Recreational and cultural facilities, such as the waterfront 

esplanades, the South Street Seaport, the Downtown Whitney 

Museum, and the Custom House, will further add to the strengths 

of a 24-hour community, not only providing amenities for the 

workers and residents of the area, but also attracting visitors, 

who in turn will help support the shops and restaurants so 

necessary to an urban environment of high quality. 

A key to the viability of Lower Manhattan is transportation, 

beginning with a rational and convenient pedestrian circulation 

network, and including improved access to the area from other 

parts of the City and region -- to be provided by the Second 

Avenue subway, improvement of existing subway stations and ser-



GOALS THE DISTRICT - Continued 

vice, expanded PATH service, and increased-capacity passenger 

ferries to Staten Island, as well as improvements in the street 

network, the FDR Drive, and the West Side Highway, and further 

development of express bus service. 

Large increases in the services and amenities available in 

Lower Manhattan, coupled with improvements in transportation, 

should ensure the viability of Lower Manhattan as a national, 

regional, and local center capable of attracting new business 

and creating new jobs, thereby enchancing the economy of the 

entire City. 

The goals outlined below are incorporated in the special 

zoning districts for the Lower Manhattan Waterfront to help in

tegrate these new-towns-in-town into the existing urban fabric 

with maximum public benefit, and minimum administrative 

interference. 

ACCESS TO THE WATERFRONT 

Historically the Lower Manhattan waterfront has been devoted 

to commercial use related to shipping activity. Now the oppor

tunity exists to make the waterfront available for public access 

and use by employing various features of the special zoning 

district to control the redevelopment of land along the water's 

edge. 

A closer relationship between the core of downtown and the 

waterfront can be established in several ways: by providing 

visual corridors through the new project areas, by providing 



GOALS THE DISTRICT - Continued 

pedestrian paths along the corridors, and by providing further 

circulation along the river's edge. 

To obtain a greater sense of contact with the waterfront, a 

person should be able to enjoy a clear, unobstructed view to the 

river and the farther shore from various positions throghout the 

innermost core of downtown. The view should orient the viewer 

to his position on the City street grid and remind him of the 

presence of the river and of his relation to it. In addition, 

the pedestrian should sense that he can reach the waterfront by 

following the axis of view. Finally, having gained access to 

the river, a person should be able to move parallel to the river 

along a public esplanade allowing continuous circulation along 

the entire waterfront of Lower Manhattan, but permitting reentry 

to the core at various points along the way. 

VARIETY OF RETAIL SHOPPING AND SERVICE OPPORTUNITIES 

The special districts have been designed to ensure that an 

adequate amount of appropriate retail and service uses will be 

provided as part of each development. The new residential and 

office projects planned for the Lower Manhattan waterfront will 

bring a large influx of people into an area of the City that has 

been traditionally underserved by restaurant and retail facili

ties. The new population will not be able to rely on an 

existing infrastructure to provide adequate services. Shopping 

facilities in the waterfront districts, if they are integrated 

with a pedestrian network that is continuous within the 



GOALS THE DISTRICT - Continued 

waterfront development and ties into the core at regualr inter

vals, can prove to be a resource for the core of downtown as 

well as the new neighborhoods on the periphery. 

NEW RESIDENTIAL NEIGHBORHOODS 

The new residential neighborhoods along the Lower Manhattan 

waterfront will represent a major positive step towards 

increasing the vitality of the downtown center of the City and 

thereby implementing The Lower Manhattan Plan. New residents 

will stimulate a diversification of activity in Lower Manhattan 

that will increase the attractiveness of the working population 

as well. The special districts seek to encourage cultural, 

recreational, and shopping uses that will be necessary and 

viable when the new residential communities are established. 

Along with providing much needed housing, the new residen

tial developments will make it possible for a substantial per

centage of the new population to walk to work. In addition, 

those using public transportation to travel to work will be able 

to take advantage of underutilized capacity in the non-peak 

direction, which exists on most of the subway lines. 

The special districts are designed to make the housing por

tions of these projects into new residential neighborhoods by 

requiring that service retail be distributed among all neigh

borhoods and by requiring that standards for open space for the 

tenants be maintained, by requiring mandatory grade separation 

of pedestrian circulation wherever possible, by requiring cer-



GOALS THE DISTRICT - Continued 

tain community facilities to be provided, and by inviting access 

both to the core of the City and the waterfront esplanade. 

DEVELOPMENT OF INSTITUTIONAL ATTRACTIONS 

The South Street Seaport Museum, the downtown branch of the 

Whitney Museum, and the Custom House proposal are all part of an 

effort to introduce new institutional attractions into Lower 

Manhattan which can make a bridge between the financial com

munity and the new residential development along the waterfront, 

serving as educational and recreational facilities for both, 

and drawing the general public to Lower Manhattan as well. 

Lower Manhattan has certain inherent advantages: it is com

pact, it can be walked easily, it is well served by public 

transportation. It has 'character', it is steeped in history. 

On the other hand, Lower Manhattan suffers from a lack of diver

sification. It has no theater. Its few museums are of 

restricted scope. Its shopping opportunities are limited. One 

encouraging sign, however, is the formation of the Lower 

Manhattan Cultural Council to help coordinate cultural activity 

and publicize public events in the area. These include the 

annual Flower Show, and the Fourth of July celebration; perfor

mances at Trinity Church, Federal Hall, Castle Clinton, and the 

Seaport; craft shows organized by Creative Time; and lecture 

series at Pace University. 

The institutions that have been proposed or are developing 

share several characteristics. Generally speaking, they make 



GOALS THE DISTRICT - Continued 

use of existing space (outdoor and indoor), and they offer the 

opportunity to recycle buildings that might otherwise be torn 

down (the Custom House, the old Ferry Terminal, the South Street 

Seaport) or use vacant space in new office buildings (the 

Whitney Museum at 55 Water Street). Both the Seaport and the 

Custom House are multifunctional, offering shops, restaurants, 

office space, museum space, and performance space; they imply a 

wider sense of place than a particular location; and they have 

the ability and opportunity to grow as Lower Manhattan develops. 

The special districts seek to encourage this institutional 

growth, which will make Lower Manhattan into a more advanced 

community cognizant of its unique advantages. 

CONTINUITY WITH THE EXISTING CITY 

The notion of continuity with the existing City is decep

tively simple but crucial. It is worth reiterating because so 

many projects have been built in ignorance of its importance, 

especially since the Second World War. It means that new deve

lopment should take its cues from the form of the existing City, 

from streets and circulation routes, from open spaces, 

respecting the dominant street pattern and selectively relating 

to the height and mass of existing buildings. 

The new developments along the river contain large areas 

without mapped streets or walkways, separated from the main part 

of downtown by express highways. As such, they are susceptible 

to being treated as isolated precincts unless urban design 



GOALS THE DISTRICT - Continued 

controls intervene to ensure continuity with the existing City 

inland of the highways. 

The goal of continuity with the existing City is essentially 

conservative, but at the same time liberating because is con

tains the suggestion that cities need not begin anew with each 

succeeding generation. 

The active seeking of greater correspondence between old and 

new recognizes that the making of cities is primarily a public 

act. 

IMPROVED PEDESTRIAN AND VEHICULAR CIRCULATION SYSTEM 

Lower Manhattan suffers from what could become a terminal 

case of vehicular congestion. The existing streets in Lower 

Manhattan have very limited capacity. There are few through 

streets south of the Civic Center: West Street, Broadway, Water 

Street, and South Street running north-south; only the Liberty 

Street-Maiden Lane couple running east-west. In addition, traf

fic is likely to be disrupted over the next ten years by work on 

the Second Avenue Subway along Water Street, by modifications to 

the FDR Drive, and by reconstruction of the West Side Highway. 

There are positive aspects to this situation. At present 

the capacity restraint on the Lower Manhattan street network 

probably does serve to discourage unnecessary trips to the down

town core. In addition, oecause the bulk of parking in Lower 

Manhattan is located around the periphery, a greater proportion 

of street space within the core could probably be turned over to 
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pedestrian use while still providing adequate vehicular access. 

It should be kept in mind, however, that the lack of space for 

circulation in Lower Manhattan impinges on pedestrians as well 

as motorists. 

Several steps have been taken utilizing the special district 

and related planning instruments to structure both the 

pedestrian and vehicular circulation requirements of the new 

projects to minimize their impact on the existing system and 

provide an attractive environment within the districts. 

The special districts are designed to effect a maximum 

separation of pedestrian and vehicular circulation, which has 

the advantage of improving traffic flow and safety. An upper 

level pedestrian circulation system is aided by the opportunity 

to connect to an upper level that is gradually developing within 

the core: at 55 Water Street, within the Special Greenwich 

Street Development District; at the World Trade Center; and 

within the Washington Street Urban Renewal ^rea. Pedestrian 

bridges are mandated by the special districts at specified loca

tions to assure connections from the new projects across the 

highways to the developing upper level network. Within the 

districts the pedestrian circulation system is related to retail 

shopping and to the waterfront, so that important paths of move

ment have associated activities. 

Parking policy have been guided by the principle of 

discouraging the accommodation of commuter parking, providing 
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only those spaces that experience in Manhattan has shown to be 

used by the residents. This policy, which anticipated a similar 

change in the general zoning resolution for high density resi

dential districts, is designed to reduce peak hour traffic. 

The special districts require a service road running the 

length of each project rather than a series of cul de sacs so 

that parallel through streets in the core will not experience an 

increase in traffic. Access points are carefully selected to 

relate to the street grid of Lower Manhattan and to the proposed 

highway modifications. 

EFFICIENT LAND USE 

Land is scarce in Lower Manhattan and subject to intense 

development. Large-scale development makes it possible, with 

effective design controls, to use land carefully and economi

cally so as not to forfeit the amenities of greenery and open 

space vital to the urban setting. Freed from the constraints of 

typical block development, large-scale developments offer the 

opportunity to coordinate large tracts of land with continuous 

pedestrian circulation and open space, an integrated raodway 

system, consolidated service functions, and the advantages of 

shared facilities. Once planning is freed from the two dimen

sional limitations of the land use map, there is the opportunity 

to provide a vertical layering of uses withing the same develop

ment, a layering both demanded and supported by the intensive 

new waterfront development. 



GOALS THE DISTRICT - Continued 

Within the overall structure of the special districts this 

complex arrangement of mixed uses can operate efficiently by 

taking adantage of certain economies of scale. Open space can 

be provided on the roof of garage areas. Park areas can effec

tively serve a wider area because of the absence of grade 

crossings. Truck loading areas can be grouped so that the total 

number of spaces can be reduced and the need for turnaround 

space minimized. The proportion of the site given over the 

streets can be minimized and much of that recaptured as open 

space on roof areas. Coordinated development offers the oppor

tunity to provide weather protected circulation and shopping 

areas because continuity from building to building is assured. 

Essentially, the special zoning districts permit bulk place

ment more sensitively attuned to urban design considerations 

than the conventionally zoned parcel, which does not take speci

fic account of the next site to be developed or, for that 

matter, of the appropriate response to specific existing con

figurations. Within the special district is designed to fit 

into the fabric of the existing City. The special zoning 

district contributes to efficient land use by sustaining 

multiple objectives, with bulk use to define public spaces, to 

frame views, and to ensure physical and visual connections. 

SIMPLICITY OF ADMINISTRATION 

The special districts depend on private development and seek 

to encourage it. Therefore, it is essential that the provisions 
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of the special district result in a minimum of delay and admi

nistrative complication. Such delays and uncertainties mean 

significantly increased costs to the developer, primarily addi

tional legal and planning fees, property carrying charges, esca

lation of building costs, and greater difficuly in attracting 

future tenants and therefore financing. If these costs seem 

excessively large or unpredictable, the developer will be 

discouraged from attempting to develop property within the spe

cial district. 

The special districts have been submitted for public review 

through the City's legislative process and are now part of the 

Zoning Resolution. The special districts do not require 

separate approval at each stage from the Planning Commission 

and the Board of Estimate, but simply certification of 

compliance with stated controls of the special districts."2 

2 New York Planning Commission, "The Lower Manhattan 
Waterfront," (New York: June, 1975) pp. 17 - 23 
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EXISTING CONDITIONS ON SITE 

EXISTING TRANSPORTATION&L ELEMENTS AND LOCATIONS 

- MTA bus stop - unprotected curb terminal along State 

Street near junction with South Street. 

- Tour bus stop - unprotected curb terminal along State 

Street at eastern edge of Battery Park. 

- Subway: 

- #1 - IRT - below north entrance to terminal; 

- RR - BMT - adjacent to I New York Plaza. 

- Taxi - stand on traffic medium at Peter Minuit Plaza. 

- Two vehicle stacking lanes, to board outbound ferries to 

Staten Island off of State Street. 

- One vehicle stacking lane, to board outbound ferries to 

Governer's Island on State Street and South Street. 



EXISTING CONDITIONS ON SITE ACCESS TO SITE 

- 59% by walking; 

- 19% by IRT (South Ferry Subway Station) 

- 11% by BMT (Whitehall Subway Station); 

7% by MTA. Bus System; 

2% by Taxis 
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EXISTING CONDITIONS ON SITE 

EXISTING PHYSICAL DESCRIPTION OF FERRY TERMINAL FACILITY 

"The Whitehall Terminal is a two-level, "L" shaped structure 

serving 3 ferry slips situated along 400 feet of river frontage. 

The main passenger concourse, 18.75 feet above street level, 

consists of a peripheral passenger distribution corridor 

surrounding a central fare control zone which includes a 15,000 

feet area waiting room, 4,000 square feet of concession space, 

and restroom facilities. The lower level of the terminal con

sists of access roadways from South Street for the vehicles 

carried on the ferry, and sidewalks for passenger discharged 

from the lower deck of the ferry. 

With the exception of a small number of cyclists and 

disabled persons, all Staten Island bound passengers must use 

the upper passenger concourse, entering the fare control zone 

through a Dank of 20 coin operated turnstiles. Vertical access 

to the main passenger concourse is provided by a 14 feet wide 

internal stairs flanked by 2 - 48 inch size escalators, and 

external stair, and a ramp which overpasses South Street and 

connects to a pedestrian plaza north of the terminal. Vertical 

access to the street for inbound passengers discharged into the 

peripheral distribution corridor is by 6 stairways connecting 

with lower level sidewalks near the ferry slips, and by the 

external ramp and stairs." 3 

3 New York City Department of Transportation, "Whitehall 
Street Ferry Terminal, Design Parameters." (New York: February, 
1985) pp. 1-1 - 1-2 
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EXISTING CONDITIONS ON SITE 

EXISTING CONDITIONS OF SOUTH FERRY SUBWAY ENTRANCE 

The present entrance into the South Ferry Subway Station is 

almost completely concealed fron view by the pedestrian. The 

entrance into the subway station is presently located underneath 

the pedestrian ramp which leads up to the main passenger level 

of the Staten Island Ferry Terminal. There is no signage which 

informs the public of its presents or any other visual clues to 

its existance. The Mass Transit System of New York City is 

vital to almost all individuals within the City, and for this 

transition to be understated is a tragedy. 
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EXISTING CONDITIONS ON SITE 

EXISTING ESPIAN^DE CONDITIONS 

The present esplanade in Battery Park varies in its width, 

but in general its width is forty feet across. The esplanade is 

bounded from the water by the handrail which is four feet from 

the base of the esplanade. The inner boundary of the esplanade 

is flanked with benches for pedestrians to pause on their jour

neys. On this inner ring there is a second lever which is three 

feet above the main esplanade. This upper level also has a 

handrail at its edge. Old fashion lamp posts are on this level 

which light the ten foot path of this level. The inner ring of 

the second level is also flanked by benches which are fortunate 

to have a canopy of foliage from the trees behind the benches. 





SITE AND ANALYSIS 
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WATERFRONT DEVELOPMENT AREAS 
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CONTEXT 

- Battery Park City 

- The Landmark Battery Maritime Building 



CONTEXT BATTERY PARK CITY 

In 1986, the New York State Legislature established the 

Battery Park City Authority as a public benefit corporation with 

the mandate to develop a new residential and commercial commu

nity on ninety-two acres of Hudson River landfill in Lower 

Manhattan. A master plan, drawn up in 1979 by Cooper Eckstut 

Associates, calls for fourteen thousand units of privately deve

loped rental, cooperative, and condominium housing situated to 

the north and south of the six million square foot World 

Financial Center, a four-building commercial complex currently 

under construction that was designed by Cesar Pelli and 

Associates. In addition to offices and housing, the plan stipu

lates that thirty percent of the entire site be given over to 

public parks, plazas and a riverfront esplanade. 

The guidelines specifically call for an extension of the 

City's historic grid street system into the area and requires 

that the new buildings be grouped around Rector Park, a two 

acres green space. (AR, December, 1983, pp. 28) 

"We wanted a place to be part of New York. We 
weren't reproducing it, we were interpreting 
it. The second thing was that we wanted it to 
be a pleasurable walking environment with park 
like streets. To get that, we needed variety 
and we needed buildings that related mostly to 
the public spaces before they go off and do 
their own thing. We had to manipulate heights 
to make sure that views and sunlight were not 
obstructed. The guidelines were structured to 
continue the theme of New York, but also to get 
buildings to relate together to talk to each 
other." (PA, June, 1983, pp. 37 - 38) 
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TYPOLOGY 

Larkspur Terminal 

St. George Terminal 

Staten Island Terminal 

Subway Entrances 
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TYPOLOGY ST. GEORGE TERMINAL 





TYPOLOGY STATEN ISLAND TERMINAL 





w QUE* 

During the 1930s sixty million ferry passengers 

used to cross the Hudson annuallv. Now a steadily 

increasing majority come via the Lincoln and Hol

land tunnels and over the George Washington Bridge. O O O 
Each vear finds fewer ierrv boats on the river. How

ever, from the ferrv vou get a good view of the ships 

(ten thousand a year enter the New York-New Jersey 

waterfront area) and if vou re luckv you may see a 

transatlantic liner steaming along with her attendant O O 
tugs or maybe even a welcome on a maiden voyage. 



CONTEXT SUBWAY ENTRANCES 
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Vehicular Requirements 
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TITLE 

Ferry Capacities by Decks A-1 
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Ferry Unloading Configurations A-6 
Waiting Room Area Analysis A-7 
Pedestrian LOS - Walkways A-8 
Pedestrian LOS - Stairways A-9 
Pedestrian LOS - Queuing Areas A-10 



APPENDIX A-l 

SCHEMATIC ELEVATION OF FERRIES 

I 
KENNEDY CLASS • 

seats standees total 

724 294 1018 upper 

CONCOURSE middle 1078 701 1779 CONCOURSE 

GROUND GROUND 398 308 706 lower 

total 2200 1303 3503 

BARBERI CLASS 1 

seats standees total 

809 865 1674 
CONCOURSE CONCOURSE 

middle 1258 539 1797 

GROUND 1654 623 2277 GROUND lower 

3721 2027 5748 total 



APPENDIX 

DEPARTMENT OF TRANSPORTATION 
BUREAU OF FERRIES 

FERRY SCHEDULE - MONDAY TO FRIDAY 

S.I. 

AM 

N. Y ; S.I. 

PM 

N.Y. 

12:00 P&V 12:30 12:00 P 12:30 
1:00 P&V 1:30 12:30 P&V 1:00 
2:00 P&V 2:30 1:00 P 1:30 
3:00 P&V 3:30 1:30 P&V 2:00 
4:00 P&V 4:30 2:00 P 2:30 
5:00 P&V 5:30 2:30 P 3:00 
6:00 P&V 6:30 3:00 P 3:30 
6:30 p 7:00 3:30 P 4:00 
6:45 p 7:15 3: 50 P&V 4:20 
7:00 P&V 7:30 4:10DH 4:40 
7:20 P&V 7:50 4:10 P 5:00 
7:40 p 8:10 4:30 P 5:15 
8:00 p 8:30 4:50 P&V 5:30 
8:15 P&V 8:45 5:10 P&V 5:45 
8:30 P&V 9:00 5:30 P 6:00 
8:45 p 9:15 5:45 P 6:15 
9:00 p 9:30 6:00 P&V 6:30 
9:30 P&V 10:00 6:15 P&V 6:45 
10:00 p 10:30 6:30 p 7:00 
10:30 P&V 11:00 6:45 p 7:20 
11:00 P 11:30 7:00 P&V 7:40 
11:30 P&V 12:00 7:30 P&V 8:00 

8: 00 P 8:30 
*Between 9AM & 2PM we 8:30 P&V 9:00 
will attempt to run a 9:00 P&V 9:30 
car-carrying boat at 9:30 P&V 10:00 
least once an hour. 10: 00 P&V 10: 30 
Call 727-2508 for 10:30 P&V 11:00 
schedule during these 11: 00 P&V 11:30 
hours. 

*P&V - PASSENGERS & VEHICLES 
*P - PASSENGERS ONLY 

Saturdays, Sundays, Holidays 

12:30AM to 9:30AM - Every Hour 
9:30AM to 9:30PM - Every 30 Min. 
9:30PM to 12:30AM - Every Hour 

SAT. SUN. & HOLIDAYS - ALL BOATS CARRY VEHICLES 
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Appendix A—4 

SQyiH_FERRY_PLAZA_PASSENGER_TERMINAL_DEyELgPMENJ 
Outline of Functional Considerations 

FERRY_JERMINAL 

Ferry capacities 
Peak in/out volumes 
Pedestrian LOS 
Separation in/out psgrs. & veh. 
Fare control 
Waiting room 
Turnstiles, doors, corridors 
Escalators, stairs ramps, 
Concessions, rest rooms 
Maintainable finishes, non-slip firs-
Passenger orientation, signs 
Open spaces, clear lines of sight 
Ferry "experience" 
Visitors info- center 
E & H accessibility 
Contingency access BMB 
Waterfront ped- Esplanade 
External element access 
Slips - Internal roadway or exist. 
Truck access 
BMB landmark preservation 
Passenger safety during const. 
Maintain operations during const. 

INII£N£L__ELEMENTS 

£XII8N0!=_iLEMENTS 

PEDESTRIAN VEHICULAR 

Waterfront Esplanade 
S- Ferry Subway sta-
Whitehall St. Subway sta. 
MABSTOA bus access 
Taxi stand access 
Street crossings, crosswalks, 
Signals, controls 
Park consolidation 
External access during const. 

Freight deliveries 
Off-street truck berths 
Ferry stacking lines 
(S.I- & Gov's- Is. ) 
Taxis HRB & ferry psgr. 
MABSTOA buses 
Pedestrian conflicts, safety 
Parking access 
Liberty, Ellis Is. tour buses 
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HOURLY PASSENGER VOLUMES, WEDNESDAY, APRIL 13, 1083 
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SCHEMATIC PLANS OF FERRIES 

KENNEDY CLASS 

STAIRS f»OM 

stains r*o* 
MIQOLt occx 

STAINS F*Cm 
uioolx oca 
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Waiting Room Area Analysis 

Assumed peak hour passenger arrival rate = 12A000_eersgns 

Average peak arrival rate — 12,000/ 60 min. 36 200 PPM 

Average passenger waiting time during peak hour is the 15 minute 
headway between departures less ferry loading time of 5 minutes, 
or: 10 minutes -

200 PPM avg. x 10 min. = 2,OOP persons 

Queuing LOS C (also NYC Building Code theater lobby standard), 
is IQ_sguare_fteet_per_gerson . 

Required area — 2000 persons x 10 SFP = 20,000 square feet 

Evaluation of "missed schedule" — one peak period ferry , 
30 minutes between ferries, less 5 minutes loading time, 

or: 25 minutes x 200 PPM = 5000 persons 

Area per person = 20,000 SF/5000 persons = 4 SFP 

4 SFP is Queuing LOS D , standing without touching, circulation 
severely restricted, long term waiting discomforting, (acceptabl 
within context of ferry). Closing of turnstiles and prevention 
of access to waiting area would become necessary for any peak 
period delay exceeding 30 minutes. 

Sample Corridor Analysis 

Corridor demand allocation: 180 PPM 

Net effective width LOS C: 180 PPM/12 PFM =» 15 feet 

Edge affect addition: 15 feet + 1.5 feet = 16.5 feet 

Corridor width • 16.5 feet 



APPENDIX A-B 

WALKWAY LEVEL OF SERVICE A 

Average Flow Volume- 7 PFM" of leu 
A*«m Speed: 200 t 'mm. 
Average Pedestrian Area Occuoanev: 35 iq.fr /person or greater 
Description- Virtually unrestricted cnoice of minimum maneuvering to 
mu. crossing and 'i>«« mo»«mwn ere unrestricted: flow •» approximately 
25% of Ti«imum capacity. 

WALKWAY LEVEL OF SERVICE 3 

Average Flow Volume 7-10 PFM 
Average Soeed: 250-260 ft/mm. 
Average Pedestrian Area Occupancy: 25-35 sq.ft./person 
Oescnotion: normal talking speeds only occasionally restricted, some occasional 
interference in passing, cwssing and reverse movements are possible with 
occasional conflict; 'low is approximately 35% of maximum capacity. 

% 

WALK'WAY LEVEL OF SERVICE C 

Average Flow Volume: 10-15 PFM 
Average Soeed: 230-250 ft/mm 
Average Pedestrian Area Occupancy: 15-25 sq.lt./person 
Description: walking speed! are partially restricted: passing Is restricted but 
possible with maneuvering; crossing and reverse movements are restricted and 
require significant maneuvering to avoid conflict; flow is reasonably fluid and is 
about 40-65% of maximum capacity. 

WALKWAY LEVEL OF SERVICE 0 

Average Flow Volume: 15-20 PFM 
Average Speed: 200-230 ft/mm. 
Average Pedestrian Area Occupancy: 1045 sq.ft./person 
Description: walking speeds are restricted and reduced, passing is rarely possible 
without conflict: erosiinq ind reverse movements are severely restricted with 
multiole conflicts: some probability of momentary Mow stoppages when critical 
densities might be intermittently reached; Mow is approximately 55-30% of 
maximum capacity. 

WALKWAY LEVEL OF SERVICE E 

Average Flow Volume: 20-25 PFM 
Average Speed: 110-200 't_/mm. 
Average Pedestrian Area Occupancy: 50-10 sq.fr./person 
Description: walking speeds are restricted and frequently reduced to shuffling; 
frequent adjustment of gait required; passing is impossible without conflict; 
crossing and reverse movements are severely restricted with unavoidable 
,-onflicts; flows attain maximum capacity under pressure, but with frequent 
stoppages and interruptions of flow. 

^ • 
WALKWAY LEVEL OF SERVICE F 

Average Flow Volume: 25 PFM or more 
Average Speed: 0-110 fljimn. 
Average Pedestrian Area Occupancy: 5 sq.ft./person or less 
Description: walking speed .s reduced to shuffling; passing it impossible: crossing 
and reverse movements are impossible: physical conract is frequent and 
unavoidable; flow >s sporadic and on the verge of complete breakdown and 
stoppage. 

"PFM • Pedestrians per foot widtn ol walkwey. per minute. 

Source: Fruin. John J.. 'edestnan Planning and Ovsion. MAUQEP Ire.. 1971. 

Walkway Level Of Service Descriptions 



STAIRWAY LEVEL OF SERVICE A 

Average Flow Volume 5 PFM* or Im 
Awiqi SomO 125 ft/mm. or more 
Average Pedestrian Gccuoancv Area 20 w.ft./oerson 
De*rip»io«: unrestricted cnoice o< soeed: relatively free to oau: no serious 
a faculties oiRi reverie traffic movements; Mow it aooroximatelv 30% of 

maximum eaoacitv. 

STAIRWAY LEVEL OF SERVICE 8 

Average Flow Volume: 5-7 PFM 
Average Soeed. 120-125 ft/mm. 
Average Peoettrian Occuoancv Area: 15-20 w.ft./person 
Qeicrtotion: muter to cnoice at toeed; owing encounters interference. reverse 
flows crtatt occasional conflicts: flow it aooroximatelv 34% of maximum 
eaoacitv. . 

STAIRWAY LEVEL OF SERVICE C 

Avera^r Flow Volume: 7-10 PFM 
Average Soeed: 115-120 Wmin. 
Average Pedestrian Area Occupancy: 10-15 lo.ft./penon 
Description: speeds are partially restricted; passing i> restricted: reverse flows are 
partially restricted; flow is approximately 50 percent of maximum eaoacitv. 

STAIRWAY LEVEL OF SERVICE 0 

Average Flow Volume: 10-13 PFM 
Average Soeed: 105-115 ft/run. 
Average Pedestrian Area Occuoancy: 7-10 iq.ft^perton 
Description: toeeds are restricted: passing n virtually imoouitke: reverie flows 
are levereiy restricted: flows are aooroximatelv 50-65% of maximum caoacity. 

STAIRWAY LEVEL OF SERVICE E 

Average Flow Volume: 13-17 PFM 
Average Soeed: 95-115 ft/min. 
Average Pedestrian Area Occuoancy: 4-7 io.f:-/per»on 
Description: speeds are severely restricted: passing is imoossitale: reverse traffic 
flows ara severely restricted: intermittent itoooages of flow are likeW to occur; 
flows are aooroximareiy 65-35% of maximum caoaory. 

STAIRWAY LEVEL OF SERVICE F 

Average Flow Volume. 17 PFM or greater 
Average Soeed: 0 • 85 ft./min. 
Average Pedestrian Area OccuMncy. 4 iq.ft./person or less 
Description: speed >s Mverely restricted: flow is subiect to complete breakdown 
*»i« many ttoooages: pasting as well as reverse flows are impossible. 

"Pf M » Pedestrians per foot width of stairway, per minute. 

Source: Frwn. John J.. Pedestrian Planning and Oesign. MAUOEP Inc.. 1971. 

Stairway Level Of Service Descripti 



QUEUING LEVEL OF SERVICE A 

Artrtqt P*ditlrun Area Occuoancv 1 3 sq.ft./parson or mori 
Avaraqa Innf-wnon Soacing 1 ft.. Of mcr* 
Oaicrtotion: standing jna rrta circulation tnrough tlx quauinq area .> pottibU 
without disturbing otneri within the queue. 

QUEUING LEVEL OF SERVICE 3 

Average Pedestrian Area Occuoancv: 10-13 sq.tt./oerion 
A»ffigt intef-oarson Soaanq. 3.5-» 0 ft. 
Oasc/iotion: itjndmq jod. partially restricted circulation to avoid disturbing 
otheri within 'ha queue it oosnbni. 

& 
% & 

QUEUING LEVEL OF SERVICE C 

Aiwraqa ?»destnan Acta Occuoancv: 7-10 sq.ft.,'person 
Avar age Inter-person Soacinq: 3.0 • 3.5 ft. 
Description: standing and restricted circulation through th* queuing area by 
ditturtjing others witnm ma queue i potsibla: thit denutv u within tna ranga of 
oarnnai comfort. 

QUEUING LEVEL OF SERVICE 0 

Average f*M«»tnan Area Occuoancv: 3 • 7 sq.ft-panon 
Averaqe in tar-oar son Spacing: 2 • 3 ft. 
Description: sunaing without toucnmg it possible: circulation s severely 
rawICTM within tha queue and forward movement i only oombla a> a group; 
long tarm waiting at this density it discomforting. 

QUEUING LEVEL OF SERVICE E 

Average Ptdattnan Area Occuoancv: 2 • 3 sq.ft^ parson 
Average Inter-oarson Soacwg: 2 ft. ar lau 
Oatcriooon: standing in pnvtical contact with othert it unavoidable: circulation 
within tna auaua i not oosiole; queumq at thit danticv can only b« sustained 
for a short period without sarioul discomfort. 

QUEUING LEVErOF SERVICE F 

Average Pedattnan Area Occuoancv: 2 sa.ft.7 person or lata 
A«era9* Intaf-oarton 3oacinq: clot* contact with persont 
OaKnouon: virtually all persont witnm trw auaua art standing in dirtct physical 
contact chose surrounding mem; this denary «s aatremely discomforting; 
no movement «s .^cmOi# within :fte Qutut; tfie sottntial for can«c ixutt in large 
crowds «c fhu denurv. 

Source: Pnjin. Jonn J.. Pnmtnan ?y inning and Qtttqn MAUOEP Inc., 1971. 

Queuing Level Of Service Descriptions 



FACTS VEHICULAR REQUIREMENTS 

SEMI: 

Length - 55' 0" 
- Width - 8' 5" 

Height - 13' 6" 
Turning Radius - 50' 0" 

STRAIGHT BODY TRUCK: 

- Length - 171 0" - 35' 0" 
- Width - 81 0" 

Height - 13' 6" 

CARS: 

- Length - 10' 0" - 18' 0" 
- Width - 6' 8" 

BUSES: 

Length - 45' 0" 
Width - 9' 0" 

FIRETRUCK: 

- Length - 311 4" 
- Width - 8' 1" 



PROGRAM 

- Ferry Terminal Facility 
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- Open Space/Public 
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PROGRAM FERRY TERMINAL FACILITY 

TOTAL - = 200,000 Sq. Ft. 

Waiting room area 
- Minimum of 30,000 sq. ft. 

Concession space 
- Minimum of 10,000 sq. ft. 

Restrooms 
- Approximately 3,000 sq. ft. (comoined) 

20 fare turnstiles 
- Approximately 700 sq. ft. 

Foreman's office and other offices 
- Approximately 4,500 sq. ft. 

Circulation space 
- Approximately 20,000 sq. ft. 

Vehicular Circulation Space 
- Approximately 70,000 sq. ft. 

Vertical circulation 
- Approximately 3,500 sq. ft. 

Loading berts (3) 
- Approximately 8,000 sq. ft. 

Storage 
- Approximately 5,000 sq. ft. 

Mechanical 
- Approximately 5,000 sq. ft. 

Display space 
- Approximately 900 sq. ft. 

Roof garden 
- Approximately 45,000 sq. ft. 



RESTAURANTS/RENTAL SHOPS 

Restaurants: 
- Approximately 

Rental Shops: 
- Approximately 

12,000 sq. ft. 

5,000 sq. ft. 

SUBWAY ENTRANCES 

Exterior entrance down into subway. 
- Approximately 450 sq. ft. each 

OPEN SPACE/PUBLIC 

Exterior Plaza 
- Approximately 80,000 sq. ft. 

Esplanade 
- 20 - 75 ft wide X 

Exterior toll booths 
- Approximately 100 sq. ft. each 



PROGRAM SPACE RELATIONSHIPS DIAGRAMS 
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CONCOURSE LEVEL (2nd) 
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UPPER LEVEL (3rd) 
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SUMMARY DESIGN PRESENTATION 



BIBLIOGRAPHY 



Bailter, Richard. Report On The Lower Manhattan Waterfront. 
New York, 1975. 

Feininger, ̂ nreas, and Lyman, Susan E., The Face Of New York. 
New York: Crown Publications, Inc., 1964. 

The Mayor's Task Force. "A Report On The Design Of The City 
Of New York," New York, 1967. 

New York Planning Commission, "Plan For New York City, A 
Proposal," Cambridge: MIT Press, 1969. 

New York Planning Commission, "The Lower Manhattan 
Waterfront," New York, 1975. 

Stern, Robert &.M.: Gilmartin, Gregory; and Massenger, John 
Montague. New York I90U. New York: Rizzoli International 
Publications, Inc., 1983. 

Urban Transportation Division, "Second International 
Waterborne Transportation Conference," New York, 1977. 

White, Norval, and 
City. New York: 

Willensky, 
Macmillion 

Elliot. AIA Guide To New York 
Publishing Co., Inc., 1978. 



















MONTANA STATE UNIVERSITY LIBRARIES 

762 10060603 5 

DATE DUE 

nh', »/y/ 

J im * H > 
i 

JOT i Iwv 3 

Ida? 

FEB ( ̂ 91992 

Demco, Inc. 38-293 




