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1. Background and Setting

1.1.  Project Background
1.1.1. West Shore Region Study (initiated in 1996)

The Northern Branch Corridor Project is an outgrowth and continuation of the West Shore Region Study,
begun jointly in 1996 by NJ TRANSIT and the counties of Bergen, in New Jersey, and Rockland, in New
York. The study was initiated in response to growing concerns about roadway congestion in northeastern
New Jersey and adjacent areas in New York State. Previous studies in the area, including the West Shore
Commuter Rail Planning Study Phase | Final Report (Kaiser Engineers, December 1988) and the West
Shore Line Evaluation Study (Sverdrup, April 1995), had examined only specific corridors and modes.
The West Shore Region Study was undertaken to provide a comprehensive examination of potential
congestion solutions in several corridors and for all modes.

The preliminary screening analysis included an environmental assessment covering land use, community
facilities, socioeconomics, traffic, transit, pedestrians, air quality, noise, visual resources, natural and
biological resources, hazardous waste, historic structures, and archaeology. The assessment did not
identify fatal flaws, noting only that in a few instances, sites necessary to accommodate service could
potentially be outside of the existing right-of-way, possibly requiring relatively minor displacements and
takings. The results of the findings therefore did not eliminate any alternatives due to environmental
issues but contributed to an understanding of which alternatives should be examined in more detail.

Subsequent to the West Shore Region Study, the West Shore Region Study Alternatives Analysis Report
(Edwards and Kelcey, December, 1999) described the evaluation of a broad range of preliminary
alternatives based upon factors such as physical and operational compatibility, cost-effectiveness, ability
to improve mobility, operational efficiency, and potential to reduce sprawl and support economic
development. The report identified a Preferred Build Alternative made up of the following three
components, referred to collectively as the “Combined Alternative” (refer to Figure 1-1):

e Northern Branch Light Rail to Tenafly;
e West Shore Commuter Rail to West Nyack; and,
e Bergen Passaic Light Rail to Hawthorne.

The Federal Transit Administration (FTA) and NJ TRANSIT determined that each of the three
components of the West Shore Region Study’s Combined Alternative would be examined and
documented separately in its own DEIS analysis since each project had independent utility. Following is
a brief description of each component.

Northern Branch Light Rail to Tenafly Component

This component would generate the greatest numbers of new and total transit riders per dollar of capital
investment. It included a 16-mile light rail line extending from Hoboken Terminal to Tenafly. The
alignment would follow the HBLR light rail alignment from Hoboken to North Bergen and continue north
to Tenafly on the existing Northern Branch right-of-way. Passenger service would be operated on a
single track with passing sidings and major structural flyovers in a shared right-of-way with CSX freight
service.

This component was advanced into conceptual engineering. It was further refined, as described in the
following section, and the resulting project was advanced for analysis in this document, the Northern
Branch Corridor Project DEIS.
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West Shore Commuter Rail to West Nyack Component

This component of the West Shore Preferred Build Alternative would generate the greatest number of
new rail passenger—miles-traveled per dollar of capital investment, and would be located in the corridor
with the highest projected employment growth rate. It included a 31-mile commuter rail line from
Hoboken Terminal to West Nyack, New York. The alignment would follow the NJ TRANSIT Bergen
County Line from Hoboken Terminal to Secaucus Transfer, and then continue on a new alignment
through the Meadowlands, with a station stop at the Meadowlands Sports Complex. The alignment
would then proceed on a new bridge over the Hackensack River, joining the West Shore right-of-way in
the vicinity of Little Ferry Yard. A transfer station would be developed in the Ridgefield Park/Bogota
area for connections to the Bergen-Passaic NYS&W Light Rail HBLR component. Passenger service
would be operated on a separate single track with passing sidings in a shared right-of-way with CSX
freight service. This component was not advanced.

Bergen Passaic Light Rail to Hawthorne Component

This component would serve the corridor with the highest projected population density and provide urban
centers with reverse-commute opportunities to suburban jobs. Its elements included a 17-mile light rail
line extending from Hoboken Terminal to the vicinity of Route 17 in Maywood. Subsequent to the
Alternatives Analysis work, the potential to extend the terminus to Paterson/Hawthorne in Passaic County
was examined and judged to be feasible. The alignment would follow the HBLR light rail alignment
from Hoboken to North Bergen, then continue west on the existing NYS&W alignment to the terminus.
Along the NYS&W alignment, passenger service would be operated on a single track with passing
sidings in a shared right-of-way with NYS&W freight service. The Bergen Passaic Corridor project was
refined during conceptual engineering. The alternative which resulted from conceptual engineering uses
diesel rail vehicles on an alignment between Hawthorne in Passaic County and Hackensack in Bergen
County. It was further refined and was advanced for analysis in a separate environmental document.

1.1.2.  Northern Branch Corridor MIS/DEIS — HBLR Extension (initiated in 1999)

Planning efforts related to the Northern Branch Corridor have been ongoing since the publication of the
West Shore Region Alternatives Analysis Report (Edwards and Kelcey, December, 1999). The Northern
Branch Corridor Study, initiated in 1999, considered several alternatives for providing passenger rail
service to the Northern Branch Corridor communities, as well as various modes, including commuter rail,
electric light rail, diesel light rail, and automated guideway. At that time, only commuter rail could
operate in mixed freight traffic; automated guideway required a separate track, and both diesel and
electric light rail required either separate tracks or rescheduling freight service to overnight operation
since the vehicles do not meet the Federal Railroad Administration’s (FRA) standards for mixed freight
operation. All modes with the exception of the electric light rail were eliminated from further study due
to the limited right-of-way in the area of 69™ Street to 85™ Street, where it was assumed that the HBLR
would be constructed. As a result, the recommended alternative for the Northern Branch Corridor in the
1999 Alternatives Analysis Report was an electric light rail system from Tenafly to 85" Street in North
Bergen, where it would then continue on HBLR track to Hoboken Terminal.

In June 2001, the FTA published a Notice of Intent (NOI) to prepare an MIS/DEIS for the Northern
Branch Corridor, which included a No Build Alternative and a Build Alternative, the Hudson-Bergen
Light Rail extension from 85™ Street (the original planned terminus of the HBLR system) to Tenafly. A
Draft Scoping Document was prepared and a scoping meeting was held in July 2001. The Final Scoping
Document was published and distributed in December 2001; no additional alternatives were carried
forward into the MIS/DEIS. NJ TRANSIT initiated work on the analyses required to evaluate the
environmental impacts of the No Build and Build Alternatives.
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1.1.3.  Northern Branch Corridor DEIS - Diesel Multiple Unit and Light Rail Alternatives
(initiated in 2005)

Between 1996 and 2001 several significant developments occurred that suggested a re-evaluation of how
passenger rail service the Northern Branch Corridor could best serve the area. These developments
include:

HBLR terminus at Tonnelle Avenue —The West Shore Region Study Alternatives Analysis Report
(Edwards and Kelcey, December 1999) assumed the northern terminus of the HBLR to be at 85th Street
in North Bergen (the original planned terminus of the HBLR system). This is significant in that it
anticipated the construction of a highly expensive and difficult section through the North Bergen freight
yard. That expectation helped support the report’s recommendation of light rail on the Northern Branch
alignment. Ultimately, however, the HBLR terminated at Tonnelle Avenue in North Bergen and never
confronted the obstacles of running non-FRA-compliant light rail vehicles (which are not compatible with
Federal Railroad Administration’s (FRA) structural requirements for vehicles operating in mixed freight
traffic) through or over an active freight yard.

Diesel Multiple Unit (DMU) technology — New DMU vehicles that meet FRA’s structural requirements
for vehicles operating in mixed freight traffic were introduced in 2002. The availability of this
technology, which had previously been considered unproven, as well as the advancement of the Trans-
Hudson Express Tunnel project, enabled NJ TRANSIT to reconsider the interconnection of northern New
Jersey with the existing commuter rail system. (As described below, the DMU is no longer considered to
be an option for this alignment.)

Access to the Region’s Core — The Trans-Hudson Express Tunnel emerged as the preferred alternative in
a NJ TRANSIT-sponsored EIS for increasing trans-Hudson commuting capacity. This project opened the
possibility of a future direct connection between Bergen County and Midtown Manhattan. The FEIS was
published in October 2008 and the Record of Decision (ROD) was issued in January 2009. However, the
project was terminated in October 2010.

Commuting patterns and population growth — As detailed in the 2000 Census, the current commuting
patterns in Bergen County’s Northern Branch Corridor indicate two significant destinations: Manhattan
and New Jersey’s Hudson River Waterfront. According to the 2000 Census, of all the commuters in the
Northern Branch Corridor, approximately 26,000 cite either Manhattan (87 percent) or the Waterfront (13
percent) as their primary travel destination. This trend is expected to increase as population increases in
the study corridor and employment increases in Manhattan and the Waterfront. The New York
Metropolitan Transportation Council (NYMTC) projected that by 2030 approximately 450,000 additional
jobs would be created in Manhattan alone, significantly increasing the demand for cross-Hudson
commuting options.

Meadowlands — The emergence of American Dream -Meadowlands (formerly known as Xanadu) as a
major entertainment destination refocused the attention on the application of light rail as a suitable
transportation alternative, working in conjunction with new transit improvements in the area. In the
summer of 2009, event-driven rail service (diesel service from the Pascack Valley Line) began to serve
the Meadowlands via a new station near the new Meadowlands Stadium. A proposed extension of the
HBLR to the new rail location in Secaucus would enable a one-seat ride from major population centers of
Hudson County. Additionally, the employment opportunities created in the service, amusement and
hospitality industries by the American Dream development could be accessed by the same market via
light rail.

Due to the above developments, it was determined that both the DMU vehicle and the light rail vehicle
were viable modes for use on the Northern Branch Corridor, and both were selected for evaluation in the
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DEIS. FTA and NJ TRANSIT, therefore, reissued the NOI to prepare an EIS for the Northern Branch
Corridor to include a DMU alternative as well as the previously recommended light rail alternative, an
extension of the HBLR (the reissued NOI dated October 2, 2007 supersedes the NOI of June 18, 2001).

Following these significant events, NJ TRANSIT revised the Northern Branch Build Alternatives to focus
on FRA-compliant DMU service to deliver new transit capacity for Hudson, Bergen, and Passaic
Counties. Public outreach specific to the Northern Branch project included several public meetings
beginning in October 2004 describing the DMU technology and its use on the Northern Branch, instead of
light rail,. Additional outreach was conducted through 2006, introducing the revised technology to the
study area residents, elected officials, and other stakeholders.

In response to the outreach effort and under the assumption that DMU service would provide a new and
needed bridge between New Jersey’s existing mixture of electrified rail service and diesel-powered
service, NJ TRANSIT reconsidered the elimination of light rail as a vehicle technology proposed for
Northern Branch service. In 2007, early questions arose regarding the potential near-term availability of
DMU technology, and as a consequence a new scoping initiative re-introduced the project with four
alternatives representing two different vehicle modes — Light Rail and DMU. It was decided that the
Northern Branch DEIS would evaluate not only the extent of service, but the impacts and benefits of the
proposed vehicles modes, as well. To that end, NJ TRANSIT published a Draft Scoping Document in
October 2007 and a Final Scoping Document in March 2008.

1.1.3.1. Elimination of DMU Alternatives

It is important to note that it was a reasonable expectation of the availability of an FRA-compliant DMU
that promoted its consideration as a viable alternative for use in the study corridor. This expectation was
further advanced when, in the 1990’s, Bergen County Planning officials brought a demonstration
Colorado Railcar to the corridor for public review. The use of the FRA-compliant DMU for the
restoration of passenger rail service in the corridor was covered in the press and underscored by the
County’s obvious interest in the technology.

The availability of the FRA-compliant DMU vehicle and its future as a viable alternative to other
passenger rail technologies abruptly changed in 2008. In December of that year, Colorado Railcar
Manufacturing, the manufacturer of the FRA-compliant DMU vehicle proposed for this project, declared
bankruptcy. Although US Railcar, now American Railcar, has announced that it would resume
production of the former Colorado Railcar DMU, the company has not yet started production. Although a
different company is proposing to build DMU vehicles for a California project, the design is still being
modified in an attempt to attain FRA-compliance. In an effort to fully explore the potential of this
technology, NJ TRANSIT also contacted other rail vehicle manufacturers regarding the development of
an FRA-compliant DMU. While one did express an interest in such an endeavor, they advised
NJ TRANSIT that their design is unproven and several years from production.

In a final attempt to resuscitate this technology, NJ TRANSIT evaluated the viability of retrofitting older
FRA-compliant DMU cars for use on the Northern Branch. While it is possible to procure existing FRA-
compliant DMUSs that are no longer in service, their maintenance, acquisition of spare parts, and reduced
operating life does not recommend them for the frequency of service or fleet size projected on this
corridor. Ultimately, this option was determined to be viable for a service that required a less demanding
operating schedule and a smaller number of vehicles.

Given the DMU’s uncertainty, the public’s preference for light rail over DMU, and the benefits of
continuing light rail service through the corridor, instead of adding a new technology, the DMU
alternatives included in the 2008 Final Scoping Document have been eliminated from further analysis in
this document.
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1.1.3.2. Leonia Station Options

Fort Lee Road is a major east-west arterial in the Northern Branch Study area, connecting the study area
to Interstate 80, which runs to the west of the study area and provides access to the George Washington
Bridge and Manhattan, as well as points further west. Achieving the goals of the Northern Branch project
required that the rail service be easily accessible for commuters who would drive to work via Fort Lee
Road and Interstate 80. For this reason, a Northern Branch station site was proposed in Leonia in the
vicinity of Fort Lee Road.

During the scoping period, the Leonia Station site was located south of Fort Lee Road. A parking area
with the capacity for 550 spaces was proposed to be developed within the Leonia South portion of
Overpeck County Park. This location would have required the removal of one equestrian practice ring.
The location of the parking facility met with opposition from residents located immediately east of the
right-of-way, who presently have a pastoral view of the park.

In response to the constraints and community opposition, three optional station parking areas were
considered. Option A involved two surface parking lots located within the park, north and south of Fort
Lee Road. The parking areas would be located nearer to Fort Lee Road than the initial scheme, thus
avoiding the removal of the equestrian practice ring. The parking areas would be accessed via new park
access roads proposed for development by the Bergen County Parks Department, independent of the
Northern Branch project. Option B involved a parking deck on the north side of Fort Lee Road within
Overpeck Park, in the same location as the northern of the two parking areas proposed under Option A.
The third option, Option C, involved the construction of a parking deck over an existing parking lot
associated with an active commercial use located on the east side of the tracks between the rail right-of-
way and Willow Tree Road. The deck would be built in the office building’s air-rights, which would
preserve the existing business. The new deck would be large enough to accommodate the existing
building’s parking area, as well as the projected parking demand of 550 spaces.

It is NJ TRANSIT’s goal to minimize the disruption to communities and the loss of taxable property
whenever possible. In consideration of this, the parkland options (Option A and B) were preferred over
the potential acquisition of private property required under Option C. However, Overpeck County Park
is a public recreational facility, subject to Section 4(f) regulations. Section 4(f) prohibits the Federal
government from acquiring public recreational land and wildlife refuges for transportation or other non-
park uses if a prudent and feasible alternative exists. The Northern Branch project is co-sponsored by the
Federal Transit Administration, and a Federal cost-share will be involved in the project’s funding.

Although it would require the potential acquisition of private property, Option C is considered to be a
prudent and feasible alternative to the taking of parkland under Section 4(f). As a prudent and feasible
alternative exists, no further consideration of the parkland options is permitted. Consequently, Option C
is now the only station parking site proposed for Leonia Station. Options A and B are not discussed
further in this DEIS.

1.2. Project Setting

The Northern Branch Corridor is a densely settled urban/suburban environment in northeastern Hudson
County and southeastern Bergen County, New Jersey. The study area historically grew around the
railroad and the Hackensack River, which provided routes of commerce. The Hackensack River and its
tributaries, including Overpeck Creek, contributed to the area’s industrial sector in the early years of the
Industrial Revolution. The Erie Railroad (later the Erie Lackawanna) Northern Branch Line arrived in the
nineteenth century, and had an immediate effect on the growth and development of the area, much of
which can still be seen today in the street grid and orientation of land uses, which lessen in intensity east
and west of the railroad.
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Along the corridor, uses adjacent to the railroad right-of-way transition from industrial and warehousing
in North Bergen, Fairview and Ridgefield to parkland in Palisades Park and Leonia and to the centerpiece
of formerly-transit-oriented downtowns in Englewood and Tenafly. North Bergen remains the most
urban of the communities in the study area, with a significant proportion of multi-family detached
residences and the remnants of heavy industry. This is due to its location relative to the area’s rivers,
which historically dictated the placement of more intensive industrial uses. Moving north from North
Bergen and away from the Hackensack River, the residential development pattern becomes more
suburban, including a mixture of new townhouses and single-family homes with front and backyards.

During the development of much of the study area, the railroad was the primary means of travel, but
passenger railroad service was discontinued in the 1960’s, during the era of the Interstate Highway Act
when a network of local arterial roadways and limited-access highways came to serve the study area and
its immediate environs. Whereas in other parts of the State the highways brought new development, in
the Northern Branch study area, the highways were constructed after the majority of development had
been established and were therefore placed on the periphery of the area. As a result, the study area is
challenged by the fact that only a single limited-access roadway, Interstate 95, which includes the New
Jersey Turnpike, provides a through route to points south and east. Further south of Leonia, Interstate 95
is not located within the study area but adjacent to it, approximately one-quarter mile to the west. At
Leonia, Interstate 95 meets Interstate 80 and curves east, crossing the study area to provide direct access
to Manhattan via the George Washington Bridge. Several limited-access highways located near, but
outside of the study area, funnel traffic to the NJ Turnpike/Interstate 95 for trips south and east, including
Interstate 80, US Route 46, State Route 4 and the Palisades Interstate Parkway (refer to Figure 1-2).

As a consequence of the highways’ location on the periphery of the study area, a roughly gridded system
of local arterials, most serving as main County and State routes, provides mobility through the study area.
These roadways include Tonnelle/Broad/Grand Avenues (variously State Route 93, County Route 501,
and US Routes 1/9), Central Boulevard (County Route 501), Bergen Boulevard (County Route 17), and
Palisade/Sylvan Avenues (State Routes 1 and 67), running north-south, and Edgewater Avenue (County
Route 17), Fort Lee Road (County Route 12), Palisade Avenue (County Route 505), and Clinton Avenue
(County Route 70), running east-west.

In the years immediately following the discontinuation of the railroad service, the local arterials served
the limited automobile-owning population well, but as the population and auto ownership increased, these
roadways became increasingly congested. A corollary problem is that lining the arterials with zero-lot-
line development in most places are community-oriented businesses and mixed-use residential and retail
or commercial buildings. As a result of this style of development, there is no room left to widen the
arterials to accommodate the transportation needs of an ever-increasing, auto-oriented population. This
situation creates delays not only for motorists, but for bus transit, as well.

Today, the study area population continues to grow and a high proportion of residents work in business
districts outside of the area: 20 percent work in Manhattan or the Hudson County Waterfront. The 2000
Census data indicates that approximately 25,500 Bergen County Northern Branch Corridor residents
travel to those two destinations. This number is anticipated to increase as the Bergen County
communities within the Northern Branch Rail Corridor service market area, the area from which
commuters are predicted to travel, are anticipated to experience population increases of 13 percent overall
between 2000 and 2030.
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1.2.1. Study Area, Noise Study Area, and Market Area

The nature of the Northern Branch project results in some complexity in describing the areas that might
be affected by the project. The Northern Branch represents a portion of an existing rail corridor that is
currently used for freight service. The proposed improvements to ready the existing corridor for
passenger rail service and provide access to the service are confined to a 12-mile portion of a much larger
railroad network. As a result, there are changes that will occur within the 12-mile portion of the Northern
Branch line that will not occur north of Tenafly (the northern terminus of the proposed project).
However, due to coordination issues with freight service, the freight service plan will be adjusted,
affecting the entire corridor between North Bergen and Northvale. Finally, the Northern Branch’s
ridership is drawn from an area larger than the communities through which the alignment actually runs.
These three issues generate three areas of interest: the study area, the noise study area, and the market
area.

1.2.1.1. Study Area

The study area for the Northern Branch Corridor DEIS represents the extent of the area of potential
impact for all environmental and cultural resources, with the exception of noise. The termini of the study
area match the termini of the proposed project, north and south, and a one-half-mile boundary was drawn
east and west of the 12-mile portion of the existing Northern Branch alignment proposed to be upgraded
for passenger rail service.

More specifically, the study area is located entirely within the State of New Jersey, in northeastern
Hudson County and southeastern Bergen County. To evaluate impacts related to Build Alternatives, the
study area begins in the vicinity of the Tonnelle Avenue Hudson-Bergen Light Rail (HBLR) Station in
the Township of North Bergen, Hudson County, and continues north into the Bergen County
municipalities of Fairview, Ridgefield, Palisades Park, Leonia, Englewood and Tenafly, ending near the
Tenafly/Cresskill border. An overview of the general study area is provided in Figure 1-3.

Station stops in the study area are proposed in the following municipalities:

Township of North Bergen
Borough of Ridgefield
Borough of Palisades Park
Borough of Leonia

City of Englewood
Borough of Tenafly

Although not included in this analysis, the project has been designed to accommodate a station in
Fairview at such time that anticipated development in the area warrants its construction.

1.2.1.2. Noise Study Area

The two Build Alternatives analyzed in this DEIS propose the use of electric light rail vehicles (refer to
Chapter 3: Alternatives Considered for more detail on Alternatives). Light rail vehicles are not approved
by the FRA for use in mixed rail traffic, which means that the light rail vehicles cannot operate on the
same tracks at the same time that heavy rail (commuter) and freight rail service operates. To
accommodate the Northern Branch service plan for light rail, the existing freight rail service that currently
operates over the Northern Branch line during the day must shift to overnight service. As a result, freight
trains will run on the alignment during the quietest parts of the night.

Chapter 1: Background and Setting 1-9
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Existing freight service and potential future service extend beyond the northern terminus of the proposed
Northern Branch project to Northvale, Bergen County, and communities outside of the Study Area
described above will potentially experience noise impacts during the nighttime hours. Accordingly, the
study area for noise has been extended six miles north of Tenafly to the end of the Northern Branch line
in Northvale. Noise impacts were analyzed for the communities through which this six-mile portion of
the Northern Branch travels: Cresskill, Demarest, Closter, Norwood, and Northvale. This specific study
area is shown on Figure 12-2 in Chapter 12: Noise. Although there were no impacts anticipated in other
resource areas for the additional six-mile study area, the DEIS references the additional six-mile area in
each resource section for the sake of clarity.

1.2.1.3. Service Market Area

It can be anticipated that communities adjacent to the Northern Branch Corridor would also benefit from
the restoration of rail service in this area. Accordingly, the communities of Bergenfield, Bogota, Cliffside
Park, Cresskill, Demarest, Dumont, Englewood Cliffs, Fort Lee, Ridgefield Park, and Teaneck are also
included in the service market area. In the geographic context of the Northern Branch study area, the
borders of the “adjacent” municipalities are less than two miles from the centerline of the Northern
Branch rail right-of-way. In most instances, the distance is less than one mile. Consequently, it is
reasonable to include the adjacent municipalities in the market area. The geographic proximity of these
jurisdictions to the Northern Branch right-of-way is likewise reflected in the North Jersey Transit Demand
Forecasting Model used by NJ TRANSIT to estimate ridership.

1.3.  Socioeconomic Conditions and Trends

The following sections quantify some of the generalized statements made in the preceding history section
regarding the trends affecting the socioeconomic development of the study area. These factors are
significant in that they support the Purpose and Need for the project, as described in Chapter 2: Purpose
and Need.

1.3.1. Population

The 2000 Bergen County population stood at 884,100, making it the most populous county in New
Jersey. This represents a 7.1 percent increase over the 1990 population of 825,380. From 1990 to 2000,
Hudson County grew from a population of 553,099 to 609,000, a 10.1 percent change. Redevelopment in
this area is expected to continue to increase the population in the future. The 2030 population in Bergen
County is projected to reach nearly one million persons, at 996,000, a 12.7 percent increase over the 2000
figure (Refer to Table 1-1). The population in Hudson County in 2030 is anticipated to increase by 24.9
percent to 760,700. This compares with a 20.7 percent increase for Northern New Jersey as a whole.
Similar to Bergen and Hudson Counties as a whole, Northern Branch Corridor communities are all
anticipating population growth between 2000 and 2030. The Township of North Bergen is projected to
have the greatest percentage growth (27.9 percent), followed by the Borough of Palisades Park (26.4
percent).

Chapter 1: Background and Setting 1-11
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Table 1-1: Service Market Area Population, Years 2000-2030
2000 Actual 2010 Projected | 2020 Projected | 2030 Projected 2000 to 2030
Population Population Population Population Percent Change

Bergenfield 25,250 27,210 28,430 27,810 10.1%
Bogota 8,250 8,310 8,570 9,070 9.9%
Cliffside Park 23,010 23,240 23,920 26,010 13.0%
Cresskill 7,750 7,870 8,060 8,950 15.5%
Demarest 4,850 4,860 5,040 5,560 14.6%
Dumont 17,500 17,570 18,110 19,080 9.0%
Englewood City 26,200 26,670 27,580 28,950 10.5%
Englewood Cliffs 5,320 5,470 5,650 5,920 11.3%
Fairview 13,260 14,120 14,540 15,280 15.2%
Fort Lee 35,460 37,500 38,540 41,140 16.0%
Leonia 8,910 9,260 9,490 9,490 6.5%
Palisades Park 17,070 18,740 19,350 21,580 26.4%
Ridgefield 10,830 11,280 11,750 12,800 18.2%
Ridgefield Park 12,870 13,090 13,440 14,170 10.1%
Teaneck 39,260 40,650 41,880 44,000 12.1%
Tenafly 13,810 14,310 14,710 15,140 9.6%
Service Market Area - 271,600 282,160 291,080 306,980 13.0%
Bergen County

Bergen County 884,100 912,600 941,000 996,000 12.7%
North Bergen 58,090 64,630 68,320 74,320 27.9%
Hudson County 609,000 667,000 720,800 760,700 24.9%
NJTPA Region 6,311,000 6,736,000 7,153,600 7,619,6000 20.7%

Source: US Census Bureau, 2000 Census; North Jersey Transportation Planning Authority.
1.3.2. Employment

Trends indicate increasing employment in all of the municipalities in the corridor, as well as for the
Counties of Hudson and Bergen as a whole. The 2030 employment in Bergen County is projected to be
554,300, a 15.3 percent increase over the 2000 figure (Refer to Table 1-2). Employment in Hudson
County in 2030 is anticipated to increase by 40.6 percent to 361,600. This compares with a 25.7 percent
increase for Northern New Jersey as a whole. The anticipated growth in the region, coupled with the
growth in residential population in the Northern Branch Corridor communities, indicates that there will
likely be significant demand in the future for work-related travel.

Employment growth between 2000 and 2030 in study corridor municipalities is anticipated to be similar
to Bergen and Hudson Counties as a whole. The Township of North Bergen is projected to have the
greatest percentage growth (47.8 percent), while the Borough of Demarest is projected to have the least
growth (1.3 percent). Furthermore, to maintain its leadership role as a regional and global economic hub,
Manhattan is expected to grow significantly in the next 10 years and beyond. Projections by the New
York Metropolitan Transportation Council (NYMTC) for commercial development in Manhattan estimate
approximately 450,000 additional jobs will be created over the next two decades.
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Table 1-2: Employment, Years 2000-2030

2000 Actual 2010 Projected | 2020 Projected 2030 Projected 2000 to 2030
Employment Employment Employment Employment Percent Change

Bergenfield 6,010 6,120 6,640 7,180 19.5%
Bogota 1,760 1,790 1,900 2,030 15.3%
Cliffside Park 2,640 2,680 2,950 3,350 26.9%
Cresskill 1,620 1,650 1,730 1,730 6.8%
Demarest 680 690 760 850 1.3%
Dumont 2,320 2,350 2,570 2,890 24.6%
Englewood 14,670 15,180 15,880 16,450 12.1%
Englewood Cliffs 8,250 8,810 9,270 9,660 17.1%
Fairview 5,600 5,890 6,230 6,500 16.1%
Fort Lee 13,810 14,760 15,830 17,900 29.6%
Leonia 2,770 2,860 3,040 3,050 10.1%
Palisades Park 4,240 4,300 4,550 4,840 14.2%
Ridgefield 6,010 6,140 6,420 6,730 12.0%
Ridgefield Park 7,310 7,570 7,870 8,150 11.5%
Teaneck 13,050 13,450 14,150 14,800 13.4%
Tenafly 4,210 4,270 4,440 4,550 8.1%
Service Market Area - 96,950 100,520 106,250 112,690 16.2%
Bergen County

Bergen County 480,600 504,200 529,400 554,300 15.3%
North Bergen 24,210 27,140 30,130 35,790 47.8%
Hudson County 257,200 297,000 328,300 361,600 40.6%
NJTPA Region 3,006,700 3,215,700 3,492,100 3,778,900 25.7%

Source: US Census Bureau, 2000 Census; North Jersey Transportation Planning Authority.
1.3.3. Journey to Work

Recent studies have shown that almost 300,000 people commute into Manhattan each weekday on various
modes from west of the Hudson River, accounting for over 45 percent of suburban commuters region-
wide who travel daily into Manhattan. Approximately 82 percent of New Jersey commuters to Manhattan
rely on public transportation during peak travel periods. As demonstrated in Table 1-3, there are large
volumes of people traveling from the service market area to Manhattan, which cannot currently be
reached by rail from these communities. Destinations in New York City account for approximately 18
percent of all commuter trips from Bergen County Northern Branch communities, while less than two
percent were destined for the Hudson County Waterfront.

In 2000, approximately 2,500 residents in the Bergen County Northern Branch communities traveled to
work on the Hudson County Waterfront each day, while approximately 23,000 residents traveled to
Manhattan for employment. Nearly 10 percent of all work trips to Manhattan from New Jersey are by
residents of the Bergen County Northern Branch communities. Approximately three percent of trips to
Hudson County Waterfront jobs are from the Bergen County Northern Branch communities. With the
anticipated increase in employment and the increase in population in the study corridor by 2030, journey
to work figures to Manhattan and the Hudson County Waterfront are anticipated to significantly increase
as well.
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Table 1-3: Journey to Work, Volumes, Year 2000

From To All Destinations To Hudson County Waterfront! To Manhattan?
(County of Residence) (Place of Employment) (Place of Employment) (Place of Employment)

Bergenfield 12,972 172 1,177
Bogota 4,186 131 575
Cliffside Park 10,911 448 2,092
Cresskill 3,602 54 631
Demarest 2,164 29 630
Dumont 8,658 97 1,065
Englewood 12,067 113 1,816
Englewood Cliffs 2,459 30 697
Fairview 5,521 303 815
Fort Lee 16,733 216 4,281
Leonia 4,497 115 964
Palisades Park 8,326 112 1,482
Ridgefield 4,925 144 692
Ridgefield Park 6,421 203 801
Teaneck 18,800 245 3,604
Tenafly 6,201 74 1,441
Service Market Area - 128,443 2,486 22,763
Bergen County

Bergen County 414,169 8,228 53,578
North Bergen 24,280 2,264 4,047
Hudson County 259,875 54,391 55,400
State of New Jersey 4,032,606 92,967 235,364
1 Includes Weehawken, Hoboken, portions of Jersey City and Bayonne; 2 South of 70™ Street

Source: US Census Bureau, 2000 Census
1.3.4. Means of Travel to Work

Trends from 1990 to 2000 for the means of travel to reach work indicate that driving alone in the study
area is still the dominant mode and has remained relatively unchanged (Refer to Table 1-4). Carpooling,
bicycling or walking and motorcycle or other means have decreased. Public transportation use is
increasing in Bergen County by three percent and in Hudson County by 15.6 percent.

Table 1-4: Means of Travel to Work, Years 1990-2000

UL . Bicycled| Motorcycle
Drove Carpooled Trapsportatlon or or Other e TOTAL
Alone (includes at Home
. Walked Means
taxicab)

Hudson County, 1990 111,464 40,373 76,912 28,056 2,366 3,574| 262,745
Percent of Total 42.4% 15.4% 29.3%| 10.7% 0.9% 1.4%
Hudson County, 2000 111,109 34,519 88,926 23,130 2,216 4,644 264,544
Percent of Total 42.0% 13.0% 33.6% 8.7% 0.8% 1.8%
TQ%%S?QZ%%L(‘)”W' Change -0.3%|  -145% +15.6%| -17.6% 6.3%| +29.9%|  +0.7%
Bergen County, 1990 310,055 45,286 45,611 15,709 2,393 10,048| 429,102
Percent of Total 72.3% 10.65% 10.6% 3.7% 0.6% 2.3%
Bergen County, 2000 311,325 41,284 46,957 12,851 1,753 13,292| 427,462
Percent of Total 72.8% 9.7% 11.0% 3.0% 0.4% 3.1%
fgggetg ggggty' Change +0.4% -8.8% +3.0%| -18.2% 26.7%| +32.3%|  -0.4%
State of New Jersey, 2000 73.0% 10.6% 9.6% 3.1% 0.9% 2.7%

Source: US Census Bureau, 2000 Census
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1.3.5. Travel Time to Work

Trends from 1990 to 2000 indicate that the time it takes to travel to work is on the rise. In Hudson
County, the mean travel time to work rose 19 percent from 27.4 minutes to 32.6 minutes. In Bergen
County, the mean travel time to work rose 16 percent from 25.7 minutes to 29.7 minutes (Refer to Table
1-5). In both Counties, the largest growth was in work trips taking more than 45 minutes. Increases in
population and employment and the accompanying increase in travel and congestion are expected to lead
to greater increases in travel time to work into the future.

Table 1-5: Travel Time to Work, Years 1990-2000

Mean Travel
<5 5-9 10-14 15-19 20-29 30-44 >45 | Time to Work
minutes | minutes | minutes | minutes | minutes | minutes | minutes | (minutes)
Hudson County Workers, 1990 2.2% 7.7% 11.8% 14.2% 18.3% 24.6% 21.3% 27.4
Hudson County Workers, 2000 1.6% 5.8% 9.9% 11.6% 17.3% 26.3% 27.5% 32.6
Hudson County, Change -25.3%| -243% | -15.3% -17.9% -5.3%| +7.4%| +29.0%
1990 to 2000
Bergen County Workers, 1990 3.0%| 11.4% 15.2% 15.2% 18.4% 17.9% 18.9% 25.7
Bergen County Workers, 2000 2.7% 9.7% 12.7% 13.4% 18.4% 19.5% 23.5% 29.7
Bergen County, Change -13.3%| -154% | -17.1% -12.6% -1.1% +7.8%| +22.7%
1990 to 2000
Source: US Census Bureau, 2000 Census

1.3.6. Time Leaving to Go to Work

Trends from 1990 to 2000 indicate a spreading of the traditional peak periods of travel (Refer to Table 1-
6). The times during which people leave to go to work are much earlier or later than they were a decade
earlier. In Hudson County, the time period after 9:00 a.m. experienced the greatest growth, while Bergen
County exhibited the highest shift in the period between 5:00 and 6:00 a.m. This phenomenon indicates
that commuters are modifying their travel times, which can be attributed, in large part, to a desire to avoid
delays because of congestion. Increases in population and employment and the accompanying increases
in travel, congestion and travel time are expected to lead to even greater shifts in times that people travel
to work into the future.

Table 1-6: Time Leaving to Go to Work, Years 1990-2000

5:00 to 6:59|7:00 to 7:59|8:00 to 8:59(9:00 to 9:59| 10:00 to Noonto | Midnight

AM AM AM AM 11:59 AM | 11:59 PM |to 4:59 AM
Hudson County Workers, 1990 20.3% 33.0% 24.7% 5.5% 2.9% 12.0% 1.6%
Hudson County Workers, 2000 20.4% 31.2% 23.5% 6.6% 4.0% 11.8% 2.6%
Hudson County, Change 1990 to +0.5% -5.5% -4.9% +20.0% +37.9% -1.7% +62.5%
2000
Bergen County Workers, 1990 17.2% 31.7% 29.5% 7.7% 3.6% 9.2% 1.1%
Bergen County Workers, 2000 18.8% 31.7% 26.9% 8.0% 4.1% 9.0% 1.6%
Bergen County, Change 1990 to +9.3% 0.0% -8.8% +3.9% +13.9% -2.2% +45.5%
2000

Source: US Census Bureau, 2000 Census
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1.3.7. Economic Development

Located within the study area are longstanding corridors and nodes of commercial activity, most of which
are located in close proximity to the existing Northern Branch right-of-way. Directly adjacent to the
right-of-way in Ridgefield, Palisades Park, and southern Englewood, lies a light-industrial and
manufacturing corridor. Retail corridors also parallel the right-of-way for much of its length along the
main north-south arterial roadways, with two downtown business centers clustered around the right-of-
way in Englewood and Tenafly. Land use patterns are discussed in detail and depicted in Chapter 4:
Land Use and Zoning.

The study municipalities have experienced a significant increase in redevelopment activities in recent
years. The availability of underdeveloped industrial and manufacturing properties in the corridor,
coupled with close proximity to Manhattan and New Jersey destinations, have made reuse of older
properties in the study area very attractive to developers. Numerous residential and commercial
development projects are planned or underway along the corridor throughout the study area. Many of the
residential development projects are at densities that would support transit services. The commercial
developments bring additional employment to the study corridor, enhancing it as a destination. This trend
further enhances the desirability of transit in the study corridor.

1.4,  Transportation Trends

1.4.1. Public Transportation Infrastructure

Public transportation in the study area is entirely roadway-based, including local and commuter bus
service operated on a comprehensive network of routes by NJ TRANSIT, as well as by private Coach
USA Bus Lines and their subsidiary, Rockland Coaches (refer to Figure 1-4). Most commuter bus
services run between the study area and the midtown Port Authority Bus Terminal and uptown George
Washington Bridge Bus Terminal in Manhattan. NJ TRANSIT’s Pascack Valley Line commuter rail
service lies approximately three-and-one-half miles west of the study area, primarily providing peak
direction service to and from Secaucus Junction and Hoboken Terminal

In general, the frequency of peak-hour public transit services is dictated by system constraints and not by
need. Heavy peak-hour roadway congestion limits the throughput of local and commuter buses, notably
at the Lincoln Tunnel and Manhattan’s Port Authority Bus Terminal (PABT). The PABT was
constructed in the 1950s and has reached the limits of its design. Service during the morning and evening
peak hours is often delayed by the volume of riders or number of vehicles in the queue. In addition,
current bus ridership to Manhattan is at capacity and putting more vehicles into service is not an option,
as the Express Bus Lane at the Lincoln Tunnel is reaching capacity. Finally, the fact that the PABT was
never designed to accommodate larger coaches is a constraint on the types of vehicles that could provide
a measure of relief.

Likewise, infrastructure constraints limit passenger rail operations on NJ TRANSIT’s Pascack Valley
Line. The Pascack Valley Line is largely a single-track operation with passing sidings. During the
morning peak hours, the majority of Pascack Valley trains run south to Hoboken, with four trains during
the morning peak running north. In the evening, 15 trains run north and only five run south.
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1.4.2. Roadway Usage

On a statewide basis, average annual vehicle miles traveled (VMT) are steadily rising (Refer to Table 1-
7). Annual increases in VMT average two percent. Between 2000 and 2004, VMT increased by
15,086,000 miles, from 184,033,000 to 199,119,000, an increase of eight percent. In the New Jersey
portion of the New York Metropolitan Area, of which Bergen and Hudson Counties are a part, average
annual VMT are also steadily rising. VMT between 2000 and 2004 for Bergen County increased by
approximately three percent, while VMT in Hudson County increased by six percent over the same time
period.

Table 1-7: Annual Vehicle Miles Traveled (VMT) Bergen County and Hudson County and
Statewide, Years 2000-2004

Vehicle Miles Traveled ‘ Increase Over Previous Year (Percent)
Bergen Count
2000 19,948,460 -
2001 20,554,827 3.0%
2002 20,754,779 1.0%
2003 19,964,468 -4.0%
2004 20,589,133 3.1%
Hudson County
2000 5,545,667 -
2001 5,953,919 7.4%
2002 5,749,657 -3.6%
2003 5,783,065 0.6%
2004 5,894,786 1.9%
New Jersey
2000 184,033,000 -
2001 187,663,000 2.0%
2002 191,267,000 1.9%
2003 195,237,000 2.1%
2004 199,119,000 2.0%

Source: NJ Department of Transportation.

Annual VMT for Bergen County, 20,589,133 in 2004, accounts for approximately 10 percent of statewide
annual VMT. Hudson County’s annual VMT, 5,894,786 in 2004, accounts for approximately three
percent of statewide annual VMT. The two Counties together represent a significant proportion (13
percent) of statewide motor vehicle trips.

1.4.3. Congestion Costs

Bergen County is one of the most densely-settled counties in the United States, with a population density
of more that 3,778 people per square mile. The County is also an old county, founded in 1683, with much
of the industrial and residential development patterns well-established by the early 1900’s. Early
residential and industrial development occurred in accordance with the horse-and-barge means of
transportation most common at the time. As a consequence, municipalities located near the major rivers
are characterized by narrow streets with zero lot-line development, which is often brick construction and
mixed-use in nature. Parking, when available, is often on-street, which further narrows the available
travel lanes. Off-street parking requires land for parking lots, and Bergen County is nearly built out
except for pockets of preserved open space.
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This combination of features — high population density, narrow streets, constrained parking, and lack of
available right-of-way for road widening — creates choke points along nearly every major arterial
throughout Bergen County.

Statewide congestion data compiled by the National Center for Transportation and Industrial Productivity
at the New Jersey Institute of Technology (NJIT) identified Bergen County as having the most congested
highways and principal arterial roadways for any county in the State. In 2000, an average of 62.14 hours
per licensed driver in Bergen County was lost to delays. This data also indicates that Bergen County
experiences the state’s highest congestion costs.

The effect of traffic congestion in 2000 has cost Bergen County approximately $1.063 billion (Refer to
Table 1-8). This figure is the result of computing the value of lost time and wasted fuel as a result of
traffic delays, congestion, and/or detours. Values are based on average wages and fuel costs computed
for each New Jersey county. This figure is almost double the costs incurred by the county with the next-
highest congestion costs, Monmouth County, whose travelers lost $508 million to congestion in 2000.
The Bergen County figure is expected to rise sharply with continued increases in population and traffic, to
$2.689 billion by 2015. Three-quarters of Bergen County’s congestion costs are borne by automobile and
bus commuters, with approximately one-quarter borne by freight carriers.

Table 1-8: Congestion Costs and Delay Times in Bergen County and Statewide

B G Congestion Increase over County Costs as a
Year Stat)é Costs (in Billions of Previously Reported Proportion of State
Dollars) Year (Percent) Costs
County $1.063 NA 21.7%
2000

State $4.900 NA NA
2005 County $1.510 42.0% 23.0%
State $6.566 34.0% NA
2015 County $2.689 153.0% 26.8%
State $10.045 53.0% NA

Source: National Center for Transportation and Industrial Productivity at the New Jersey Institute of Technology.

Further, although congestion costs are expected to rise at both the County and State levels, Bergen
County’s share of statewide congestion costs is projected to grow. Already accounting for 21.7 percent of
statewide congestion costs, the NJIT congestion data indicate that Bergen County’s share of statewide
costs could rise to 26.8 percent by 2015.
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