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PROGRAM STRUCTURE

Modeled on the national Mayors’ Institute on City

Design, the Long Island Mayors and Supervisors’
Institute on Community Design provides a multi-day
retreat for a select group of mayors and supervisors and
a resource team of design and planning professionals.
The elected officials present planning and design issues
facing their community, and then participate in a wide-
ranging discussion. While addressing the specific con-
cerns raised by the mayors and supervisors, the resource
team members also describe in broader terms how they
have approached similar problems. Using examples
from other communities, the mayors, supervisors, and
resource team learn from each other.

The Mayors’ and Supervisors’ Institute offers pub-
lic officials the rare opportunity to discuss a specific
planning issue with a group of peers and some of the
most respected designers and planners in the country.
These institutes focus particular attention on the rela-
tionship between community planning, design, smart
growth, and transportation, and how better design and
development can create more livable and sustainable
communities. Experts in urban design, architecture,
conservation, ecology, real estate development, trans-
portation, and other complementary fields participate
in the Institute discussions, providing presentations and
analyses of how alternative development patterns impact
the future of communities. RPA has conducted over a
dozen Mayors’ Institutes, including ten in New Jersey,
one in Connecticut, one in the greater Northeast region,
and now three on Long Island.

The 2008 Long Island Institute was held at Adelphi
University in Garden City from June 25th-27th. The
five case studies focused particular attention on tran-
sit-oriented development (TOD). By creating and
improving mixed-use, compact development around
the Island’s train stations, we can develop more livable,
walkable places with access to high quality public trans-
portation that connects residents to the greater region.
Each case study engaged the resource team, mayors, and
supervisors to think broadly about the future of their
communities. In all cases, designing for transit played
an essential role in the mayors” and supervisors’ visions
for their towns.

2008 Long Island Mayors and Supervisors’
Institute Participants

Hon. Steve Bellone, Supecrvisor, Town of Babylon
Hon. Mary W. Bossart, Mayor, Village of Rockville
Centre

Hon. Phil Cardinale, Supervisor, Town of Riverhead
Hon. Linda A. Kabot, Supervisor, Town of
Southampton

Hon. Jon Kaiman, Supervisor, Town of North
Hempstead

Hon. Peter Bee, Mayor, Garden City (observer)

Resource Team Presentations

Community Design 101

Matthias Altwicker, Principal of AB Architekten and
Associate Professor of Architecture at New York Institute
of Technology, began the Institute with an introduction
to community design. Altwicker defined community
design as the nexus of urban planning and architecture,
declaring its power to translate a community’s self-
image into reality. As Long Island’s population growth
continues, he noted that expansion must be accommo-
dated by existing or new infrastructure. By 2030, about
half of the buildings in which Americans live, work, and
shop will have been built after the year 2000, providing
an incredible opportunity to mold communities in a
sustainable manner.

Altwicker pointed out how concentrating develop-
ment (particularly LEED certified development) around
public transportation is one way to promote sustain-
ability. Not only does it facilitate walkability, it gives
residents more modes of transportation to choose from
and provides for a variety of housing and family types
while preserving the surrounding landscape in its natu-
ral form.



What is TOD?
Rob Lane, Director of Regional Design Programs at

RPA, gave an informative description of transit-ori-
ented development (TOD) and demonstrated why it
is an important development concept. Lane began by
detailing Long Island’s development history of sprawl
and highlighted areas of opportunity moving forward.
First, use what is already there - Long Island was settled
around rail infrastructure, so it is important to rediscov-
er the values in which Long Islanders are already invest-
ed. Secondly, build healthy communities - Americans
are struggling with an obesity problem. It is necessary to
build activity into daily life by creating walkable neigh-
borhoods around multiple modes of transportation like
trains, bicycles, and buses. Finally, the planet is getting
hotter - global warming is very closely linked to vehicle
miles traveled and the pollution emitted by cars. While
this trend may not be reversible, it can be bent by get-
ting people out of their carbon-emitting personal vehi-
cles and onto more efficient modes of transportation.

Lane described TOD as having three performance
measures: 1) it creates a place with an identity by acting
as a focal point for civic pride and allows for multiple
uses of the train station; 2) it increases transit ridership
and decreases automobile dependence by promoting
other modes of transit; and 3) it captures growth in a
compact, mixed-use environment. Studies show that
many people want these TOD communities today,
especially in light of high gas prices. Additionally, the
plan for East Side Access to Grand Central Station is
expected to increase transit ridership for Long Island
commuters. While TOD is not a magic solution to every
development problem, it is an essential component to
improving quality of life.

Landscape and Sustainability Design

Signe Nielsen, Principal of Matthews Nielsen, spoke
about the importance of greening land use through
sustainable design and indicated that green technolo-
gies can be successful on Long Island. The soil on Long
Island makes it possible to utilize bioretention basins,
whereby water can be cleansed naturally by vegeta-
tion before entering the Island’s aquifers. It is similarly
important to consider how the materials used on paved

surfaces can have an impact. Where possible, Nielsen
recommended the importance of minimizing impervi-
ous, asphalt pavement. Low-volume roads and parking
lots make it possible to use pervious pavement - such as
decomposed granite - which allows water to run off in a
natural way. Municipalities should aim to narrow roads
and add bike lanes where possible. Nielsen warned that
Americans must also change their mindset on lawns due
to the excessive water and fertilizer use that comes with
them; instead, they should aim to use vegetation that
requires less water.

There are countless examples of successful changes
that can be made to increase sustainability: add veg-
etation to parking lots to maximize pavement shading;
green parking garages by keeping them open to natural
ventilation; incorporate vegetation into existing railway
walls and embankments; reuse Brownfields; encourage
habitat preservation by connecting patches of green for
easy animal mobility; and green our town codes (follow-
ing New York City’s lead on outlawing building with
non-native wood). Nielsen’s presentation provided the
mayors and supervisors with useful new tools to bring
back to their communities.

Economic Development and TOD

Shuprotim Bhaumik, Principal of Economics Research
Associates, focuses his work on urban real estate and
the pre-development process. He began his talk by
explaining that TOD is a transit-driven process that
encourages mixed uses, pedestrian orientation, relaxed
parking requirements, and population density. Contrary
to popular conception, Long Island actually grew up
around its train stations and has a rich history steeped
in transit-oriented development. In recent years, Long
Island has deviated from this history, in favor of lower
density suburban developments. However, many recent
trends make this sort of development less economically
viable. For instance, Bhaumik pointed out that rising
fuel prices are having a tremendous impact on people’s
behavior. In the first three months of 2008, there was
a 3.3% increase in people using public transit and a
2.5-3% decrease in automobile use. Other demographic
trends show that the population is shifting on Long
Island. Many people in the 25-44 age range are leaving



to find more affordable, middle-income, or rental hous-
ing, which is not readily available on the Island. From
1997 to 2006, Nassau County’s median home prices
increased 250% while incomes stagnated.

In order for Long Island to be economically com-
petitive in the New York Metropolitan Region, Bhaumik
contended that the Island will have to rediscover its
transit-oriented roots, and focus its economic develop-
ment in communities with multiple modes of transpor-
tation. Bhaumik encouraged mayors and supervisors
not to be passive in this process; a community can
offer various incentives, including site assemblage, tax
increment funding (TIF) programs, subsidized housing
units, streamlined review, and property tax abatement.
Other preferred developer benefits a community can
offer include supportive land use designation, tax incen-
tives, public sector participation, aid in remediating
Brownfield issues, and reduced parking requirements.
With these tools, Bhaumik demonstrated that there are
numerous options for mayors and supervisors to tackle
TOD in their own communities.

Keynote Address: Designing for Transit
Anton “Tony” Nelessen, Principal at A. Nelessen
Associates, Inc. and professor at Rutgers University’s
Edward J. Bloustein School of Planning and Public
Policy, began his talk by asserting that - in the his-
tory of planning - now is the best time to plan.
America’s fundamental assumptions, environment, and
economy are in a state of flux. The world is dealing with
increased inflation, a stock market drop, high oil prices
and energy costs, climate change, demographic changes,
unsustainable auto-dependency, and overly congested
traffic patterns. According to Nelessen, “we have pro-
duced the most ineffective, unsustainable land use pat-
tern in the history of the planet.” However, this presents
an opportunity to critically examine the current ways of
life and take a fresh look at where and how to grow for
the future.

America’s changing demographics and economy
will provide a particularly strong impetus for change.
For instance, the American tendency to develop large,
single family homes may fade away as more baby boom-
ers become empty nesters and prefer to downsize from

their 4-bedroom home in the suburbs to a one-bedroom
condo in a walkable neighborhood. Their twenty-some-
thing children, too, are more likely to prefer a less-
expensive apartment with transit opportunities than a
more-expensive house far away from cultural opportuni-
ties. In fact, less than a quarter of the population cur-
rently consists of two-parent households with children.
Given this extraordinary statistic, the housing market
will need to adjust to the changing face of American
families.

With the rising gas prices, falling stock market,
rising food prices, and the deepening mortgage crisis,
there will be even more support for dense housing sur-
rounding transit hubs. People will no longer be able to
afford the time and money it takes to live in remote
suburbs. This move to cities is just what is needed to
be competitive in the increasingly globalized economy.
To further increase America’s competitive edge, it is
absolutely necessary to invest in green technology and
infrastructure. It will not be sufficient to simply re-
invest in cities, however; it is also necessary to aggres-
sively retrofit the suburbs to become more sustainable.
The good news is that the technology needed for such
improvements exists already.

Re)

L) Transit System




The Promise of Long Island Downtowns

Adapted from research conducted for the Rauch Foundation 2008 LI Index - http://longislandindex.org

Long Island’s downtowns hold great potential to serve as
the centers of growth and affordability across the Island.
Not only is there the most capacity to add new housing
stock in downtowns, many of the Island’s downtowns
already serve as dense centers of economic activity, cul-
ture and access to transportation. Such characteristics
create a rare opportunity to develop livable, affordable
places that are attractive to diverse populations of young
and old, different races and varied income levels.

SOLUTION TO A HOUSING CRISIS

Over the last few decades, Long Island has been facing
a growing crisis: a shortage of affordable housing for
all Long Islanders. In its wake, the Island has suffered
losses including the “brain drain” of young people leav-
ing for better jobs and cheaper housing, the migration
of empty nesters to more dense, suburban, downtowns
that meet their needs, across the country, and an over-
all inequitable housing environment for Long Island’s
residents.

Increasing the supply of housing at all price levels
requires changes in a range of policies, from state hous-
ing subsidies to local zoning. However, the notion that
Long Island is “built-out” and has no room for growth
is not true if we look to already developed places that
have the capacity to add new housing. There are dozens
of places where this is possible:

 There are 99 Long Island Rail Road stations, many
surrounded by surface parking lots and underutilized
property that could be the location of “transit villages.”

e Aging commercial strips and shopping malls offer
other possibilities for redevelopment as new homes,
retail stores, offices or a mix of those.

 There are a few large development projects, such as
proposals for the area known as the Nassau Hub sur-
rounding the Coliseum and Roosevelt and Mitchell
Fields and Suffolk’s redesign for the old Pilgrim State

site.

One of the greatest opportunities to build significant

new mixed-income housing is represented by more than
100 downtowns in Nassau and Suffolk. Some village
centers are already vibrant places that may have limited
room for new development. Many, however, have oppor-
tunities for infill and redevelopment that could increase
their attractiveness as places to work, shop and play
while accommodating multi-family housing. Across the
Island, a handful of towns and villages are already find-
ing ways to build new housing that is both affordable
and attractive to young singles and families, moderate
income workers such as teachers, technicians or nurses,
and retirees looking to leave their empty nest but stay
close to family and friends. Several others are exploring
new futures through redevelopment plans and commu-
nity vision projects.

In addition to providing places where housing can be
expanded, better utilizing our downtowns makes sense
for a number of reasons:

e Downtown apartments are typically less expensive
than single-family houses and are within the reach of a
wider range of buyers or renters.

* Downtowns offer a lifestyle that is preferable for a
large portion of the population, from young adults to
retiring baby boomers.

* By encouraging transit use and shorter trips to work
and shop, they reduce pressure on the road system.

e Apartments cost less in infrastructure (water/sewer
lines, road maintenance, etc.) than single family houses.

A QUESTION OF CAPACITY

How much capacity do Long Island’s downtowns have
for additional housing? A definitive estimate of how
much new housing can be accommodated in Long
Island’s downtowns would require a village-by-village
analysis of infrastructure capacity and potential devel-
opment and redevelopment sites. Even this analysis
would really be secondary to the question of commu-
nity consensus and political will. In theory, there is an
almost unlimited capacity to “build up” if the regulato-



ry environment allows it and sufficient investments are
made in transportation, sewers and other infrastructure.
In reality, there is a limit to how much density can be
added to these downtowns without changing their fun-
damental suburban character. However, many down-
towns could substantially increase residential develop-
ment in a variety of ways without crossing the line from
“suburban” to “urban.” In small and mid-sized places,
second-floor apartments, infill cownhouses and station-
area developments could substantially increase housing
options without significantly adding to height or chang-
ing the small town feel. In fact, they could enhance the
sense of place with a real Main Street and neighborhood
centers. Many larger places have significant capacity for
apartment or condominium buildings in areas that are
cither already relatively dense, or that have large num-
bers of underdeveloped parcels in the center of town.

IS LONG ISLAND READY?

But are Long Island residents ready to embrace down-
town living? Long Islanders historically have had reser-

vations about density and height. In fact, many residents
moved to the Island to escape the confines of an overly
dense and tall New York City. And according to previ-
ous surveys for the Long Island Index, most enjoy the
suburban lifestyle that predominates in Nassau and
Suffolk. However, the 2008 Long Island Index survey
indicates that a substantial number would consider
moving to more centrally located neighborhoods under
the right circumstances. Four in ten of those surveyed
said that they could imagine themselves living in an
apartment, condo or townhouse in a local downtown, a
much higher percentage than the number of Nassau and
Suffolk residents currently living downtown. Nearly half
of all young adults interviewed could see themselves liv-
ing in a local downtown. Low- and middle-income resi-
dents were equally likely to imagine themselves living
downtown. Younger residents were more likely to say
that they could see themselves living in an apartment or
townhouse in a village or town center. So, as both the
capacity and demand for downtown living comes into
focus, what is finally needed is the will to proceed.




Babylon: Copiague As a well-established, residential com-
muter community, Copiague’s declining industrial core repre-
sents promising opportunity for transit-centered development.
Residents have already shown acceptance of such development
and the addition of retail and dense residential units could
help to better define the community’s downtown. The three
development sites around the rail station should be studied
for the best uses that will preserve the community’s residential
spirit, while creating a more walkable, usable downtown that
is connected to the amenities surrounding it.

CASE STUDIES

DISCUSSION,
CONCLUSIONS AND
RECOMMENDATIONS

North Hempstead: Port Washington Once a rural com-
munity, Port Washington is now a major commuter mecca,
with the community’s train station attracting commuters
from many neighboring towns. Port Washington’s challenge
is to leverage this demand to help its downtown thrive while
also generating some innovative parking and transit solutions.

North Hempstead
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Riverhead: Downtown Riverhead Redevelopment oppor-
tunities currently underway in the heart of the downtown will
usher in a revitalized center for Riverhead. Development near
the train station should take into account connections to the
downtown and waterfront while ensuring smooth circulation
through the area. Parking demand is very high in this area
and creative solutions may have to be employed to meet it.

Rockville Centre Already a transit-centered, “cool” down-
town, the Village of Rockville Centre seeks to accommodate

shoppers, commuters, residents and employees with adequate
parking to support its many amenities. As new development
occurs in the downtown, finding ways to improve circulation
while creating a more walkable, interconnected community
with access to natural resources is a priority for the Village.

Southampton: Speonk As a central commuter rail station,
Speonk serves the working class community that lives around
it. With a mix of uses including industrial and agricultural,
and tracts of developable land, Speonk has opportunities to
find a balance between each and develop the area as a residen-
tial community with a transit-hub and an economic center for
light industry in the Town.




Babylon: Copiague

Supervisor Steve Bellone

Suffolk County

Square Miles 3.7
Population 21,922

KEY ISSUES PROBLEM STATEMENT
As a well-established, residential commuter community,
Explore redevelopment Copiague’s declining industrial core represents promising

and infill opportuni- opportunity for transit-centered development. Residents
have already shown acceptance of such development and the
addition of retail and dense residential units could help to
better define the community’s downtown. The three devel-

opment sites around the rail station should be studied for

ties for the avail-
able vacant sites

Facilitate greater con- the best uses that will preserve the community’s residential
nections between spirit, while creating a more walkable, usable downtown
the downtown and that is connected to the amenities surrounding it.

nearby amenities

BACKGROUND

Create a more walk- Copiague is an unincorporated hamlet in the Town of Bab-
able community with ylon, located on the Babylon line of the Long Island Rail
less traffic congestion Road. The station is at the cross streets of Marconi Bou-

levard and Great Neck Road, the latter of which serves as
the hamlet’s main street, running north-south. The elevated
station features prominently in the downtown area and was

on Great Neck Road

recently renovated. It connects to several Suffolk County
Transit Bus lines. The station is at a central point in the
hamlet, with retail, housing, offices, and some mixed use
buildings surrounding it. Near the station is a small public
plaza, and on either side of the tracks is a strip of declining
and vacant industrial buildings.

While Copiague has the spine of a TOD devel-
opment, the downtown is underutilized. Many recent revi-
talization efforts have occurred—including fagade improve-
ments to the station, streetscape beautification projects to
increase walkability, expansion of Gateway Park along the
hamlet’s northern border, two new mixed-use buildings,
and an upcoming visioning process planned—but there is
still a stigma against Copiague that the town wants to see
disappear. While there is not much vacant land in this area,
there is a great deal of redevelopment opportunity.

Copiague’s vision is to create a walkable, pedes-
trian-friendly community with a vibrant downtown. A place
where people passing through - perhaps on the way to the
popular Tanner Park to the south - take notice of the vi-
brancy and attractive downtown features.

RESOURCE TEAM RECOMMENDATIONS

The completion of the MTA’s East Side Access project will
increase the amount of service to New York City and shave
valuable minutes off of commute times, leaving Copiague as
a prime location for TOD to take advantage of this shifting
commutershed.

Making a true Main Street
Great Neck Road has tremendous potential to become a
thriving, pedestrian-oriented Main Street. The area of op-
portunity for Great Neck Road in Copiague stretches from
Gateway Park at the north end, to the local public school
at the south end. Efforts could be made to further expand
Gateway Park and have it truly live up to its name. Beauti-
10 fication efforts - already begun along this stretch - should

be continued, as should efforts to make the street and
sidewalks more green and pedestrian-friendly. Bike lanes
that lead to Tanner Park at the waterfront should be con-
sidered, and could maximize the park’s potential as an
economic development tool for the new downtown.

The small public plaza near the station could
be expanded further as a destination for those utilizing
“Main Street” Copiague. The space can be used to help
integrate the station as the center of Copiague and should
reflect the hamlet’s character.

Following the example of the two new mixed-
use buildings recently built on the corner of Great Neck
Road and Oak Street, further efforts should be made to
redevelop the spaces along the Great Neck Road into a
mixed-use “Main Street”. Infill development - at places
such as the currently underutilized surface lot off of Oak
Street - could usher in a number of vibrant, mixed uses
and tiered parking opportunities. These spaces offer great
opportunity to increase density at the heart of the down-
town. Making these areas walkable and with commercial
storefronts, will help Copiague to become a vibrant ex-
ample of transit-centered development in the region.

Developing the rail corridor

The resource team saw great potential for development
opportunities along Copiague’s rail corridor. Recom-
mendations centered on infill opportunities at industrial
lots and underutilized spaces immediately to the north
and south of the tracks. Buffered by vegetation, new rows
of townhouses could create a residential edge in close
proximity to the rail station. The abundance of empty
space directly under the elevated tracks could serve as
shared parking for residents, commuters and visitors to
the downtown.

While new developments occur, commuter
parking could be shifted to underused lots - including
one on the east side of Copiague. Changing the walk-
ing patterns of commuters to go through the downtown
would bring more people in contact with local retailers
and could help spur the local economy.

A new street grid pattern

The community should also consider creating new streets
in a grid pattern west of Great Neck Road and on ei-
ther side of the rail track structure and through the new
residential area described above. With smaller blocks and
through-streets, the scale becomes more pedestrianized
and people become more willing to walk. This will also
case traffic on Great Neck Road, as there is not currently
an alternative north-south through-street. Further infill
development at the edges of this new gridded area could
extend the new residential area of Copiague. One par-
ticular use for the area could be that of live-work studios
that support the industrial park to the northwest.



Utilize the indus-
trial lots and empty
spaces along the rail
corridor to create a
new residentail area
with shared park-
ing for residents

and commuters
(section above).

Create a true downtown

gateway at the exist-

ing community park.

pew ©

Create a street
and block grid pat-
tern to establish

a new residential
area with access
smooth circulation.

Develop live-work
studios that sup- /

port the industrial
park to the north.

Structured park-
ing, wrapped with
mixed uses.

Create a true “Main

Street” along Great

Neck Rd. through

infill development

with mixed-uses like
those developed on

the corner of Oak St.
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North Hempstead:

Supervisor Jon Kaiman
Nassau County

Square Miles 11 (4.7 unincorporated)

Population 28,545

KEY ISSUES

Identify opportunities to
accommodate parking
for residents, commut-
ers and employees

Determine methods
to reduce congestion
in the downtown

Identify future devel-
opment opportuni-
ties that can be
phased in over time

Facilitate connections
between the central
downtown and the civic
waterfront spaces

12

PROBLEM STATEMENT

Once known for sand-mining, Port Washington is now
a major commuter mecca, with the community’s train
station attracting commuters from many neighboring
towns. Port Washington’s challenge is to leverage this
demand to help its downtown thrive while also generat-
ing some innovative parking and transit solutions.

BACKGROUND

As an unincorporated hamlet in the town of North
Hempstead, Port Washington is a spirited, progressive,
and affluent community with an active but struggling
downtown. One of the hamlet’s most important identi-
fiers is the peninsula. While this gives the downtown ac-
cess to two distinct waterfronts, geography and current
infrastructure serve as obstacles for true connections to
these civic spaces. Further, being located on a peninsula
nourishes a “cul-de-sac mentality” that dissuades Port
Washington’s downtown from attracting visitors. There
are very few people just passing through, which keeps
the local economy from flourishing. To help these busi-
nesses, the Town has established a Business Improvement
District for the two streets that comprise the downtown’s
retail center -Port Washington Boulevard and Main
Street - as well as on Shore Road.

The Port Washington station is the last stop on
the Port Washington branch of the LIRR, and is located
on Main Street between Haven Avenue and South Bay-
les Avenue. The station connects with one MTA Long
Island bus line, the N23. It is a large and important sta-
tion for the LIRR. With only a 35 minute ride to Man-
hattan, about one-fourth of residents take the train to
work each day. The station also attracts residents from
nearby communities on the Oyster Bay branch, which
is a slower, less reliable, and more expensive branch. In
this sense, the popularity of the station is actually a dis-
service to the town, as outside residents will park their
cars in the hamlet during the day but never patronize the
local businesses. The downtown’s vibrancy is hampered
by congestion and high demand for limited parking. All
seven of the hamlet’s municipal lots are filled with com-
muters by 6am each day, which poses a problem for local
residents and merchants. Demand is so high that some
commuters have resorted to paying local homeowners to
park in their driveways. Another limitation that must be
considered is the community’s desire to limit dense de-
velopment to maintain the perceived “rural” character.

RESOURCE TEAM RECOMMENDATIONS
With a major commuter station in the center of down-
town, Port Washington faces some challenges - particu-
larly in terms of parking and congestion. By taking steps
to accommodate parking and ensure greater circulation
while slowly embracing density, Port Washington could
be a destination downtown that achieves its great poten-
tial.

Port Washington

Density

The town would like to accommodate more uses around
the train station. In order to achieve this, they will have
to consider the realities of parking limitations, conges-
tion, and the community’s reluctance to add density.
The resource team suggested taking small steps to build
up the shops on Main Street to 2-3 stories with housing
above. By building densely around the train station and
enhancing walkability, more commuters using the train
will become less reliant on cars. Small increases in density
in the downtown will also provide an economic boost to
local retailers.

Parking Management

To help mitigate parking challenges, the town should
follow through on its plans to construct a multi-tiered
parking garage on the current surface lot adjacent to the
station. The possibility exists to work with the MTA to
construct tiered parking on its lot on the other side of the
tracks. The resource team even suggested that the two
structures could be linked by developing the space be-
tween them, over the tracks. To minimize site impacts
and to create an extension of the retail center downtown,
any tiered structure should be wrapped with mixed-uses,
and could be topped with a green roof.

In the long term, it was suggested that the town
find locations outside of the downtown to accommodate
parking in less congested places. The town should seek
opportunities to implement a parking gradient, charging
higher fees in the center of town and lower ones at outly-
ing lots (And discounted rates for residents at all lots).
Such an opportunity already exists at the 3,000-spot sur-
face lot at the Town Beach 1.5 miles to the east. The lot -
which is primarily used on summer weekends - sits empty
most other times. Commuters could park here for a low
fee, then take a shuttle or trolley to the station. Shared
parking will be another important component in this so-
lution. The more businesses can coordinate to maximize
parking efficiency, the fewer spaces the community as a

whole will need, and the ideals of TOD can be achieved.

Alternative modes of transport

Port Washington should also consider alternative, inte-
grated transit options to reduce congestion and automo-
bile use within the downtown. Specifically, this could in-
clude a creating a transit district to reduce car use, a loop
bus/shuttle service or Main Street trolley, on-demand
taxi service, time-limited parking, changes to zoning to
reduce parking requirements, and a car sharing program
for short period rentals. Revenue raised through parking
and transit programs could be put into a fund to improve
streetscape. The loop bus/shuttle could also be used to
connect the downtown to both of its adjacent, but unde-
rused waterfront civic spaces.



SPECIFIC RECOMMENDATIONS

Connect the train station to

Slowly build up density Explore options outlying parking lots - and

along Main St. with 2-3 for shared parking the downtown to the water-

stories of mixed uses. throughout the town. front - via trolley, shuttle bus
\ Q’ on-demand taxi service.

Build structured parking adjacent to the train
station at Town lot. Consider building and
connecting to structured parking at MTA lot.
Wrap the garage with mixed uses to extend the
downtown businesses district (detail at left).

MTA ) Rail Town

Qeck .' Station Deck J
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Riverhead: Downtown Riverhead

Supervisor Phil Cardinale

Suffolk County

Square Miles 15.09
10,681

Population

KEY ISSUES

Determine best use
of development sites
around the rail station

Foster connections
between the newly
emerging transit
center and the exist-
ing downtown and
river waterfront

Ensure adequate
parking for the large
workforce of the
Court complex

Revitalize the business-
es along Main Street
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PROBLEM STATEMENT

Redevelopment opportunities currently underway in the
heart of the downtown will usher in a revitalized center
for Riverhead. At the same time, available development
sites around the Town’s rail station offers the prospect
of creating a mixed-use, transit-centered addition to the
downtown. Any development should take into account
connections to the downtown and waterfront while en-
suring smooth circulation through the area. Parking de-
mand is very high in this area and creative solutions may
have to be employed to fulfill them.

BACKGROUND
As an early farming community, Riverhead became
known for its mills and courthouse. Today, Riverhead
acts as the County Seat for Suffolk County. With 19
court buildings and more to be built soon, the Town
serves a unique and important function on Long Island.
Most travelers know “Riverhead” only by
name as the eastern terminus of the Long Island Ex-
pressway. The Town is home to several important tourist
attractions and cultural centers, including a water park,
aquarium, outlet mall and regional shopping center, arts
facility and the Suffolk County Culinary Arts Center.
Riverhead rail station lies along the Green-
port Branch of the LIRR. Due to the long travel time
and perceived lack of demand, service to Riverhead is
extremely limited. Suffolk County Transit operates five
popular bus routes within Riverhead, all of which stop
at the station. A popular, alternative transit option is the
Hampton Jitney. With nearly hourly service, this motor
coach service transports commuters from the Hamptons
to Manhattan, with a stop at the Riverhead rail station.
The station itself is surrounded by a number of
large surface lots - many of which serve the court complex
and are largely empty unless court is in session. One lot,
that serves the rail station, was recently renovated but is
also being considered for a large, mixed-use project that
would bring new uses to this area. Any development that
proceeds must ensure adequate parking for the current
and new court buildings. While downtown Riverhead
is uniquely situated on an attractive waterfront and has a
relatively dense Main Street, the high vacancy rate of its
shops diminishes its vibrancy. Adding to Main Street’s
troubles is the nearby Route 58 bypass road. Its big-box
stores have pulled shoppers away from Main Street.

RESOURCE TEAM RECOMMENDATIONS

As the gateway to both the Hamptons and Long Island’s
North Fork wine country, Riverhead is a downtown with
tremendous potential to revive its Main Street and estab-
lish a new transit-centered, mixed-use neighborhood.

Strengthening the downtown transit hub
With a number of transportation routes - including bus
and rail - passing through, the Riverhead rail station is

already a center of transit and an asset to the community.
But limited LIRR service - or limited demand - prevents
this station from reaching its true potential. While it is
difficult to increase service without immediate demand,
gas prices and the MTA’s East Side Access project could
soon increase demand. It was recommended that River-
head develop its downtown under the assumption that
more trains will come. Development around the rail sta-
tion will only support the popular County and private
bus services while laying the groundwork for increased
rail service that could create a multi-modal transit hub.
The Town should seek opportunities to convert some of
the large surface lots surrounding the station into tiered
parking to serve the County Court Complex as well as
any transit hub that emerges while freeing up space for
residential or mixed-use development.

Infill development around the rail station

The Resource Team identified a number infill develop-
ment opportunity within 1/2 mile of the rail station. One
of the most important sites - the 4 acres encompassing
the rail station’s parking lot - is currently slated for rede-
velopment as “Vintage Square.” The resource team rec-
ommended changes to Vintage Square’s proposed plans
for a 5-story, 630-square foot mixed-use development to
adopt more TOD principles. Many of the 850 parking
spaces planned for this site should be eliminated while
a greater emphasis should be placed on higher density,
workforce housing and retail and other mixed-uses ap-
propriate to the scale of the community. Furthermore,
it was suggested that the developer’s plans to remove a
street that passes through the site - Cedar Street - would
only exacerbate the hamlet’s traffic circulation problems
while limiting accessibility to the site and decreasing
walkability.

Connectivity through pedestrianization

As a new center of residential and retail activity emerges
around the rail station and redevelopment opportunities
are realized along Main Street and at the waterfront, the
Town should focus on the connectivity of these sectors. A
pedestrian loop that passes through the downtown’s ma-
jor amenities should be developed. The path could pass
through green spaces throughout the town and along the
riverfront, past main street’s retail shops and tourist at-
tractions, through the library and Court Complex and
end at the new transit district at the rail station. It could
be made apparent - and encourage walkability - with
wide sidewalks, street trees, pedestrian-friendly street
crossings and bike lanes, drawing users along the route.

Restoring vibrancy

The Resource Team had a number of recommendations
for revitalizing Riverhead’s struggling stores downtown.
The Town should increase the density of the buildings
along Main Street - preserving the historic integrity of
the buildings where possible - and should utilize the cur-



SPECIFIC RECOMMENDATIONS

Create a multi-modal Transit-centered devel-
transit hub centered opment with appropriate
at the rail station mixed uses and affordable

housing opportunities.

Build structured park-
ing to accomodate
Court Complex users

Establish a complete street
and block network to the
riverfront, maintaining the
frontage on River Rd.

rent parking lots along the river’s edge to accommodate
residential and mixed uses. Facing the river, these build-
ings could help boost real estate values. Attracting spe-
cialty retail to Main Street could create a niche market
that would not directly compete with the Route 58 big
-box stores. The downtown district would benefit by es-
tablishing a complete street-and-block network that ex-
tends to the waterfront - increasing pedestrian access and
breaking up the large block that currently exists there.
Finally, the resource team agreed that in the future, as
demand grows, the Town should build up to 5 or 6 sto-
ries -developing green buildings in a “U” shape that wrap
around tiered parking.

Create a walkable, pedestri-
an loop that passes through
the train station and court
complex, along Main Street
and connects to the tourist
attractions and green ame-
nities along the waterfont.

Increase density along
Main Street, infilling
existing parking lots
and building up to 5 or
6 stories with residen-
tial and mixed uses.
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Rockyville Centre

Mayor Mary W. Bossart

Nassau County

Square Miles 3.28
24,573

Population

KEY ISSUES

Devise innovative
parking solutions

Find ways to incorpo-
rate new residential
development into
the community

Identify opportuni-
ties to incorporate
pedestrian-friendly
elements that serve to
connect the large and
spread out downtown

Develop connec-

tions between the
downtown and its
natural resources
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PROBLEM STATEMENT

Already a transit-centered, “cool” downtown, the Village
of Rockville Centre secks to accommodate shoppers,
commuters, residents and employees with adequate park-
ing to support its many amenities. As new development
occurs in the downtown, finding ways to improve circu-
lation while creating an even more walkable, intercon-
nected community with access to natural resources is a
priority for Village officials.

BACKGROUND

Rockville Centre is an incorporated Village in the Town
of Hempstead with a vibrant, dense network of retail
shops and businesses. It is family-oriented and was re-
cently identified by Nassau County as one of Long Is-
land’s “cool downtowns.” The Rockville Centre LIRR
station arrived in 1867, and has been essential to devel-
opment in the village. Trains run about every 30 minutes
with about a 45 minute ride to Penn Station. There are
also connections to four Long Island bus lines.

Even with these strong characteristics, Rock-
ville Centre envisions opportunities for a number of
improvements. Physically, the downtown is segmented
by two major roadways - Sunrise Highway and Merrick
Road - as well as by the rail tracks, which serve as bar-
riers to connectivity. The success of downtown retail is
hampered by the lack of walkability and by a shortage
of available parking. With a popular rail station and a
well-known shopping district, commuters, shoppers, em-
ployees and residents alike compete for valuable parking
spaces, even with 30 Village parking fields. One field,
located just over 1/2 mile from the rail station along Sun-
rise Highway, accommodates approximately 300 spaces,
yet sits mostly vacant, due to in part to its perceived dis-
tance from the station.

The Village is fortunate to have within its bor-
ders natural resources - both known and relatively un-
known. South of Merrick Road the Mill River serves as
the setting for two parks, Lister Park and Bligh Field.
Directly to the north, and within 1/2 mile of the rail
station and retail center, the picturesque Smith Pond sits
virtually undiscovered. Once again, the roadways and
rail tracks sever any potential connection between these
resources. Directly to the east of Smith Pond, an aban-
doned industrial site awaits a planned 349-unit, multi-
story luxury apartment complex that will overlook this
little-known pond. Access to and from this future devel-
opment site needs to be thought through, as it is limited
by the Nassau County Bus depot to its south.

RESOURCE TEAM RECOMMENDATIONS
Already a transit-centered community, Rockville Centre
can take advantage of a number of opportunities to cre-
ate pedestrian-friendly connections and balance parking
demand, while encouraging appropriate use of its natural
resources.

Walkability

One of the greatest opportunities the Resource Team
identified was for increased walkability throughout the
Village. With retail uses spread across a relatively large
area, the segmentation created by roadways and the lim-
ited treatments in the pedestrian realm encourages auto
use and places a higher demand on parking. Steps should
be taken to create a walking experience for pedestrians as
they utilize the downtown. Wider sidewalks, pedestrian
plazas, more street trees and safe intersections are just a
few ways to increase foot traffic. These treatments should
be laid out along the streets that pass through retail ar-
cas and parking fields and should lead to the rail station.
More pedestrian traffic leads to increased business at re-
tail shops and heightens an awareness of pedestrians by
drivers, resulting in greater safety. The Resource Team
also suggested that higher densities and tiered parking in
the downtown - if embraced by the community - could
further enhance walkability.

From Highway to Boulevard

Greater walkability can also be developed through
changes to the street itself. With two major roads passing
through (and partly comprising) the retail district of the
downtown area, the Resource Team recommended turn-
ing the high-speed Sunrise Highway into a boulevard as it
passes through downtown. A concrete median already ex-
ists that could be planted with vegetation, and bike lanes
could be added to the road. Even roundabouts could be
considered at key points. Slowing traffic on this road -
and Merrick Road - would increase safety at intersections
and help invite autos passing through to stop and support
the Village’s retail businesses. Because Sunrise Highway
and Merrick Road run through a number of downtowns
- from Lynbrook to Freeport - opportunities exist for col-
laborations between the municipalities to work with NYS
DOT and the County to make the boulevard a reality.

Parking solutions

The Resource Team had a number of recommendations
to address the Village’s high parking demand. With an
underutilized, 300-space parking field within walking
distance of the rail station, the Team focused on ways to
remove the psychological barriers that keep commuters
from parking in this field. The distance is to the station
is walkable, but the commercial strip that serves as the
route adds to the perception that the field is far away.
Landscaping the route between the field and the station
would facilitate walking as would encouraging appropri-
ate retail - like delis and coffee shops - to locate along the
route. The “green” of the nearby little league field could
be extended and serve as an oasis along the route. Other
parking solutions could include differentiated parking
prices with free or inexpensive outer lots and more expen-
sive interior lots. Focusing commuter parking to the edge
of downtown opens up greater opportunities for shoppers
and employees in the heart of downtown.



Encourage walkability through-
out downtown by widening
sidewalks, planting more street
trees and creating thru-links.

Open up access
to the underuti-
lized Smith Pond.

Connect the com-

munity’s green
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Create a pedestrian- Facilitate walkability

The Village has an excellent opportunity to open up appropriate friendly Boulevard between underutilized
access to Smith Pond. The natural resource is within 1/2 mile along Sunrise Highway parking field by design-
of the heart of downtown and developing environmentally-sensi- with planted medi- ing a green route with
tive trails around the pond could create a true community asset. an and bike lanes. supporting retail.
Further, pedestrian links across the road and rail network south

of the Pond - to the existing parks - would create a connected

Village Greenway. Any action taken to open access to the pond

should be taken before development of the nearby luxury apart-

ment buildings. This will ensure public access and possibly create

Utilizing downtown’s natural resources

a gateway entrance.




Southampton:

Supervisor Linda A. Kabot

Suffolk County

Square Miles 5.94
Population 2,675

KEY ISSUES PROBLEM STATEMENT
As one of the East End’s central commuter rail stations,
Determine best uses Speonk serves the working members of its community.

for developable land With an atypical mix of uses - including residential, in-
dustrial and agricultural - as well as tracts of develop-
able land around the station, Southampton town needs

to take a wise approach that balances these uses with any

in the community
while balancing open

space preservation new mixed uses to create a new community around the

station.
Identify ways to increase
industrial use while BACKGROUND
maintaining balance While the town of Southampton has about 57,000 full-
with residential uses year residents, the population nearly triples every sum-
mer with an influx of tourists and summer vacationers.
Create an identity that Despite the Town’s popularity as a Hampton getaway,
draws on the impor- the hamlet of Speonk has remained remarkably true to

its tight-knit, community roots.

With a railroad station that serves as the east-
ern terminus of many LIRR train runs, Speonk is a
popular commuting community. Its single-platform sta-

tance of the train sta-
tion and makes Speonk
more of a destination

tion is surrounded by a variety of uses that illustrate the
diversity of the hamlet. Directly adjacent to the station is
one of the largest railroad freight yards on eastern Long
Island, used for shipping by a nearby lumber yard. Next
to that is an active wrecking yard, and just to the north is
a 15-acre piece of forested land that the owner would like
to see developed into a light industrial park. However,
there is some controversy over this plan because the space
is very close to single family homes as well as a working
farm.

Other development proposals being considered
within 1/4 mile of the train station include a mixed-use
development with affordable housing on the “Old Spe-
onk Hospital” site to the south and a 60-unit senior
housing project on the site of a former feather factory to
the north. These proposals follow on the heels of single
family homes built directly southwest of the station, a re-
zoned Hamlet Commercial/Office area directly south of
the station and multi-family condominiums just south-
cast of the station. Further, Speonk has a number of pre-
served open space areas within walking distance of the
station.

RESOURCE TEAM RECOMMENDATIONS
With a number of redevelopment prospects around a
popular rail station, the Town of Southampton has a
great opportunity to bring about an evolution in the im-
age and function of Speonk. Striking a balance with ag-
ricultural, industrial and residential uses, Speonk could
become a new east-end town center that retains its hard-
working, residential roots.

Creating a mixed-use main street

The Resource Team saw a great opportunity to develop

a mixed-use, Main Street Corridor on N. Phillips Ave.
18 This corridor would serve to connect the Hamlet green

and Hamlet Office/Commercial area in the south to
the residential area north of the rail station. They rec-
ommended that the Town follow through on its plans
to convert the “Old Speonk Hospital” site into afford-
able housing and storefronts, but with greater density.
This site, along with the nearby rail station café, would
serve as a catalyst to transition N. Phillips Avenue into a
mixed-use main street. The street and sidewalks should
be made more pedestrian friendly to encourage walking
and use. The Team also recommended that the 15-acre
site of the former feather factory — currently proposed as
senior housing - should be reconsidered for use as work-
force housing or a mixture of the two. Its location within
Y mile of the rail station would best serve commuters
looking to live near rail.

Tying industry to downtown

While industrial uses are typically replaced in transit -
centered development, the Town sees great opportunity
in expanding these uses around the rail tracks and has a
willing property owner to work with. Given this prefer-
ence, the Resource Team recommended using the own-
er’s 15 acres to create a light industrial park. Such a space
would provide space for businesses like Tate’s Cookies -
currently being relocated - while providing the Town with
tax ratables. The industrial uses should be considerate of
surrounding land uses. For example, “heavier industries”
should be located closer to the tracks and should have an
adequate forested buffer, while lighter industries can be
placed closer to the residential areas. The team recom-
mended shifting the use of the current wrecking yard to a
similar, but greener, recycling facility. Greenhouses could
be built at the north end of the property to support the
adjacent farm or even a small wind farm. These green-
er uses will help to ensure long term-prosperity as the
economy shifts in this direction. To further buffer the
existing residential area and serve as a transition between
the two uses, live/work units could be built on the eastern
edge of the property to provide housing and work space
for local artisans, craftsmen and farm workers.

Making the most of a local farm

The Hamlet’s working farm, within %2 mile of the rail
station, presents a number of unique opportunities. Ris-
ing gas costs are helping to fuel a local food movement
that the Town could use the working farm to tap into.
The Team recommended live/work homes in and around
the industrial area to provide housing opportunities for
farm workers, while expanding operations of the farm.
The nearby industrial area and the farm’s close proxim-
ity to the rail system could help to facilitate a local, agri-
business hub that exports local goods throughout the east
end (One recommendation was for “Hamptons Chips”
grown from potatoes on the farm). Areas like the Hamlet
green or community gardens could be the site of a major,
regional farmers’ market for vacationers and locals, and
the farm could be used as an educational tool.



SPECIFIC RECOMMENDATIONS

Consider more work-
force housing for
commuters at the for-
mer feather factory.

G

Expand industrial park
to facilitate green, spe-
cialty, industrial uses
that serve the region.

AN

Develop a forested
buffer and live-work
housing for craftsmen
and farm workers.

Expand use of the work-
ing farm to create a
local, agri-business hub
with regional exports.

v \ T

Connections through town

With a number of open spaces, forested buffers and farm
land, the Resource Team envisions Speonk as a regional
destination for hikers, bikers and horseback riders. The
area’s green spaces could be connected through a net-
work of streets and open space trails. Street trees, wide
sidewalks, bike lanes and amenities like water fountains
can help to green the streets while trails can be created
in the open spaces. The Town should work with the
LIRR to convert the Hamlet’s unsignalized rail crossing
to a pedestrian crossing. An additional crossing over the
tracks near the proposed community garden would open
up access the coastal resources west of the Hamlet.

Create community
gardens and facilitate
hiking access through
the open space and
over the tracks to the
coastal resource.

\

Develop a mixed-use,
Main Street corridor
along N. Phillips Ave.
lined with street trees,
wide sidewalks and
mixed commercial and
residential uses.

\

Green connections
throughout includ-
ing access across the
rail tracks, through
the forested buffer
and up to the farm.

19



BOARD OF
DIRECTORS

RegmnalPlanAssoclatlon

4 Irving Place, 7th floor
New York, NY 10003
212.253.2727

fax 212. 253.5666

203.356.0390
fax 203.356.0392

Regional Plan Association (RPA) is an indepen-
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