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Regional Plan Association

Regional Plan Association is America’s oldest and 
most distinguished independent urban research 
and advocacy group. Now in its 86th year, RPA 
prepares long range plans and policies to guide the 
growth and development of the New York- New 
Jersey-Connecticut metropolitan region. RPA also 
provides leadership on national infrastructure, 
sustainability, and competitiveness concerns. 
RPA enjoys broad support from the region’s and 
nation’s business, philanthropic, civic, and planning 
communities.

The nation’s most influential independent 
regional planning organization since 1922, RPA has 
a storied history but is more relevant than ever in 
the 21st Century. RPA’s First Plan in 1929 provided 
the blueprint for the transportation and open 
space networks that we take for granted today. The 
Second Plan, completed in 1968, was instrumental 
in restoring our deteriorated mass transit system, 
preserving threatened natural resources and 
revitalizing our urban centers. Released in 1996, 
RPA’s Third Regional Plan, “A Region at Risk,” 
warned that new global trends had fundamentally 
altered New York’s national and global position. 
The plan called for building a seamless 21st century 
mass transit system, creating a three-million acre 
Greensward network of protected natural resource 
systems, maintaining half the region’s employment 
in urban centers, and assisting minority and 
immigrant communities to fully participate in the 
economic mainstream.

RPA’s current work is aimed largely at 
implementing the ideas put forth in the Third 
Regional Plan, with efforts focused in five 
project areas: community design, open space, 
transportation, workforce and the economy, and 
housing.

Project staff
The principal authors of this report were Carlos 
Rodrigues, AICP/PP, Vice President and NJ 
Director, RPA; Corey Piasecki, Associate Planner, 
NJ Office; and Katie Nosker, Research Associate. 
Key staff members included Thomas K. Wright, 
Executive Director; Jeff Ferzoco, Creative and 
Technology Director; Yoav Hagler, Associate 

Planner, America 2050; and Frank Hebbert, 
Associate Planner, GIS. 

The New Jersey Institute is a program organized 
by RPA with the assistance of the N.J. Office of 
Smart Growth (OSG) to promote and implement 
better design and planning in communities 
throughout New Jersey. This Institute also received 
generous funding from the New Jersey State League 
of Municipalities and N.J. Chapter of the American 
Planning Association.

Program Description
Modeled on the national Mayors’ Institute on 
City Design, the New Jersey Institute provides 
a multi-day retreat for six mayors and a resource 
team of design and planning professionals. The 
mayors present planning and design issues that 
each community is facing, and then participate in 
a wide-ranging discussion. While addressing the 
specific concerns raised by the mayors, the resource 
team members also describe in broader terms how 
they have approached similar problems. Using 
examples from other communities, the mayors and 
resource team members learn from each other. 

The Institute offers public officials the rare 
opportunity to discuss a design issue facing their 
community with a group of peers and some of 
the most respected designers and planners in the 
country. These institutes focus particular attention 
on the relationship between community planning, 
design, smart growth and public health, and how 
better design and development can create more 
livable, less auto-dependent communities. Experts 
in urban design, architecture, conservation, ecology, 
real estate development, transportation planning 
and other complementary fields participate in the 
Institute discussions, providing presentations and 
analyses of how alternative development patterns 
impact the future of communities. 

This  Institute was held at the Arts Council of 
Princeton on January 29-30, 2009. Each case study 
engaged the resource team and the mayors to think 
broadly about the future of their communities; in 
all cases, redevelopment played an important role in 
the mayors’ visions for their towns.

New Jersey Committee
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The Mayors 

To date, mayors from 68 municipalities throughout New Jersey have 
participated in the program. These communities include Asbury 
Park, Boonton Borough, Bordentown, Buena Vista, Bridgewater, 
Burlington City, Chester Township, Town of Clinton, Collingswood, 
Commercial, Denville, Town of Dover, East Brunswick, Edison, 
East Orange, Eatontown, Ewing Township, Fair Lawn, Greenwich, 
Hackensack, Hillsborough, Hopewell Borough, Hopewell Township 
(Mercer County), Highland Park, Hightstown, Hope, Irvington, 
Kearny, Lambertville, Lawrence Township, Lindenwold, Lumberton, 
Maplewood, Merchantville, Metuchen, Montgomery, Mount 
Arlington, Mount Holly, New Milford, Oakland Borough, Old 
Bridge, Orange, Oxford Township, Parsippany-Troy Hills, Paterson, 
Pemberton, Perth Amboy, Plainfield, Pleasantville, Princeton 
Borough, Princeton Township, Prospect Park, Red Bank, River Vale, 
Rutherford, Somerville, South Amboy, South Bound Brook, South 
Orange, Stafford, Tinton Falls, Vineland, Washington Borough 
(Warren County), Washington Township (Bergen County), 
Washington Township (Warren County), West Amwell, West Cape 
May, and West Windsor. 

January 2009 Mayoral Participants
Hon. Wilda Diaz, Mayor, City of Perth Amboy
Hon. Eldridge Hawkins, Jr., Mayor, City of Orange 
Hon. Douglas C. Newman, Village President,
 Township of South Orange Village
Hon. David Patriarca, Mayor, Pemberton Township
Hon. Mildred Trotman, Mayor, Princeton Borough
Hon. Jesse Tweedle, Mayor, City of Pleasantville

January 2009 Mayors’ Institute Resource Team
Timothy Delorm, Vice President/Principal, EDAW
Martin Johnson, President, Isles, Inc.
Joseph Maraziti, Esq., Partner, Maraziti, Falcon & Healey, LLP
Darius Sollohub, Associate Director of Infrastructure Planning
 and Associate Professor of Architecture, New Jersey Institute of 
 Technology
Ron Witte, Partner and Architect, WW
Bettina Zimny, Planning Director, RBA Group

Resource Team Presentations
Each Institute includes presentations by members of the resource 
team. These presentations introduce the mayors to the concepts 
of community design, educate them in the tools employed by 
professional planners, and frame the subsequent discussion.

Carlos Rodrigues, AICP/PP, Vice President and NJ 
Director, RPA

What Is Community Design?

Community design is the art and science of creating places that 
function well, inspire and energize people and allow us to relate to 
one another as human beings. There are many elements that must be 
combined for community design to be successful; these “building 
blocks” are physical (streets, buildings), natural (streams, woods, lakes) 
and human (traditions, values, taste). Community design matters 
considerably because it has profound implications for the economy, 
the environment, quality of life and public health. 

Timothy Delorm, Vice President/Principal, EDAW

The State of the Art in Sustainable Development 
Practices

Sustainability is about passing on a healthy and flourishing planet 
to future generations. To truly achieve sustainability, we will need 
to emit less carbon, improve our water quality, and understand that 
humans’ lives and actions are inevitably intertwined with nature. In 
many respects, we can look to the history for advice for the future; 
in the past, traditional development was concentrated in centers and 
organized for pedestrians. Delorm challenges us to work towards 
sustainability by building robust mixed use centers, enhancing 
mobility options, improving air quality, designing structures and 
landscapes so water leaves the property cleaner than it came in, and 
educating future generations about the values of building and living 
sustainably.

Joseph Maraziti, Esq., Partner, Maraziti, Falcon & 
Healey, LLP

Redevelopment: A Legal Update

Redevelopment of a community can take many years, so mayors 
do not often see the whole process. While it may seem confusing, 
legally designating an “area in need of redevelopment” under the 
NJ statutes is actually straightforward. In his presentation, Maraziti 
emphasized the importance of public process, saying this is the step 
most communities have trouble with. Recent case law has underscored 
the critical importance of providing an abundance of evidence towards 
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meeting the criteria for rehabilitation or redevelopment as well as the 
importance of considering affected stakeholders at all stages of the 
process. Municipalities should always consult their attorneys, along 
with their planners before entering into a redevelopment process.

Bettina Zimny, Director of Planning, RBA Group

Pedestrian and Bicycle Mobility

Many morning and early afternoon trips these days are related to 
school traffic: buses picking students up and dropping them off, 
parents driving students, and students driving each other. Few children 
walk to school, but the Safe Routes to School program aims to change 
that. By instilling in young children the value, fun, and importance 
of walking, the program seeks to crack the sedentary lifestyle many 
children have. Developing safe routes to school is as important to 
urban as to suburban kids. One manifestation of this program is 
a “walking school bus,” in which an adult walks with the children, 
picking them up at each stop just like a bus. A teacher or other 
school authority greets the parents and children at the school. These 
programs have experienced great success, and grants for starting these 
programs are available through the State.

Case Studies: Summary of Findings

The City of Orange discussed ways to redevelop the Walter 
G. Alexander high rise public housing site which is slated for 
demolition. Orange should take advantage of the area’s existing transit 
connections, make the area safer for everyone, improve linkages to the 
surrounding neighborhood and to the adjacent public school, calm 
traffic on a frontage street that provides access to the Parkway, create 
open space and improve the quality of the streetscape.

Pemberton Township explored ways to redevelop and rejuvenate 
the “triangle site” in the Browns Mills area and the broader area 
around it. The Township should continue to take advantage of the 
downtown’s proximity to the military population at Fort McGuire 

and Fort Dix and strive to build an active downtown with a mix of 
uses including restaurants with seasonal outdoor seating. There are 
also opportunities to expand the residential base, which would further 
reinforce the downtown. The Township should explore a redesign of 
the existing circulation system, eliminating curb cuts wherever possible 
and promoting shared parking to make the area more pedestrian 
friendly.

The City of Perth Amboy investigated possible strategies for the 
future redevelopment of the Celotex site, an asbestos contaminated 
area near the mouth of the Raritan River. Redevelopment of this site 
should be treated as a new gateway, with sweeping views both from 
the Victory Bridge and from the Raritan River.  Redevelopment of the 
site should be sensitive to and carefully integrated with the adjacent 
mixed-use neighborhood. The new street system should extend the 
existing network to the water and provide neighborhood access to the 
river. The City should think green, creating public park space along 
the river and requiring that future development of the site meet LEED 
standards or equivalent. 

The City of Pleasantville examined ways to redevelop its 
Midtown district in the face of high vacancy rates on Main Street and 
a persistent crime problem. Pleasantville will need to strengthen its 
core, maintain its relationship with Atlantic City while still developing 
its own economy, and work with Atlantic City to collaboratively fight 
crime that has a tendency to cross borders.

Princeton Borough explored strategies to redevelop Maple and 
Franklin Terrace, two small and neglected public housing projects 
across the street from the hospital, which is moving to a different 
location. These two sites and an adjacent hospital-owned surface 
parking lot should be redeveloped jointly, creating an opportunity 
for a new mixed-income neighborhood. The project should explore 
creative parking solutions, provide pedestrian access through the 
adjacent and currently gated cemetery directly to the downtown, and 
focus the project’s massing towards the Witherspoon St. and Franklin 
Ave. intersection.

The Township of South Orange Village discussed ways in which 
the Village could make better use of the existing transit commuter 
lot adjacent to the South Orange Performing Arts Center (SOPAC) 
and better ways to encourage pedestrian flow between both sides of 
the train trestle and tracks.  The Village should consider redeveloping 
the NJ Transit parking lot with a parking deck wrapped in first 
floor retail and second floor residential or office space.  The Village 
should consider a better treatment for the stream that runs through 
the parking lots and explore linking the existing greenway to the 
downtown cultural and commercial activities.
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a designation that permits a wide variety of housing 
types, from single-family to mid-rise buildings (6 stories), 
neighborhood commercial uses and others. 

The City owns a number of vacant parcels in the 
surrounding neighborhood and has targeted acquisition 
of numerous others under the Redevelopment Plan. The 
City also owns a parcel near the school that is currently 
used for parking.

The site is a 7-minute walk to NJ Transit’s Brick 
Church rail station – which offers a one seat rides into 
New York City on the Morris and Essex line -- and a 
15-minute walk to NJ Transit’s Orange Station. The 
site is also just one block to the North of Orange Park, 
a very significant urban open space that is part of the 
Essex County Park System, the nation’s first County Park 
System.

Resource Team Recommendations

Take advantage of transit connections

The site’s biggest asset is its proximity to regional 
transit. Located roughly halfway between two stops on 
the Morris and Essex line, one with express service to 
Manhattan, this area is ripe to attract young professionals 
looking for an affordable place to live while working in 
Manhattan.

Although the Brick Church train station is located 
in neighboring East Orange, this should not discourage 
Orange residents from taking full advantage of their 
close proximity to this station. NJ Transit funds jitney 
services which might be a workable option to expediently 
transport residents from all over the city to the station. 
In addition, increased ridership will help NJ Transit 
justify enhanced service at the Orange train station. With 
rising energy costs, a growing public awareness of the 
importance of lowering greenhouse gas emissions, and 
a resurgence in the desire to live in areas with increased 
transit options, more people are choosing to live in dense 
centers close to transit: in short, places just like Orange.

Another strength of the area is the fact that housing 
prices in Orange are significantly lower than those in 
other towns along the Morris and Essex Line. An RPA 
study found that when Midtown Direct created a one 
seat ride into Penn Station, housing values within walking 
distance of these stations rose an average of $100,000. 
This puts owning a home along this train line out of reach 
for many young families and empty nesters. Developing 
this site at a density appropriate for such transit access 
will be important. Orange’s cost advantage is a great asset 
and marketing tool for the City. 

Problem Statement 
Mayor Hawkins is seeking the best approach to 
redeveloping the Walter G. Alexander public housing 
complex with a view towards attracting mixed income 
residents while at the same time providing safe and 
affordable homes for the existing residents of the area.

Background
Once a thriving, economically diverse multi-ethnic 
center in Northern New Jersey, Orange experienced 
in the second half of the 20th century the types of 
disinvestment that afflicted most urban areas and 
inner-ring suburbs, culminating in the “white flight” 
that followed the 1967 riots in nearby Newark.

The Orange Public Housing Authority wants to 
redevelop the Walter G. Alexander housing complex, 
a 5.8-acre site bounded by Central Place, Parrow 
Street, Wilson Place and Oakwood Avenue. The City 
also controls an adjacent 1.8-acre parcel bounded by 
Hickory, Parrow and Central Place.

The public housing fronts technically on Parrow, 
but is directly exposed to South Street, a 3-lane, one-
way street with a 40-foot cartway. South Street runs 
parallel to and provides access to I-280 and because 
of its design is prone to serious speeding. The area 
between Parrow and I-280 is a “no-mans land” along 
the front of the site. While Oakwood to the East and 
Hickory to the West provide direct vehicular access 
to the other side of I-280, pedestrian access is less 
pleasant. The other side of I-280 is industrial.

The site contains two 7-storey brick buildings 
with 70 housing units each. The City and Housing 
Authority have struggled with alarming crime rates 
resulting from the concentration of poverty in 
this complex. The site also contains 3 community 
buildings housing laundry, daycare facilities and a 
community pool that has been closed for years. The 
site is immediately adjacent to Oakwood Elementary 
School. The immediately surrounding neighborhood 
is visibly struggling and is predominantly constituted 
by small lot single-family homes with a sprinkling of 
small-scale commercial (bodegas, auto-body shop) and 
civic (churches). The remaining residents are being 
consolidated into the other building so the first one 
can be demolished. Once that is done, the second 
building would be replaced.

The site has been declared an “area in need of 
redevelopment” under NJ’s redevelopment statutes. 
A Redevelopment Plan was adopted in 2003. The 
site is classified as “residential transit village district” 
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City of Orange Township
Mayor Eldridge Hawkins, Jr.
Essex County
 
Square Miles     2.2
2000 US Census Population   32,868

KEY ISSUES

Would combining the 
redevelopment of the 
Walter G. Alexander 
public housing site 
with redevelopment of 
other nearby parcels 
that are either owned 
by the City or targeted 
for acquisition create 
planning and design 
opportunities that 
would lead to better 
design solutions and 
outcomes?

What is the appropriate 
scale and density for 
the redeveloped public 
housing site, consider-
ing its location and 
the surrounding fabric 
of mostly small-scale, 
single-family homes?

What is the appropriate 
strategy for better 
handling the sense 
of exposure and 
vulnerability felt along 
the front of the site 
facing Route I-280 and 
possibly convert that 
into an open space 
opportunity?

What type(s) of design 
solution(s) can best 
achieve a dignified and 
mutually functional 
interface between the 
new housing and the 
adjacent school?

What are the best 
strategies to ensure 
the success of a 
mixed-income project 
in an area that is 
struggling with the per-
ceptions and realities 
of crime?

Are there opportuni-
ties to create new 
small-scale public 
spaces as part of the 
redevelopment of the 
site and surrounding 
properties?

1
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SPECIFIC RECOMMENDATIONS - City of Orange Township
Parrow St. is vacated - receives 
“front yard” treatment

Bike path along edge of South 
St.

Higher density taller 
buildings along front of 
site

New public space helps 
transition between 
residential and school
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South Street

Oakwood 
Elementary School

Pierson Street extension

A similar approach with a larger amount of 
open space



Make the area safer for school children - make it 
better for everyone

The removal of the two public housing buildings is an important first 
step towards creating a safer environment for everyone involved with 
Oakwood Elementary School, but it may not be enough. Orange 
needs to make this area so attractive to kids, families, and senior 
citizens, that it is no longer an attractive location for crime.

Part of the solution will initially rely on an enhanced security 
presence -- Orange can locate more police officers in the area. But the 
long-term solution will require attracting a different demographic 
mix (no concentration of poverty) along with appropriate design 
responses.

 New housing types should have a clear distinction between 
public, semi-public and private spaces, including stoops, granny lofts 
and front lawns that put more eyes on the street, increase informal 
surveillance and encourage people to take ownership of both private 
and public spaces. 

Creating a “safe routes to school” program and perhaps a “walking 
school bus” will also be important to make sure children and their 
families feel safe, once again, walking around the neighborhood. 
Figuring out ways for the school to host other, community-oriented 
uses would also ensure the area has a constant flow of activities and 
people during off-hours, therefore revitalizing the neighborhood. 
For instance, if the school were to function as a community center, 
perhaps with programs for seniors, it would become an anchor for the 
area’s existing active senior population. These seniors might in turn 
volunteer to help keep the school safe, by tutoring or monitoring the 
students or even functioning as a sort of safety patrol.

Redevelopment of the public housing site also offers an opportunity 
to significantly improve conditions at the school, by softening and 
greening the transition between the school and the new surrounding 
neighborhood and perhaps by creating new public space(s) that 
might double as recreation space(s) for the children. One possible 
strategy is to block off local neighborhood streets around the school 
during school hours to further calm traffic and enhance the feeling of 
safety. Another design opportunity involves improving visibility and 
intuitive access to the school’s front door, by providing it with a real 
street address instead of being buried within a public housing project.

Design new housing to blend with the rest of the 
neighborhood
One of the problems with the existing public housing is that it 
is completely out of scale – in terms of building height, massing, 
materials and character -- with the existing housing in the surrounding 
neighborhood. This leads to quick stigmatization and poor public 
perception.

Redevelopment of the site should redress this and create a softer and 
smarter transition in terms of scale, building height and architectural 
character. One approach would be to mass the higher density, multi-

family component of the project along Parrow Street, while using a 
variety of smaller housing types – townhouses and small lot single-
families -- to transition the back of the site towards the predominantly 
small-lot single-family neighborhood surrounding it. Given the 
location’s transit friendly attributes and the Housing Authority’s 
responsibility towards relocating existing tenants, it is critical that a 
solution be found that both satisfies the Housing Authority’s density 
requirements and is transit-supportive, while remaining sympathetic 
to the school’s proximity and balancing other neighborhood needs.

Use public spaces as transitions between housing 
and the school
One important strategy in creating a seamless environment is to use 
public spaces to transition between the surrounding neighborhood, 
the school and the public housing site. Given the site’s limitations 
in terms of size, these public spaces would have to be small, intimate 
and carefully designed. Nevertheless, with appropriate care, one (or 
more) small public spaces could be instrumental in articulating these 
transitions to everyone’s advantage.

Streetscape improvements will help bring life back 
to the neighborhood
Visible and meaningful streetscape improvements on this site 
and around its edges will make the neighborhood feel safer and 
demonstrate that the City is invested in its future. Creating better 
visual linkages to the truly world class, Olmsted-designed Orange 
Park, just a few blocks away would further enhance this location 
and help define its address in real estate terms. Additionally, better 
pedestrian linkages across Rt. I-280 to the downtown would create 
a safer pedestrian environment and further encourage residents to 
patronize local retail and services.

Create a linear park along the front of the site
A major opportunity to enhance real estate value on this site exists 
along the Parrow Street frontage, where the site is also least attractive 
and most vulnerable to pass-by traffic. The City should consider 
vacating Parrow St as part of this redevelopment and turning the area 
between Parrow and South Street into a linear park. Any utilities that 
might be located under Parrow could remain, as long as appropriate 
care is given with respect to the planting of new large trees with 
significant root structures. The resulting linear park would establish 
this as a premier residential address and mark a stark contrast for the 
better with existing conditions. An additional thought would be to 
take one lane from South Street, which runs parallel to I-280 and 
seems grossly over-dimensioned, and turn it into a segment of a larger 
bicycle path, perhaps eventually providing access to not only the 
school but also the nearby parks and transit facilities.
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renovations and redevelopment projects and have 
attracted new commercial tenants.

Browns Mills is a Regional Growth Area under 
the Pinelands Comprehensive Management Plan. 
All development within Browns Mills requires 
Pinelands commission approval.  Downtown 
Browns Mills has water and sewer. The buffer 
requirement along the Rancocas Creek (275’) has 
slowed redevelopment. The Township’s governing 
body is working with the Pinelands Commission 
on a buffer reduction plan along the creek.

Downtown stores lack attractive façades, 
appealing streetscapes and pedestrian 
connections.  The Browns Mills Shopping 
Center in the heart of the business district is a 
deteriorating strip center. .Several of the stores 
have been vacant for over nine years.  The 
Township is working with the owner on façade 
renovations, parking lot repairs and landscaping 
improvements.  Many buildings throughout the 
downtown area require significant rehabilitation.  

Pemberton Township is currently working 
on a Downtown Strategic Revitalization 
and Redevelopment Plan for Browns Mills. 
The intention is to create a vision for the 
redevelopment of Browns Mills into an attractive, 
well-maintained, commercial street and to 
reenergize the town center’s retail, commercial, 
and business owners. 

The Plan will encompass approximately 313 
acres from Deborah Hospital/Stackhouse School 
to the north, Oak Street to the east, Noteboom 
Road to the south and Dickens Street to the west. 
Several conceptual designs have been prepared 
for the study area. The draft Plan proposes 
better utilization of the municipal parking lot, 
interconnecting parking lots, infill development, 
façade improvements, public squares and 
pedestrian-orienting building design. 

The Township is particularly interested in 
focusing its efforts on revitalizing the “triangle” 
-- the core of downtown Browns Mills – which is 
bounded by Pemberton Browns Mills Road to the 
north, Trenton Road to the east and Juliustown 
Road to the west (approximately 10 acres).  The 
southern point of the triangle has amazing views 
of Mirror Lake and the North Branch of the 
Rancocas Creek. The western edge of Mirror 
Lake was formerly used for milling, hydroelectric 
energy production and other purposes.  The 

Problem Statement
The community wishes to revitalize and recreate the 
Browns Mills downtown into its former eco-adventure 
destination for families, professionals and outdoor 
enthusiasts, and that provides services to the military 
but could sustain economic activity if the military 
decides to reduce its presence at Joint Base New Jersey.

Background
Pemberton Township (62.5 square miles) is the 
fourth largest municipality in Burlington County. 
Ninety percent of the Township is located within the 
Pinelands Protection Area. Its town center is known 
as Browns Mills. This area’s population and economic 
vitality is closely linked to the success of the cedar 
lakes, Deborah Hospital and Fort Dix.

In the past 40 years, many physical and economic 
changes have impacted Browns Mills: businesses 
have come and gone, families have moved, Deborah 
Hospital faces competition from larger hospital 
systems and Fort Dix and McGuire Air Force Base 
experienced downsizing. Housing and commercial 
buildings in Browns Mills were abandoned once 
the military scaled back the troop population and 
government services at Fort Dix and McGuire. 
Moreover, once the military privatized commercial 
services on base, (such as fast food restaurants, car 
washes, dry cleaners and service stations) there was 
little demand for goods and services in Browns Mills.

There has been an increase in troop levels at 
McGuire and Fort Dix in response to the wars in 
Afghanistan and Iraq as well to the creation of Joint 
Base New Jersey by the DoD; however Browns Mills 
remains stagnant.  After September 11th, 2001, 
McGuire and Fort Dix closed off access to the bases 
via Trenton Road. Consequently, only peripheral 
traffic activity comes into the Township from 
McGuire and Fort Dix. The military and the county 
have rerouted traffic around downtown Browns Mills 
and now, more than ever, local merchants struggle to 
survive.

To combat further decline in Browns Mills, a 
redevelopment plan was adopted in 1995. Its primary 
goals were to expand retail opportunities in the 
downtown. This plan is now outdated. Pemberton is 
an Urban Enterprise Zone (UEZ), which provided 
$300,000 to develop the Pine Grove Shopping Center. 
For over 10 years, the Redevelopment Plan coupled 
with UEZ funding have assisted in creating numerous 

Pemberton Township
Mayor David Patriarca
Burlington County 
 
Square Miles     62.5
2000 US Census Population   28,691

KEY ISSUES

Is the “triangle area” 
the appropriate place 
to center redevelop-
ment efforts in Browns 
Mills?

Can existing population 
levels sustain a revital-
ized downtown, or will 
revitalization require 
more residents in addi-
tion to more visitors?

How can the redevelop-
ment of the commercial 
portion of Browns Mills 
best take advantage of 
the close proximity to 
Mirror Lake and to the 
Rancocas Creek?

How should redevelop-
ment of Browns Mills 
build on the area’s rich 
history?

How can redevelop-
ment best build on 
the existing civic and 
institutional uses?

What might be appro-
priate traffic calming or 
street design solutions 
to slow traffic and 
increase the quality of 
the pedestrian experi-
ence?

Is there the need for a 
new public space that 
can serve as a catalyst 
to the redevelopment 
and revitalization 
process?

What is the best use 
for the parcel along 
Juliustown Road, 
between Noteboom 
Avenue and Rancocas 
Lane, fronting on Mirror 
Lake?

2
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SPECIFIC RECOMMENDATIONS - Pemberton Township

Possible 300ft buffer 
from Rancocas Creek

Gateway site with priviledged 
lake views is primed for 
redevelopment

Possible new residentail 
neighborhood would further 
support downtown activities

New streets help disperse 
traffic and reduce stress 
at critical intersections

Streetscape 
improvements

Crosswalks and speed 
tables at intersections

New linkages
Infill development to 
create continuity in 
street wall

Consolidate access and 
reduce curb cuts
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Township is pursuing the feasibility of using the lake for electric power 
production.

Resource Team Recommendations

Improving local circulation

Circulation in and around Browns Mills is poor. The road network 
is sparse, blocks are too large, there are too many driveways and 
not enough public streets and there are glaring discontinuities. 
Consequently, traffic is squeezed into a limited number of streets and 
is not able to disperse within the fabric. A plan for the broader Browns 
Mills area should focus on a strategy of connecting the missing links, 
where possible. This will also create new street frontage and open up 
possibilities for additional redevelopment.

Fixing the triangle
With about 1,500 feet of frontage on Browns Mills-Juliustown Road 
and 800 feet of frontage on Pemberton-Browns Mills Road, the 
triangle is a very large block at the heart of Browns Mills and it wreaks 
havoc in terms of local circulation. We recommend a similar approach 
to the one outlined above – of breaking down the “superblock” 
into two or three smaller pieces. Perhaps existing driveways can be 
re-purposed as streets, or perhaps the redevelopment plan creates 
entirely new right-of-ways. The various alternatives would have to be 
looked at more closely. Ideally, the new rights-of-way would connect 
with the surrounding circulation system, so Dearborn Ave. might be 
extended through the triangle, for example. Again, these new streets 
will create new frontages and through redevelopment, new buildings 
would be encouraged to face these streets, therefore creating more of a 
downtown, pedestrian-friendly environment. 

Increase the residential base
While municipalities in New Jersey are often not enthusiastic about 
additional housing, because of fiscal concerns about the cost of 
educating school children, the reality is that Browns Mills needs 
additional population base in order to prosper.

Browns Mills’ single biggest asset is the close proximity to McGuire 
and Fort Dix, which are being transformed from training facilities to 
long term posts. Pemberton has attracted a significant number of both 
retired military and active military living off-base, neither of which 
generate additional students in the local schools. But Browns Mills 
would benefit significantly from an even larger residential base.

There appears to be vacant, developable land to the south of Browns 
Mills, north of Noteboom Avenue. The tax maps indicate numerous 
tiny paper lots. Barring unforeseen regulatory or other obstacles which 
the team is not aware of, it was felt that that residential neighborhood 
could be completed, with new streets creating a more thorough 
network, providing better connectivity and creating smaller blocks. 
A 300-foot setback from the Rancocas Creek is achievable. This new 

neighborhood would put additional patrons within a short walk to 
the triangle. The new street connections would facilitate additional 
pedestrian activity. 

Improve the streetscape
There are several reasons that deter residents and visitors alike from 
utilizing the retail opportunities presented in the Browns Mills 
area.  First, parking in the triangle block is disjointed and sporadic, 
with each building having its own parking facilities and driveway. 
This creates an environment that is pedestrian unfriendly. The 
redevelopment plan should contain a driveway consolidation and 
shared parking plan to rationalize circulation and maximize parking 
resources, along with  the new through streets discussed above. This 
will provide a double benefit for the Township, first, by eliminating 
excessive pavement and inefficient circulation and by achieving a safer 
and friendlier pedestrian environment. Second, in creating a safer 
pedestrian environment, the Township will realize the benefits of 
pedestrian traffic between destinations rather then multiple vehicular 
trips.

In order to realize the full potential of the triangle block and 
incorporate successful retail components, Pemberton should adopt 
a redevelopment plan that provides specific urban design and 
architectural standards and a pattern book for developers to follow. 
The redevelopment plan should encompass the broader Browns Mills 
area, not just the triangle block. Retail establishments do better when 
lining both sides of the street, an experience replicated in the indoor 
mall. Focusing on one side of the triangle first the Township should 
require new buildings to directly abut the sidewalk and consider the 
application of a “flat iron” type building at the corner of Trenton and 
Juliustown Road.  Revitalization of Browns Mills does not imply taller 
buildings and a mix of one, two and three-story buildings would be 
appropriate. Upper floor residential over ground floor retail could 
potentially help Pemberton meet its 217 unit COAH obligation.

Bringing people back to Browns Mills will not happen solely 
through redevelopment of the triangle block or of the surrounding 
areas.  Browns Mills needs to reinforce its identity and create a unique 
image that people will recognize, as they did 100 years ago. The Town 
has been replacing street lights with more decorative streetlights 
representative of those on the scenic Mirror Lake Dam and has 
recently purchased a clock to be placed in the area. There are $1.25 
million of Urban Enterprise Zone funds that can be spent to enhance 
the Browns Mills area. Unnecessary impervious surfaces should be 
reduced and traffic calmed when entering Browns Mills.  A boulevard 
on Juliustown Road will help create a stronger identity while 
providing a safer and more secure pedestrian environment. Outdoor 
activities should be encouraged -- restaurants need to provide alfresco 
dining and other retailers need to foster other outdoor community 
activities that will bring life and energy into the area and discourage 
undesirable activities.
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The site is in one of Perth Amboy’s designated 
redevelopment areas (zone 1A) and is zoned Special 
Use Zone 1-A, which permits a number of uses, such 
as retail (including big box retail), offices, hotels 
and extended stay business hotels, restaurants and 
banquet facilities, health clubs and public / private 
transportation systems (i.e., ferry and bus terminals, 
trams, trolleys, etc). Maximum building height is 60 
feet or 4 stories.

The current owner has approached the Perth 
Amboy Redevelopment Agency with conceptual 
proposals for the site. Initially, the developer 
proposed 150,000 sq ft of retail, 242 housing units 
and 107,000 sq ft of industrial/warehousing. This 
concept was not well received by some in Perth 
Amboy, because of fears that the housing would 
generate additional school expenses. The developer 
has recently submitted a second conceptual proposal 
that calls for a large shopping center and industrial / 
warehousing uses but no housing.

Resource Team Recommendations

Gateway to the city

With easy access to Routes 35/9, Route 440/287, 
the New Jersey Turnpike and the Garden State 
Parkway, the Celotex site occupies a strategic 
location with respect to access to these major 
highways. It also occupies a highly visible gateway 
location into the City for residents crossing the 
Victory Bridge from the south and, to a certain 
extent to those arriving from the west. Currently, 
the City owns and maintains a small welcome center 
with no pedestrian access. Redevelopment of the 
Celotex site offers the City a golden opportunity to 
reinvent the way it presents itself to visitors arriving 
from the south and west.

Gateways have two important functions: to create 
a strong sense of arrival and to provide orientation 
on how to get to other destinations. The City should 
recognize the gateway nature of this site and create 
a redevelopment plan that embraces and reinforces 
this. The intersection of Convery Boulevard (Routes 
35/9) with Smith Street is a pivotal location that 
deserves an appropriate treatment. While the 
Celotex site occupies only one quadrant of this 
intersection, whatever happens there would set 
the tone for appropriate interventions in the other 
three quadrants. (the second quadrant is currently 
occupied by a jug-handle and is completely wasted 
space; the two other quadrants are auto-related uses). 

Problem Statement 

Examine the various approaches for redevelopment of 
the Celotex Site while preserving the integrity of the 
City’s historic architecture and Main Street and pro-
viding a new and inviting gateway into Perth Amboy.

Background 

The Celotex site is a 58-acre property facing the 
mouth of the Raritan River. It was formerly occupied 
by an asphalt shingle manufacturing facility. The 
buildings on the northern portion of the property 
were removed in 2000. The southern portion of the 
property, which was used as a landfill, is currently a 
vegetated area. The landfill was filled with residual 
manufacturing products (asphalt shingles and 
associated asphalt materials) during operation of 
the facility (from1951 to 1981). A portion of the 
property was also used for the manufacture of asbestos 
cement. Celotex ceased operations in February 1998.

The site lies within a large designated 
redevelopment area. The eastern boundary of this area 
and of the site is marked by the pylons supporting the 
Victory Bridge (NJ Route 35 and 9) linking Perth 
Amboy and South Amboy. As such, the Celotex site 
is highly visible from the bridge and occupies a key 
gateway position. The redevelopment area has about 
700 feet of frontage along its northern boundary 
on Smith Street, Perth Amboy’s main commercial 
artery which leads directly into the downtown and 
eventually to the city’s other waterfront along the 
Staten Island Sound. The site also has about 600 feet 
of frontage along Market Street, to the north, and 
Sheridan and Grant Streets, to the east. It is a large, 
odd-shaped parcel that interrupts Perth Amboy’s 
street grid in a number of places.

Riverview Drive is a large new road along the 
waterfront which provides access to a large steel 
mill to the southeast. Celotex has about 1,700 feet 
of frontage on Riverview Drive. The land between 
Riverview Drive and the Raritan River (about 400 
feet in width) is owned by the City of Perth Amboy. 
The 11 acres of riparian lands are mostly within the 
100-year coastal flood area.

The surrounding neighborhood is mixed. To the 
west, on the other side of the Victory Bridge, is a Hess 
tank farm. Smith Street and Market Street are mixed-
use, with a variety of commercial and light industrial 
uses. The neighborhood between Smith and Paterson 
is also mixed, with residential and light industrial uses. 
The steel mill is to the east.
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City of Perth Amboy
Mayor Wilda Diaz 
Middlesex County 
 
Square Miles     6.0
2000 US Census Population   47,303

KEY ISSUES

What type of design 
framework is most 
appropriate for this 
important waterfront 
redevelopment parcel?

How can site design 
celebrate the site’s 
prominent gateway 
location?

How should redevelop-
ment on this site 
address the adjacent 
neighborhood fabric?

How should the 
frontage on Smith and 
Market Streets be 
handled?

What is an appropriate 
mix of uses for this 
site?

How should site design 
relate to the riverfront?

How should site 
design relate to the 
imposing Victory Bridge 
structure?

How should site design 
address the proxim-
ity to the steel mill, a 
heavy industrial use? 

How can the redevelop-
ment of the site 
support the downtown, 
and not draw business 
away from it? 
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SPECIFIC RECOMMENDATIONS - City of Perth Amboy

Corner feature at 
gateway

New gateway feature

15

Green feature linking neighborhoods

New public spaces Green spine linking 
neighborhood and 
riverfront

Focus larger-scale buildings closer to 
intersection and gateway

Extend street 
grid to river, as 
needed

Expand riverfront 
park and add 
public amenities 
and activities

Extend surrounding 
block pattern into 
site
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Would this be an appropriate location for a modern roundabout? The 
resource team did not have adequate time to explore this intriguing 
possibility, in light of the high traffic volumes, including very 
heavy truck traffic through the intersection. If a roundabout proves 
unfeasible, however, other options involving landscaping treatments 
for the land immediately adjacent to the intersection should be 
explored.  

Continue mixed-use character
Perth Amboy has a long tradition of mixed-use buildings and sites, 
and these have proven to be quite resilient over time. It would be a 
mistake to redevelop this site with a single use. There is clearly room 
on the site for a combination of uses. Given its high visibility, retail 
might be a good use for the area closer to the bridge and Smith Street 
and one way to anchor that gateway intersection would be to place 
a large footprint, large mass type of building – such as a multiplex 
theatre – at that corner. The building’s elevation should be treated 
to avoid a blank wall, black box appearance, perhaps with a video 
installation or some other treatment involving strong graphics. If 
this portion of the site becomes primarily retail, it should adhere to a 
court-yard type configuration, with high quality pedestrian amenities 
and a new retail-lined street linking it to Smith Street. It should also 
be heavily landscaped. It would be a pity indeed to redevelop this 
portion of the site with a conventional shopping center type, with the 
retail strips lining a vast parking field. The view from the bridge would 
be very disappointing. 

Attached residential uses might be appropriate in the western 
part of the site. Other possible uses might include light industrial, 
R+D and office. Warehousing is less appropriate. People-intensive, 
not product-intensive uses are preferred, given the site’s location on 
the waterfront at the edge of the downtown. The mixed-use nature 
of the surrounding neighborhood and the variety of industrial and 
commercial activities taking place there suggest that there is a healthy 
market for relatively small footprint flexible facilities. This pattern can 
be extended into a portion of the site.

Extend street fabric into site
The site constitutes a large parcel in an area otherwise characterized 
by traditional city blocks. Part of the site can be platted to replicate 
the scale and pattern of the surrounding neighborhood and bring it to 
the river. It might be appropriate to extend some of the surrounding 
streets – such as Siltzer or Wilson – into the site. This will better 
connect the surrounding neighborhood to the water and begin to 
reintegrate this site into the finer fabric around it.

Draw on the city’s rich architectural character
Redevelopment of the Celotex site comes at a crucial time for the 
City as it tries to reinvent itself and learn from past. Given the site’s 
high visibility, the character of the architectural design will assume 

particular importance. Considering the dual frontage of the buildings, 
the orientation should be a major factor in the overall redevelopment.  
The City should consider orienting the buildings on a diagonal in 
the northern portion of the site to serve as a welcome to visitors and 
preserve the view of Main Street. The City should consider how best 
to provide guidance regarding the architectural design of the buildings 
as well as their bulk. As a former major center for the manufacture of 
architectural Terra Cotta, Perth Amboy has some beautiful examples 
of architectural ornament. The spirit of that architecture should be 
encouraged to re-emerge in some form as part of the redevelopment 
of the Celotex site. Prospective redevelopers should be required to 
demonstrate that they are willing to invest in quality architectural 
design necessary to differentiate the City of Perth Amboy from 
Anywhere, New Jersey. The City should also consider requiring 
green design standards and promote the redevelopment of the site as 
a model for green building in New Jersey possibly using alternative 
energy, such as wind and solar, as well as green building techniques, 
such as green roofs and bio-retention areas to filter stormwater on-site 
before it discharges into the Raritan Bay.

Iconic waterfront park
Public open space is at a premium in Perth Amboy. The concentration 
of asbestos in the landfill (southern) portion of the Celotex site 
suggest that it might be too expensive to clean to residential standards. 
If this is the case, the City might take advantage to create a park on 
this portion of the site. The City can capitalize on the site’s close 
proximity to the waterfront by expanding the parkland along the 
waterfront, while considering the possibility of an outdoor theater of 
sorts along the riverfront.  Parking for the venue and for the park itself 
could be provided by a simple restriping of the unnecessarily wide 
industrial road that currently runs through the site. The park should 
be conveniently linked to the new Senior Center and to whatever is 
built in the northern portion of the site, providing easy access to park 
functions and to the waterfront.  This new, high visibility open space 
amenity should be approached as an iconic park, along the lines of 
Eero Saarinen’s Gateway Arch Park in St. Luis which was designed 
to bring people to the waterfront.  Clearly visible from Route 35 and 
other major roads this park can represent the revitalization of Perth 
Amboy and function as an invitation to all to come and enjoy the 
waterfront and the City’s many offerings.
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Problem Statement
Pleasantville would like to spur redevelopment in the 
area surrounding 1st and Lake Streets to reduce crime 
and better link the area to the newly redeveloped 
Woodland Terrace neighborhood, Main Street and 
the City’s largest bus terminal.

Background
Pleasantville is a 6 square mile city just west of Atlantic 
City. It is largely built out and has begun focusing 
its efforts on redevelopment, with a number of areas 
designated as “areas in need of redevelopment” 
and the entire city designated as an “area in need of 
rehabilitation.” The City is part of New Jersey’s Urban 
Enterprise Zone program and is the only designated 
Transit Village exclusively on the basis of bus service. 
It is a distressed community, where 17% of households 
qualify as low income and 17% below the poverty line. 
Unemployment is 8% and there is a 9% residential 
vacancy rate.

Pleasantville has had some great successes with its 
redevelopment programs. Most recently, Woodland 
Terrace -- its largest high-rise public housing project -- 
was transformed from the city’s drug and crime center 
into a beautiful new neighborhood with 140 mixed-
income units of single-family homes and duplexes 
complete with a community center, a public green, 
and a playground. The City’s strategy for dealing with 
the numerous vacant municipally-owned lots scattered 
around town is another success story. Pleasantville 
initiated an aggressive scattered site redevelopment 
process in which the City first offered to sell the sites 
to the adjacent property owners, and then auctioned 
off the remaining sites. The inventory of vacant sites 
has dwindled from 60 down to 5 and has sparked a 
successful infill development program.

The City would like to leverage its success with the 
aforementioned programs to improve the Midtown 
District, a 26-block area which has been designated 
by the NJDCA Neighborhood Preservation Program. 
The Midtown District abuts the Atlantic City 
Expressway – which slices through Pleasantville, 
causing severe discontinuities -- to the North; Main 
Street (County Route 585) to the East; New Road 
(NJ Route 9) to the West and the Southern Railroad 
of NJ right-of-way to the South.

Within the Midtown District, the City would like 
to focus on a 4-block area bounded by W. Adams, 
N. Main Street, MLK Jr Avenue and N. 1st Street. 
The intersection of 1st and Lake Streets was recently 

City of Pleasantville
Mayor Jesse Tweedle 
Atlantic County 
 
Square Miles     7.3
2000 US Census Population   19,012

KEY ISSUES

Should additional retail 
and commercial activi-
ties be encouraged 
along this portion of 
North Main Street? 

Is there enough popula-
tion and customer 
traffic to sustain more 
retail?

What types of interven-
tions might help spur 
reinvestment in this 
area?

Are there local assets 
which can support 
new investment and 
redevelopment?

Might a strategi-
cally located new 
public space serve 
as a catalyst for new 
investment and spur 
redevelopment?

What is the appropriate 
scale for new develop-
ment, both along Main 
Street and along the 
residential streets?

Should traffic calming 
be considered?

Are new linkages to 
nearby assets neces-
sary?
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the site of a large drug bust and the city would like to 
“clean up” the area. This 4-block area is zoned R-50 
(CBD along Main Street) and is predominantly 
occupied with small lot single-family homes. There are 
a number of commercial uses along Main Street and 
some civic uses, including a church with a substantial 
parking lot. This area is immediately to the north of 
the City Center Redevelopment Area, a multi-block 
redevelopment area on both sides of Main Street.

The study site is located a few blocks from the 
redeveloped Woodland Terrace neighborhood and at 
the outer edge of the ¼ mile radius from the central 
bus terminal. Currently, a freight line runs through the 
city, but Pleasantville would like to see this turned into 
a passenger rail line linking with New Jersey Transit’s 
Atlantic City Line. 

Resource Team Recommendations

Work with Atlantic City

Historically, Pleasantville’s economy has been closely 
linked to that of neighboring Atlantic City -- 44% of 
Pleasantville’s residents work for Atlantic City casinos 
and a significant portion of traffic on Pleasantville’s 
streets and in its stores comes from those heading to 
or from Atlantic City. Two casinos -- the Borgata and 
the Tropicana -- have discussed with Pleasantville the 
possibility of instituting direct bus service for their 
workers who live in Pleasantville and work in Atlantic 
City.

This close connection has meant that in times when 
Atlantic City has boomed, so has Pleasantville. But in 
bust times, like now, Pleasantville and its residents go 
down with the casinos. Crime, too, often travels across 
city boundaries, requiring a coordinated solution 
between the two cities. Currently, one city will develop 
a targeted crime solution for one neighborhood, but 
this will simply push crime to another neighborhood 
or across city lines. To successfully combat this, 
Pleasantville will need to work with Atlantic City to 
develop shared crime prevention solutions.

It will also be important to Pleasantville’s ultimate 
success to work cooperatively with Atlantic City 
casinos, which employ many area residents. Offering 
jitney service to workers and creating housing they can 
afford will be essential. Pleasantville should also view 
the through traffic as an opportunity to be capitalized 
on, but in order for people to stop, Pleasantville must 
make itself more attractive. 
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SPECIFIC RECOMMENDATIONS - City of Pleasantville

Consolidate 
parking, 
reduce curb 
cuts and 
rationalize 
circulation
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Infill building 
where 
appropriate
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Develop a more independent economy

Creating an independent economy will be essential not only to capture 
travelers, but also to insulate Pleasantville from the boom-bust cycle of 
the casinos. To do this, Pleasantville will need to capitalize on its many 
assets. The first is its industrial history. With an existing freight line, 
ready supply of workers, and location on the waterfront, Pleasantville 
offers a unique asset to industrial companies. Pleasantville should 
also consider trying to attract commercial office users, like high tech 
companies and professional services. The city’s marina and waterfront 
should  become a destination, linking Pleasantville’s new economy 
with its historic function as a tourist destination. Pleasantville should 
also consider new green technologies in any development it pursues. 
Bio swales, rain gardens, windmills, and solar panels will help create a 
new 21st Century image for Pleasantville.

Focus on downtown
Though it currently has a poor image, Pleasantville’s Main Street can 
become an asset. By increasing the density and the mix of uses in the 
downtown, and near the bus station in particular, Pleasantville will 
generate the higher concentration of foot traffic needed to patronize 
stores and keep them viable. This in turn will help combat the high 
vacancy rate on Main Street. Making sure the people in these units 
have easy access to the bus station will be important because it will 
provide them with greater mobility options.

Blackhorse Pike, the conduit for travelers heading to and from 
Atlantic City, would be an appropriate place for larger format retail. 
But Main Street should be reserved for the community and should 
focus on mixed uses that promote a pedestrian friendly environment. 

The block structure in this part of town is reminiscent of rural 
centers, with deep, oversized blocks in the 300 feet by 600 feet range. 
This type of block structure usually offers many opportunities for infill 
and densification through small-scale operations within the blocks, 
provided supportive zoning is in place. Small-scale residential and 
commercial can be inserted sensitively and with positive results in 
terms of increasing the community’s population, employment  and 
fiscal base. Some of the commercial blocks along the Black Horse 
Pike are also quite long, with as much as 1,000 feet of frontage. 
Redevelopment should look to penetrate these blocks with new 
streets, rationalize internal circulation, promote shared parking, 
identify infill pad sites and reduce the number of curb cuts.

The Garden State Parkway cuts a deep swath through the 
community’s fabric only 1,200 feet north of the study area. It creates 
a deep divide for pedestrians between neighborhoods. It is unclear 
how this can be mitigated. The tidal wetlands to the East create a very 
effective natural edge to the community. To the south lie the bay and 
the local Marina, an underutilized resource. 

The town should pursue a strategy to better link the downtown to 
the waterfront and Marina to leverage the oceanfront location. 
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Both Maple Terrace and the Franklin Avenue 
parking lot abut the back of the historic Princeton 
Cemetery, a significant, privately-owned open space at 
the edge of the downtown. Other significant nearby 
uses include the Princeton Packet (offices across 
Witherspoon), Community Park Elementary School 
and recreational complex, Princeton Township’s 
Municipal Building and fire house.

The other side of Franklin Avenue is occupied by the 
Medical Center at Princeton, a “super-block” health 
care complex that includes a hospital and a variety of 
medical office buildings. The relatively recent 8-storey 
main hospital building is directly across the street from 
the public housing. The building entrance faces Henry 
Avenue, one block down. The building elevation facing 
the public housing is utilitarian and sparse. There 
are no entrances. Although there is a grassy setback 
between the building wall and the Franklin Avenue 
sidewalk, efforts to soften the looming presence of the 
institutional façade have been largely unsuccessful.

The Medical Center is moving to a new complex 
under construction on Route 1. The existing hospital 
and medical office buildings have been sold to a 
developer and the expectation is that they will be 
redeveloped. The area has been rezoned for up to 280 
units of housing, again with a 20% affordable set-aside 
and some ground floor retail. It is anticipated that the 
main 8-storey building will remain, along with the 
680-space parking structure. Other older buildings 
and other elements of the hospital’s physical plant will 
be removed and replaced. There is no approved site 
plan for redevelopment of the hospital complex.

Resource Team Recommendations

Take a comprehensive approach

It was felt that a comprehensive approach to 
redevelopment in this area – instead of a parcel 
by parcel approach – would almost certainly yield 
a much better plan and better outcomes for the 
community and everyone involved. To the extent 
feasible and practicable, the public housing parcels 
and the adjacent parking lot – which amount to 3.15 
acres -- and even the hospital side of Franklin Avenue 
should be tackled jointly. This does not imply that the 
parcels should be merged or that the project should 
be undertaken by a single development entity -- a plan 
that continues to respect property lines and maintains 
separate ownership is perfectly achievable. However, 

Problem Statement
Develop appropriate strategies to redevelop Maple 
Terrace and Franklin Terrace, two small and 
deteriorated public housing projects, across the street 
from a hospital that is relocating.

Background
The Princeton Borough Housing Authority owns 
and operates Maple Terrace and Franklin Terrace, 
two small adjacent projects located at the corner of 
Witherspoon Street and Franklin Avenue on a total of 
1.38 acres. (Princeton Borough owns the land under 
one of these lots). Witherspoon is a mixed-use street 
which provides an important access into Princeton’s 
downtown. The parcel is at the edge of the John 
Witherspoon neighborhood, Princeton’s historic 
African American neighborhood, 1-block from the 
Jefferson Road and Moore Street neighborhood, 
a 1920’s working class neighborhood (long since 
gentrified) of single-family and two-family structures 
on 7,500 to 8,000 square foot lots and 1-block from 
Henry Avenue, Carnahan Place and Harris Road, a 
1950’s Italian American neighborhood. All of these 
neighborhoods have exhibited in the past acute 
sensitivity to potential land use changes that they 
perceive might negatively affect them.

Combined, Maple and Franklin Terraces contain 
20 units of public housing, in 6 single-story buildings: 
an “eyebrow” grouping of 3 buildings along the street, 
and a second group of 3 buildings configured as a “U” 
around a common grassy area. The buildings show 
signs of deferred maintenance and may be reaching the 
end of their functional life. The common open space, 
as is often the case in this type of design, is barren 
with no trees or other amenities. The lawn shows signs 
of long term neglect. The buildings have no private 
outdoor space. The Housing Authority has indicated 
that it plans to demolish the existing buildings and 
redevelop the site with 40 units of affordable housing.

The Housing Authority parcel abuts a 1.77-acre 
gated parking lot that occupies much of the remaining 
frontage along that block of Franklin Avenue. The new 
zoning for this tract permits approximately 25 housing 
units and requires a 20% affordable housing set-aside. 
The parking lot is owned by the Medical Center at 
Princeton but Princeton University has indicated it 
plans to purchase it with the intention of building as 
many units of affordable housing as it is allowed in 
order to help satisfy its Mount Laurel obligation.
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Princeton Borough
Mayor Mildred Trotman 
Mercer County 
 
Square Miles     1.9
2000 US Census Population   14,203

KEY ISSUES

What guiding principles 
should the Borough 
(and to a lesser extent 
the Township) institute 
in order to maximize 
the urban design 
opportunities created 
by redevelopment of 
these three sites?

What is the appropriate 
scale and height for 
redevelopment spe-
cifically at Maple and 
Franklin Terrace, given 
the looming 8-storey 
building across Franklin 
Avenue?

Where is the best 
location for new public 
space if such were to 
result from the redevel-
opment process?

How should redevelop-
ment relate to the 
stable single-family 
neighborhoods to the 
North and East? What 
type of transition 
mechanisms would 
work best?

How can redevelop-
ment best take advan-
tage of the proximity to 
the cemetery?

Is it a good idea for 
all the new units on 
the South side of 
Franklin to be income-
restricted?

5



21

SPECIFIC RECOMMENDATIONS - Princeton Borough
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the ability to develop this plan comprehensively will greatly enhance 
the quality and functionality of the built outcome.

Focus on scale
The existing single-story public housing equates to a residential 
density of 14.5 units per acre, a relatively high density for this housing 
typology which is explained by the small size of the units and the 
relative absence of parking. Given its location and the surrounding 
infrastructure, the area has the potential to support much higher 
residential densities. Indeed, the adaptive reuse of the hospital 
complex to residential will yield much higher residential densities.

But to focus on density would be a mistake. The public dialogue 
around redevelopment of this site should focus on a discussion of the 
appropriate residential typologies and the appropriate scale of the new 
buildings, not on whatever density happens to result. The question is 
to determine the appropriate scale of the new buildings – given the 
scale of buildings surrounding the site, which include a number of 
much taller buildings, including the main hospital building itself.

Given the much taller scale of the main hospital building, it 
would appear appropriate to place greater mass towards the corner of 
Witherspoon and Franklin. Indeed, the first block – where the public 
housing is located – should support a taller building. While the site 
is narrow – only about 120 feet deep on the Witherspoon end, and 
about 200 feet deep at the other end – and irregularly shaped, it is 
still capable of supporting a double-loaded building as well as other 
housing typologies. The parking lot parcel, at the other end, has a 
more regular shape and is roughly the size of a typical block – but is 
constrained by its proximity to the smaller scale residential typologies 
on the other side of Franklin, as well its proximity to the single and 
two-family typologies on Jefferson. Anticipating that these residents 
may view more intense development on this part of the site as an 
imposition, it would appear prudent to downscale the building 
typology on this portion of the site, not necessarily to a detached 
product, but certainly to a housing typology that is more articulated 
and lower scale. Ground floor live-work units along a portion of the 
Franklin Street frontage should also be considered.

Mixed use
Witherspoon Street – which connects the Township’s civic complex 
with the downtown and the Princeton University campus – is 
evolving into an interesting mixed-use corridor containing housing, 
employment, retail and civic uses. The significant number of new 
housing units which will result from the redevelopment of these sites, 
including the hospital, will create demand for additional commercial 
activities and services. As such, the redevelopment plan should 
anticipate ground floor retail uses along the Witherspoon Street 
frontage, and perhaps turning the corner onto Franklin. This would 
also be an appropriate location for a transit stop.

More flexible and current parking solutions
With the new housing, more flexible and creative parking solutions 
will become even more important. The existing parking deck is a 
very significant resource and must be maximized. The Borough 
should make shared parking the norm and not the exception. Since 
the existing parking garage is located in Princeton Township, the 
two municipalities will have to work jointly to manage this asset and 
maximize its benefit. This may require coordination and reconciliation 
of parking standards in the two municipal codes, for example. 
Indeed, this exercise might be justified for the entirety of the two 
municipalities’ land development regulations, considering they have a 
shared planning board.

Parking requirements imposed on the developer(s) should both 
reflect the world we live in today and the proximity to the downtown 
and its services. The parking standards should be lowered from the 
1960’s norm of 1.5-2 spaces per unit to no more than 1 space per unit. 
One option is to provide one space per unit, and have residents rent 
additional parking spaces. The ridiculous restriction on overnight 
parking on Borough (and Township) streets should be lifted 
immediately.

Enhanced access to open space
The redevelopment sites front on a large, gated cemetery. Over the 
years, a number of gates providing access to the cemetery – including 
one directly behind this site -- have been permanently padlocked. 
If accessible, the cemetery would provide the residents with access 
to open space, as well as a quiet and safe pedestrian path from 
this neighborhood directly into the downtown, as an alternative 
to Witherspoon Street. The Borough should negotiate forcefully 
with the owners of the cemetery to open up neighborhood access. 
Cemeteries have historically been viewed as quasi-parks. It would be 
to everyone’s advantage to make the most of this extensive swath of 
open space so close to the downtown.

It is anticipated that the redevelopment sites would also provide 
public, private and semi-public open space, in more modest quantities, 
in the form of small plazas, courtyards or others.

22



including a gazebo, benches and fountain on Sloan 
Street – the locus of many of the town’s public-oriented 
activities, with seasonal events such as a weekly farmers 
market and live music performances.

The train station offers a total of 452 commuter 
parking spaces. There is a 4-year waiting list for parking 
permits, but several spaces are metered only, on a 
“first come, first served” basis. Overnight parking is 
not permitted in any lot. Several South Orange, West 
Orange, and Seton Hall University jitneys provide 
service to the train station, and dozens of bicycles and 
scooters currently park at the station, many in the 
sheltered area under the tracks. 

Village President Newman is proud of the Village’s 
progress and successes, but also recognizes the 
importance of keeping this valuable momentum 
going and identifying the next generation of public 
improvements and private developments. Accordingly, 
the town just completed work on a downtown visioning 
process with the aim of articulating a vision for the 
future, instead of relying primarily on ad-hoc proposals 
submitted by prospective developers.

This case study focuses primarily on the west side 
of the tracks. The Village President is interested 
in exploring design concepts for the “mega-block” 
bounded by Church Street, West South Orange 
Avenue, the railroad tracks and a residential townhouse 
development, the ”Village Mews,” which is not accessible 
from the site. As such, there is vehicular access to this 
mega-block from only two sides; internal circulation is 
awkward (driveways only); and, first-time visitors find it 
confusing. Internal circulation is further complicated by 
the East branch of the Rahway River, which bi-sects the 
site and runs North-South through the area. Within the 
study area, two bridges span the River, one for vehicles 
and the other for pedestrians. The entire mega-block 
is still primarily a car-dominated space, including the 
circular driveway in front of SOPAC, which literally was 
built in a corner, wedged against the railroad abutment 
and facing a large commuter parking lot owned by 
NJ Transit. As such, the SOPAC building is not 
clearly visible from South Orange Avenue or from the 
downtown side of the tracks. The area feels remote from 
the rest of the downtown, on the other side of the tracks, 
although it is physically very close. The two pedestrian 
crossings under the railroad trestles create somewhat of 
a visual and psychological barrier for both SOPAC and 
downtown visitors.

The Village President would like to see part of the 
NJ Transit-owned parking lot transformed into a 

Problem Statement
South Orange is seeking solutions to the growing 
problem of parking scarcity at its NJ Transit train 
station, and the interaction of that parking with the 
South Orange Performing Arts Center (SOPAC).  
The Village is also seeking to take advantage of the 
branch of the Rahway River which runs through an 
adjacent commuter parking lot and recreate the space 
in order to encourage recreation such as biking and 
walking along the river’s edge from the north through 
to the southern edge of town.

Background
South Orange is a 2.9 square mile community in Essex 
County on NJ Transit’s Morris and Essex line, only 
16 miles west of Manhattan and home to Seton Hall 
University. Since the early-1990’s – when it adopted 
a progressive downtown vision plan – South Orange 
has become a true “smart growth, transit-oriented 
development” success story, with considerable 
redevelopment occurring within 2 to 3 blocks of 
the downtown train station, and hundreds of new 
housing units built, along with a specialty grocery 
store, fine restaurants and cafes, an increasing number 
of new boutique merchants, and SOPAC, a 415-seat 
performance space with a 5-screen multiplex and 
community meeting space which was built in a surface 
parking lot next to the South Orange Train Station.

South Orange has been a long time Main Street 
community and was one of the first to receive “Transit 
Village” designation from the NJ DOT and NJ 
Transit. A decade ago, South Orange redeveloped 
the area around the downtown train station. As 
part of that redevelopment, new high quality retail 
tenants were recruited to fill renovated stores located 
directly under the elevated railroad paralleling Sloan 
Street, based on a public-private partnership with a 
local developer who assisted with municipal loans. In 
addition, traffic calming measures were implemented 
on South Orange Avenue, public spaces were 
significantly upgraded and streetscape improvements 
were put in place along South Orange Avenue and 
next to the train station. South Orange station is 
now the second busiest station on the Morris and 
Essex line with 3,450 weekday passenger boardings in 
2008, a staggering 50% increase since 2000. Transit 
service has benefitted from the addition of Midtown 
Direct service (30-minute one seat ride to Midtown 
Manhattan).  And, the downtown has benefited 
from public investment in high quality public spaces, 

Township of South Orange Village
Village President Douglas C. Newman 
Essex County 
 
Square Miles     2.9
2000 US Census Population  16,964

KEY ISSUES

How can the South 
Orange Performing Arts 
Center and Rahway 
River sites be better 
integrated with the 
downtown?

Is it feasible to create 
a new, dignified space 
in front of SOPAC 
without completely dis-
rupting already scarce 
commuter parking 
built and owned by NJ 
Transit, or jitney/com-
muter drop-off/pick-up 
areas located there?

Is it feasible to include 
retail in this area to 
“pull” downtown visi-
tors through the trestle 
into this area?

How can South Orange 
best leverage the River 
to link existing and 
proposed public parks 
by way of a high quality 
greenway incorporating 
pedestrian and bicycle 
facilities?

How can internal 
circulation be improved 
within the commuter 
parking and SOPAC 
mega-block?

What is the best 
design strategy to 
encourage pedestrians 
and bicycles to cross 
South Orange Avenue 
near the River and the 
train station? 

What is the appropriate 
design framework for 
redevelopment of the 
long vacant Beifus 
Mercedes dealer site?

If structured commuter 
parking where contem-
plated, where should it 
be located?

How can pedestrian 
linkages between Sloan 
Street and the SOPAC 
side of the tracks be 
improved?
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SPECIFIC RECOMMENDATIONS 
Township of South Orange Village
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more suitable “front yard” to SOPAC and linked more closely with 
the business district on the other side of the elevated tracks. The 
commuter parking also interrupts a series of existing and proposed 
public parks and bike and pedestrian paths along the River, which 
runs in a culvert under South Orange Avenue and is channelized 
throughout the downtown. Extending the pedestrian and bicycle 
facilities through the middle of this area would help to significantly 
improve North-South linkages and turn the River into more of a 
public greenway and amenity.

In addition, there is a redevelopment site on the North side of 
West South Orange Avenue, abutting the railroad, which offers the 
potential to better link the substantial public recreation facilities 
immediately to the North by way of this greenway. Known locally as 
the “Beifus site”, it has been vacant for years, but previously occupied 
by a Mercedes-Benz dealership for decades. The site’s owner and 
would-be redeveloper has filed for personal bankruptcy and his 
development site now faces foreclosure. The owner would like to see 
the site developed in character with the rest of South Orange Avenue, 
with ground floor retail, apartments above, and parking behind 
the buildings. In contrast, some have suggested the site might best 
be used for other uses: as a continuation of the public park system, 
for commercial offices, public parking, a new town hall, or some 
combination thereof.

Resource Team Recommendations

Redevelop surface parking lots

The significant growth in recent years in the South Orange station’s 
ridership and the strong potential for continued growth in the future, 
coupled with a noted increase in other activities around the train 
station suggest that the Village needs a new parking strategy for the 
area. Current commuter parking rates are surprisingly low: Village 
residents pay only $300 a year for parking in the Village-owned 
commuter parking lot on Third Street (less than $6.00 a week), while 
parking in the NJ Transit-owned lot costs $840 annually ($16.00 a 
week). Commuters without access to either of these lots use 12-hour 
parking meters, at a much higher calculated annual cost of $1,440. As 
mentioned, there is currently a 5-year waiting list for parking permits 
at the train station. It is unclear what impact the overnight parking 
prohibition has, although it is clearly a nuisance for longer distance 
travelers wishing to access the region’s airports or other forms of 
transportation by rail.

The above price differentials and permit over-selling by the local 
parking authority suggest that commuter parking in South Orange is 
under-priced and that the market will support higher rates. Re-pricing 
long term public parking in the vicinity of the South Orange train 
station may make it financially feasible for the Village to build -- in 
coordination with NJ Transit, other state agencies and perhaps private 
development interests – one or more parking decks that would both 

increase parking supply and eliminate the need for some of the existing 
surface parking.

Several solutions were explored in very conceptual terms. The most 
intuitively appealing, but probably least feasible, is to place a deck to 
the south of SOPAC adjacent to the Village Mews project. In order 
to fit a standard 120-foot wide deck and still leave some usable public 
space between SOPAC and the deck, the structure would have to be 
tucked against the Village Mews. A 220 x 120 foot deck might just fit 
in this location, although cost, engineering and other considerations 
may make it simply not feasible. This location is appealing because two 
sides of the parking deck are immediately concealed; it would also fix 
a dead corner of the site. Based on very preliminary calculations, it 
is estimated that the deck might provide 185 parking spaces, on two 
levels which seems the appropriate scale for the location.

Whereas a standard- size parking deck may be too wide to fit at this 
location, a narrower building can certainly fit, with the replacement 
parking to be provided elsewhere. This location is important because 
the retaining wall and the railroad abutment seal off and deaden this 
corner of the site. A mixed-use building with ground floor retail facing 
SOPAC and either residential or office uses above would considerably 
improve the area. The ground floor of the building facing SOPAC, as 
well as facing the river, should have active retail uses, preferably a café/
restaurant, bar or entertainment related uses in order to animate the 
new public space.

A second option would be to place a deck on the lot west of the 
river. A 120 x 200 foot structure would fit, with liner ground floor 
retail facing the river and Church street. A three-level structure might 
be appropriate. The upper level floor space above the retail footprint 
could either be parking, or liner housing or offices. This deck might 
yield around 250 spaces.

A third option would be to include an over-size deck as part of the 
redevelopment of the Beifus tract. The approximately 120 x 160 foot 
deck would be placed with the longer dimension along the railroad 
right-of-way, and the shorter dimension facing South Orange Avenue, 
masked by ground floor retail, with other uses on the upper levels. A 
two-level deck would yield approximately 125 spaces, a three level 
deck around 190. Obviously the amount of replacement parking this 
deck might yield is a function of how much parking demand the site’s 
own development program will generate.

Finally, a fourth option would redevelop lot 2 on the east side of the 
tracks. Conceptually, this lot might accommodate a 120 x 220 foot 
deck, along with a new mixed-use building. A two-level deck would 
have about 185 spaces; a three-level deck about 275.

All of these options are less than a 5-minute walk to the train station 
and as such extremely convenient to both transit and the downtown. 
Deck parking is sheltered and commands premium rates. Overnight 
parking should be permitted for longer-distance travelers.

The resource team believes there is a viable solution – both 
financially and from a design point of view – that will allow South 
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Orange to reclaim some of the large surface commuter parking lots. Of 
course, more detailed conceptual studies are required.

Create new public spaces, both outside and under 
cover
Freed from surface parking, most of the space in front of SOPAC’s 
entrance can then be turned into a quality public space, providing 
pedestrian access as well as outdoor programming opportunities 
for SOPAC to take advantage of in good weather. This space will 
further add to the Village’s growing network of small and large 
public spaces and parks, including the proposed new spaces along the 
river, described below. To create a pedestrian environment without 
compromising the possibility of occasional vehicular access to the 
front of SOPAC, for pick-ups and deliveries and emergency services, 
that entire surface can be treated as a public space, with a textured 
pavement, landscaping and an absence of curbs.

Quality retail and lively public spaces will further enhance the 
downtown experience and strengthen the links between the two 
sides of the tracks, drawing additional pedestrians from Sloan Street 
through the underpass, an experience which is not currently intuitive 
or obvious to first-time visitors. The underpass itself can become 
part of the attraction, if viewed as a very special type of public space 
and treated creatively as part art installation, part retail opportunity 
and part performance space. A somewhat dark and somber space, 
which never has enough natural light, the ceiling of the underpass 
could be animated with an art installation involving light and color, 
something bright, contemporary and visually intriguing that would 
both draw people from one side of the tracks to the other and imbue 
this space with a special character. With the scooter and bicycle 
parking relocated to the parking deck, this sheltered space also can be 
animated by other uses, even if temporary and moveable – vendors 
with movable carts, a kiosk, street musicians, etc. The fact that it is 
under the railroad tracks, on the one hand makes it dark and somber, 
on the other hand also means it is sheltered from the weather. So 
in the winter it is less exposed to rain and snow and in the summer 
it is cooler. As an underpass, it also will have different acoustics. 
Recognizing these unique features will be key to successfully 
programming this space. This logically will require an agreement 
between NJ Transit and the Village to clarify roles and responsibilities 
with respect to issues of management, insurance, programming, 
maintenance and security.

Reclaim the river
The river, in its current condition in the train station area, does not 
constitute a public amenity or an attractive feature. In fact, the section 
between Waterlands Park and Cameron Field Park is largely confined 
to an old, un-attractive, unapproachable Army Corps of Engineers-
designed channelized culvert. The continued revitalization of the 
Downtown, increased transit ridership and the popular SOPAC will 

continue to draw a growing number of people to the area. Increased 
consideration should be given to ways of turning the river into a 
public amenity and making it an integral, contributing part of the 
downtown, instead of merely an unsightly, engineered flood channel.

The limited amount of land and the downtown setting present 
strong arguments against adopting a more naturalized treatment of 
the stream, which would require removal of the concrete channel and 
recreation of a flood plain area. Instead, it is suggested that the river in 
the downtown should be viewed as an urban water feature and treated 
as public infrastructure that is also public art and an integral part of 
the Village’s public spaces. This need not have a negative impact on 
water quality -- if well executed, it will improve both water quality and 
the river’s amenity value.

A successful parking strategy involving one (or more) parking 
structures will allow the surface parking located closest to the river to 
be converted into public space. This will provide enough space for the 
construction of a new landscaped public promenade along the river, 
with an appropriately designed balustrade and seating areas. In one or 
more strategic locations the promenade can expand to create a larger 
public space; or conversely, the area of the river can expand to create a 
water feature with a different shape and configuration. While the hard 
edges of the concrete channel will largely remain -- albeit softened by 
plantings and enhanced with quality architectural railings – the edge 
should be removed at the location where this water feature is located, 
and replaced with an amphitheatre reclaimed from the parking lot, 
that both provides access to the water and seating opportunities, 
perhaps with a small stage located closer to the water, on the other 
side of the channel. This could allow SOPAC to stage small outdoor 
performances on the river in good weather.

Continue to encourage two wheel mobility
Bicycles and scooters are popular forms of transportation in and 
around South Orange’s busy downtown. The Village should encourage 
these environmentally benign modes of transportation by providing 
adequate bicycle and scooter parking areas in strategic locations (but 
not at the expense of precious public space) and by adding dedicated 
bicycle and scooter lanes where feasible and appropriate. Bicycles and 
scooters share the road and do not require separate rights-of-way in 
most settings, so dedicated lanes are only justified in situations where 
there is a very high volume of bicycles and scooters or in locations, 
such as parks, where conventional vehicular traffic may not be 
permitted. Of particular interest is finding opportunities to provide 
safe linkages between the residential neighborhoods, the downtown 
and Village community facilities. Redevelopment projects involving 
new streets and public spaces may also provide opportunities to 
secure new right-of way for these purposes at no cost to the Village. 
Developer dedications should be based on a comprehensive network 
of planned bicycle links and not solicited piece meal.

26



27



179 Nassau Street, 3rd Floor
Princeton, NJ 08542
609.228.7080
fax 609.228.7079

Bradley Abelow
Hilary M. Ballon
Laurie Beckelman
Stephen R. Beckwith
Paul Camuti
Frank S. Cicero
Judith D. Cooper
Kevin S. Corbett
Alfred A. DelliBovi
Brendan P. Dougher
Ruth F. Douzinas
Brendan J. Dugan
Fernando Ferrer
Barbara J. Fife
Patrick J. Foye
Paul Francis
Timur F. Galen
Jerome W. Gottesman
Maxine Griffith
John S. Griswold, Jr.
John K. Halvey
Dylan Hixon
David Huntington
Adam Isles
Kenneth T. Jackson
Marc Joseph
Richard D. Kaplan
Robert Knapp
John Z. Kukral
Richard C. Leone
Charles J. Maikish

Joseph J. Maraziti, Jr.
J. Andrew Murphy
Jan Nicholson
Bruce P. Nolop
Michael O’Boyle
Vicki O’Meara
Kevin J. Pearson
James S. Polshek
Gregg Rechler
Michael J. Regan
Thomas L. Rich
Denise Richardson
Rebecca R. Riley
Michael M. Roberts
Claire M. Robinson
Elizabeth Barlow Rogers
Lynne B. Sagalyn
Robert A. Scott
H. Claude Shostal
Susan L. Solomon
Thomas J. Stanton III
Luther Tai 
Marilyn J. Taylor
Sharon C. Taylor
Richard T. Thigpen
Timothy J. Touhey
Karen E. Wagner
William M. Yaro
John Zuccotti

Executive Director

Thomas K. Wright

Regional Plan Association (RPA) is America’s oldest 
and most distinguished independent urban research and 
advocacy group. Now in its 86th year, RPA prepares 
long range plans and policies to guide the growth and 
development of the New York- New Jersey-Connecticut 
metropolitan region. RPA also provides leadership on 
national infrastructure, sustainability, and competi-
tiveness concerns. RPA enjoys broad support from the 
region’s and nation’s business, philanthropic, civic, and 
planning communities.

RPA’s current work is aimed largely at implement-
ing the ideas put forth in the Third Regional Plan, 
with efforts focused in five project areas: community 
design, open space, transportation, workforce and the 
economy, and housing. For more information about 
Regional Plan Association, please visit our website, 
www.rpa.org.

Chairman 
Elliot G. Sander

Chairman Emeritus and Counsel
Peter Herman

Vice Chairman and
Co-Chairman, New Jersey
Christopher J. Daggett

Vice Chairman 
Douglas Durst

Vice Chairman and
Co-Chairman, New Jersey
Hon. James J. Florio

Vice Chairman and 
Chairman, Long Island 
Patrick J. Foye

President
Robert D. Yaro

Treasurer 
Matthew S. Kissner

4 Irving Place, 7th floor
New York, NY 10003
212.253.2727
fax 212. 253.5666

Two Landmark Square, Suite 108
Stamford, CT 06901
203.356.0390
fax 203.356.0390


