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DELIVERING THE GOODS: THE FREIGHT NEEDS OF A GROWING POPULATION 
June 6, 2007 

 
On June 6, 2007, roughly 300 individuals from both the public and private sector, representing 
government officials, planners, engineers, consultants, freight businesses, and retailers, attended 
“Delivering the Goods: The Freight Needs of a Growing Population.” The event was co-sponsored by the 
NYU Wagner Rudin Center for Transportation Policy & Management and the New York Metropolitan 
Transportation Council (NYMTC), along with the Port Authority of New York and New Jersey (PANYNJ), 
the University Transportation Research Center-Region 2, CSX, Nation’s Port, the New York City 
Economic Development Corporation (EDC), the Environmental Law Section of the New York State Bar 
Association, and the NYU Wagner Institute for Civil Infrastructure Systems (ICIS). 
 
Astrid Glynn, Commissioner of the New York State Department of Transportation (NYSDOT), provided 
the keynote address. In addition, the conference featured two panels of experts who touched upon the 
relationship between freight and the region’s economy, current capacity constraints, technological 
advancements, and future challenges and opportunities for meeting the freight needs of the region’s 
growing population. The following pages provide a summary of the day’s presentations and discussion. 
 
 
FRAMING THE ISSUE 
 
After welcoming remarks by Allison C. de Cerreño, Director of the NYU Wagner Rudin Center for 
Transportation Policy & Management, Joel Ettinger, Executive Director for NYMTC, helped frame the key 
issues underlying the event’s focus. Emphasizing the importance of freight movement in people’s daily 
lives, Mr. Ettinger noted that all forecasts point to continued growth of the region’s population and 
economy. On the one hand, this is a sign of good things to come; on the other hand, this growth creates 
significant challenges. These forecasts mean that more food, more building supplies and more fuel, 
among other things, will be needed to sustain more people and more businesses. According to NYMTC’s 
Best Practice Model (BPM), truck vehicle miles traveled (VMT) is expected to increase about 50% on 
average by the year 2030 in our region. At the same time, this increased freight volume will need to share 
an already constrained transportation infrastructure with passengers.  
 
What Does Population Growth Mean to Freight Movemen t? 
Mr. Ettinger emphasized that, as a region, we need to recognize that freight is a necessary part of our 
lives, and that it is imperative to have an efficient and effective way to move goods to the people and 
businesses that need them. The topic of the conference is particularly relevant since we can no longer 
consider freight separately from people. The region’s growth in population and employment will continue 
to affect all aspects of our lives: it will mean more people commuting back and forth to work, more people 
moving around on the system for recreational and other non-work reasons, and it will affect the types and 
amounts of goods that move into, out of, and through the region.  
 
However, as Mr. Ettinger suggested, population is not the only factor driving freight growth. By most 
measures, goods movement has been growing at a substantially faster rate than population. Part of this 
increase is because of multiplier effects, but it is also due to economic growth, along with growth in 
disposable income and subsequent consumption.  
 
Truck Dominance and Rail Improvement 
NYMTC’s current estimates indicate that the volume of freight into, out of, and through the New York 
metropolitan region will increase by about 50% by 2025. This is significant because this growth is 
translated into an increase in the movement of freight along already congested transportation corridors. 
Indeed, one of the most urgent issues is how to accommodate increasing truck traffic. Most of the 
highway routes in the New York metropolitan region, which in many cases are critical freight corridors, are 
already packed with passenger vehicles and trucks. This congestion currently affects the delivery of 
freight.  
 
Trucks are the dominant mode for goods movement in the NYMTC region (Figure 1). In addition, 99% of 
goods in the region are moved by trucks, waterborne transportation, or a combination thereof. Goods 
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movement by rail accounts for only about 1%. Unless the region changes the modal balance of future 
goods movements, the additional volumes of freight generated by the forecasted population increase will 
continue to be moved mainly by trucks on an already-clogged roadway network. 
 
Mode share needs to be addressed, and there are several recent trends that indicate more attention is 
being given to this challenge. For example, the region’s short line railroad has seen its carload traffic rise 
more than 200% in the last 10 years. NYSDOT and the Port Authority are spending $6 million to 
rehabilitate rail freight infrastructure. The pay-offs of this effort will be fewer derailments and more efficient 
operations, which will facilitate increased goods movement by rail. In addition, the Port Authority and New 
York City have provided funding to restore rail freight services between Staten Island and New Jersey.  
 
What is Next? 
Mr. Ettinger concluded that there is no simple answer to the challenges posed. More regional level 
planning is needed, as is increased awareness of the centrality of freight to the region’s economic viability. 
NYMTC’s goal is to provide the forum and a focal point for regional planning. He added that the 
information obtained in the conference will help update NYMTC’s Regional Freight Plan in order to meet 
these challenges over the next two decades. 
 
 

 
 
Figure 1. Goods Movement Mode Split by County 
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KEYNOTE ADDRESS 
 
Astrid Glynn, Commissioner, New York State Departme nt of Transportation 
 
Commissioner Astrid Glynn began by suggesting that the transportation challenges facing us today in the 
New York metropolitan region are many and varied. They include rising infrastructure costs, financing 
costs, increasing congestion, increasing energy consumption and environmental justice. Furthermore, the 
region’s transportation infrastructure is in need of upgrades and restoration; for too many years, it has 
been accommodating increased freight and passenger movements without any significant expansion to 
the current network.  
 
Trends and Opportunities 
Since 1980, New York City’s population has increased by 14%, to just over 8 million people in 2000. Now, 
the city is expected to grow by another million people by 2030. This means more demand for freight in the 
future. In 1998, commodity flow in the NYMTC region totaled 333 million tons. Foods accounted for 47 
million tons; clothing accounted for 2.8 million tons; and 70 million tons of gasoline was delivered. As the 
population of the New York metropolitan area swells, the expected impact on freight needs will be 
astounding. NYMTC’s Regional Transportation Plan (RTP) estimates that the 31-county tri-state 
population will grow to 26 million, or 1.5 million more households, by 2030. At the same time, NYMTC’s 
Regional Freight Plan (RFP) estimates the annual commodity flow in the region will grow to a staggering 
490 million tons by the year 2025 – an almost 50% increase in freight tonnage. All of this freight will be 
moved on the region’s currently over-burdened transportation system.  
 
This growth in goods movement gives us a classic “good-news-bad-news” scenario. The good news is 
that the increase in goods movement is a positive sign of economic vitality and job growth. It offers a 
better quality of life and moreover, an enhanced ability to compete with other regions in the United States, 
as well as with other countries in the global economy. The bad news, of course, is that the increase in 
goods movement brings additional congestion. According to the 2002 Urban Mobility Report by the Texas 
Transportation Institute (TTI), a total of 658 million gallons of fuel was wasted on the region’s highways by 
delay and congestion in the year 2000. In the same report, TTI estimated that the cost to the region due 
to congestion totaled $7.7 billion a year – $6.7 billion in delay cost, and $1 billion in wasted fuel. In 
addition, congestion is not just on the roads. Much of the region’s east-of-Hudson railroad network is 
running at or near functional capacity. It serves both commuters and intercity travelers during the 
weekday. The full-capacity operations of MTA’s two publicly-owned commuter railroads and the vital 
operations of Amtrak’s Northeast Corridor operations directly limit the ability of this region’s freight rail 
carriers to meet their growing and potential markets in the New York metropolitan area. Moreover, 
congestion throughout our transportation system creates more and more environmental challenges that 
must be addressed.  
 
Despite these problems, there are success stories. The New York area has dealt with its overall freight 
transportation needs amazingly well in the past, considering that: (1) no highways have been built since 
the opening of Verrazano-Narrows Bridge in 1964; (2) conventional truck size and weights have grown 
significantly on a regional highway system that has remained essentially unchanged in terms of roadway 
geometry and vehicle clearances; (3) the closest Hudson River freight rail bridge connecting us with the 
rest of the nation lies 140 miles to the north; (4) both freight and commuter rail usage has grown on a rail 
system that has not expanded; (5) the rise in online purchasing and the development of big box retailers 
have increased the number of freight shipments throughout the region, particularly individual deliveries; 
and (6) traditional, old-economy, local warehouse and distribution facilities are no longer suited to 
accommodate manufacturing and freight logistical changes and have resulted in much longer distance 
freight trips into urban areas. 
 
The region’s ability to continue to compete despite these challenges is due in part to at least a couple of 
measures that we see here today and encounter everyday. One is the dedication of the many 
transportation professionals and experts in the regional agencies, such as NYMTC, and in organizations 
like the NYU Wagner Rudin Center, which study these trends, seek to better understand the issues, and 
deliver programs and projects to address the continuing growth in goods movement. Another key factor 
has been innovation. This region understands the need to utilize strategic and technological solutions as 
well as asset management as necessary means for addressing growth without adding new infrastructure. 
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Agencies such as TRANSCOM (thru the I-95 Corridor Coalition) have been leaders in managing traffic 
through the use of cooperative arrangements and state-of-the-art technology.  
 
Future Infrastructure Investment Strategies 
To meet the challenges we are facing today, we must continue to expand multimodal options. When 
examining our opportunities for the future of our Long Range Transportation Plan, it makes sense to start 
by reviewing past patterns. The 19th Century was an age in which rail took on new importance in goods 
movement in the United States, in part because of the very favorable concession rights which the public 
sector rewarded to the private sector for its willingness to take risks. The 20th Century was an age in 
which the trucking industry received a tremendously useful asset by virtue of the Federal government’s 
investments in the Interstate Highway System. In both cases, there were unquestioned public benefits as 
well as opportunities for private profits. So, what will be the next form of major public investment? What 
will be the public benefits? Commissioner Glynn suggested a few parameters for those investments. 
 
First, current funding levels will not be enough. They are fine for maintaining the system that we have now, 
but they will not fund the building of significantly expanded capacity or help make the necessary 
investments to change the way we carry goods. Second, at least in areas such as New York, expansion 
will not mean creating more of what is in greatest demand, i.e. roads. There is no place to put new roads 
in areas such as downstate New York. Unburdened and available right of ways are akin to endangered 
species. This is one reason why states such as New York are unlikely to be the major beneficiaries of any 
new federal funding categories targeted at creating new highways. Third, the national railroad network 
and the interstate highway system had a wide range of public benefits, opening the west to settlers, 
creating access to new job markets across the country and changing the very definition of “near.”  
Commissioner Glynn suggested that we look for similarly broad ranges of benefits – such as the 
reduction of green house gas emissions and economic growth in abandoned areas – from any public 
investments that we will be making for the 21st Century. Fourth, we need to work globally as well as 
locally more than ever. While security concerns are now rebuilding some of the barriers that freight 
learned to pass through when tariffs fell, it is still a global market that must be reached. Finally, freight 
must be a good neighbor. That means clean technology, good housekeeping practices, dedication to 
safety, and good communications. Freight is a part of the global supply chain, but it is also part of every 
community through which that chain passes. This is particularly true in older areas such as New York 
when the last mile to the distribution center or the intermodal terminal is likely to pass by neighbors who 
will not welcome new environmental burdens if economic benefits are going elsewhere.  
 
Statewide Planning and Other Initiatives 
Some of these challenges have already been explained. There have been many freight-related studies for 
the New York metropolitan area, but implementation of study recommendations has sometimes lagged 
for any of a number of reasons, including institutional barriers and lack of money. Furthermore, while 
some study recommendations are worthy of implementation today, recent trends in freight logistics and 
the region’s economy may have made other recommendations less relevant than when they were first 
introduced. We cannot base our investment on the way that freight movements occurred in the past. We 
must adapt to the way they are operating now and will in the future.  
 
To do so, New York State has begun statewide corridor planning initiatives that emphasize multimodal 
trade corridors that now connect New York’s economy to the nation and the emerging world economy. 
Our completed I-87 Corridor Study identified the need to focus attention on developing a smart highway 
corridor to better integrate the daily operations and incident management capabilities of the parallel US 
Route 9 with the Adirondack Northway. Corridor Studies have also identified other ways to improve 
movement along the interstate – from implementing traffic queue detection at the international border to 
helping facilitate additional container service to the New York, New Jersey and Mid-Atlantic regions. The 
statewide corridor planning initiative also includes the identification of key freight bottlenecks. This effort 
will improve the understanding of where and what types of key system improvements, and which 
intermodal connections, are needed. As part of the initiative, NYSDOT has initiated a Trade Overview 
Study to provide an up-to-date picture of freight movement and its importance to the state economy. It will 
include emerging freight logistics trends and strategies to address the most urgent problems. In addition 
to the much needed quantitative analysis of freight flows, this effort will directly engage freight system 
stakeholders to best direct the future efforts regarding freight transportation system planning.  
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The regional agencies have also paid attention to understand the changing trends in goods movement. 
For example, the Port Authority’s ongoing implementation of its comprehensive Port Improvement 
Program has created new intermodal connections and added strategic system capacity at dockside as 
well as on the region’s rail and highway networks. The Port Authority’s management is also discussing 
with New York City EDC and with other agencies, including NYSDOT, the opportunity for the Port 
Authority to assume responsibility for updating and completing the cross harbor freight movement 
planning effort. 
 
NYMTC’s Regional Freight Plan and Regional Transportation Plan have identified and targeted key 
deficiencies in the region’s freight transportation network. Some of these have been programmed for 
improvement in the near future.  
 
On-Going Efforts 
Commissioner Glynn emphasized that we must have a clear set of freight transportation investment 
priorities and a concrete set of milestones to measure our progress. She said our region has many on-
going freight infrastructure projects that would be the envy of any other area of the country.  
 
Last month the PANYNJ and New York City re-instituted a direct freight rail service link with Staten Island 
as a component of the successful on-going transformation of the New York Container Terminal at 
Howland Hook into a state of the art international container port and intermodal facility.  
 
The City of New York, the Port Authority, and NYSDOT are now studying strategies to improve access to 
the John F. Kennedy International Airport. Their analysis includes improving truck access to this major 
global air freight hub. 
 
Recently, NYMTC’s approvals have cleared the way for the Congestion Mitigation and Air Quality 
(CMAQ) fund to be used by CSX transportation to acquire ultra low emission diesel switcher locomotives 
for services in Oak Point yard and for local rail deliveries in the Bronx and Queens. The Environmental 
Protection Agency (EPA) tier 3 compliant locomotives are projected to reduce emission of nitrogen oxides 
(NOx) and particulate matter (PM) by 80%, while using between 35-50% less fuel than older, conventional 
low-horsepower locomotives. 
 
Despite these impressive feats, the fact remains that freight transportation infrastructure capacity has not 
expanded with demand. The infrastructure is at risk of falling short of future demands unless we move 
forward to implementation with purpose and with conviction. State and local officials are continuously 
confronted with the challenge of providing infrastructure to address large and shifting traffic increases 
generated by our ports, our inland terminals, and the distant mega-distribution centers. As noted earlier, 
we need to improve freight rail access as a means of reducing long distance truck travel on the region’s 
highways. This is a part of balancing demand across the modes.  
 
Success Needs Broad Institutional Support and Balan ced Modal Share 
Commissioner Glynn emphasized that we need to be better prepared for the needs of today and for the 
future by diversifying the investment to achieve modal balance in goods movement and mitigate 
congestion on our transportation network. To do this, increased rail access and modal share are 
important, but will not be a panacea for region’s freight challenges. It will be a notable feat for freight rail 
to attain a desirable 10% market share of the long distance commodity flow for the East-of-Hudson 
market. To accomplish such an increase, we will need a long-term commitment and the cooperation of 
the region’s many transportation agencies and stakeholders.  
 
There is no magic bullet to reduce the growth in truck traffic in the New York region. Whether or not we 
like the growth, trucks of all types will continue to be the dominant freight mode, and will increase in 
volume in the future. With this in mind, we must not only maintain and improve our highway infrastructure, 
but also develop ideas to accommodate growth. For example, we may want to explore implementing 
exclusive truck lanes to improve freight flow in constrained locations. State and local governments will be 
central to the effort to strengthen the freight transportation system.  
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Integration of Ideas: Intermodal, Inter-jurisdictio nal Coordination, and Partnerships 
Governor Spitzer recognized the importance of focusing attention on the New York metropolitan region’s 
many transportation issues, and he created the downstate transportation cabinet to address them. The 
cabinet consists of representatives from the Metropolitan Transportation Authority (MTA), PANYNJ, 
NYSDOT, and the Governor’s Office. This group will begin to address issues such as the potential for 
increased freight rail use of the commuter rail system, improving access to key freight terminals, 
maintaining the port facilities, and policy coordination on the region’s transportation network. 
 
According to Commissioner Glynn, we must work together to address the comprehensive logistical 
problem that does not limit itself to governmental jurisdictions, geographical boundaries or the traditional 
dividing lines between the public and private sectors. We should begin to move away from the traditional 
methods of transportation planning where we only concern ourselves with transportation-related assets 
available within our own boundaries or for single modes. We need to move in concert, and expand 
transportation planning on a regional and multimodal basis to better match existing and future freight 
movement patterns. Only in this way will we be able to adapt to current patterns and future trends in 
freight movement and logistics. 
 
Where Do We Go From Here?  
There are three items of particular importance as we look forward. First, we need a national freight policy. 
From the public perspective, we must better understand freight logistics. We need to know who our 
customers are. At the same time, we need to realize that our transportation system and land use are tied 
together. We must also ensure that plans and projects for freight transportation investments fully 
incorporate environmental and community impacts as well as energy considerations. This process should 
begin at the highest level of government. It is central if this country is to develop and adopt a national 
goods movement policy and appropriate financing mechanisms. This process began with SAFETEA-LU’s 
awareness of the importance of intermodal facilities. The National Surface Transportation Policy Review 
and Study Commission created in SAFETEA-LU may be the best opportunity to develop appropriate 
national Freight Policy and related financing policies.  
 
Second, there must be state support. Billions of dollars will be invested between the years 2005 and 2010 
in a statewide transportation capital program. These investments will include freight rail improvement 
projects. The state investment program will also help our aging and congested transportation system by 
improving mobility and reliability, enhancing safety, and building capacity in some areas, while being 
sensitive to the environment.  
 
Finally, we need a smarter funding strategy. Funding is a critical concern at all levels of government. 
Without increased revenue, the federal highway trust fund expects to face a significant reduction in 
funding for both highways and other transportation programs. Existing funding challenges at all levels will 
make it increasingly difficult to finance infrastructure from the current distribution of traditional 
governmental sources. We will need to maximize our ability to secure funding by being smarter about 
how we program and deliver our projects throughout the state, and the New York Metropolitan region. 
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PANEL 1: THE NATURE OF THE CHALLENGE  
 
Moderator: Allison C. de Cerreño, Director, NYU Wagner Rudin Center for Transportation Policy & 

Management 
Panelists: Mark Pisano, Executive Director, Southern California Association of Governments 
 Anthony Shorris, Executive Director, The Port Authority of New York & New Jersey 
 Robert Paaswell, Director, University Transportation Research Center, Region 2 
 
 
Mark Pisano, Executive Director, Southern Californi a Association of Governments (SCAG) 
 
Mr. Pisano began by invoking Dr. Robert Leachman at the University of California, Berkeley, and 
suggesting that goods movement is not really a transportation Issue. Instead, it is fundamentally an issue 
of economic transformation. According to Dr. Leachman, large distribution centers around the nation are 
strategically located so that they can be supported by large container ports like the Ports of Long Beach, 
Houston, NY and NJ, and others. The volume of goods movement (counted in ton-equivalent-units or 
TEUs) at the 10 major ports in the United States has dramatically increased in recent years and will 
continue to rise. The freight volume handled in the Ports of Los Angeles and Long Beach is expected to 
more than quadruple between 2004 and 2020, and a similar increase is expected for the Port of New 
York and New Jersey. In the SCAG region, such an increase has been affected by two factors.  
 

·  Global Economy Transformation:  Due to the globalization of the economy, the influence of 
China and other Far East Asian countries in international trade has increased; also, new trade 
agreements have been passed in the last 10 years. Such changes have increased the container 
volume in the Ports of LA and Long Beach where 13.1 million TEUs were handled in 2004. 

 
·  Geographic Advantage:  The Ports of Los Angeles and Long Beach handle about 63% of 

containers imported to the United States. Interestingly, the California region consumes only 23% 
of the goods imported into the region. The remainder of those imported goods is moved to the 
rest of the country. There are two reasons that more goods are imported to these ports and 
distributed to the rest of the nation. First, more goods are imported from Asian markets which are 
closer to the west coast than east coast. In addition, the ports provide necessary services for just-
in-time inventory management of retailers. Second, related to the first, Post-Panamax ships* are 
too large to transit the Panama Canal to reach the ports in the east cost, but the Ports of Los 
Angeles and Long Beach have the capability to handle Panamax Ships.  

 
New Inventory Management Strategy: Efficiency gaine d by Transloading 
Economic transformation and increasing global trade have also influenced the behavior of private 
business. To increase productivity and profitability, industries have adopted more sophisticated supply 
chain management strategies. The Ports of Los Angeles and Long Beach can provide these services to 
retailers like Wal-Mart.  
 

·  Just-in-time Inventory Management: Retailers, for example, want to maximize profits and 
productivity by optimizing the level of two types of stocks – basic stock and safety stock. Basic 
stock is the amount needed to accommodate regular sales, while safety stock is the amount 
necessary to meet unexpected demand. In traditional direct and non-consolidated shipping 
(Figure 2-A), containers are loaded onto many ships that are destined for many ports, all of which 
are near the regional distribution centers. In this method, there is less flexibility in managing 
safety stock since the amount of goods shipped to each distribution center is decided in advance, 
i.e. at the moment when containers are assigned to each ship. On the other hand, using the 
transloading method, goods are consolidated onto fewer ships that are destined for fewer ports 
(Figure 2-B). Then, shipments are de-consolidated at the distribution centers in ports. The 
distribution centers are able to keep safety stock and move it quickly to the retail stores or 
regional distribution centers according to the updated safety stock information. In this way, 
retailers can meet changing demand more quickly. The savings from this just-in-time (JIT) service 

                                                 
* A normal container ship handless 2000-3000 containers, a Post-Panamax ship can move to 10,000 TEUs. 
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in the SCAG region is about a billion dollars annually on inventory interest alone. Retailers in the 
region have been able to reduce safety stocks by 18-20% of their total stock (including safety and 
basic stock). For the last two decades, inventory-to-sales ratios declined rapidly from 1.55 in 1985 
to 1.3 in 2004. The “Days Out” on the bottom of the two slides in Figure 2 demonstrates that 
consolidated shipping has, on average, one month advantage in replenishing safety stocks.  

 

 
(A) (B)  

Figure 2. Comparison: Non-Consolidated Shipping vs.  Consolidated (Transloaded) Shipping 
 

·  Use of 53-foot containers: There is another efficiency gain from transloading. Goods had been 
entering ports in 40-foot marine containers, but in the transloading model, goods shipped to ports 
are transloaded to 53-foot containers. A 53-foot domestic container has 60% more usable space 
than a 40-foot marine container. Using 53-foot container moves more goods per shipment and 
saves retailers on transportation costs. The profit margin of Wal-Mart, for example, is completely 
contained within the difference between 40-foot and 53-foot containers.  

 
Using this new shipping model, businesses reduce costs by transloading shipments and by using bigger 
containers. This is what logistics is about these days, which increases profitability and savings within the 
supply chain. This is why Dr. Leachman at the University of California, Berkeley argued that we can buy 
the same goods cheaper here than in China when we look at supply chain efficiency that leads to 
productivity and profitability gain. 
 
Expansion Projects 
Next, Mr. Pisano addressed capacity issues in the SCAG region and their efforts to accommodate future 
growth. The SCAG region has three thruways – U.S. Route 6, I-10, and I-210. According to the traffic 
simulation of the next 20 years, the region cannot accommodate the freight volumes on its roadways and 
railroads. Mr. Pisano argued that any regions with large transferred trade centers will not be able to 
handle the growth of freight volume in the future. Roads and railroads in those regions are going to run 
out of capacity necessary to accommodate future growth. The first issue SCAG put on the table was truck 
toll lanes, which have been studied for 15 years. SCAG concluded that truck lanes can be added to the 
existing roadways. They also studied the possibility of building dedicated truck lanes where one truck 
pulls multiple containers. According to their study, truck lanes will save time and money for the truck 
industry. Such gains in time and money, Mr. Pisano suggested, should be translated into project finance 
strategies.  
 
The next issue SCAG looked at was rail. The Alameda Corridor cost $2.4 billion project (about $4 billion 
in today’s dollars), and took 18 years to build. Even with the Alameda Corridor completed, more capacity 
is needed. Therefore, SCAG is now looking at another alternative: a High Speed Intra-regional 
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Transportation System. The system was originally considered for passengers; however, six months ago 
SCAG found out that the system can move containers. This plan will enable the region handle 1.5 times 
(roughly 13 million TEUs) as many TEUs as had been predicted in the long range plan of private rail 
companies in the region.  
 
Things to be Considered for a Successful Project – Environment, Capacity, and Finance 
What was just mentioned was the good news. The bad news is that all this freight affects health. The 
relationship between asthma rates and small particulate matter generated by the Ports of Los Angeles 
and Long Beach is of increasing concern to the SCAG region. In fact, about 50% of particulate matter in 
the SCAG region results from goods movement. According to a study by University of Southern California 
(USC) and the University of California, Los Angeles (UCLA), the region surrounding the Ports is 
experiencing 5,000-6,000 premature deaths each year and more than 180,000 new asthma cases. The 
problem is an epidemic. Two months ago, a council in SCAG requested that the Governor and President 
recognize the issue in the region as a national emergency. Every area with significant goods movement 
volume has the same problem of how to deal with small particle issues; goods movement and particulate 
matters go hand in hand.  
 
Mr. Pisano asked, “What do we do both to solve capacity and help the environment?” The approach 
SCAG took was to translate all productivity gains addressed earlier into a financing structure that would 
address the issues of project construction costs, travel time savings, productivity gains, and 
environmental mitigation. This was how the Alameda corridor was built. This was how they proposed and 
implemented $30 – $40 billion capital projects, addressing the use of tolls, fees, economic incentives and 
partnerships with other governments.  
 
In order to address issues related to goods movement, Mr. Pisano called for two policy issues.  
First, we have to deal with environmental issues. Without addressing environmental impacts, we ought to 
reexamine why we want to participate in the global marketplace. The health impact is serious. Second, 
we need a new form of federal assistance and implementation.  
 
Mr. Pisano concluded his insightful presentation by providing two theoretical policy issues he envisions. 
First, he mentioned that movement will be the fourth factor of production in microeconomics, in addition to 
traditional three factors – land, labor, and capital. In other words, the movement of goods and people are 
a critical factor of our sustainable economy. The second issue is the growing importance of the freight 
industry in the job market in the United States. In the SCAG region, about 10% of the jobs come from 
goods movement. The number of people employed in logistics is now higher than in manufacturing. 
Indeed, the logistics sector may be replacing the disappearing middle class, leading to important policy 
implications in terms of how to rebuild incomes for middle class Americans.  
 
 
Anthony Shorris, Executive Director, The Port Autho rity of New York & New Jersey 
 
Mr. Shorris began by emphasizing that planning, politics, and technology all are important when we talk 
about freight issues, but it is economics that we must ultimately address. We are dealing with a region 
that has an extremely outdated infrastructure and that needs massive reinvestment in order to be 
economically competitive. He added that we may be coming to a moment when there is an opportunity to 
plan and implement reinvestment projects.  
 
Opportunities: Strong Local Demand and Coming Trend s 
Mr. Shorris argued that there are many challenges that we have faced. For the past 30 years, the region 
has been averse to risk, particularly when dealing with investment in freight and goods movement. Our 
share in the national market declined, and we went from the number one port to the number three port in 
the United States. The rise of Asian markets seemed to help the growth of the west coast ports, as 
presented by Mr. Pisano. In addition, the presence of waterside greenfields in the southern states allowed 
them to create very competitive and modern ports. On the other hand, we are dealing with denser and 
smaller ports. In addition, changes in the logistics and supply chain management sector have changed 
and put enormous pressure on the cost perspectives of logistics businesses. All of the above mentioned 
trends probably led to inappropriately low investment in this area throughout the last quarter of the last 
century.  
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He added, however, our growth potential is strong because we have observed some changes in the 
market that may be favorable to our region. Recently, some shifts have been taking place. Asian shippers 
are diversifying their operations to multiple ports in the United States after some difficulties with moving 
their goods quickly on the west coast. The Far East is now the number one port of origin here in New 
York, replacing Europe. And, the Suez and Panama canals are improving their facilities. All of these 
changes have helped to begin to stabilize our region’s share in the national market.  
 
Opportunities are growing. Driven fundamentally by economics, the New York Metropolitan region has a 
decent, if not excessive, supply of logistical capacity – the ability to move goods not only within region, 
but also to and from our region. Growth in goods movement in this region is positively projected. We have 
seen extraordinary growth in port movements in the last 10 years, with a doubling in the volume of 
containers handled. In addition, the economy of the United States has started to grow in terms of imports 
and exports. 
 
Given the growth in freight demand and the lack of freight facilities with enough capacity brings a new 
opportunity to our region. In other words, the growing demand for ports and limited supply of port facilities 
have made ports very valuable commodities, especially in a world where private equity is very strong. The 
Port Authority has been able to capitalize on these circumstances to draw investment to the ports. 
Recently all three major ports in NY and NJ have recently turned over their leases to extremely savvy 
private investors – Deutsche Bank, AIG and major pension funds. They saw opportunity here they are 
betting on. What they are betting on is that there is sufficient demand and growth in demand and limited 
supply of an ability to expand supply. It seems logical that, since freight operates as a system, the same 
might be true for other pieces of the system such as trucks, rails, and others.  
 
Objectives of Investments in Infrastructure 
We have a long list of initiatives that we want to achieve, and we will have to make hard choices since 
sufficient public sector resources do not exist to implement everything we want. Thus, as we think about 
brownfields redevelopment and improvement and expansion projects of ports and cargo terminals, we 
have to decide what projects best reflect our goals of security, economic growth and sustainability.  
 

·  Security: We need to make substantial security-based investments.  
 
·  Sustainability: We need to make investments to decrease our dependence on trucks, ease 

congestion, improve the environment, and improve the quality of life. 
  
·  Economic Growth and Opportunity: We need to be concerned about how to increase regional 

productivity and competitiveness in the marketplace by creating new mechanisms like the inland 
distribution points and so on.  

 
Need for a Strong Public Role and National Guidance  
These objectives cannot be achieved without government support, and the public sector has a critical role 
to play. It must deal with market failure that traditionally comes from the creation of public goods and, 
otherwise, is internalized in pricing.  
 
The biggest challenge in infrastructure investment is that it takes so long to plan, build, and implement. 
Such long-term investments will need an impetus at the national level. In addition, without government 
guidance and with the existence of intramural competition among ports in this region, scarce resources 
cannot be allocated efficiently. To ensure efficient investment, we need to prioritize a list of investments 
according to order of importance, and with a guidance of national government.  
 
 
Robert Paaswell, Director, University Transportatio n Research Center, Region 2 
 
Dr. Paaswell began by noting that while the symposium was focused on freight, the issue is really one 
that touches on the broader transportation system, including all modes and both passengers and freight. 
Indeed, addressing challenges posed by freight can often be done in the context of addressing dilemmas 
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of passenger movements as well. Yet, we often ignore one mode over the other and often ignore freight 
or passengers instead of dealing with the system in a more integrated manner.  
 
However, integration is not easy, particularly for freight. While it is relatively easy to collect information on 
passenger travel by conducting an origin-destination (O-D) survey, freight is much more difficult because 
freight does not move for its own sake. Freight movement starts with consumer demand; and consumers 
demands different things at different times of the day. Therefore, the analytical tools we need are 
different. In the end, however, regardless of mode, we want to achieve with transportation planning the 
same set of objectives – economic development, environmental quality, global competitiveness, and 
quality of life. This is why we need to think of freight and passengers together. 
 
Need to Consider Complex Criteria 
We could improve goods movement in the New York metropolitan region by adopting similar types of 
projects as have been implemented in California, like the Alameda Corridor or the various port 
improvements. However, we really need to recognize that such plans also dump more trucks onto streets 
that are already clogged. If more than 8 million people in New York City cannot move now, how will they 
move once there are a million more? Therefore, we need to understand: 
 

·  Where do we make investments? 
·  What types of investments do we make? 
·  What do we want to look like in the future? 

 
When it comes to the core area, which is Manhattan south of 60th Street, it is an amalgam of various 
socioeconomic elements. This relatively small part of Manhattan deals with so much public transportation 
and so many private vehicles, and is crossed by highways where most goods are moved into the city.  
 
But, we also have to consider the impact of goods movement at a larger scale. That is, we are really 
dealing with a much larger region. When we talk about goods movement in the region, we need to think 
about the goods shipped to our region might be came from the west coast ports like the Port of Los 
Angeles, south through Baltimore, and north through Montreal. They are the areas that influence our 
region.  
 
The crisis with the growth of freight from and to all regions mentioned above is that freight consumes 
much of our transportation network. If people and goods cannot move in this area, economic hardship is 
felt in the region. In turn, people will move to other regions. Finally, economic opportunities in this region 
will be lost. This is not the solution that New Yorkers would like to see. 
 
Therefore, when we look for solutions, we need to consider transportation plans that serve residents, 
businesses and firms, and large numbers of tourists; that optimize the use of existing infrastructure; and 
that consider economic benefit and environmental objectives.  
 
Inadequate Road Network and Infrastructure 
We have huge conflicts between thru traffic and inter-city traffic. This is in part because our network has 
never been optimized to ensure that thru traffic stays outside the region. It is further complicated by the 
fact that freight moved within the city cannot move in a rational way. Trucks slow everything down. We 
need to improve the network capacity by improving the ability to move trucks more quickly. What further 
complicates goods movement in New York is that we are not just moving goods; we are also moving 
services by truck.  
 
When it comes to the last mile issue, the problems are exacerbated. Off-loading facilities in commercial 
buildings are inadequate. Loading docks start closing at 5:00 PM, since businesses do not want goods 
delivered outside normal work hours. Large numbers of free parking permits issued to city employees 
monopolize curb/off-loading space. In addition, continuous construction projects clog city streets. The 
impacts of all these factors increase dwell times on streets and in buildings, add to on-street congestion, 
increase emissions, and raise the cost of delivery.  
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Approaching Solutions 
When we talk about applying solutions, we have to look at sets of possible solutions such as regulation, 
pricing, capital investment, and innovation; in the end, we need to consider all of the solutions 
simultaneously because each investment we make is going to affect other regional transportation 
networks. In other words, we need to think about whether we are creating more problems with a given 
solution, or whether we are enabling more solutions to generate other benefits as a result. 
 
Congestion pricing is only one possible solution. Congestion pricing will improve access to the core area, 
and reduce the cost of moving goods and people in and out of the region. The implementation should be 
made based on carefully chosen objectives such as the attainment of higher levels of service, air quality 
improvements, and revenue generation. The bottom line is to sustain the economic vitality of New York 
City. To accommodate another million people, however, we have to view a variety of solutions in proper 
perspective. We need to increase our investment in infrastructure such as freight tunnels, highway 
improvements, and more railroads; these are long-term solutions. For the short term, at least for moving 
the last mile, we can begin to look at involving the private sector and at ways of getting off-peak 
deliveries. The provision of tax incentives can be an option to attract more businesses to adopt off-peak 
deliveries. A study by José Holguín-Veras of Rensselaer Polytechnic Institute showed that tax incentives 
could generate a shift of 15-25% of truck traffic to the off-peak hours. This is several times the shift 
induced by the 2001 toll increases on MTA bridges and tunnels. 
 
We might also consider some city logistics strategies. Joint delivery systems (JDS) can increase truck 
utilization by consolidating delivery of various goods from different businesses into one truck. According 
to a study by José Holguín-Veras of Rensselaer Polytechnic Institute, load factors of trucks in a typical 
urban area are about only 15-20%. Therefore, JDS will help reduce the number of truck trips in the 
congested urban area by operating trucks with their full capacity. JDS has been implemented in some 
Japanese and German cities. 
 
Dr. Paaswell concluded that trucks are basically a way of life for New Yorkers – for businesses and for 
personal deliveries. The time has come to develop goods movement and delivery policies that will meet 
explicit growth and sustainability objectives. It will take a combination of new institutional capacity, 
partnerships with private interests, technological investment, regulations and leadership to create a 
rational policy.  
 
 
Questions and Answers with the Audience 
 
Questions directed to the members of the panel touched primarily upon infrastructure investment 
strategies. One participant asked, given the recognition of the need of public leadership in freight 
transportation projects, what is the justification for pricing goods movements by imposing tolls on existing 
and new infrastructure, since this additional cost is passed to customers. In response, Mr. Pisano pointed 
out that the cost of moving goods ought to be paid by those who get benefits from the projects. To the 
general public, the public benefits gained from the investment projects are probably congestion relief and 
environmental mitigation. Therefore, the public needs to pay its share. At the same time, the private 
business can pay its share by financial participation in the projects. Mr. Pisano added that this is a kind of 
business deal.  
 
The next participant asked about the final mile issue of truck deliveries in congested urban areas. 
Specifically, the participant asked, with a given population growth and limited road mileage, what kinds of 
strategies are available for shifting people from private vehicles to public transit and for making room for 
truck deliveries. Dr. Paaswell first pointed out that there is no single solution. He added that when we deal 
with transportation issues, we need to look at a variety of performance measures that are used to 
evaluate the strategies and objectives of transportation projects. He said, however, the performance 
measures we have used were made to measure operational efficiency and effectiveness, not created to 
evaluate customer satisfaction. For example, we may need performance measures such as delivery time 
spent and the number of successful deliveries, not the engineering performance measures like vehicles 
per hour per lane.  
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Mr. Pisano provided a more specific answer to this question. He said a variety of regulations, like a time-
of-day pricing, changes the behavior of shippers and receivers. For example, the Ports of Los Angeles 
and Long Beach introduced PierPASS that imposed penalties on day-time deliveries. This pricing strategy 
has alleviated congestion sufficiently to allow SCAG a 5-year window to address the overwhelming choke 
points in the region.  
 
Another participant suggested attracting more private investment funds for funding our infrastructure. The 
participant mentioned that a large investment company like Morgan Stanley has lots of capital and is 
looking for projects in which to invest. This provides an opportunity for the public sector, but the public 
sector must make such partnerships more feasible. Mr. Pisano agreed, but pointed out that bringing such 
financial investment is not easy in the public sector. He continued that we need to develop a system that 
allows us to tap into a new capital and productivity in the next reauthorization. Mr. Shorris also agreed, 
but cautioned that in some respects we need to be careful because the public agency has a responsibility 
to ensure public benefits. Private equity demands certain levels of return, pricing and certainty, goals that 
could conflict with those of the public agencies entering into agreements with the private sector.  
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PANEL 2: CHALLENGES AND NEXT STEPS 
 
Moderator: Robert Yaro, President, Regional Plan Association 
Panelists: Robert Caton, Vice President, Leasing and Marketing Director of the Airport Facilities 

Group, AMB 
 Alice Cheng, Vice President, New York City Economic Development Corporation 
 James Devine, President and Chief Executive Officer, New York Container Terminal 
 William Goetz, Resident Vice President, CSX Transportation 
 John Henry, Senior Vice President and Chief Financial Officer, Duane Reade, Inc. 
 Jerrold Nadler, Congressman, U.S. House of Representatives 
 
In a moderated discussion format, panelists discussed challenges and opportunities, and exchanged 
ideas on the directions for the future of freight transportation planning for the New York Metropolitan area.  
 
Problem Definition: Are We in Crisis? 
Mr. Yaro opened the panel by asking a frank question: “Are we in crisis when it comes to goods 
movement in the New York metropolitan region?” 
 
Mr. Devine suggested that we are, and used the adage of six blind people who go to the zoo and see the 
elephant for the first time as a way to describe the situation. Just like what the people at the zoo feel 
when they touch various parts of the elephants, we know we have some problems with our transportation 
system, but we do not fully understand the nature of the problems or potential solutions since we all 
define the picture of challenges and needs from different perspectives.  
 
Congressmen Nadler also agreed that the region is in crisis in several ways. First, trucks continue to 
dominate goods movement. Although 40% of goods in other regions in the United States are moved by 
rail, the share of rail in this region is less than 1%. Higher truck dominance in this region may pollute air 
more than rail, cause more congestion on the already clogged streets, and further damage our outdated 
infrastructure. Second, infrastructure investments are very much in need in this region. When we assume 
that the region will grow at the annual average growth rate of 2.73% for next 20 years, the freight volume 
generated from that growth will go up by 80%. We need to figure out where we are going to put these 
additional trucks. Congestion pricing, high occupancy vehicle (HOV) lanes and dedicated roadways would 
all maximize system efficiency in terms of lane miles, but such programs cannot be implemented without 
sufficient funding. Finally, we have to come up with more creative ways to fund our necessary projects 
(e.g. public private partnerships). Otherwise, our transportation system will fall apart.  
 
Mr. Henry addressed the current problem from a retailer’s perspective. He said that his company, Duane 
Reade, has been negatively affected by traffic congestion. Duane Reade’s delivery trucks from two large 
distribution centers in Maspeth, Queens, and North Bergen, New Jersey travel about 450,000 miles a 
year. The average round trip distance to the stores is 14 miles, but average travel time is about 4.5 hours. 
He argued that we need to focus on “now-alternatives” as opposed to solutions for the next 10 years, 
implying that businesses feel an urgency not necessarily shared by the public sector at this point.  
 
Unlike other panelists, Mr. Goetz from CSX looked at the current crisis of goods movements as an 
opportunity. In particular, he suggested that the current modal domination by trucks presents an 
opportunity for the railroad industry that could potentially move goods more quickly and efficiently.  
 
 
Solutions to the Crisis 
After exploring the nature of the crisis, Mr. Yaro asked each panelist to describe one policy, investment or 
strategy that could address the challenges we now face.  
 
Mr. Caton addressed two issues: regulation and cost. In terms of regulation, he pointed out that many 
trucks these days carry 53-foot trailers. However, the regulation in New York City does not allow 53-foot 
trailers to travel on certain parts of roadways. Mr. Caton also pointed out that the cost of warehouse 
construction in the New York area is pretty high, compared to that of other regions, including New Jersey. 
We need to look at how we can mitigate the burden of construction costs. For example, the ground lease 
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term for them (Mr. Caton’s business) in the airport is 25 years. If the land lease is extended to 30-35 
years, the business will be able to amortize the construction costs over a longer period of time.  

   
Mr. Devine said that there is no simple solution; we need a comprehensive approach to a very complex 
problem. There is a crisis at the ports in terms of capacity. In 1957, 23,952 ships arrived in the region’s 
harbor for international commerce. Last year, only 10,952 ships entered into our harbors, of which 4,000 
involved container traffic or international traffic. The containerization of shipment in the mid-1950s gave 
government agencies a sense of complacency. Since the efficiency of the technology enabled ports to 
handle more containers, the agencies no longer needed to focus on the waterfront. For example, in 1996, 
1.3 million containers moved out of the port of New York. In 2006, 10 years later, 2.9 million containers 
were handled. This is a testimony of increased efficiency of the port. 
 
What had happened was that the waterfront was transformed into shopping centers and condos at the 
expense of a working waterfront. Until now, this has worked, but it is not going to work in the future. We 
need to preserve land associated with the working waterfront. We cannot build condos and high rises on 
the last remaining pieces of the working waterfront. The Port Authority and the City need to step up to the 
table and preserve that land. 
 
Congressman Nadler supported Mr. Devine’s idea of preserving portions of the waterfront for ports. In 
addition, he suggested several solutions/recommendations. First, he argued that the city needs to have 
an overall unified freight policy in terms of sustainability, mentioning that there is no freight component in 
the Mayor’s PlaNYC 2030. Second, he suggested that commuter railroads have to pay some attention to 
freight railroads. They have thought of freight as a nuisance. Third, he pointed out the need of a freight 
rail terminal. He said that some rail facilities in the region cannot be utilized because there is no way to 
cross the river by rail to move goods. Finally, he emphasized the preservation of possible rail sites. He 
pointed out that all possible rail sites have turned into condos and golf courses. In addition, he critiqued 
the city’s new jail plan in the Bronx where a possible rail site is located.  
 
Ms. Cheng mentioned some success stories like the city’s recent waste management program that will 
move 13,000 tons of waste per day by rail and barge. The program will significantly reduce truck traffic. 
Another success she mentioned is the reactivation of the Staten Island railroad by a joint effort of the 
PANYNC and NYEDC. She made a point that looking at lessons from successes will give us momentum 
to going forward. Further, she emphasized that PlaNYC 2030‘s congestion pricing initiative will provide 
tucks with better access to downtown businesses. 
 
Emphasizing the importance of downtown deliveries, Mr. Henry suggested a policy that allows 24-hour 
delivery into, out of and within the city. He said that a penalty on day-time deliveries will encourage 
businesses to use off-peak hours for delivering goods to stores, restaurants and other businesses. This 
policy, he argued, will reduce delivery times, mitigate air pollution, and reduce exposure to hazards and 
accidents.  
 
Mr. Goetz provided a slightly different viewpoint of the railroad industry. Unlike the other panelists who 
mainly focused on the movement of goods for in-region consumption, Mr. Goetz focused on the out-of-
region consumption market. He pointed out that the region is competing with other regions, especially 
with the ports on the west coast, for delivering goods to the markets in Chicago, Cleveland, Detroit and 
other cities in the Midwest. He emphasized that the out-of-region market is good not only for the railroad 
industry and ports in this region, but also for the regional economy. As for the utilization of transportation 
infrastructure to reach the out-of-region market, Mr. Goetz noted that the railroad industry uses private 
right-of-way for the vast majority of its operations. In this way, transportation costs are not passed to 
taxpayers. 
 
What Are the Missing Pieces? 
Mr. Yaro commented that all the suggestions made by the panelists appear possible, but asked each 
person to suggest what pieces were missing to make those suggestions happen? In other words, what 
are the barriers to reach consensus to move ahead? Is it an institutional barrier, leadership, financing or a 
mix of them?  
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Congressman Nadler emphasized the role of politics, saying “Freight does not vote.” In other words, it is 
hard to obtain broad public support on freight projects, compared to passenger-related projects that 
seemingly provide lots of public benefits. In order to overcome this limitation, Congressman Nadler 
suggested that the business community needs to get organized, and help inform the public about the 
benefits of freight projects.  
 
Mr. Caton agreed with Mr. Nadler’s remark, and added that the idea of a modal shift from trucks to rail is 
difficult since customers are so accustomed to less-than-truck (LTL) load and small deliveries. To 
promote a modal shift, he suggested that the railroad industry needs to conduct some public outreach 
efforts and let the public know what types of cargo can be handled in this region that were typically 
delivered by trucks. 
 
In response to Mr. Caton’s suggestion, Mr. Goetz mentioned that rail’s attractiveness in goods movement 
will increase in the long term because of two factors. First, fuel prices are increasing and the percentage 
of fuel in rail’s cost is far lower than that of trucks. Second is the fact that the trucking industry has 
experienced a high driver turnover rate, and since younger people do not like the lifestyle of over-the-road 
truckers, they will increasingly find difficulties in hiring new truckers.  
 
Ms. Cheng pointed out that the most important missing piece is financing. The region has a plethora of 
projects that need to be funded. She mentioned that the Mayor would like to see the city take 
responsibility for its needs through using revenues from congestion pricing to fund transportation projects.  
 
Where Should Leadership Come From? 
Mr. Yaro asked the panel the appropriate role of business in providing the leadership and the role of 
governments for moving agendas. Congressman Nadler responded that good leadership should come 
from major political figures like the Governor and Mayor. He said that historically, major transportation 
decisions have been led by government agencies, but not necessarily with government financing. With 
diverse interests in the region, we cannot build everything suggested. We do not have enough funds. 
Therefore, we have to have government guidance that prioritizes alternatives and allocates scarce 
resources efficiently to projects.  
 
Mr. Yaro added that the Alameda Corridor is a good example where freight issues were transformed from 
an arcane specialist transportation issue to a well understood set of public initiatives that can provide 
public benefits such as health, environment and economy. He added that we need to consider lessons 
from the Alameda Corridor. 
 
How Do We Make the Transition?   
After his comments, Mr. Yaro asked how we can make a transition here akin to the Alameda Corridor. Mr. 
Goetz pointed out the importance of prioritization. Similar to Congressman Nadler’s point on government 
leadership, Mr. Goetz said that we cannot do everything at once. Mr. Devine argued that legal 
entanglements should be avoided, noting that the Alameda Corridor took 18 years from planning to 
completion – an example of what not to do.  
 
Congressman Nadler suggested the appropriate role of Congress in reauthorization, mentioning a 
specific example on what happened in the last reauthorization. In a committee meeting for 
reauthorization, the Projects of Regional and National Significance Program was supposed to select 3-5 
major transportation projects in the nation that were hard to fund and expensive. However, it turned out 
that the passed bill selected 75 projects that were pork barrel projects for different regions. Congressman 
Nadler said the committee will try to go back to the original idea and to select a few projects with national 
significance in the next reauthorization. 
 
 
Questions and Answers with the Audience 
 
Upon opening up the panel to discussion with the audience, one participant commented that 
transportation discussions often focus only on transportation issues, and that urban planners do not 
participate in transportation discussions. She suggested that urban planning officials and transportation 
planners should work more closely in addressing freight issues. 
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The next question, directed to Mr. Goetz and Congressman Nadler, asked whether rail freight companies 
would use publicly funded facilities. Mr. Goetz simply responded that they are very interested in wherever 
there are paying customers. Congressman Nadler added that a fee must be levied. However, the fee 
would be high enough to pay off some of the project costs. In addition, at the same time the fee should be 
low enough to give an incentive to the rail industry to use the public right-of-way. 
 
Another participant asked why certain rail facilities are not utilized for freight movement and suggested 
the rehabilitation of underutilized rail infrastructure. Congressman Nadler first admitted that we have not 
invested heavily in the rail infrastructure at all in the region. Regardless, however, the extended use of 
freight on rail would not be feasible on certain routes because the huge volume of passengers on Amtrak 
and Metro-North limit the capacity for freight movement.  
 
Another participant pointed out that while many speakers addressed the need for a modal shift to rail, few 
addressed the importance of the “last mile” problem. He commented that, no matter how much the 
railroad is extended, trucks must make the final deliveries of goods into neighborhoods.  
 
 
CLOSING REMARKS  
 
Mr. Ettinger closed the event by thanking the NYU Wagner Rudin Center, NYMTC’s members, all the 
panelists and participants, the numbers of which demonstrate the importance of the issue and the 
growing awareness in the region. He explained that NYMTC will be updating its RTP and RFP, and will 
be using information and discussion from this conference. He added that this was one in a series of 
regional conferences on which NYMTC is partnering with the NYU Wagner Rudin Center on issues 
related to the challenges of growth.  


