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transportation is a growth machine

Chapter 1

It

is easy to take for granted
the complex society that we
are a part of today, I think
because we sort of have to in order to
not be overwhelmed. New York City is
one of the largest metropolises in the
world, but in order to tolerate that on
a human level, we break the city down
into our own daily routines and rely on
the different networks in our life to create
stability in this crazy world. Just like us,
the City is connected into myriad network
– nancial, transportation, power, the list
goes on – which ideally provide some
level of apparent stability for the City as
well.

drawing of bustling Manhattan

growth diagram

1 Harvey Molotch, 53.
2 Harvey Molotch, 53

These
new
communities
competed to attract federal ofces,
colleges, and other institutions in order
to stimulate development, which would
give rise to property values, most of which
were owned by those who competed
for the institutions1. The other important
factor for growth was dependent upon
government decision making, such as
with the development of a transportation
network that would give a town better
access to resources. Those communities
with stronger elites were of course more
likely to have stronger growth. Their
lobbying and manipulations could be the
very bread and butter from which a great
city is made2.

Stepping back in American
history, the taming of the Wild West was
ultimately extremely rapid because of
such high interests in making money off
the value of the land. And of course the
big question was… How valuable was
the land?

Really though the City is an everchanging being. Each network that
plugs into and has an effect on that City
is affected by a whole series of public and
private interests, with one main goal…
Growth. Whether or not a government
promotes this goal, there will at the
very least always be private interests in
growth because growth equals money.

3, Harvey Molotch, 54

The evidence of how a
transportation network can affect the
way people use space is vast. Ultimately,
the very notion of a transportation
network’s existence implies that there are
destinations in existence. The creation of
or addition to any transportation network

Local politicians were almost
always members of the elite (or soon
to be), making it difcult to distinguish
between the political and nancial
motives of any decision or proposal.
Town leaders used every resource
available to build up the regions in which
they had made investments. Perhaps
the most spectacular case of this was
with William Ogden of Chicago. When he
came to the city in 1835, its population
was under 4,000, essentially a small
town. He became the town’s mayor,
its railway developer, and the owner of
much of its prime real estate. Chicago’s
status as the “crossroads of America”
and the dominant Midwestern City did
not just happen by chance (there are
plenty of other cities in the Midwest) –
Ogden’s political clout and active role
in the railroad industry allowed him to
literally build the crossroads at the place
of his choosing. This of course not only
paid huge dividends on his investments,
but in the long run, created the vibrant
city of Chicago as a legacy3.

The
histories
behind
our
transportation
networks
offer
a
fascinating look back at the hundreds
of people in dozens of cities around
the country who have helped shape
our urban environments into what they
are today. These histories are both
innumerable and complex, and for the
sake of analysis, this essay will focus
on the complex history of just one leg
of New York City’s many transportation
systems.

Though it is not hard for us to
understand the city as a growing entity
per se, it is still easy to take for granted
the highways and bridges, railroads and
subways, as well as the many other
types of infrastructure that have allowed
our cities to grow. As we pass over a
bridge on our way in or out of Manhattan,
perhaps listening to music or talking
with friends, it is easy not to think for a
moment about the enormous amount
of time and energy that went into the
proposal(s), planning, construction of,
and maintenance for that bridge, which
is the same for any bridge, and any road,
and any railway.
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gives better or greater access to larger
numbers of both people and resources,
which can lead to a higher demand for
land, thereby boosting property values.
Transportation is a growth machine.
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just one leg of one network
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4 Joshua David, 8-9
5 “About the High Line”

Threatened with demolition in the
1990s, surrounding residents gathered
to save the structure, on the grounds that
the high line was not only a of historical
signicance, but that the railway had
also become a green belt of plant life
– thousands of plants from dozens of
species. The Friends of the High Line
was established in 1999, and after much
effort, they successfully lobbied for the
preservation of the High Line and for its
reuse as a public green space5.

High Line is a 1.5
mile long stretch
of
elevated
rail viaduct that cuts through three
neighborhoods on the lower west side of
Manhattan. Built during the late 1920s
in a transportation fueled urban boom,
the elevated railway afforded a vital
connection to the national rail network,
while greatly improving the street
condition. Heavily used for decades as
the principal freight artery into the city,
the rails eventually went into disuse in
19804.

Because so many cities similar
stretches of unused elevated railway,
I believe that an analysis of the High
Line’s history and current reuse plan
is especially valuable to the ongoing
discussions about urban renewal, reuse,
and sustainability. Since the High Line is
actually a modern-day moniker for the
elevated 1.5 mile remnant of what was
a much more comprehensive freight
line owned by the New York Central
Railroad, a history of that freight line will
be presented. However, the elevated
tracks of the High Line will remain the
focus.

manhattan freight
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6 Joshua David, 44
7 Ibid., 44

In 1869, Cornelius Vanderbilt

By 1866, less than 20 yearss
e
after the construction of the street-level
tracks, a Senate committee sights major
conicts between trains and street trafc.
“The traction of freight and passenger
trains by ordinary locomotive on the
surface of the street is an evil which has
already been endured too long and must
be speedily abated.” However, two
years later in 1868, the rst St. John’s
Park Terminus is constructed at the
Southern end of the line at Laight and
Varick Streets, which allows for even
heavier freight trafc through the streets
of Manhattan7.

1847, the City of New
York authorizes the
Hudson River Railroad to
lay street-level tracks down Manhattan’s
West Side, as far south as Canal Street,
forming a freight connection with the
national railroad system via Albany.
Within months of the tracks being laid,
trains are running all day and night
between Albany and lower Manhattan.
Almost immediately, the trains created so
much havoc and congestion in the busy
industrial neighborhoods, that a man
on horseback – or West Side Cowboy
as they were referred – would lead
each train waving a red ag, as to warn
pedestrians, autos, and other vehicless
of the approaching locomotive6.

west side cowboy

west side

1930s

cowboys

1911

unknown source

death avenue around 1911

8 Joshua David, 45
9 Ibid., 45
10 Commission Report

Hundreds stage a protest against the
dangerous conditions of “Death Avenue,”
which had long been the nickname for
the distance of 30 or so blocks along
11th avenue where the trains ran on
grade. Various citizen groups form to
support of the elimination of grade level
crossings, including the Social Reform

“For many years the situation has
been growing worse and worse;
children are killed; needed streets
are rendered almost impassible,
trafc is constantly impeded by
freight trains, and a large portion
of an important section of the City
nds its progress retarded10.”

By 1907, the combined congestion
from rail, ship, and street trafc is
severely affecting commercial activity on
the west side, as well as increasing the
dangerous street conditions9. The New
York City Public Service Commission of
1907 reported:

consolidates his railroad holdings (which
included the Hudson River Railroad) to
form the New York Central and Hudson
River Railroad Company. As Vanderbilt
grows his industry, the communities on
the West Side grow more disgruntled
with the noise, smoke, and danger. As
a move to pacify residents, crossing
guards are stationed at all intersections
along the tracks, 24 hours a day8.

11 “400 Deadly Grade Crossings in New York”

Despite decades of public
discontent, the formation of citizen
groups, and media publicity, plans for the
removal of the street level tracks were
never solidied. Many proposals were
brought to the table by city ofcials as
well as the New York Central Railroad, but
the two sides were never able to come
to a consensus, and various schemes
would sit for years until forgotten. Part

Club’s Committee, which later becomes
the League to End Death Avenue. In
1910, the New York Times runs a
feature article titled, “400 Deadly Grade
Crossings in New York,” which outlines
the problems created by over 450 grade
crossings in New York City and 89 in
Manhattan alone, most of which are
along Death Avenue11.

12 R. A. C. Smith
13 Ibid., 18

In 1916, New York City
Commissioner of Docks, R. A. C. Smith,
publishes a report called The West
Side Improvement, which offers a new
proposal for the plan as well as a status
report. The publication also intended to
briey outline some of the history behind
the debate, “in order that those who
have not had an opportunity to follow
the matter in all of its phases may have
before them in concrete and summary
form, the whole question13.”

of the problem was that there were these
two separate vested interests – the City
of New York and the railroad. Generally,
both sides could agree that the removal
of street level tracks was a good idea –
the streets would nally be clear of rail
trafc and the freight liners would run
with much greater efciency – but their
opinion differed on the scale of the plans
and, more importantly, nances12. Who
grabs the bill – the City or the railroad?
Important as these moves were for the
growth of the city, they were expensive
moves.

original 1916 publication

agree to disagree
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14 R. A. C. Smith
15 Ibid., 16-17

Since New York Central’s
foundation in 1853 as a consolidation of
several smaller railroads between Albany
and Buffalo, the rail company had grown

After years without successful
negotiations and with growing complaint
from the public, the City had begun
looking into alternative options for the
means of removal of the street-level lines.
Some schemes proposed a railway along
the water, owned by the City and used
by all the railroads including New York
Central. Other schemes proposed the
discontinuance of any New York Central
service south of West 30th street15. It
seems that New York Central Railroad
had perhaps underplayed their need for
control of the principal New York Freight
line.

to this point in time
(1916), the rights to the
West Side tracks have
been entirely private, owned by The New
York Central Railroad since its formation
in 1869. New York Central has been
resistant to taking nancial responsibility
for the West Side Improvement, largely
due to the fact that federal regulation
has stunted competition between the
different rail companies, which provides
no stimulus for these lines to maintain or
expand their terminus facilities14.

1876 map of New York Central service

16 R. A. C. Smith, 5

Smith clearly seems to have realized that

“The
Modernization
and
improvement of the freight
tracks of the of the New York
Central Railroad now under
consideration… is a project which
vitally affects the commercial
welfare of the Port of New York,
and in no small measure the
prosperity of the State and the
Nation16.”

The rst section of the
Commissioner Smith’s 1916 publication
The West Side Improvement begins as
follows:

considerably. Within 20 years, the rail
line toted the rst long-distance, fourcar railroad in the world. By the time of
Smith’s publication in 1916, the New
York Central Railroad connected towns
and cities in New York, Massachusetts,
Vermont, Pennsylvania, West Virginia,
Ohio, Illinois, Michigan, Indiana, as well
as the Canadian provinces of Ontario
and Quebec. But New York City was the
absolute pinnacle of New York Central’s
rail service, and to lose the rights of the
freight lines in Manhattan would be a
huge hit to the company. Of course,
the City was well aware of this, perhaps
proposing the schemes mentioned
above as a kind of scare tactic.

1876 map of New York Central service

1893 map of New York Central service

1900 map of New York Central service

17 “R. A. C, Smith, Tells of Dock Work”

I would assume that even in
1924, the Commissioner of Docks knew
very well that the removal of street level
tracks was essential to relieving the
congestion of Manhattan’s West Side.
His above comments are part of a neverending political game between the City,
the public, and the railroad companies.
By proposing an “experimental” solution
to the problem, Smith attempts to take
pressure of the Mayor, to whom the

I found no references to the actual
results of this gangway ‘experiment,’
but it is obvious it could not possibly
reduce trafc to a minimum without the
simultaneous removal of street-level
freight trafc from the west side.

“After a great deal of
thought
and
consideration,
I have succeeded in making
arrangements for the building of
a lateral gangway alongside one
of the piers on the west side,
preferably Pier 27. I hope that the
experiment will result, and I rmly
believe that it will, in reducing the
congestion to a minimum17.”

the West Side Improvement plan may
have an effect on the growth of the entire
city, which is interesting considering that
in a New York Times article from only two
years prior, the Docks Commissioner
suggests an entirely different solution to
the area’s congestion:

original 1916 R. A. C. Smith publication

18 R. A. C. Smith, 11-12

Smith then goes on to summarize the
then current condition of the entire
New York Central freight line within the
borough of Manhattan, which is worth
reading not only for its understanding
into the complexity of an urban freight
network, but for its deeper understanding
into the very specic need for a system
overhaul.

“Considering the New York
Central’s present freight tracks
from the City Line to St. John’s
Park Terminus, it must be
apparent even to the most
inexperienced layman that it is
grossly inadequate. So long as it
remains in this condition there is
but slight incentive for the other
railroads to either improve their
stations or to spend the necessary
capital for the establishment of
new terminal facilities18.”

But that was 1914. In his 1916
publication – addressed to various
New York City Boards, Chambers, and
Associations – the Docks Commissioner
pins New York Central into a corner,
blasting the principal New York rail line
for the degraded condition of its facilities
and insisting that the railroad giant set
an example for the other lines:

brunt of public complaint falls. It is all a
circular game of avoidance, very similar
to the game that New York Central has
been playing with the New York City.

19 R. A. C. Smith, 83
20 Ibid, 50-51.
21 Ibid, 50-51

Despite an apparent agreement
between the City of New York and the
New York Central Railroad to proceed
with the proposal as outlined in the
1916 publication, it would seem that
any further action was halted by that

Within Smith’s publication, the West
Side Improvement plan is explained
in detail, and what is interesting is that
this appears to be the rst proposal
for an elevated structure South of 30th
Street that is almost exactly what was
to be built years later20. “The tracks
will be carried on an elevated structure
extending through 30th street from 12th
avenue to a point about 250 feet west
of 10th avenue, where they curve into
private property21.”

“These amounts constitute the
price which the Railroad is paying
for the willingness of the City of
New York to grant its permission
for the expansion of the Railroad’s
facilities19.”

Having lost its security blanket of
rail rights, Smith is hoping that New York
Central will be a bit quicker to accept his
proposal, which has the railroad paying
not only a large capital expenditure, but
additional money as well on matters
that are of higher municipal than railroad
interest:

22 Joshua David, 46.
23 “The West Side Improvement
24 R. A. C. Smith, 83

A year later, in 1926, Mayor
James J. Walker creates the West

Throughout the 1920’s, new plans
were introduced that varied greatly from
the 1916 scheme. In 1925, Manhattan
Borough President Julius Miller proposes
a double-decked elevated highway,
running from 72nd street down to Canal
Street, with rail and vehicular trafc split
between the two levels. Although the
New York Times had reported on the
West Side Improvement as early as 1916,
it was not until the mid 20s that frequent
articles reached the public eye and the
project became widely known, which
began to increase the pressure on the
City to nally come to an agreement.

United States’ involvement in World War
I22. However, according to a 1916 New
York Times article about the West Side
Improvement progress, “if all the gains
were to be the city’s, and all of the costs
were to be the railway’s, there could be
no agreement at all23.” Smith even points
out in his publication that “the settlement
reects very greatly to the advantage of
the City24.” Perhaps New York Central
made a deal with the City only for fear
of losing its Manhattan rail rights, but
really the company was perfectly happy
to delay the project due to the war. This
is further evidenced by the lack of action
taken immediately following the war.

different schemes for Riverside Park, which was part of the West Side Improvement

The timing seemed suspicious, or
at the very least arbitrary, as I had found
no contextual information surrounding
the creation of the new law. So I began
researching New York transportation
networks, which lead me to nd the
‘New York City Transit Report.” The
publication is an overall analysis of all
New York City transportation systems
as requested by a City transit committee
of consulting engineer C. E. Smith. The

Side Engineering committee to work
with the railroad to develop a plan to
remove the tracks from the West Side
streets. Among the plans proposed
is a scheme by M.H. Winkler that
consolidated airplane, freight, and ship
commerce into one building, which
seems a much loftier and idealistic goal
than any previous scheme. Considering
that such massive construction would
take years to develop, it is interesting
that less than a year later the New York
Governor signs a bill to speed up gradeelimination in New York City. And just
another year after that, in 1928, the New
York City Grade Crossing Elimination Act
becomes law, creating legal guidelines
for the West Side Improvement. So then
is it pure coincidence that after more
than 80 years with street-level tracks, at
a time when neither the City nor railroad
seemed particularly close to reaching
a deal, the West Side Improvement is
made into law?

Soon after, the West Side
Engineering Committee presents a
plan to the New York City Board of
Estimate, which includes the elevated
tracks south of 30th street (i.e. the high
line) as well as the Borough President’s
elevated highway (i.e. the west side
highway), which had been changed to
a single-level elevated highway solely for
automobiles. The plans for the elevated
railway were essentially the same as
those presented in 1916 by Docks
Commissioner Smith. Within a year,
both projects had been approved by the
Board, and construction contacts were
signed. The New York Times predicts
a total cost of $175 million – over $2.1
billion of today’s dollars – for the West
Side rail plan, $110 million to be paid by
the railroad, $50 million to be paid by the
City, and $15 million by the State26. The
rst street-level rails were removed later
that year (1929) with great festivity, even
dipping the very rst ones removed in
gold so as to remember this happy day
forever.
26 Joshua David, 47

25 C. E. Smith, 5

blame directly on the trafc congestion of
the West Side industrial zone. The New
York City Grade Crossing Elimination
Act was put into law in 1928, less than
one year later.

The report is quite detailed, but in
his opening ‘Letter of Transmittal,’ C. E.
Smith has some harsh words for the city.
“Poor Transit, trafc, and transportation
conditions are causing industry to grow
faster in adjacent New Jersey than in
New York City25,” so much so in fact
that the population of lower Manhattan
is decreasing. And one would think
that, despite the length and detail of
the report, those words alone were just
about enough for the City. All of their
fears about the congested industrial
sector of Manhattan had come true…
The city had stopped growing. It had
even started shrinking. Fewer people
residing in the city would most likely
lower the demand for land, potentially
dropping property values. Think about
it… For decades, New York City had
been one of the most powerful growth
machines in the world, creating value
based on demand, making investors rich
almost overnight at times. It was easy
to assume that such powerful growth
could be sustained despite unfavorable
conditions, but here it was in black and
white – a consultant’s report places

consulting engineer publishes his report
to the City on September 30, 1927, not
long before the Governor signs a bill to
speed up grade-crossing elimination.

map of high line

detail of high line

high line high use
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27Joshua David, 48

A 1910 New York Times Article
reported that 56 people were killed and

Both the City and the railroad
praise the project’s completion – it is a
progressive solution to some very serious
problems. But I think the question here
is an ethical one about the motivations
behind decisions made that contributed
to the delay of this project for so many
decades.
The High Line became
operational 87 years after the street-level
tracks were laid… Just to be clear, that’s
85 years of the West Side Cowboys and
24 hour crossing guards. That’s nearly a
century! The High Line was operational
for 46 years, from 1934-1980, but was
only fully operational until 1960, meaning
that the street-level tracks were used for
less than twice the length of time that the
High Line was in use. How many deaths
could have been prevented if action had
been taken years or decades earlier?

High
Line
ofcially opens
on June 28th,
1934, lauded by ofcials as “one of
the greatest public improvements in
the history of New York27.” New York
Central president F.E. Williamson gives a
speech to mark the occasion declaring
that this simple event today may well
mark a transformation of the West Side
that will affect its development for the
better part of decades to come.”

the high line under construction

West SIde Improvement employees

high line detail

high line detail

the high line

28 “400 Deadly Grade Crossings in New York”
29 Joshua David, 20
30 Ibid., 13

Only when the City’s elite was
at serious risk of losing investment was
action taken toward the improvement
of a freight rail system that had been
antiquated for decades. Years of public
outcry and activism achieved virtually
nothing, yet this seems to quickly be
forgotten, while the High Line soon
becomes a proud symbol of modernity
for the New York City Port, and for
the entire city as well. The elevated
tracks curve and twist through lower
Manhattan, cutting between, over, and
literally through buildings on its way to
its southernmost terminus. The High
Line is a vital component of the “City of
Tomorrow29,” basically ideas borrowed
from Futurism that separate different
modes of transportation onto different
levels, which enter the specic buildings
that they serve. “Nowhere was there a
greater need for a trafc-sorting system
than on the west side30,” and here was
one that delivered commodities directly
to the factories and warehouses that

100 hundred injured by grade crossings
in New York City during the 2.5 years
prior28. For the sake of discussion, the
projected numbers over 87 years would
be over 2000 deaths and 3500 injuries,
and there were likely to have been higher
numbers of deaths in the earlier years of
street-level rail operation.

Antonio Sant’Elia, La Citta Nuova, 1914

cover of pamphlet from opening day of High Line

31 “The West Side Improvement”

- “The improvement of the Railroad Company’s
freight operation and switching services on its
new private right-of-way without interference
with street trafc, thus materially aiding in the
development of the West Side industrial area.
Much of the freight vitally necessary to New York
City, particularly milk, meats and other foodstuffs, is hauled over this route, long known as
the ‘Life Line of New York31.’”

- “The development of Riverside Park, the covering
of the railroad north of Seventy-Second Street,
with an express motor highway, and easy access
to 32 acres of additional recreational space for
the public.”

- “The discontinuance of steam operation of
trains in the City and the substitution of electric
operation.”

- “The elimination of railroad grade crossings at
105 streets, including the railroad’s longitudinal
occupation of several important north and south
thoroughfares, freeing these avenues and streets
from the congestion, hazards and trafc delays
that were inevitable with train operation on the
surface of the streets.”

- “The settlement of several long-standing
disputes between the railroad company and the
city.”

In a pamphlet distributed on the opening day of
the High Line and the newly completed St. John’s Park
Freight Terminal, the City points to six principal benets
that will result from the West Side Improvement plan:

used and distributed those commodities

32 “The West Side Improvement”

The only all-freight line on
Manhattan, the High Line was fully
operational from 1934 to 1960, during
which time the elevated tracks brought
in a majority of the City’s food, milk,
and merchandise. The freight trains
would pass through buildings, stopping
once inside to make easy deliveries to
factories, warehouses, and meat packing
plants. A double track spur extended
off the mainline from West 30th, across
10th Avenue, and into the new Morgan
Parcel Post Building. Mail was handled
on the second of six stories where six
tracks and six platforms accommodated
36 cars at one time and an estimated
8,000 per year32.

It is evident here the drastic effect that one
single transportation project can have
on a city. The West Side Improvement
plan built a highly efcient urban freight
system, while simultaneously improving
street safety, emissions standards,
access to park space, and community
relations. Finally the Life Line of New
York was pumping an adequate supply.

the Morgan Parcel Post Building

high line disuse
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33 Joshua David, 49
34 Ibid., 50

The passing of the Northeast Rail
Services Act of 1981 allows Conrail to
enter into a three-stage process to rid
itself of the unprotable High Line, which
ultimately could result in the sale and
demolition of the structure. However,
thanks in large part to Chelsea residents’
strong efforts throughout the years,

The High Line continues to
receive light freight use during the
next several years, but in the late 70s,
the federal government forms Conrail
from the remains of six Northeast rail
carriers (including Penn Central), which
means that the elevated tracks are now
government property. The last train runs
down the line in 1980, carrying three
boxcars of frozen turkeys34.

the trucking industry
grows
during
the
1950s, declining rail
trafc leads to huge losses for New
York Central Railroad, and in 1960, the
company is forced to make service cuts,
sell St. John’s Park Freight Terminal, and
abandon the southernmost section of
the High Line, which is then demolished
in 1963. In 1968, Penn Central Railroad
takes over the New York Central
Railroad33, marking the end of an era
in which the High Line played a vital
and progressive role in New York City’s
development.

35 Joshua David, 51
36 Richard Stalter, 389

Despite the constant threat
of violent annihilation, the High Line
becomes one of the most tranquil spots
in the city. Years of natural growth
carpet the bed of the raised tracks. The
clamor and action of constant freight
trafc is a distant memory next to the
pleasant High Line meadow that rolls
uninterrupted for 1.5 miles high above
the hustle and bustle of the New York
City streets below. Climbing up onto
he line becomes a popular activity
and residents begin to appreciate the
elevated railway for something more
than just its engineering or historical
signicance. “Within the connes of
New York City lies an overlooked oasis
of green, the successional lichens,
mosses, and vascular plants that occupy
the abandoned elevated High Line36.”
Indeed, the High Line greenbelt grows
to consist of some 161 species in 48
families, mostly grasses and wildowers,
but some shrubs and small tress as
well.

beginning with the 1983 formation of
the West Side Rail Line Development
Foundation by resident Peter Obletz, the
High Line escaped threats of demolition
numerous times during the 80s and
90s35.

high line reuse
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37 Joshua David, 49-52
38 “About the High Line”
39 Ibid.

While this once again preserved
the High Line for future reuse, it did not

Despite this act, outgoing Mayor
Giuliani (who had originally opposed the
project) signs papers in late 2001 that
commit the High Line to demolition,
sighting that some type of improper
procedure. But Friends of the High Line
fought back in court and won on the
grounds that the plans to demolish the
high line were “undertaken in violation of
lawful procedure and were an error of
the law39.” Saved again!

1999, the Friends of the
High Line form with the
mission of preserving
the elevated railway and reusing the
structure as an elevated park space.
Whereas
previous
preservationists
had advocated the structure’s future
reuse for transportation, this is the rst
proposal that presents a public space for
the entire length of the High Line37. The
proposal begins to really gain support
with both residents and local elected
ofcials, and in 2001, after over 100 civic
and community groups testify before
the New York City Council Committee
for State & Federal Legislation, the
protection of the highline for later reuse
is approved. City and State ofcials are
called upon to take all necessary steps
towards this end38.

dead space below High Line

proposed reuse

park proposal

The city is a growth

40 “About the HIgh Line”
41 Ibid.

And there it is…
machine.

“As we have learned from our City’s
great parks, public spaces create
value and catalyze growth. Central
Park was planned in a recession.
Even in tough economic times, we
have to invest in our future – by
planning for the public projects that
will keep us at the forefront of the
world’s great cities41.”

On July 10, 2003, New York City
Council Speaker Gifford Miller announced
a $15.75 million funding commitment to
the High Line project. After a 20-year ght
against powerful commercial interests and
city ofcials, Chelsea residents could nally
celebrate. “The High Line was built during
the Depression to invigorate New York’s
economy, and it will reinvigorate our City
again today40,” said Speaker Miller.

guarantee funds for the proposal. In 2002,
the Friends of the High Line presented
a planning study to the Bloomberg
administration, which addressed the
technical issues of reusing the structure
as park space. The administration then
requested an economic report: Did it make
sense for the City to support this type of
project during an economic low? The study
found that the new tax revenues generated
by the High Line would signicantly offset
the cost of construction and maintenance
of the park.

park proposal

While it is unfortunate that
growth seems to play such a large role
in determining both open public spaces
and public rights of way (both of which
are necessary with or without growth),
it is a testament to the cultural value
placed on the elevated railway that it will
see a second life as a public open space.
Though much different from its original
function, the aerial park will continue to
be vital to Manhattan. Teaching all of us
lessons about reuse, sustainability, plant
life, and healthy commuting, the High
Line will continue to be a New York Life
Line for years to come.

Even in this case, which is so
different in every way from the West Side
Improvement, the underlying reason for
the allocation of money is the potential
for growth. The funny thing is that we
are currently in a recession far worse
than the economic woes of 2002, and
although they could not have planned for
this, I imagine that New York City ofcials
are looking forward to the park’s ofcial
opening, scheduled for June 2009.

park proposal
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