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CHAPTER 22: SECTION 4(f) EVALUATION 

22.1 OVERVIEW 
This Section 4(f) Evaluation has been prepared pursuant to Federal regulations contained in 23 C.F.R. 
771.135 that implement Section 4(f) of the United States Department of Transportation Act of 1966, as 
amended 49 U.S.C. 303 and 23 U.S.C. 138.  A Section 4(f) evaluation is required for any federally funded 
transportation project if the project proposes to use property from a publicly owned park, recreation area, 
wildlife or waterfowl refuge area, or any significant historic site.  The Secretary of Transportation may 
approve a transportation program or project requiring the use of Section 4(f) land only if: 
 

• There is no prudent and feasible alternative to using that land; and, 
• The program or project includes all possible planning to minimize harm to the park, recreation 

area, wildlife and waterfowl refuges, or historic site resulting from the use. 
 
The Proposed Action, the construction and operation of the Fulton Street Transit Center (FSTC), is 
located in an area which contains several significant historic sites, as defined in Section 22.1.2 below. 
This Section 4(f) Evaluation has been prepared to evaluate the potential use of these resources by the 
Proposed Action. 
 
Under Alternatives 9 and 10, four (4) Section 4(f) resources would be permanently used (i.e., permanently 
incorporated) by the FSTC project.  These resources are the Corbin Building, the Fulton Street 45 
Station, the former American Telephone and Telegraph (AT&T) Building and the World Trade Center 
(WTC) site.  The evaluation of alternatives that would avoid use of these resources found that none of the 
alternatives are prudent and feasible. 
 
22.1.1 SECTION 4(f) REQUIREMENTS 

SECTION 4(f) LAND 

Land that meets the criteria for Section 4(f) protection is publicly-owned parkland, recreational area, 
wildlife or waterfowl refuge; or a significant historic site (properties listed on or eligible for listing on the 
National Register, irrespective of ownership) which would be used for a transportation project.  Similarly, 
Section 4(f) resource refers to a specific site or property meeting the criteria. 
 
USE OF SECTION 4(f) LAND 

Use of Section 4(f) land occurs when: 
 

• Land from a Section 4(f) property is permanently incorporated into a transportation project; 
• There is a temporary occupancy of Section 4(f) land that is adverse; or, 
• There is a constructive use of land, i.e., when the project’s proximity impacts are so severe that 

the Section 4(f) property is substantially impaired. This is discussed further below. 
 
A temporary occupancy of land does not constitute a use under the following conditions:    
 

• The duration of the occupancy is less than the time needed for the construction of the project and 
there is no change of ownership; 

• Both the nature and magnitude of the changes to the Section 4(f) land are minimal; 
• There are no anticipated permanent adverse physical changes nor interference with activities or 

purposes of the resources on a temporary or permanent basis; and, 
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• The land is returned to a condition which is at least as good as existed prior to the project, and 
there is documented agreement of the appropriate Federal, State or local officials having 
jurisdiction over the land regarding the above conditions. 

 
Constructive use of Section 4(f) land occurs when proximity impacts of a transportation project are so 
severe as to cause substantial impairment of a publicly-owned park, recreation area, waterfowl or wildlife 
refuge or substantial impairment of the historic integrity of an historic site, even though the project does 
not directly use the land.  The regulation states that a constructive use occurs when:  
 

• The projected noise level increase from the project substantially interferes with the use and 
enjoyment of a Section 4(f) resource (e.g. hearing performances at an outdoor amphitheater or 
interrupting a quiet setting when the setting is a recognizable feature of the resource); 

• The proximity of the proposed project substantially impairs the aesthetic quality of a resource 
where these aesthetic qualities are considered important contributing elements to the value of a 
resource, i.e., obstructing or eliminating the primary views of an architecturally important 
building; 

• A restriction on access diminishes the utility of a resource; 
• A vibration impact from the operation of a project impairs the use of a resource or affects the 

structural integrity of a historic building or impairs its utility; and, 
• The project results in an intrusion into an ecological setting which diminishes the value of a 

wildlife or waterfowl refuge adjacent to the project. 
 
22.1.2 PROPERTIES IN THE PROJECT AREA PROTECTED UNDER 

SECTION 4(f) 

Land that meets the criteria for Section 4(f) protection is publicly-owned parkland, recreational area, 
wildlife and waterfowl refuge; or a significant historic site (properties listed on or eligible for listing on 
the National Register, irrespective of ownership) which would be used for a transportation project.  
Similarly, Section 4(f) resource refers to a specific site or property meeting the criteria. This section 
identifies all Section 4(f) resources within the project area to determine if a permanent, temporary, or 
constructive use of a protected resource would occur as defined by Section 4(f) of the U.S. Department of 
Transportation Act of 1966. 
 
PARKLAND, RECREATION AREA, AND WILDLIFE AND WATERFOWL REFUGE 
RESOURCES 

There are no Section 4(f) publicly-owned parklands, recreation areas, or wildlife and waterfowl refuges 
within the project area.  This determination has been made by reviewing the inventory of these resources 
within the project study area and applying the 4(f) criteria to them.  There are no recreation areas or 
wildlife and waterfowl refuges in the project vicinity.  The nearest publicly-owned parkland, City Hall 
Park, is approximately 500 feet from the nearest project limit. Analysis of effects on this and other parks 
from the Proposed Action, evaluated in Chapter 8 of the Draft Environmental Impact Statement (DEIS), 
shows that such effects are less than levels that would constitute a substantial impairment.  Therefore, no 
use of such resources by the FSTC project would occur.   
 
SIGNIFICANT HISTORIC SITES  

A significant historic site is identified as a historic resource that is either on or eligible for listing on the 
National Register of Historic Places, as defined in 23 C.F.R. Part 771.135, and through consultation with 
the New York State Office of Parks, Recreation and Historic Preservation (NYSOPRHP) and appropriate 
local officials.  Documentation of this consultation is contained in Appendix H of the DEIS.  The New 
York City Landmarks Preservation Commission (LPC) is a consulting party in the Section 106 review of 
the FSTC and is also a participant in the Technical Advisory Committee (TAC) for the project.  The 
historic resources that will or may be affected by the FSTC are defined below. 
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For purposes of this study, significant historic sites have been divided below into archaeological resources 
and historic architectural properties. 
 
ARCHAEOLOGICAL RESOURCES 

A Phase IA Archaeological Assessment prepared for the FSTC project, included in Appendix H (Berger, 
2003), indicates that the potential for prehistoric and historic archaeological resources within the project 
construction area is extremely low. This determination has been made by professional archaeologists 
based on consultation with historic maps from the 19th and 20th centuries, and on a review of 
archaeological site files at the NYSOPRHP and the New York State Museum. These sources indicated 
that the entire project area has been disturbed by construction of various structures, subway lines and 
utilities.  In a letter dated February 13, 2004 (contained in Appendix H), NYSOPRHP concurred with the 
Archaeological Area of Potential Effect (APE) on which the Phase IA was based, and with the findings 
contained therein. For the purposes of this Section 4(f) Evaluation, therefore, it is assumed that 
archaeological resources would not be present in the project area and no use of such resources would 
occur.  
   
HISTORIC ARCHITECTURAL PROPERTIES 

The study area for historic resources encompasses all locations where historic resources could be directly 
or indirectly affected by the No Action Alternative or the Build Alternatives. This study area is defined as 
the Area of Potential Effect (APE) as described in Chapter 11 of the DEIS: Cultural Resources. For the 
purposes of this Section 4(f) Evaluation, the historic resources located within the APE are studied in 
detail for potential use by the No Action Alternative and by both Build Alternatives. The boundaries of 
the APE are depicted in Figure 22-1.  An initial APE for the FSTC was identified as part of the 
environmental analysis process and approved by the NYSOPRHP, which serves as the State Historic 
Preservation Office (SHPO) in a letter dated February 13, 2004 (see Appendix H).  Subsequent to 
SHPO’s approval, the APE was expanded to the west to consider potential effects of the RW - E 
Connector. 
 
Seven (7) historic properties and a portion of one (1) potential historic district are located within the APE 
and were considered for potential use associated with the No Action Alternative and the two (2) Build 
alternatives for the FSTC (Table 22-1).  These 4(f) resources are: the Corbin Building at 192 Broadway; 
the Fulton Street 45 Subway Station; the former AT&T Building at 195 Broadway; the Bennett 
Building at 139 Fulton Street; the East River Savings Bank at 25 Dey Street; the St. Paul’s Chapel and 
Graveyard at Broadway and Fulton Street; the WTC site; and a portion of the John Street-Maiden Lane 
Historic District, which includes the Corbin Building.  The following descriptions of these historic sites 
are based on various designation reports for the properties, the LPC’s Guide to New York City 
Landmarks, and the Lower Manhattan Architectural Survey Report, prepared for The Lower Manhattan 
Cultural Council by Andrew S. Dolkart (2004).  Additional documentation on these properties has been 
provided in the Criteria of Effects Report prepared for the project and transmitted to the NYSOPRHP in 
February 2004.  In a letter dated February 13, 2004, contained in Appendix H, the NYSOPRHP accepted 
the Report and the conclusions therein. 
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Table 22-1 
Historic Sites Located in the FSTC Area of Potential Effect 

(APE) and their Potential Use (under Section 4(f)) under FSTC Alternatives 
 

 No Action Alternative Alternative 9 Alternative 10 
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Corbin 

Building 
 

x  N/A N/A N/A Yes None None Yes None None 

 
Fulton Street 
45 Station 

 

x x N/A N/A N/A Yes None None Yes None None 

 
Former AT&T 

Building 
 

 
x 

 N/A N/A N/A Yes None None Yes None None 

Bennett 
Building 

 
x x N/A N/A N/A None None None None None None 

East River 
Savings Bank 

 
x  N/A N/A N/A None None None None None None 

 
St. Paul’s 
Chapel 

 

x x N/A N/A N/A None None None None None None 

WTC site  x  N/A N/A N/A Yes None None Yes None None 
John Street-
Maiden Lane 

Historic 
District 

x  N/A N/A N/A None None None None None None 

Source: The Louis Berger Group, Inc., 2004. 
 
Corbin Building (192 Broadway) 
 
The Corbin Building is located on Broadway, on the southernmost parcel of the block between John and 
Fulton Streets.  It is an eight (8)-story office building that was designed by Francis H. Kimball at the 
behest of Long Island Rail Road president Austin Corbin.  Constructed in 1888-89, the building features a 
brick, stone and terra cotta polychromy exterior, and its interior vaulted ceilings employ a Guastavino tile 
system.  In 1889, the Corbin Building was reported to have been the tallest building in New York.  The 
building is important for its construction methods, its association with Kimball and Corbin, and because it 
is a survivor of the late-19th century development of the early skyscraper in New York. The building’s 
interior and exterior generally remain intact, with alterations primarily concentrated on the ground floor 
and the roof level.  On September 12, 2003, the State Review Board recommended listing of the building 
to the State Register of Historic Places.  The draft National Register nomination was prepared by the 
Lower Manhattan Emergency Preservation Fund.  In its letter of September 26, 2003, NYSOPRHP 
provided its opinion that the Corbin Building appeared to be eligible for listing on the National Register 
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(see Appendix H).  The Corbin Building was subsequently listed on the National Register on December 
18, 2003. 
 
Fulton Street 45 Station 
 
The Fulton Street 45 Station is part of the Lexington Avenue IRT line, and was built under New York 
City’s second subway construction contract from 1902 to 1908, which extended the line south from City 
Hall into Brooklyn.  The station was designed by the architecture firm of Heins & LaFarge, and features 
faience reliefs of the Clermont, Robert Fulton’s steamboat.  The Clermont was the first steamboat 
successfully put into use, and its maiden voyage was between New York and Albany on the Hudson 
River.  The architects were required to use white tile and light-colored brick, except where color was 
“introduced for architectural effect”.  Color was used for the mosaic sign panels and for the terra cotta and 
faience plaques that embellish each station.  The Fulton Street Station is listed as a New York City 
Landmark, and is eligible for inclusion on the National Register of Historic Places.  The walls adjacent to 
the original 350 foot long platforms (the northern 350 feet of the northbound platform), encompassing the 
glazed and mosaic tile, faience and terra cotta plaques and moldings, and marble wainscoting, are 
included in the designation.  The original use and current use of this station are as a public transportation 
facility. 
 
Former American Telephone & Telegraph (AT&T) Building (195 Broadway) 
 
The former AT&T Building, a 25-story neoclassical office building was designed by William Welles 
Bosworth and constructed in 1912-13, with additional work between 1921 and 1924.  The building was 
erected as the headquarters for the AT&T Company and the Western Union Company, both of which 
were under the same ownership at the time.  Western Union moved out of the building in 1930, and 
AT&T vacated the site for a new home on Madison Avenue in 1983.  The building is clad entirely in 
Vermont granite, and rests on a Doric colonnade running around all three (3) street fronts.  Bronze panels 
by New York sculptor Paul Manship, best known for his classically and mythologically-inspired work, 
top the entrances fronting on Broadway.  The building is eligible for inclusion on the National Register of 
Historic Places. 
 
Bennett Building (139 Fulton Street) 
 
The Bennett Building, with three (3) full designed, 10-story cast-iron facades, is thought to be the tallest 
cast-iron building ever erected.  It was built in three (3) campaigns, beginning in 1872 when New York 
Herald publisher James Gordon Bennett, Jr., commissioned a seven (7)-story French Second Empire 
building that would be rented for stores and offices.  In 1892-93, the original mansard roof was removed 
and four (4) stories were added in a design that replicated the original castings.  Architect James 
Farnsworth returned in 1894, adding a 25-foot wide section on Ann Street that is also indistinguishable 
from the original.  The building is a designated New York City Landmark, and is eligible for inclusion on 
the National Register of Historic Places. 
 
East River Savings Bank (25 Dey Street/24 Cortlandt Street) 
 
This monumentally-scaled bank building was constructed in 1933-34 from designs by the architectural 
firm of Walker & Gillette.  Clad with Alabama limestone, the building features identical entrances on Dey 
and Cortlandt Streets.  Each entrance consists of a rounded niche filled with a monumental architrave of 
gray Quincy granite, capped by a round seal flanked by stylized eagles and incised with the name of the 
institution.  The extremely large rectangular windows illuminate an imposing banking hall stretching the 
full length of the building that is finished with a variety of colored marbles and a mural of the East River 
flowing past Manhattan by artist Dale Stetson.  The building is eligible for inclusion on the National 
Register of Historic Places. 
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St. Paul’s Chapel and Graveyard (Broadway at Fulton Street) 
 
One of a handful of pre-Revolutionary War buildings still standing in Lower Manhattan, St. Paul’s 
Chapel was built in 1764-66 and was designed by Thomas McBean.  Built of local stone with brownstone 
trim, the church has a modest portico on its towered front façade, which faces the 18th-century graveyard.  
The graveyard surrounds the chapel on three (3) sides.  The rear elevation on Broadway features an 
imposing brownstone Ionic porch – part of the original plan, but not built until 1767-68 – sheltering a 
large Palladian window.  French architect Pierre L’Enfant, best known as the author of Washington, 
D.C.’s City plan, designed much of the ornate, classical interior.  George Washington worshipped at St. 
Paul’s during the brief period when New York was the nation’s capital.  The property is a National 
Historic Landmark and a designated New York City Landmark. 
 
John Street-Maiden Lane Historic District (portion) 
 
Roughly bounded by John and Fulton Streets to the north, Liberty Street to the south, Broadway to the 
west and Dutch and Nassau Streets to the east, this proposed historic district is important as an area of 
late-19th and early-20th Century skyscraper office buildings.  The NYSOPRHP (September 2003) has 
confirmed that the boundaries of this district does include the Corbin Building (see Section 3.1.1 above),  
but exclude buildings to the north including 194-6 and 198 Broadway.  Most of the buildings in this 
district pre-date the 1916 Zoning Resolution that established setback requirements, and represent 
experimental forms in early skyscraper design.  The buildings were built speculatively based on their 
proximity to Wall Street, and many originally housed aspects of the jewelry industry.  The Corbin 
Building is within this historic district, as is the Hays Building (21-23 Maiden Lane); the latter, which has 
been determined eligible for the National Register, is in the portion of the district that is not within the 
APE for the FSTC project.  
 
The WTC Site  
 
The WTC site, bounded by West, Liberty, Church and Vesey Streets, has been determined by 
NYSOPRHP to be eligible for the National Register.  This approximately 16-acre site is historically 
important for its association with the events and aftermath of September 11, which caused the death of 
what is currently estimated to have been nearly 2,800 people from the collapse of the two (2) 110-story 
towers of the WTC.  The site as it exists today is the result of the massive search, rescue and recovery 
efforts that concluded with the New York City’s return of the site to Port Authority of New York and 
New Jersey (PANYNJ) control, and the subsequent revival of public transit services on the 19 subway 
and Port Authority Trans-Hudson (PATH) in temporary facilities on the site.  
 

22.2 SUMMARY OF PURPOSE AND NEED AND 
ALTERNATIVES CHAPTER 

22.2.1 INTRODUCTION 

This summary of Chapters 1 and 2 is provided here so that Chapter 22 may be read as a stand alone 
Section 4(f) Evaluation by those interested in Section 4(f) issues. 
 
The FSTC is one (1) of three (3) currently identified priority transit projects meant to address the urgent 
need for comprehensive transit improvements in Lower Manhattan in response to the events of September 
11.  The two (2) other priority projects are the Permanent WTC PATH Terminal, sponsored by PANYNJ 
and the South Ferry Subway Terminal Project, sponsored by the Metropolitan Transportation Authority 
(MTA) New York City Transit (NYCT).  These priority projects were formally identified by New York 
Governor George Pataki as the “Lower Manhattan Transportation Recovery Projects” through a 
coordinated process conducted in late 2002 and early 2003 by the Transportation Working Group, a group 
of local decision-makers which includes the State of New York, the City of New York, MTA, PANYNJ 
and the Lower Manhattan Development Corporation (LMDC). On February 27, 2003, U.S. 
Transportation Secretary Norman Y. Mineta announced the selection of these projects as a group of 
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nationally recognized transportation projects designated to receive high-level attention under President 
Bush’s September 18, 2002 Executive Order 13274, Environmental Stewardship and Transportation 
Infrastructure Project Review.  This designation is intended to help expedite the rebuilding of the transit 
system damaged in the terrorist attacks as the projects advance through the National Environmental 
Policy Act (NEPA) review process. 
 
The NYCT subway system is the largest in North America, serving 4.6 million trips (passenger journeys) 
daily, and is the main public transit service to Lower Manhattan.  The largest and most heavily used 
subway lines that provide access to Lower Manhattan converge at or near the existing Fulton Street-
Broadway Nassau Subway Station Complex, hereinafter referred to as the “Existing Complex” (see 
Figure 22-2), which is the ninth busiest complex citywide, serving over 225,000 movements (passengers 
entering, exiting or transferring) each day.  It is also among the oldest set of subway stations in New York 
City.  
 
Three (3) other subway line stations are located within 2,600 feet (1/2 mile) of the Existing Complex:  
 

• The RW line Cortlandt Street Station below Church Street at Dey Street;  
• The E line terminal at the WTC site below Church Street and north of Fulton Street; and,  
• The 19 line Cortlandt Street Station at the WTC site (currently closed). 

 
Collectively, the Existing Complex and nearby stations provide service to 100 million passengers 
annually and facilitate access between Lower Manhattan and the regional commuter hubs at: 
 

• Penn Station (midtown New York); 
• Grand Central Terminal (midtown New York); 
• The PANYNJ Bus Terminal (midtown New York); and, 
• Atlantic Avenue Terminal (Brooklyn, New York). 

 
The Existing Complex is also an important east-west connector within close proximity to other transit 
modes and centers of economic activity, including the WTC site, with its associated PATH service, and 
the World Financial Center (WFC), with its associated trans-Hudson ferry service.  Fulton Street itself 
represents a major east-west pedestrian axis in Lower Manhattan, running from South Street Seaport on 
the east to Church Street on the west. This places further emphasis on the important location of the 
Existing Complex and nearby subway lines and transit services as the main public transit access point to 
Lower Manhattan. 
 

22.2.2 EXISTING SYSTEM DEFICIENCIES  

Major destinations in Lower Manhattan are characterized by poor connectivity among different 
transportation modes (e.g. subways, PATH and Ferry), poor connectivity between subway lines and poor 
connectivity among subway lines and the aboveground street network and centers of activity, especially 
to the west.  Moreover, transit systems in Lower Manhattan lack the strong visual presence necessary for 
easy and efficient pedestrian navigation.  The following describes in more detail the inefficiencies of 
Lower Manhattan transit systems.  These inefficiencies are also characterized in Figure 22-3. 
 
STATION WAYFINDING 

Because of the historic construction of individual subway lines as independent systems, the original 
location and design of subway entrances were based on street conditions at that time, rather than on 
criteria of unified access and visual orientation at street level.  Subway entrances often were constructed 
as small stairways incorporated into existing buildings, with limited visibility from the street and 
competition with the visual clutter of street furniture and commercial signs.  The Existing Complex is 
hampered by the lack of clear orientation and visual cues that are necessary for efficient access to the 
stations from the street and, once in the Existing Complex, to the platforms. Many entrances to the 
Existing Complex are obscured, dark, narrow and difficult to find. In addition, many of the subway  
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entrances open directly to narrow crowded sidewalks and streets, which reduce the visibility of the 
entrance and create additional congestion. To access the subway platforms from the street, depending on 
the desired route, it may be necessary to take a circuitous route up and down multiple stairs and along 
platforms and corridors before one finally reaches the destination platform.  Once inside the Existing 
Complex, transfers are very complicated and crowded and actually affect the performance of subway 
service throughout the Existing Complex. 
 
Without clearly defined access points to and within the Existing Complex, subway passengers 
unnecessarily travel the convoluted system of underground tunnels and passageways, spending 
unnecessary time in the station and reducing system capacity.  At the street level, the lack of clearly 
identifiable entranceways to the station complex creates confusion and circuitous pedestrian movement. 
 
PHYSICAL CONDITIONS AND FUNCTIONAL LAYOUT OF THE SUBWAY STATIONS 

As a result of station age, coupled with a lack of system integration, existing subway structures are 
substandard and inefficient in accommodating the current ridership.  Furthermore, stations lack the 
operational flexibility necessary to maximize the efficiency of a modern transit system. 
 
Since the subsurface subway pedestrian connections were constructed at a later date than the subway 
system itself, neither the layouts nor the physical dimensions of the interconnections could be optimized 
to accommodate the prevailing pedestrian flow patterns and volumes.  Today, the Existing Complex is 
characterized by crowded corridors, mezzanines and train platforms.  It lacks prominent surface visibility 
to aid customer entry and exit and provides inadequate connections to other nearby subway and transit 
services. 
 
In recognition of these deficiencies, several subway stations in the area were rehabilitated in the 1990s, 
including the RW Cortlandt Street, the JMZ Fulton Street, and the AC Broadway Nassau Street 
stations, all of which are in a state of good repair.  These rehabilitations were limited to elements within 
the individual stations, and did not address the fundamental issues to be resolved by the Proposed Action.   
However, the 23 Fulton Street and the 45 Fulton Street subway stations have never been 
substantially renovated since their opening.  They require major improvements in surfaces, lighting and 
street and platform access. Improvements or rationalization in fare control and organization of paid and 
unpaid areas are also needed to more efficiently operate these stations.  
 
Currently, the 45 and JMZ platforms have a number of direct street entrances and exits while the 
AC and 23 platforms have intermediate mezzanines.  The AC mezzanine is bisected by the JMZ 
line, thereby resulting in passengers using the platform itself as a pedestrian route when transferring 
between the 23 line and the southbound JMZ line at the east end, and between the northbound 
JMZ line and the 45 line at the west end.  The 23 line also has a number of vertical elements 
between the platform and the mezzanine, which is bisected below the junction of William and Fulton 
Streets. 
 
SUBWAY ACCESS, CONNECTIVITY AND OPERATIONAL ISSUES 

Many of the trips by public transit to Lower Manhattan involve the use of multiple subway lines or other 
modes such as buses, ferries or commuter railroads.  Therefore, it is important that the characteristics of 
the total trip from home to work (i.e., both in-vehicle and access to and from the transit service) are as 
favorable as possible to maintain Lower Manhattan’s attractiveness as a place to live and work.  Within 
the Existing Complex, congested subway stations, confusing station entrances and difficult access to 
nearby trip destinations become recognized as barriers to access that increase the burden of visiting or 
working in Lower Manhattan.  In addition to the lack of adequate street access, lack of connectivity 
among stations, and physical deficiencies, the subways in Lower Manhattan also exhibit a broad range of 
operational problems. Many of these can be traced back to their genesis as independently operated 
systems. The access, connectivity, and operational issues of the various subway lines are described below.   
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45 Line Issues 
 
Platforms 
 
With the exception of the north end of the northbound 45 platform, the 45 side platforms are 
generally of an acceptable width, and it is not predicted that they would be affected by overcrowding in 
the future. The north end of the northbound 45 platform, however, experiences crowding upon the 
loading and unloading of trains. Transferring at the Existing Complex provides the principal means for 
Brooklyn patrons of the AC line to access Midtown locations east of Fifth Avenue via the 45 line.  
During the weekday AM peak commute period, passengers disembark from the northbound A or C 
trains at the Broadway Nassau Station and tend to congregate at the northern end of the northbound 45 
platform, thereby utilizing only the northern portion of the platform and train for embarkment. NYCT 
station workers currently direct passengers southward along the northbound 45 platform to alleviate 
the concentration of passengers at the northern end of the platform, and direct them to utilize the entire 
train length for embarkment.  In addition, platform accessibility from the street is constrained by street 
access “portals” located at Fulton Street, at the north end, and John and Dey Streets at the center of the 
platform. No convenient access is afforded to the southern half of the platform. 
 
Stairways and Ramps 
 
The stairs at the north end of the 45 southbound platform connecting to the mezzanine level form a 
bottleneck.  The resulting congestion is expected to continue in the future at the primary and lower stairs 
connecting the 45 southbound platform to the 45 northbound platform and the AC line.  Flow 
problems are exacerbated by conflicting transfer flows in the opposing direction.  A “pinch point” is 
created at the north end of the 45 northbound platform by conflicting flows between entering and 
exiting passengers at the turnstiles and the transfer flows traveling in the opposing direction.  The ramp 
connecting the AC line to the 45 northbound platform experiences congestion, and this is expected to 
continue during rush hours.  Congestion is also experienced and is projected to continue in 2025 on the 
stairs connecting the 45 line northbound platform level to the street. 
 
AC Line Issues 
 
Platforms 
 
Minor congestion is currently experienced for the AC island platform during certain peak hours. This is 
projected to continue into the future.  This congestion is related to delayed services and localized 
bunching in portions of the platform, and occurs incidentally when large numbers of passengers wait for 
specific train lines to arrive in the station.  Passenger flow on this platform is further disrupted since all 
passengers transferring from the east side of the Existing Complex (23 or JMZ southbound) to the 
west side (45 or JMZ northbound) must leave the mezzanine level and walk along the AC 
platform level to cross under the JMZ tracks. 
 
Mezzanines 
 
The AC mezzanines are located east and west of the JMZ line and are comprised of a series of ramps 
and stairs connecting to the AC platform and other subway lines.  The east and west mezzanines are 
projected to experience congestion into the future at some critical conflict points.  These include portions 
of the mezzanine in the vicinity of the west-end stairways connecting to the 45 platforms.  Some of the 
stair and ramp locations connecting the mezzanine and platform levels are also predicted to experience 
congestion in 2025.  This station does not presently provide ADA accessibility. 
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23 Line Issues 
 
Platforms 
 
The 23 island platform is very narrow and provides little room to maneuver around the platform stairs.  
Passenger densities are projected to exceed the planning criterion for operations in the future.  The 
southbound platform side is expected to experience congestion during the morning rush hour while the 
northbound platform side is expected to experience congestion during the afternoon rush hour. 
 
Mezzanines 
 
The northern end of the mezzanine level is separated from the southern mezzanine platform by Fulton 
Street.  Further, the corridors and sightlines at the northern end of the mezzanine are hampered by bends 
in the walls and reduced ceiling heights that also cause pedestrian congestion at station entrances and 
stairs.  These constrictions are typically caused by the accommodation of utility vaults (e.g. water, sewer 
piping) in the street adjacent to the station.  
 
JMZ Line Issues 
 
Platforms 
 
The JMZ side platforms are generally of a good width, and it is not predicted that they would be 
affected by overcrowding in the future. 
 
22.2.3 PURPOSE AND NEED 

The purpose of the FSTC is to create a functionally and visually unified transit facility with a central 
distinguishing portal by substantially improving the Existing Complex and extending it with a subsurface 
connection west to the WTC site.  The development of the FSTC in this location has substantial potential 
for integrating transit and urban development for Lower Manhattan.  It would also reduce congestion at 
the existing subway platforms, improve the overall experience of transit users, improve safety, and 
provide improved pedestrian connectivity within the Existing Complex and with other subway and transit 
services to the west.  In doing so, the FSTC would address the need for improved access to Lower 
Manhattan in support of economic recovery and resumed growth.   
 
Despite the number of subway lines serving Lower Manhattan and the availability of other nearby transit 
options (such as PATH service, ferries and buses), access to and from Lower Manhattan remains poor.  
The Lower Manhattan transit network lacks integration and cohesion and the existing subway network 
has limited underground pedestrian connections. Connectivity is further hampered by congested station 
platforms, mezzanines and corridors, and inadequate visual surface presence to orient passengers.  Transit 
connections are circuitous and inconvenient, as is access to major destinations such as the WTC site and 
WFC, leading to an increase in travel time to and from Lower Manhattan. 
 
Because of the pivotal role the Existing Complex currently plays in providing transit access to Lower 
Manhattan, its existing deficiencies need to be addressed to improve upon the overall access to Lower 
Manhattan and to support its economic recovery and future growth.  The Existing Complex is critical to 
the restoration and revitalization of the local and regional economy because it: 
 

• Houses the largest concentration of subway services in Lower Manhattan; 
• Is located in close proximity to other transit services (such as the PATH service) and to existing 

and future centers of activity, including the redeveloped WTC site and Memorial; and, 
• Is located centrally within the Lower Manhattan street network.  
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For the Existing Complex to maximize its contribution to the economic recovery of Lower Manhattan and 
the region and meet the increased transportation demand anticipated with the regeneration and growth in 
Lower Manhattan, substantial improvements are needed, including: 
 

• Improved connectivity of the Existing Complex with the WTC site and Memorial, WFC and 
PATH service; 

• Measures to improve existing operational problems of the Existing Complex (including resolution 
of congestion); and, 

• Measures to improve street-level wayfinding and access to the subway system. 
 
Addressing the deficiencies at the Existing Complex with the proposed FSTC would: create a facility that 
is less congested and circuitous; comply with Americans with Disabilities Act (ADA) requirements; be 
easily identifiable at street level; and provide direct pedestrian access and streamlined transfers with other 
subway services.  This would result in a range of operational benefits that contribute to the achievement 
of the project goals (see DEIS Chapter 1: Purpose and Need). These benefits include: Level of Service 
(LOS) improvements at existing entrances, exits and stairs; improved transit efficiency as a result of 
reduced train dwell times; and improved passenger circulation and wayfinding. The proposed FSTC 
would be able to adequately accommodate present customer demands and anticipated year 2025 levels of 
demand for movement to, from and within the FSTC. 
 
22.2.4 DESCRIPTION OF THE PROPOSED ACTION 

The Proposed Action consists of the construction and operation of a rehabilitated, reconfigured and 
enhanced multi-level, street-level, aboveground and underground station complex in Lower Manhattan 
that would serve 12 NYCT subway lines.   The FSTC would be located on Broadway between Fulton and 
John Streets with an underground passageway extending on Dey Street west to Church Street.  It would 
include improvements to four (4) connected subway stations: 
 

• 45 Fulton Street;  
• AC Broadway-Nassau; 
• 23 Fulton Street; and, 
• JMZ Fulton Street.   

 
These four (4) stations comprise the existing Fulton Street – Broadway Nassau Subway Station Complex, 
referred to as “the Existing Complex” (see Figure 22-2). The Proposed Action involves six (6) principal 
elements (see Figure 22-4): 
 

1. A new prominent Entry Facility at street level, with a subsurface level passenger concourse (the 
Central Station Concourse) centrally located on Broadway between Fulton and John Streets, that 
integrates horizontal connectivity between the AC and 45 service with vertical connectivity 
between the street and different levels, improved street level access and visibility; 

2. Rehabilitation of the 45 line Fulton Street Station and the 23 line Fulton Street Station; 
3. An underground pedestrian passageway beneath Dey Street between Broadway and Church Street 

connecting the Entry Facility to the WTC site; 
4. Improvements to the mezzanines and platform access at the AC line Fulton Street Station and 

JMZ line Fulton Street Station, improving circulation and reducing overcrowding conditions; 
5. A pedestrian and passenger connection between RW and E service; and, 
6. Improved street access to the subway, including wider and more direct stairways, access for 

disabled customers, and new street entrances. 
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The FSTC would provide direct access to the future concourse at the WTC site, from which access to a 
variety of transit options similar to those existing prior to September 11 is anticipated to be available, 
including: 
 

• The reconstructed 19 line Cortlandt Street Station;  
• The reconstructed PATH downtown terminal to the west; and,  
• The ferry terminal at the WFC further to the west.   

 
During the planning process for the Proposed Action (see Chapter 1: Purpose and Need, and Chapter 3: 
Alternatives), NYCT investigated different ways to implement the project and conducted an analysis of 
10 potential alternatives (discussed in Chapter 3 of the DEIS).  The analysis found that Alternatives 1 
through 8 would not address the project Purpose and Need and/or were not prudent and feasible.  
Alternative 8 was defined in the DEIS Scoping Document as the Full Build Alternative.  This Alternative 
would have maximized street frontage on Broadway and included an Entry Facility with the largest 
footprint, requiring the demolition of all the buildings on Broadway between John and Fulton Streets, 
including the Corbin Building (which would be classified as use of the Corbin Building).  Comments 
received during the Public Scoping Process expressed concern about potential demolition of the Corbin 
Building and encouraged NYCT to explore other alternatives.  Subsequent to the Public Scoping Process, 
the NYCT undertook studies regarding the Corbin Building which indicated that it would be potentially 
eligible for listing on the National and State Registers, and submitted its report to the NYSOPRHP.  As 
indicated previously, the NYSOPRHP listed the Corbin Building on the National Register on December 
18, 2003. 
 
Consistent with the requirements of Section 4(f) and in response to the public scoping comments 
received, alternatives that would avoid use of the Corbin Building were investigated.  An overview of 
these alternatives is contained in Chapter 3 and Appendix B of the DEIS.  The analysis indicated that 
none of the alternatives that would avoid use of the Corbin Building would be prudent and feasible, as 
none of them would achieve the project Purpose and Need.  Therefore, planning initiatives and measures 
to minimize harm to the Corbin Building were investigated, resulting in two (2) Build Alternatives that, 
while not avoiding use of the Corbin Building, would substantially minimize the harm that would result 
from these Full Build Alternatives. These two (2) Build alternatives are referred to as Alternatives 9 and 
10, and are considered to meet the project Purpose and Need.  They have been advanced for detailed 
analysis in the DEIS and are currently being considered by NYCT to implement the Proposed Action.  
Alternatives 9 and 10, and the No Action Alternative, are evaluated within the DEIS; these are described 
in Section 22.4 of this Chapter. 
 
Integral to the design, construction and operation of the FSTC are sustainability practices embodied by 
NYCT’s Design for the Environment (DfE) and Construction for the Environment (CfE) guidelines. 
These have been successfully applied at other capital improvement projects and continue to evolve.  
These guidelines are being used to guide the design, construction and operation of the FSTC. 
 
Agencies involved with the revitalization of Lower Manhattan recognize that the improvement of access 
to Lower Manhattan in support of economic recovery and resumed growth may cause short-term 
construction impacts while the benefits of improved public transportation on Lower Manhattan’s 
environment and economy are being realized. To minimize the burden on the environment when 
improving access to Lower Manhattan, NYCT, FTA, LMDC, PANYNJ and the New York State 
Department of Transportation (NYSDOT) jointly developed Environmental Performance Commitments 
(EPCs) to be incorporated into the design, construction and operation of federally funded Lower 
Manhattan Recovery Projects.  The EPCs consist of measures that would be proactively implemented to 
avoid or minimize potential adverse impacts. The EPCs are particularly focused on the avoidance of 
construction impacts on access and circulation, air quality, noise and vibration, cultural resources and 
socioeconomics.  The EPCs for cultural resources include the following: 
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• Establish coordination among projects to avoid or minimize interruption in access to cultural and 
historic sites; 

• Initiate public information and involvement outreach with sensitivity to local cultural resources; 
• Identify public information outlets that would receive and provide current information about 

access during construction, to minimize interruption in access to cultural and historic sites; 
• Consult with the NYSOPRHP and the New York City LPC regarding potentially impacted, 

culturally significant sites to ensure that all potential impacts are identified and avoided or 
minimized to the greatest extent possible; and, 

• Monitor noise and vibration during construction at such sites as appropriate to ensure that such 
sites are not inadvertently damaged by adjacent or nearby construction. 

 
22.3 PROPOSED USE OF SECTION 4(f) RESOURCES 
This section provides a description of the possible uses, if any, by each alternative, of the Section 4(f) 
resources identified above in Section 22.1.3. Subsequent sections describe possible alternatives to avoid 
these uses and potential measures considered to minimize harm. As shown in Table 22-1, of the seven (7) 
historic sites and the historic resources within the proposed historic district located within the APE for the 
FSTC project, four (4) Section 4(f) resources have been identified as having a use by the FSTC under 
both Alternative 9 and Alternative 10; specifically, the Corbin Building, the Fulton Street 45 Station, 
the former AT&T Building and the WTC site.  The No Action Alternative would have no adverse impact 
on these resources.  
 
22.3.1 CORBIN BUILDING  

NO ACTION ALTERNATIVE 

Under the No Action Alternative, the FSTC would not be constructed or operational. The Existing 
Complex would remain in its current configuration and operation, except for routine maintenance 
measures and repair activities that would not be subject to environmental review. The No Action 
Alternative would not involve any use of the Corbin Building. 
 
ALTERNATIVE 9 

Alternative 9 would not integrate the FSTC Entry Facility with the Corbin Building, and would make no 
operational use of that building (see Figure 22-5 and Chapter 3: Alternatives).  It is anticipated that the 
Corbin Building would be structurally independent from the FSTC Entry Facility above and below grade. 
There would be no structural alterations to the Corbin Building or access between the Corbin Building 
and the Entry Facility. A containment wall constructed of either bored piles or a slurry wall would 
separate the Entry Facility from the Corbin Building. This wall would form the permanent 
retaining/external wall for the Corbin Building once the Entry Facility is complete, and would not affect 
the structural integrity or historic features of the building. No further modifications would be made unless 
FSTC construction modifies the Corbin Building’s compliance with local building codes, fire safety 
codes and other applicable regulations and standards.   
 
No easements are needed to allow construction and operation of the Entry Facility for Alternative 9.  A 
Construction Environmental Protection Program (CEPP) plan would be developed and implemented to 
protect the building from construction-related vibration and noise impacts.  The CEPP plan would specify 
measures and practices required during construction to prevent adverse construction impacts.  These 
measures would include: 
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• A conditions survey prior to construction, to ascertain the visual and structural condition of the 

Corbin Building, and other historic/fragile properties in the FSTC vicinity; 
• Establishment of the threshold of vibration tolerance based on engineering assessments of the 

ability of each structure to withstand vibration impacts; 
• Establishment of methods to prevent structural damage. Such methods may include underpinning 

or compensation grouting; 
• Detailed construction specifications based on calculated vibration tolerance; and, 
• Preparation of detailed construction specifications to monitor vibration and building responses 

and halt or modify work if vibration reaches established limits. 
 
As noted above, a new lateral earth retention wall would be installed immediately adjacent to the Corbin 
Building’s northern property line.  This new wall would protrude approximately six (6) feet into the site 
of the Entry Facility and would offer lateral support for the soil that provides vertical support for the 
Corbin Building foundations.  Subsurface conditions beneath the Corbin Building and the structural 
conditions of the Corbin Building are uncertain, pending further geotechnical and structural 
investigations. To avoid risks to public safety associated with potential instability of the Corbin Building 
due to unknown geotechnical and/or structural conditions during construction of the Entry Facility and to 
ensure the protection of the historic resource during construction and afterward, NYCT, based on 
currently available information, is prepared to implement protective techniques for the Corbin Building in 
Alternative 9. These protective techniques could include underpinning or compensation grouting (see 
Chapter 4: Construction Methods and Activities). 
 
Underpinning would entail installation of micro-piles beneath the north side of the Corbin Building 
adjacent to the excavation. Underpinning or compensation grouting would be done from the north side of 
the building, within the construction laydown area for the Entry Facility, avoiding the need to displace 
occupants of the building.  The underpinning piles would remain permanently in place, but would not be 
visible as they would be installed outside of the building, beneath the ground surface. Should 
compensation grouting be necessary, there may be a need to displace some of the tenants in the Corbin 
Building for a temporary period of between two (2) weeks and two (2) months.  Additional structural and 
geotechnical surveys and investigations during final design would be performed to confirm whether 
stabilization of the Corbin Building is necessary. Relocation compensation and assistance would be 
provided in accordance with Federal and State requirements. Under this alternative, it is not anticipated 
that the tenants of the Corbin Building would need to be permanently displaced. Further details on 
potential displacements and relocations associated with the FSTC are provided in Chapter 10: 
Displacement and Relocation.  
 
Underpinning or compensation grouting anticipated for Alternative 9, together with any associated use of 
the land or building that may be required to perform such work, constitutes a permanent use under Section 
4(f) through the installation of underpinning piles beneath the Corbin Building.  
 
Construction activities under Alternative 9 would not cause permanent impairment of access to the Corbin 
Building. Noise and vibration effects on the Corbin Building during construction would be managed 
following established construction management practices for potentially fragile buildings. There would be 
no permanent displacement and there would be no alteration to designated historic building elements. No 
constructive use of the Corbin Building would occur either during construction of Alternative 9. 
 
To ensure that effects to the Corbin Building are kept to a minimum, irrespective of whether or not 
additional stabilization of the Corbin Building is required, NYCT would continue to consult with 
NYSOPRHP and, as appropriate, the Advisory Council on Historic Preservation to determine the ultimate 
use and treatment of the Corbin Building.  FTA and NYCT consulted with the SHPO concerning the 
historic and archaeological APEs via letter in December 2003.  SHPO’s concurrence with the proposed 
historic properties APE and the archaeological APE was received by letter dated February 13, 2004 (in 
Appendix H). A Memorandum of Agreement (MOA) would be prepared to address protection and 
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treatment of the building during all phases of construction and operation (see Appendix H). The 
implementation of the CEPP would minimize construction impacts on the Corbin Building and maintain 
continued access to this resource during the construction period. 
 
In summary, under Alternative 9 there may be a use of the Corbin Building. This would include a 
permanent use, based on the potential that additional support or vibration protection for the Corbin 
Building may be required during construction of the Entry Facility to protect public safety and the historic 
resource itself during and after construction. 
 
ALTERNATIVE 10 

Under Alternative 10, there would be a permanent use of the Corbin Building (see Figure 22-6 and 
Chapter 3: Alternatives).  Under this Alternative, the Corbin Building would be acquired by NYCT and 
would be structurally and functionally integrated into the FSTC Entry Facility.  As the Corbin Building 
would be acquired by NYCT, all occupants would be displaced and relocated or compensated as per State 
and Federal regulations. 
 
Under this Alternative, the Corbin Building would be integrated with the FSTC Entry Facility above and 
below grade.  Although the design is still at the conceptual stage, it is anticipated that connections 
between the Corbin Building and the Entry Facility would be created at appropriate levels, allowing for 
access to the Entry Facility via entrances from the street, including John Street, from below the Dey Street 
Passageway and through the Corbin Building and increasing public access to the Corbin Building.  The 
extent of public accessibility to levels above grade would be dependant on the final design of Alternative 
10.  
 
Following acquisition of the Corbin Building and in consultation with NYSOPRHP, a historical 
assessment of the building would be required, using mapping and non-invasive testing to determine the 
authenticity of potential historic features. Under the guidance of an historic preservation expert, 
restoration of historic features, including repairs and cleaning, would be performed. An assessment would 
be made of current life safety systems within the building, with upgrades being evaluated to ensure 
compliance with current requirements for historic structures. 
 
Under Alternative 10, the Dey Street Passageway would extend below the Corbin Building, requiring 
underpinning of the building.  Part of the lateral support for the Corbin Building would be provided by the 
structural integration with the new Entry Facility.  Below grade, in addition to essential underpinning, a 
new perimeter wall would be constructed on the south side of the Corbin Building as a permanent 
retaining system.  The alignment would be organized so that the Dey Street Passageway would enter the 
Entry Facility on a straight axis, with the majority of vertical circulation taking place in a top-lit space 
within the renovated Corbin Building basements and ground floor. 
 
The integration of the Corbin Building would be achieved by the underpinning of the Corbin Building, 
construction of a temporary structural support for the façade of the Corbin Building, and the eventual 
physical integration of the basement, ground floor and second floor of the Corbin Building with the Entry 
Facility. It is intended that the Corbin Building would be integrated into the Entry Facility in a way that is 
compatible with the historic character of the building itself and its role in the John Street-Maiden Lane 
Historic District. As the FSTC is still in the conceptual design stage, the methods by which the Corbin 
Building’s basement and ground floor areas would be integrated into the Entry Facility have not yet been 
determined.  It is likely, however, that portions of some basement and upper story walls may need to be 
modified to incorporate new connecting access routes. These alterations could include large new openings 
in the north wall of the Corbin Building. This new system of load transfer would necessitate a seismic 
upgrade in compliance with relevant State and City codes. The upgrade will consist of strengthening the 
building lateral load system and floor diaphragms. 
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In certain locations, removal of portions of floors or of northern exterior common party walls and 
storefronts may be beneficial to the new use to accommodate the movement of the public through the 
Entry Facility to the various levels of the new building.  Rehabilitation and code compliance upgrading 
for other NYCT uses or other suitable business tenants may also require the alteration of existing historic 
features.   
 
Under this alternative, use of a Section 4(f) property would occur because it includes permanent use of the 
ground floor and basement level of the building to accommodate FSTC entry and passageway features. 
While this alternative would incur a permanent use of this 4(f) resource, ongoing consultation with 
NYSOPRHP indicates that the acquisition of this building for transportation purposes would be 
considered a potentially beneficial transfer of this historic site because of the attendant structural 
improvements and upkeep of the building that are anticipated during construction and operation of the 
project.  Additionally, upon acquisition of the Corbin Building under this Alternative, the interior layout 
of the Corbin Building would be designed to be in keeping with its historic layout features.   
 
A CEPP plan would be developed and implemented to protect the building from construction-related 
vibration and noise impacts. The CEPP plan would specify measures and practices required during 
construction to prevent adverse construction impacts. 
 
22.3.2 FULTON STREET 45 SUBWAY STATION 

NO ACTION ALTERNATIVE 

Under the No Action Alternative the FSTC would not be constructed or operational. The Existing 
Complex would remain in its current configuration and operation, except for routine maintenance 
measures and repair activities that would not be subject to environmental review. No rehabilitation of the 
Fulton Street 45 Station would occur, and the No Action Alternative would not require any use of this 
historic resource. 
 
ALTERNATIVE 9 

Under Alternative 9, there would be a permanent use of the Fulton Street 45 Subway Station. Under 
this Alternative, the following modifications would be made to the Fulton Street 45 Station: 
 

• Closure of the north underpass to the AC; 
• Relocation of the wall behind the control booth at the Dey Street entrance and the stairs at the 

south side of Dey Street to an access building;  
• Closure of the existing John Street entrance; 
• Creation of openings in the existing northbound platform wall at the north and south ends of the 

platform; and, 
• Creation of openings within the existing southbound platform wall between the Fulton and Dey 

Street entrances and at the south end of the platform.  Three (3) design options are currently under 
review for this wall and are discussed in Section 22.4.4.2. 

 
These improvements would result in permanent changes to the existing historic fabric of the station, in 
particular the tiled and marble wainscoted walls adjacent to the platforms, and would be considered a 
permanent use of the property.  Creation of new wall openings would involve the removal of sections of 
existing plain tile and wainscoting; however, the associated marble column facings, frieze and terra cotta 
elements at these locations would be retained in place.  
 
ALTERNATIVE 10 

Under Alternative 10, there would be a permanent use of the Fulton Street 45 Subway Station. This use 
would be the same as under Alternative 9. 
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22.3.3 FORMER AT&T BUILDING (195 BROADWAY)  

NO ACTION ALTERNATIVE 

Under the No Action Alternative the FSTC would not be constructed or operational. The Existing 
Complex would remain in its current configuration and operation, except for routine maintenance 
measures and repair activities that would not be subject to environmental review. No construction would 
occur within the former AT&T Building, and the No Action Alternative would not require any use of this 
historic resource. 
 
ALTERNATIVE 9 

Although both Alternative 9 and Alternative 10 would not directly involve any of the exterior 
architectural, design or structural characteristics that may qualify this building for inclusion on the 
National Register, construction of a new set of escalators and stairs linking the FSTC Entry Facility with 
the southbound 45 Fulton Street Station platform would require permanent use of the space within, and 
access to, portions of three (3) basement levels in the former AT&T Building.  Construction and operation 
of the new set of escalators and stairs linking the FSTC Entry Facility with the southbound 45 Fulton 
Street Station platform would therefore qualify as a permanent use of this 4(f) resource. 
 
ALTERNATIVE 10 

Under Alternative 10, the former AT&T Building could potentially be affected by the construction and 
operation of the FSTC, as described above for Alternative 9. A permanent use would occur identical to 
that described for Alternative 9. 
 
22.3.4 BENNETT BUILDING (139 FULTON STREET) 

NO ACTION ALTERNATIVE 

Under the No Action Alternative the FSTC would not be constructed or operational. The Existing 
Complex would remain in its current configuration and operation, except for routine maintenance 
measures and repair activities that would not be subject to environmental review. No construction would 
occur in the vicinity of the Bennett Building, and the No Action Alternative would not require any use of 
this historic resource. 
 
ALTERNATIVE 9  

Alternative 9 proposes widening of the AC mezzanine between Broadway and Nassau Street in front of 
the Bennett Building. Construction-related ground vibration associated with the widening of the AC 
mezzanine under Alternative 9 could potentially affect foundations or structural systems of the Bennett 
Building, located at 139 Fulton Street.  NYCT would develop and implement a CEPP to avoid 
construction impacts on adjacent historic buildings (see above).  The CEPP would include measures such 
as a vibration monitoring system to ensure that construction activities would not affect the structure or the 
use of the building.  There would be no alteration to designated historic building elements. Although 
construction activities may result in temporary access limitations to the building, alternative entry/exits 
would be maintained for the duration of construction. Given the CEPP commitments to minimize/avoid 
construction impacts, the Proposed Action under this Alternative would not result in a use of this historic 
resource, including constructive use, and no further analysis is required 
 
ALTERNATIVE 10 

Under Alternative 10, the Bennett Building could potentially be affected by the construction and 
operation of the FSTC, in the same manner as described above for Alternative 9. No use would occur. 
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22.3.5 EAST RIVER SAVINGS BANK  

NO ACTION ALTERNATIVE 

Under the No Action Alternative the FSTC would not be constructed or operational. The Existing 
Complex would remain in its current configuration and operation, except for routine maintenance 
measures and repair activities that would not be subject to environmental review. No construction would 
occur in the vicinity of the East River Savings Bank, and the No Action Alternative would not require any 
use of this historic resource. 
 
ALTERNATIVE 9 

Alternative 9 would result in construction-related ground vibration that, if not appropriately managed, 
could potentially affect foundations or structural systems of the East River Savings Bank building.  As 
noted above, NYCT would develop and implement a CEPP to avoid construction impacts on adjacent 
historic buildings.  The CEPP would include measures such as a vibration monitoring system to ensure 
that construction activities would not affect the structure or the use of the building.  There would be no 
impairment of access to the building, and no alteration to designated historic building elements. Given the 
CEPP commitments to minimize construction impacts, this Alternative would not result in a use of this 
historic resource, including constructive use. 
 
ALTERNATIVE 10 

Under Alternative 10, the East River Savings Bank building could potentially be affected by the 
construction and operation of the FSTC, in the same manner as described above under Alternative 9. No 
use would occur. 
 
22.3.6 ST. PAUL’S CHAPEL AND GRAVEYARD  

NO ACTION ALTERNATIVE 

Under the No Action Alternative, the FSTC would not be constructed or operational. The Existing 
Complex would remain in its current configuration and operation, except for routine maintenance 
measures and repair activities that would not be subject to environmental review. No construction would 
occur in the vicinity of St. Paul’s Chapel and Graveyard, and the No Action Alternative would not require 
any use of this historic resource. 
 
ALTERNATIVE 9 

Construction-related ground vibration associated with Alternative 9 is not anticipated to affect 
foundations or structural systems of St. Paul’s Chapel because of the distance of this resource from the 
closest area of construction.  In addition, construction activities are not anticipated to cause impairment of 
access to the property, and there would be no alteration to designated historic building elements. The 
CEPP plan will include measures to minimize construction noise interference with church activities. 
Therefore, the Proposed Action under this Alternative would not result in a use of this historic resource, 
including constructive use, and no further analysis is required. 
 
ALTERNATIVE 10 

Under Alternative 10, no use of St. Paul’s Chapel and Graveyard would occur for the same reasons as 
described for Alternative 9. 
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22.3.7 JOHN STREET-MAIDEN LANE HISTORIC DISTRICT  
NO ACTION ALTERNATIVE 

Under the No Action Alternative, the FSTC would not be constructed or operational. The Existing 
Complex would remain in its current configuration and operation, except for routine maintenance 
measures and repair activities that would not be subject to environmental review. The No Action 
Alternative would not require any use of the John Street-Maiden Lane Historic District. 
 
ALTERNATIVE 9 

Alternative 9 would not involve the removal of buildings in this district. The designs of the Entry Facility 
and the Dey Street Access Building include a scale and massing that is consistent with those of the 
structures they replace and with the surrounding architectural environment. The John Street-Maiden Lane 
Historic District includes non-historic as well as historic buildings, building heights from two (2) to 20 
stories, and facades composed of stone and brick masonry, as well as contemporary face brick, metal and 
glass. The design approach for the Entry Facility is and would continue to be receptive to and committed 
to achieving a design that respects the character and historic properties around it. The Proposed Action 
would not introduce, in the form of a new Entry Facility and the Dey Street Access Building, visual 
elements that would diminish the integrity of the John Street-Maiden Lane District’s historic features and 
would not restrict access to the historic district.  

Construction-related ground vibration associated with this alternative could potentially affect foundations 
or structural systems of buildings located within the portion of the John Street-Maiden Lane Historic 
District that is within the APE. As noted above, NYCT would develop and implement a CEPP plan to 
avoid construction impacts on adjacent historic buildings.  The CEPP plan would include measures such 
as a vibration monitoring system to ensure that construction activities would not affect adjacent structures 
or the use of the buildings Although construction activities may result in temporary access limitations to 
certain locations within this proposed historic district, alternative entry/exit points would be maintained 
for the duration of construction, such that the district is accessible and visible to the general public.  

Because the historic integrity of the John Street-Maiden Lane Historic District would not be impaired by 
the development of new architectural structures adjacent to the district and because of the CEPP plan 
commitments to minimize impacts during construction, the FSTC project would not result in a 
constructive use of this historic resource under this Alternative.   
 
ALTERNATIVE 10 

Under Alternative 10, the John Street-Maiden Lane Historic District could potentially be affected by the 
construction and operation of the FSTC, in the same manner as described above under Alternative 9. 
 
22.3.8 WTC SITE 
NO ACTION ALTERNATIVE 

Under the No Action Alternative, the FSTC would not be constructed or operational. The Existing 
Complex would remain in its current configuration and operation, except for routine maintenance 
measures and repair activities that would not be subject to environmental review. The No Action 
Alternative would not require any use of the WTC Site. 
 
ALTERNATIVE 9 

Under Alternative 9, the RW - E Connector would be located beneath Church Street between the Dey 
Street Passageway, and will be required to be permanently located within the eastern boundary of the 
WTC Site, a National Register-eligible historic resource. The precise location of the RW - E Connector 
would be determined as engineering advances, and would be developed in cooperation with the PANYNJ 
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and the LMDC, as the permanent WTC Path Terminal and WTC site and Memorial is developed. To the 
extent that the RW - E Connector will intrude slightly into the WTC site, it would be considered a 
physical use of a 4(f) resource. However, as this project element is defined by the location of the existing 
E and R stations, there are no alternatives to relocate the proposed Connector to avoid the WTC site.  
 
Construction of the RW - E Connector would require realignment or removal of a portion of a concrete 
foundation wall that separates the Church Street station from the WTC site.  This wall is a remnant of the 
former Hudson & Manhattan (H&M) Railroad facilities that ultimately became PATH in association with 
construction of the WTC.  While realignment or removal of a portion of this wall would constitute a 
physical change in this element of the historic site, it is not a contributing element and therefore would 
not diminish the characteristics of location, setting, feeling, materials, and association with the events of 
September 11 that qualify the WTC site for inclusion on the National Register. 
 
ALTERNATIVE 10 

Under Alternative 10, the WTC site would be affected by the construction and permanent operation of the 
RW - E Connector, in the same manner as described above under Alternative 9. 
 
22.4 ALTERNATIVES CONSIDERED TO AVOID PROPOSED 

USE 
22.4.1 CORBIN BUILDING 
As described previously in this Chapter (Section 22.2.4), several alternatives from the 10 preliminary 
alternatives considered in the DEIS, and the No Action Alternative, were explored to avoid use of the 
Corbin Building. The ten preliminary alternatives included seven (7) Partial Build and three (3) Full Build 
Alternatives.  In addition to the No Action Alternative, four (4) of the seven (7) Partial Build Alternatives, 
specifically Alternatives 1 through 4, were considered to be Corbin Building avoidance alternatives.  
None of the remaining Partial Build Alternatives (5, 6 and 7) or Full Build Alternatives (8, 9, and 10) 
would avoid use of the Corbin Building.   
 
Each avoidance alternative was evaluated to determine whether it could be considered a prudent and 
feasible alternative to using the Corbin Building.  Specifically, each avoidance alternative was evaluated 
with respect to satisfying the seven (7) project goals (see DEIS Chapter 1: Purpose and Need), and 
constructability, cost effectiveness and environmental considerations, especially with regard to historic 
and socioeconomic resources. A detailed description of the process used to support this evaluation is 
provided in Appendix B of this DEIS, and is summarized in the following paragraphs.   
 
The No Action Alternative assumes that the existing Fulton Street – Broadway Nassau Station Complex 
(the Existing Complex) would remain as is, except for routine maintenance repairs that would not be 
subject to environmental review. Such maintenance would not necessarily result in stations being brought 
to a “State of Good Repair” as defined by NYCT Station Rehabilitation Guidelines. Under this 
alternative, none of the project elements described in DEIS Chapter 1: Purpose and Need would be 
undertaken.  The No Action Alternative was not considered to be a prudent and feasible alternative to the 
use of the Corbin Building as it would not result in the achievement of the project Purpose and Need. 
 
Partial Build Alternatives 1 and 2 did not include an Entry Facility, resulting in unacceptable pedestrian 
LOS problems. These alternatives were not therefore considered prudent and feasible alternatives to the 
use of the Corbin Building. 
 
Partial Build Alternatives 3 and 4 provided additional tunnels instead of an Entry Facility, but did not 
improve LOS and incurred substantial construction challenges related to underpinning various structures 
(e.g. the 45 line, existing buildings). Although Alternatives 3 and 4 had the lowest concept level 
investment cost, and had the lowest impact on retail and historic resources, they were also excluded from 
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further consideration as they did not achieve the full range of project goals and cost effectiveness 
considerations. These alternatives were not therefore considered prudent and feasible alternatives to the 
use of the Corbin Building. 
 

22.4.2 FULTON STREET 45 STATION 

No alternatives to use of the Fulton Street 45 station were considered during the preliminary planning 
stages of the FSTC because rehabilitation of the Fulton Street Subway Station has always been an integral 
component of the FSTC project. In addition, the original and current uses of this station are as a public 
transportation facility.  Consequently, there are no prudent alternatives that would avoid use of the Fulton 
Street Subway Station. 
 

22.4.3 FORMER AT&T BUILDING 
During the initial planning stages of the FSTC, four (4) alternatives were considered that did not include a 
new underpass beneath the 45 tracks into the former AT&T Building. These alternatives did not 
include the construction and operation of a new set of escalators and stairs to link an Entry Facility with 
the southbound 45 Fulton Street Station platform and therefore would not have required use of the 
former AT&T Building basements.  These alternatives were not carried forward to the DEIS, however, 
because they did not address the project’s Purpose and Need, which include measures to improve street-
level wayfinding and access to the subway system. The seven (7) alternatives are not considered prudent 
alternatives for avoiding a use of the former AT&T Building. 
 
Various design options were explored to avoid use of the former AT&T Building. Of these, one (1) 
design option (Option C) was considered in detail as a possible alternative. Option C comprises reuse of 
the existing pedestrian tunnel under Fulton Street to connect to the north of the Entry Facility. A new 
pedestrian tunnel would be constructed mid-platform under the 45 line.  It would not include 
construction and operation of the new set of escalators and stairs linking the FSTC Entry Facility with the 
southbound 45 Fulton Street Station platform via permanent use of the space within, and access to 
portions of three (3) basement levels in the former AT&T Building.  
 
This option was found to not be a prudent and feasible alternative for use of the former AT&T Building.  
Although it would not require the use of the building, it would be expected to result in inadequate LOS 
for the existing underpass to the north. This would be due to anticipated over utilization of this underpass, 
and underutilization of the new underpass.  In addition, inadequate vertical circulation would be provided 
from the 45 platform level to paid connections, and the absence of escalators (due to space limitations) 
would also inhibit quality of service. This option would be considered to detract from the project Purpose 
and Need and was therefore not considered prudent. 
The No Action Alternative was not considered to be a prudent and feasible alternative to the use of the 
former AT&T Building as it would not result in the achievement of the project Purpose and Need. 
 

22.4.4 WTC SITE 
The proposed Connector between the RW and the E stations reflects the most direct way to allow 
pedestrian connectivity between these two stations, by removing a wall that currently separates the 
platform of stations over a distance of approximately 120 feet, and thus minimizes the use of the WTC 
site as a Section 4(f) resource.  The No Action Alternative, which would not realize this connection, 
would not be consistent with the project purpose and need and is, therefore, not considered prudent or 
feasible.  As this project element is defined by the location of the existing E and RW stations, and the 
two stations are separated only by a wall, there are no opportunities to relocate the proposed Connector to 
avoid the WTC site.  Consequently, there are no prudent or feasible alternatives that would avoid use of 
the WTC site. 
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22.4.5 MEASURES CONSIDERED TO MINIMIZE HARM  

CORBIN BUILDING 

As indicated previously, an extensive alternatives evaluation process was conducted for the design and 
configuration of the FSTC (see Chapter 3: Alternatives and Appendix B for details).  In coordination with 
public outreach and agency work groups, the alternatives proposed in the FSTC Draft Scoping Document 
were further developed and refined during the environmental review process to generate alternatives that 
were responsive both to public and agency comments, and to the project goals and project Purpose and 
Need.  Particular attention was paid to avoidance and/or minimization of historic and retail impacts and 
property acquisition.   
 
As described in Section 22.4, none of the avoidance alternatives, the No Action Alternative and Partial 
Build Alternatives 1 through 4, are prudent and feasible.  Partial Build Alternatives 5, 6, and 7 were 
eliminated from further consideration because none would satisfy the project Purpose and Need.  In 
addition, none of these alternatives would avoid use of the Corbin Building. 
 
The alternatives remaining for evaluation in the DEIS (not including the required No Action Alternative), 
Alternative 9 and Alternative 10, both address the project goals and project Purpose and Need while 
minimizing impacts to the Corbin Building.  From among all alternatives evaluated, these alternatives 
were judged as the only reasonable alternatives to be considered for detailed analysis in the DEIS.   
 
Alternatives 9 and 10 both represent measures that minimize harm to the Corbin Building. These Build 
Alternatives were developed and refined from the Full Build Alternative proposed in the Scoping 
Document. The Full Build Alternative (see Chapter 3, Alternative 8) proposed the deconstruction of the 
Corbin Building to accommodate construction of the Entry Facility between Fulton Street and John 
Street. This option would have provided maximum transportation benefits by providing the greatest 
circulation and entry spaces.  Alternatives 9 and 10 were developed during the environmental review 
process as alternatives that represented opportunities to minimize the harm that would result from 
deconstructing the Corbin Building – Alternative 9 via the isolation and limited potential use of the 
Corbin Building, and Alternative 10 via the adaptive use of the Corbin Building (adaptive reuse is 
recognized by the Department of the Interior in its 2002 Handbook on Section 4(f) Evaluations as a 
measure to minimize harm). As a result, the Full Build Alternative (Alternative 8) was eliminated from 
further consideration because of its impacts on the Corbin Building as a historic resource.    
 
Ongoing engineering has evaluated various additional methods to minimize harm to the Corbin Building 
resulting from Alternative 9 or Alternative 10.  Given that there is no prudent or feasible alternative to 
avoid use of the Corbin Building, the following measures to minimize harm would be incorporated into 
the project’s planning, design and construction:  
 

• NYCT and FTA would enter into a MOA with the NYSOPRHP (see Appendix H) to determine 
the ultimate use and treatment of the Corbin Building.  This Agreement would address protection 
and treatment of the building during all phases of construction and operation; and, 

• NYCT would develop and implement a CEPP to avoid construction impacts on the Corbin 
Building.   

 
Alternative access to the Corbin Building would be provided during the construction period.  
 
The design of Alternative 10 would aim to minimize loss of historic materials and features throughout the 
building, and not obscure, damage or affect historic features and characteristics.  In addition, the design 
would include proactive measures to restore, enhance and sustain historic characteristics of the Corbin 
Building. These would include: 
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• Clear differentiation between new elements and existing historic features; 
• Visual compatibility between the new Entry Facility and the Corbin Building, via reflection of the 

height and alignment of the Corbin Building floor levels and horizontal ornamentation; 
• Repair and restoration of the façade of the Corbin Building using historically appropriate 

materials and techniques, including replacement of lost or damaged features; 
• Retention and restoration of historic interior finishes; and, 
• Retention and restoration of the central historic stair core. 

 
FULTON STREET 45 SUBWAY STATION 

Although implementation of the FSTC project cannot avoid use of the Fulton Street Station’s historic 
features entirely, three (3) design alternatives are under review that would minimize the impacts of a full 
removal of the wainscoted walls adjacent to the Fulton Street Subway Station northbound platform wall. 
Figures 22-7 through 22-9 depict the design options which include: 
 

• Option A: a design that would remove a small portion of the existing wall but that would not 
deliver the required service improvement; 

• Option B: a design that would remove that same small portion of the wall, and an additional 
removal of the wall at the other end of the platform, which requires more structural work but 
would meet the required access and overall service improvement needs; and, 

• Option C: a third design element would remove several portions of the historic wall.  
 
Of the three (3) design options, this latter design would impose the greatest impacts on the wall and has 
been found to be structurally not feasible.  Option B appears to minimize impacts to the historic wall 
while providing appropriate service quality and therefore is most prudent and feasible. 
 
In addition to these specific design alternatives, the following measures to minimize harm would be/are 
being incorporated into the planning, design and construction of the FSTC project: 
 

• Consultation with the NYSOPRHP concerning proposed alterations to the station; 
• Development of designs and specifications consistent with the Secretary of the Interior’s 

Standards for Treatment of Historic Properties, so that those features which qualify the station for 
inclusion in the National Register would not be diminished; and, 

• Implementation of a CEPP to avoid construction impacts to remaining historic features of the 
station. 

 
FORMER AT&T BUILDING 

Although implementation of Alternative 9 cannot avoid use of the former AT&T Building basement 
levels, several design elements of the stairway linking the Entry Facility with the 45 Fulton Street 
Station platform were considered that would minimize impacts to the basement levels of this building.  
These options would be similar to those evaluated for Alternative 10.  Likewise, although implementation 
of Alternative 10 cannot avoid use of the former AT&T Building basement levels, several design options 
for elements of the stairway linking the Entry Facility with the 45 Fulton Street Station platform were 
considered that would minimize impacts to the basement levels of this building. These options are 
summarized below; Appendix C provides additional detail of these options.   
 
Option A comprises an unpaid connection from the Dey Street Passageway into the basement of the 
Corbin Building and Entry Facility.  A paid connection below the 45 would connect the middle of the 
northbound 45 platform to the middle of the 45 southbound platform.  It would include construction 
and operation of the new set of escalators and stairs linking the FSTC Entry Facility with the southbound 
45 Fulton Street Station platform via permanent use of the space within, and access to portions of three 
(3) basement levels in the former AT&T Building.  
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This option was found to not be a prudent and feasible alternative for minimizing harm on the former 
AT&T Building. Although this option would result in acceptable LOS, it encourages uneven platform 
loading on the AC due to the position of the underpass to the north end of the 45 northbound 
platform.  In addition, this option requires use of the former AT&T Building, and cannot be considered to 
be an option that minimizes harm. 
 
Option B comprises widening of the existing pedestrian tunnel under Fulton Street to connect to the north 
of the Entry Facility. A new pedestrian overpass would be constructed over the southbound AC tunnel.  
It would include construction and operation of the new set of escalators and stairs linking the FSTC Entry 
Facility with the southbound 45 Fulton Street Station platform via permanent use of the space within, 
and access to portions of three (3) basement levels in the former AT&T Building.  
 
This option was found to not be a prudent and feasible alternative for minimizing harm on the former 
AT&T Building. It would exacerbate existing problems with 45 to AC transfers, which are currently 
caused by crowding at the western end of the AC platform and northern end of the 45 platform (see 
Chapter 1: Purpose and Need for further details). This option would be considered to detract from the 
project Purpose and Need and was, therefore, not considered prudent. 
 
Option D comprises construction of a new 30.5 foot wide angled underpass from the southeast corner of 
the Entry Facility just north of the Dey Street Passageway. The new underpass would be separated from 
the Dey Street Passageway by glass panels and turnstiles, and would pass under the 45 line.  It would 
include construction and operation of a new set of escalators and stairs linking the FSTC Entry Facility 
with the southbound 45 Fulton Street Station platform via permanent use of the space within, and 
access to portions of three (3) basement levels in the former AT&T Building. 
 
This option was found to not be a prudent and feasible alternative for minimizing harm on the former 
AT&T Building.  Passengers transferring from the 45 southbound platform to the AC would have to 
walk south before turning north, adding to journey time. In addition the entrance to the new underpass 
would be anticipated to be crowded, that is, operating at a poor level of service, as the necessary 
placement of structural columns would impede passenger flows.  
 
In addition, this option requires use of the former AT&T Building to the same extent as other options, and 
cannot be considered to be a feasible and prudent alternative that minimizes harm. 
 
Option E comprises construction of a new 31.5 foot wide angled underpass form the southeast corner of 
the Entry Facility just north of the Dey Street Passageway.  The new underpass would be separated from 
the Dey Street Passageway by glass panels and turnstiles, and would pass under the 45 line at the 
midpoint of the 45 platforms.  It would include construction and operation of a new set of escalators 
and stairs linking the FSTC Entry Facility with the southbound 45 Fulton Street Station platform via 
permanent use of the space within, and access to portions of three (3) basement levels in the former 
AT&T Building. This option, although similar to Option D, provides a larger passenger circulation area 
between the AC concourse and the Dey Street Passageway. 
 
The position of the new underpass at the midpoint of the 45 platforms maximizes passenger flow 
efficiencies, allowing for passenger movements unimpeded by structural columns. The 45 to AC 
transfer avoids any directional inefficiencies, and provides clear sightlines from the AC platform stairs 
to the underpass entrance. 
 
Although this option requires use of the former AT&T Building to the same extent as other options, it is 
considered to be the preferred option for achievement of the project Purpose and Need. 
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Although the evaluation indicated that there was not a prudent and feasible alternative to use of the 
former AT&T Building that would minimize harm to a greater extent than the proposed option (Option 
E), the following measures to minimize harm would be incorporated into the project planning, design and 
construction: 
 

• Consultation with the NYSOPRHP concerning proposed alterations to the former AT&T 
Building basements; 

• Development of designs and specifications consistent with the Secretary of the Interior’s 
Standards for Treatment of Historic Properties, so that those features which qualify the building 
for inclusion on the National Register would not be diminished; and, 

• Implementation of a CEPP to avoid construction impacts to historic features of the building. 
 
Option E provides the best LOS in support of the project Purpose and Need. Although this option uses a 
historic resource; this use avoids adverse impacts to the historic features of the former AT&T Building 
  
It is assumed that Option E would remain the preferred option under both Alternatives. Although this 
option requires use of the former AT&T Building to the same extent as other options, it is considered to 
be the preferred option for achievement of the project Purpose and Need. 
 
WTC SITE 

The evaluation indicated that there was not a prudent and feasible alternative to the use of the WTC site 
that would minimize harm to a greater extent than the Proposed Undertaking.   
 
The proposed RW - E connector provides the best LOS in support of the project Purpose and Need.  
Although this option uses a historic resource, this use avoids adverse impacts to the historic features of 
the WTC site.  Although the RW - E Connector as currently proposed requires use of the WTC site, it is 
considered the only solution for achievement of the purpose and need.  
 
22.5 COORDINATION 
The FSTC project involves Federal, State and City agencies in interagency coordination. The FTA is lead 
agency for the EIS process, and the MTA, in cooperation with NYCT, are responsible for implementation 
of the project. NYCT has initiated an extensive public outreach program, including coordination with 
local and state agencies and potentially affected parties. The public outreach efforts are described in 
Chapter 5 of the DEIS.  Permits and approvals may be required from a number of agencies, including the 
New York State Department of State, the New York State Department of Environmental Conservation 
(NYSDEC), the New York State Office of General Services, and the NYSOPRHP. The LPC and 
Manhattan Community Board #1 are also involved in the project. The effects of the alternatives are being 
assessed in the DEIS, a document that also allows for public input.  
 
Review of the Section 4(f) Evaluation includes FTA, NYCT, the NYSOPRHP and the U.S. Department 
of Interior.  NYCT is engaged in ongoing Section 106 consultation with the NYSOPRHP, and has been 
coordinating with the LPC regarding the respective resources under their jurisdictions. At these meetings, 
NYCT has provided materials on the proposed concept designs, and has discussed how the project would 
affect the various resources. Discussions with NYSOPRHP and LPC have focused on how the project 
could affect historic resources; NYSOPRHP has also participated actively in review of preliminary drafts 
of a MOA (see Appendix H) governing treatment of these resources. 
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22.6 CONCLUSIONS 
22.6.1 PRUDENT AND FEASIBLE ALTERNATIVES 
The determination of prudent and feasible alternatives must include supporting information that 
demonstrates unique problems or unusual factors involved in the use of alternatives which would avoid 
the use of Section 4(f) land (23 C.F.R. 771.135 (a) (1) (i) 49 U.S.C. 303).  There could be alternatives that 
meet the project’s goals and objectives that are not feasible to develop.  There are also sometimes feasible 
alternatives that meet a project’s goals and objectives that are not prudent due to cost, social, economic 
and environmental factors or community disruption resulting from such alternatives.  An alternative may 
be rejected as not being prudent and feasible if it: 
 

• Does not meet the project Purpose and Need; 
• Has excessive construction costs of extraordinary magnitude; or, 
• Results in severe operational or safety problems, unacceptable adverse social, economic or 

environmental impacts, serious community disruption, or accumulation of the aforementioned 
impacts that, combined, reach an unacceptable level. 

 
Following are conclusions about the use of Section 4(f) resources associated with the FSTC project. 
 
22.6.2 TEMPORARY USE OF SECTION 4(f) RESOURCES 
The Corbin Building, Fulton Street Station, former AT&T Building and WTC site would be permanently 
used, so temporary use does not apply to them. No temporary use would occur to the other Section 4(f) 
resources, since: 
 

• They would not be occupied; 
• The duration of occupancy of Section 4(f) resources would be less than the time needed for 

construction of the project; 
• The scope of work to Section 4(f) resources, in terms of the nature and magnitude of the work, 

would be minor; 
• There would be no resulting adverse impacts to the Section 4(f) resources, and; 
• There would be no change in the Section 4(f) resource ownership.  

 
22.6.3 CONSTRUCTIVE USE OF SECTION 4(f) RESOURCES 
No constructive use of Section 4(f) resources would occur because potential proximity impacts of the 
project would be minimized or avoided so as not to cause substantial impairment of the Section 4(f) 
resources, as follows: 
 

• A quiet setting is not a generally recognized feature or attribute of the Section 4(f) resources that 
could be affected by the project; therefore, construction-related noise level increases associated 
with the project would not substantially interfere with the use and enjoyment of Section 4(f) 
resources;  

• Views of Section 4(f) resources would not be obstructed or eliminated; therefore, the aesthetic 
quality of the Section 4(f) resources would not be substantially impaired; 

• Under Alternative 10, access to the Corbin Building would be restricted during the construction 
period.  However, this is a temporary restriction that does not diminish the utility of this resource, 
and access would be restored following construction; 

• Through the implementation of a CEPP, potential construction-related vibration impacts would be 
minimized or avoided, such that impairment of the Section 4(f) resources or their structural 
integrity and utility would not occur; and, 

• There is no wildlife or waterfowl refuge adjacent to the project, and therefore this constructive 
use criterion does not apply.  
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22.6.4 PERMANENT USE OF SECTION 4(f) RESOURCES  

Under Alternatives 9 and 10, four (4) Section 4(f) resources would be permanently used (i.e., permanently 
incorporated) by the FSTC project.  These resources are the Corbin Building, the Fulton Street 45 
Station, the former AT&T Building and the WTC site.  The evaluation of alternatives that would avoid 
use of these resources found that none of those alternatives are prudent and feasible.  


