
DRAFT 4-1 February 2008 

Chapter 4:  Transportation Effects 

A. INTRODUCTION AND METHODOLOGY 
This chapter assesses the potential impacts of the project alternatives on transportation 
conditions in the New York-New Jersey metropolitan area, as well as along the Northeast 
Corridor from Newport News, Virginia to Boston, Massachusetts. Since the Portal Bridge is a 
vital link on the Northeast Corridor, the project alternatives could result in effects over a larger 
area than many of the other environmental resources examined in this DEIS. The effects of the 
project alternatives on the capacity and reliability of Amtrak and NJ TRANSIT’s crossing of the 
Hackensack River could have a positive effect on regional and commuter rail travel along the 
Northeast Corridor. This could lead to changes in travel patterns and modes that are discussed 
below. Therefore, the transportation impact assessment includes a discussion of regional issues, 
with a focus on the critical trans-Hudson corridor. 

The analysis presented in this chapter includes an evaluation of current and future transportation 
infrastructure within the project study area, including intercity rail, public transportation 
(including public and private bus service, commuter and light rail, and ferry services), navigable 
waters, and the roadway system.  

B. EXISTING CONDITIONS 
The importance of public transportation (including bus, rail, and ferry) in northern and central 
New Jersey is reflected in the mode shares for the different types of trips made in the region. As 
shown in Table 4-1, while intra-New Jersey trips were predominately auto-based, trans-Hudson 
trips are evenly split between automobiles and public transportation. This illustrates the 
importance of public transportation in providing access to New York City for employment, 
entertainment, shopping, education, and other trips.  

Table 4-1
2000 Northern New Jersey Daily Total Trips

Intra-New Jersey Trips Trans-Hudson Trips 
Mode Number of Trips Percent of Total Trips Number of Trips Percent of Total Trips
Auto 15,182,152 94% 544,938 50% 

Rail and Rail-to-PATH 214,821 1% 169,483 16% 
Port Authority Trans 

Hudson (PATH) and Light 
Rail Transit (LRT)-to-

PATH 190,816 1% 149,726 14% 
Bus 438,377 3% 191,340 18% 

Ferry and LRT-to-Ferry 80,683 1% 25,936 2% 
LRT 17,953 0% --  -- 

Total Transit Trips 942,650 536,485 
Total Trips 16,124,802 1,081,423 

Sources: Access to the Region’s Core DEIS (2007) 
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INTERCITY RAIL 

Amtrak is the nation’s only intercity passenger railroad. It operates passenger rail service to over 
500 destinations in 46 states on 21,000 miles of routes. Amtrak owns and operates the Northeast 
Corridor from New York Pennsylvania Station (PSNY) in New York City to Washington D.C., 
including the heavily used “High Line” portion connecting Newark, New Jersey and New York 
City and the Portal Bridge at Milepost 6.1. PSNY, which is the busiest station served by Amtrak 
and the busiest railroad station in the country, accommodates more passengers each working 
weekday than all three of the major New York City-area airports combined (Kennedy, 
LaGuardia, and Newark Liberty).  

An average of over 69,000 passengers travel on up to 300 Amtrak trains per day across the 
nation. Amtrak operates daily intercity rail service into PSNY via the Portal Bridge. It operates 
over 100 trains per day in both directions over the Portal Bridge, including: 

• Regional service between Boston, Massachusetts and Newport News, Virginia;  
• Keystone Service between New York City and Harrisburg, Pennsylvania;  
• Premium, time sensitive Acela service between Boston, Massachusetts and Washington, D.C.;  
• Long distance trains to points in the south and Midwest (See Figure 4-1).  

PUBLIC TRANSPORTATION 

COMMUTER RAIL SERVICE 

NJ TRANSIT Commuter Rail 
NJ TRANSIT is the nation’s largest statewide public transportation system, providing bus, rail, 
and light rail services that connect major points in New Jersey, New York, and Pennsylvania. 
Over 800,000 daily trips are provided on NJ TRANSIT’s 238 bus routes, 11 commuter rail lines, 
and 3 light rail lines. NJ TRANSIT carries an average of 150,000 passengers per day in both 
directions over the Portal Bridge on approximately 350 revenue trains. Additionally, NJ 
TRANSIT operates approximately 20 non-revenue trains per day over the Portal Bridge.1 

NJ TRANSIT’s commuter rail service in northern New Jersey terminates at one of three stations: 
Newark Pennsylvania Station (NPS), PSNY, or Hoboken Terminal (see Figure 4-2). All of NJ 
TRANSIT’s Northeast Corridor service and all of Amtrak’s trains operate via the Northeast 
Corridor tracks to PSNY via the existing Portal Bridge. North Jersey Coast Line trains merge 
onto the Northeast Corridor tracks west of Rahway Station, certain trains continue to PSNY via 
the Portal Bridge, while other trains diverge off the Northeast Corridor after NPS and terminate 
at Hoboken Terminal. The Montclair-Boonton Line, Morristown Line, and Gladstone Branch 
(collectively referred to as the Morris & Essex Lines), operate via the Morris & Essex tracks, 
which cross the Northeast Corridor west of the New Jersey Turnpike, and terminate at Hoboken 
Terminal. Certain Morris & Essex Trains, branded “MidTOWN Direct” service by NJ 
TRANSIT, diverge off the Morris & Essex tracks at Kearny Junction Interlocking, and merge 
onto the Northeast Corridor at Swift Interlocking, allowing them to operate directly into 
                                                      
1 Revenue trains are those that are available to the public for transportation. Non-revenue trains are those 

that are not available to the public for transportation and are being operated to position them for future 
revenue movements.  
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Midtown Manhattan and terminate at PSNY. Raritan Valley Line service, which operates with 
all-diesel equipment, terminates at NPS, allowing for connections to both PSNY and Hoboken 
Terminal.  

NJ TRANSIT’s Main/Bergen County and Pascack Valley Lines, which serve counties in the 
northern part of the state as well as parts of Orange and Rockland Counties in New York 
(through an operating agreement with Metro-North Railroad) operate via lines outside of the 
project study area and terminate at Hoboken Terminal. Connection between the Main/Bergen 
County and Pascack Valley Lines and the Northeast Corridor can be made at Secaucus Transfer 
Station. Neither the Princeton Branch service (which connects with the Northeast Corridor at 
Princeton Junction) nor the Atlantic City Line (which operates between Philadelphia, 
Pennsylvania and Atlantic City) operate within the project study area. Existing NJ TRANSIT 
ridership is shown in Table 4-2.  

Table 4-2 
2005 NJ TRANSIT AM Peak Hour (7:30 – 8:30 AM) 

Ridership 
Terminal 

NJ TRANSIT Lines PSNY NPS Hoboken 
Northeast Corridor and North 
Jersey Coast Line 10,296 4,263 255 
Morris & Essex 4,896 NA  1,512 
Montclair-Boonton 1,188 NA 819 
Raritan Valley 1,320 1,789 NA  
Pascack Valley 220 NA 1,050 
Main/Bergen County 506 NA 2,310 
Port Jervis 163 NA 714 

Total 18,589 6,052 6,660 
Sources: Access to the Region’s Core DEIS (2007) 

 

Port Authority Trans Hudson (PATH) Service 
The Port Authority of New York and New Jersey (PANYNJ) operates an electrified rail transit 
system, Port Authority Trans Hudson (PATH), between Newark, Jersey City, and Hoboken in 
New Jersey and Midtown and Lower Manhattan in New York City.  

PATH operates seven stations in New Jersey, including one in Hoboken and one in Newark, 
both of which provide for connections with NJ TRANSIT commuter rail service. PATH offers a 
one-seat ride from its terminal at NPS to Lower Manhattan, and a two-seat ride from Newark to 
stations in Midtown Manhattan. A one-seat ride is available from its terminal in Hoboken to 
stations in midtown and downtown.  

In Midtown Manhattan, PATH service operates via five stations, including a terminal station at 
33rd Street and Sixth Avenue. Service downtown presently operates via the temporary World 
Trade Center PATH Terminal, which was opened in November 2003 following the destruction 
of the original terminal on September 11, 2001.  

Existing PATH ridership between New Jersey and New York is approximately 184,400 riders 
per day in both directions (to both Midtown and Lower Manhattan).1  

                                                      
1 Source: ARC Transportation Model, 2007. 
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BUS SERVICE 

Bus service into Manhattan operates via the George Washington Bridge as well as the Lincoln 
and Holland Tunnels to the PANYNJ’s George Washington Bridge Bus Station (GWBBS) in 
northern Manhattan and the Port Authority Bus Terminal (PABT) in Midtown Manhattan.  

The majority of bus service from New Jersey to Manhattan uses the Lincoln Tunnel to reach the 
PABT. In spite of having been expanded by almost 50 percent in the early 1980s, the PABT is 
operating at or near to capacity today, with over 167,700 people arriving and departing each day.  

In the morning, bus service destined for New York from the New Jersey Turnpike can use the 
exclusive contra-flow bus lane (dubbed the Exclusive Bus Lane or “XBL”), which operates in 
one of the westbound lanes of New Jersey Route 495. Additional expedited access to the Lincoln 
Tunnel is provided via the Local Bus Lane (or LBL) which allows buses from local communities 
near the Lincoln Tunnel to access the tunnel ahead of regular traffic. The XBL is close to 
exceeding its practical capacity limit of approximately 700 buses per hour. Buses operate so 
closely together so that any delay or breakdown in service in the XBL can have detrimental 
effect to trans-Hudson bus service. 

FERRY SERVICE 

Ferry service between New Jersey and points in New York City is provided by private carriers: 
New York Waterways, SeaStreak, and Liberty Water Taxi. Service is offered week days (and in 
some cases on weekends) between Hudson, Union, Middlesex, and Monmouth Counties in New 
Jersey and four piers in Manhattan. 

Ferry service can be divided into two types: (1) long distance ferry, which operates from 
Monmouth and Middlesex Counties to points in Manhattan, and (2) trans-Hudson ferry service 
between New York City and communities in New Jersey on the Hudson River. In 2005, 
approximately 35,000 ferry trips were made between New York and New Jersey.1 

NAVIGABLE WATERS 

The Hackensack River—which runs from Rockland County, New York to its mouth at Newark 
Bay—is a 45 mile long river. The U.S. Coast Guard (USCG) defines the present day “head of 
navigation” (or point at which the river is no longer navigable to boats) as the dams in New 
Milford, New Jersey. From a practical standpoint, the three moveable bridges in Hackensack 
(Court Street, New York Southern & Western Railroad and Salem Street Extension) have not 
been opened in ten or more years and are moveable bridges in name only, making the practical 
head of navigation the Court Street Bridge in Hackensack, New Jersey. There are a total of 16 
bridges between Newark Bay and the Court Street Bridge in Hackensack. The bridge to the 
north of the existing Portal Bridge is the New Jersey Turnpike western spur, which has a vertical 
clearance of 49 feet above mean-high-water (MHW) (see Figure 4-3 and the corresponding 
Table 4-3). 

Commercial navigation on the Hackensack River is declining as land uses along the Hackensack 
River change. A number of petroleum shippers located near Bogota, New Jersey have ceased 
using the Hackensack River to transport goods and materials within the last ten years. Currently 
the only major manufacturing/industrial uses that use the Hackensack River for transportation of 
                                                      
1 Ibid. 
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materials are the Amerada Hess facility in Bogota and the Bergen County Sewage Authority in 
Ridgefield (see Figure 4-3).  

 

Table 4-3
Hackensack River Bridges

Vertical Clearance 

  Bridge Name 

Location 
(Miles from 

Mouth of 
River) Bridge Type Open* Closed 

Horizontal 
Clearance 

1 Lincoln Highway 1.9 Lift Auto Bridge  135’ 35’ 200’ 
2 Pulaski Skyway 2.4 Fixed Auto Bridge 135’ 300’ 
3 PATH 3.0 Lift Rail Bridge 135’ 40’ 168’ 
4 Hack Freight 3.2 Lift Rail Bridge 135’ 11’ 158’ 
5 Witt Penn 3.2 Lift Auto Bridge 135’ 40’ 158’ 

Bridges 
Downstream 

of Portal 
Bridge 

6 Lower Hack 3.4 Lift Rail Bridge 135’ 11’ 150’ 
  7 Portal Bridge 5.0 Swing Rail Bridge >135’ 23’ 99’ 

8 New Jersey Turnpike 5.3 Fixed Auto Bridge 103’ 259’ 
9 DB Swing 5.4 Swing Rail Bridge >135’ 7’ 99’ 

10 Upper Hack 6.9 Lift Rail Bridge 110’ 8’ 127’ 
11 HX Draw 7.7 Bascule Rail Bridge >135’ 4’ 101’ 
12 Rte. 3 EB 8.8 Fixed Auto Bridge 50’ 148’ 
13 Rte. 3 WB 8.9 Fixed Auto Bridge 50’ 150’ 
14 New Jersey Turnpike 11.8 Fixed Auto Bridge 49’ 165’ 

15 Rte. 46 14.1 Bascule Auto 
Bridge >135’ 35’ 150’ 

16 Rte. I-80 15.2  Fixed Auto Bridge 51’ 148’ 

Bridges 
Upstream of 
Portal Bridge 

17 Court St. 16.2 Swing Auto Bridge >135’ 3’ 56’ 
Notes: * Swing-span bridges have an infinite vertical clearance when in the open position, denoted above as >135’. 
Sources: USCG, Passaic and Hackensack Rivers Navigation Chart, May 1980. 

 

There are at least 11 active pleasure craft marinas along the river, as well as a boat launch for the 
general public. As the Hackensack River becomes cleaner due to stricter environmental 
regulations, the nature of pleasure recreational boating along the river has changed and non-
motorized uses, such as kayaking and rowing, are becoming more popular. The slow operation 
of the HX and Upper Hack bridges (both located upstream from the Portal Bridge) induces some 
pleasure boaters with larger craft to forsake the Hackensack River marinas for those in the port 
district that is less constrained by low bridges. As discussed in Chapter 2, “Project Purpose and 
Need,” the majority of trips on the Hackensack River requiring the Portal Bridge to be opened 
were made by boats that were between 35 and 40 feet above MHW.  

REGIONAL HIGHWAY SYSTEM 

HIGHWAYS 

The project study area includes four of the region’s major thoroughfares, the New Jersey 
Turnpike, Pulaski Skyway, Belleville Turnpike, and Newark Turnpike (see Figure 4-4). The 
New Jersey Turnpike (I-95), part of the interstate highway system, begins in New Jersey at the 
Delaware Memorial Bridge in the southern part of the state and ends at the George Washington 
Bridge. In addition to providing for north south movement through the state, I-95 connects with 
I-495 which provides access to Manhattan. The section of the New Jersey Turnpike in the 
project study area splits into two spurs, western and eastern. The eastern spur provides easy 
access to the Lincoln Tunnel, while the western spur provides for a quicker route to points 
northward, including the George Washington Bridge.  
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The Pulaski Skyway (US-1 and US-9), which begins in Newark and ends at the mouth of the 
Holland Tunnel, is a major east-west highway which runs through the project study area. In 
addition to accommodating local traffic between the Newark, Kearny, and Secaucus, this 
highway also serves as a route for automobiles traveling from both the New Jersey Turnpike (I-
95) and I-78 to reach the Holland Tunnel. Both the New Jersey Turnpike and the Pulaski 
Skyway experience major congestion during the AM and PM peak periods.  

The Newark Turnpike begins east of the Hackensack River in Jersey City, and terminates in 
Newark. This roadway, which bisects the Northeast Corridor, provides local access to properties 
in the project study area and also serves as a link between Newark and Jersey City. The same is 
true of the Belleville Turnpike, which splits off of the Newark Turnpike south of the project 
study area and continues northward to Belleville. 

All of the major highways described above are congested to varying degrees during peak 
morning and evening travel periods, even when driving conditions are not adversely affected by 
weather conditions. Peak-period traffic congestion on these highways has reached the point 
where even a minor traffic incident can, and frequently does, result in cascading delays to 
motorists that do not diminish until the peak travel period winds down.  

NEW YORK/NEW JERSEY RIVER CROSSINGS 

Bridges and tunnels between New Jersey and New York City are owned and operated by the 
PANYNJ. The Lincoln and Holland Tunnels, as well as the George Washington Bridge, provide 
direct automobile access between New Jersey and Manhattan. Additional access to New York 
City from New Jersey is available via the Bayonne, Goethals, and Outerbridge Crossing Bridges.  

The crossing with the greatest amount of traffic is the George Washington Bridge, with 109 
million vehicles making trips in both directions (eastbound and westbound) in 2006. The 
Lincoln and Holland Tunnels are the second and third busiest crossings with 44 million and 35 
million bi-directional trips (eastbound and westbound) in 2006, respectively (see Table 4-4). 

Between 2000 and 2005, heavy congestion on major bridge and tunnel crossings into Manhattan 
increased from 7 hours per day to 10 hours per day.1 

Table 4-4
2006 Vehicle Crossings Between New Jersey and 

New York City

Bridge 
Number of Vehicle Trips 

(Eastbound and Westbound) 
George Washington Bridge 108,530,000 
Bayonne Bridge 8,426,000 
Goethels Bridge 26,050,000 
Outerbridge Crossing 32,438,000 
Lincoln Tunnel 43,866,000 
Holland Tunnel 34,730,000 
Sources: PANYNJ, 

http://www.panynj.com/CommutingTravel/tbt.html, 
Accessed June 4, 2007. 

                                                      
1 City of New York, “New York City Mobility Needs Assessment, 2007-2030,” 24. 
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C. NO ACTION ALTERNATIVE 
In the future without the project, population and employment in the region will continue to grow, 
and at least modest improvements will likely be made to the overall transportation network. 
Projects expected to be completed by the 2030 analysis year include projects listed in Amtrak 
and NJ TRANSIT’s capital program, as well as projects detailed in the North Jersey 
Transportation Planning Authority (NJTPA) Transportation Improvement Program (TIP) for 
2007-2010. These projects are described in detail in Chapter 3, “Project Alternatives.” As stated 
in Chapter 2, “Project Purpose and Need,” this EIS assesses the Portal Bridge Capacity 
Enhancement Project without assuming that the ARC project will be built. Therefore the ARC 
project is not part of the No Action Alternative. The assessment of the ARC project in 
conjunction with the Portal Bridge project is addressed in Chapter 7, “Secondary and 
Cumulative Effects.”  

POPULATION AND EMPLOYMENT GROWTH 

Changes to population occur due to natural changes in the existing population as well as 
immigration and emigration of residents. Employment changes occur due to changes in size, 
number or location of businesses as economies grow or shrink throughout the region, and as 
dominant industries expand or contract. Changes in population and employment in the region 
affect both the number of trips as well as their distribution throughout the transportation 
network.  

The transportation modeling is based on NJ TRANSIT’s North Jersey Transit Demand 
Forecasting Model (NJTDFM). This is a four-step model in which the first two steps are 
replaced by a process that develops origin and destination tables based on surveys and model 
derived data. The model region includes all counties in northern New Jersey (those north of 
Burlington and Ocean Counties, inclusive); all of New York City, Long Island, as well as 
Orange, Dutchess, Putnam, Rockland, and Westchester Counties in New York; Fairfield County 
in Connecticut; as well as nine counties in northeastern Pennsylvania. 

Using a combination of modified Metropolitan Planning Organization (MPO) forecasts for New 
York, New Jersey, Connecticut, and Pennsylvania, population and employment projections were 
calculated for 2030 for the region that would be affected by service changes to NJ TRANSIT 
(the “model region”), as shown in Table 4-5.  

Table 4-5
2030 Forecasted Percent Change in Population

 Population Employment 
New Jersey 5,148,697 22% 4,991,034 26% 

Pennsylvania 113,855 18% 29,193 26% 
New York 104,749 17% 346,717 20% 

Connecticut 1,622 18% 200 12% 
Other Areas* -220 -1.8% 267 2.2% 
Model Region 5,368,703 19% 5,367,411 22% 

Notes: * A location for other areas was used in order to account for travel originating or destined for 
those areas outside of the model region. 

Sources: Access to the Region’s Core DEIS (2007) 
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INTERCITY RAIL 

Amtrak has no major capital improvements planned for its infrastructure in the project study 
area, largely because of funding issues. Immediately adjacent to the project study area, two 
Amtrak projects are underway that upgrade safety and security infrastructure on the Northeast 
Corridor, including reconstruction of the Weehawken ventilation shaft, and fire and life-safety 
work in the North River tunnels. In the future without the proposed project, Amtrak will 
continue to operate three trains in each direction between Washington, D.C., and PSNY during 
each of the two AM peak hours and a similar number during each of the two PM peak hours, 
with the potential for expanded service during the off-peak hours. Absent the construction of one 
of the project alternatives, rail traffic on the Northeast Corridor will continue to be subject to the 
existing Portal Bridge’s maintenance and reliability concerns, which were discussed in Chapter 
2, “Project Purpose and Need.” 

PUBLIC TRANSPORTATION 

COMMUTER RAIL SERVICE 

NJ TRANSIT Commuter Rail 
It is assumed that in the No Action Alternative, NJ TRANSIT will not construct the ARC 
project. While NJ TRANSIT’s operating capacity would increase with the delivery of over 200 
double-deck (“multi-level”) passenger cars, which provide over 20 percent more capacity than 
the existing passenger railcars, line-haul capacity along the Northeast Corridor would remain 
constrained by limitations presented by the existing two-track Portal Bridge. Without an 
expansion of capacity across the Hackensack River, Amtrak and NJ TRANSIT would only be 
able to operate approximately 23 trains per hour across the Hackensack River along the 
Northeast Corridor and into New York. As population and employment in the region continues 
to grow, there would be an increased demand for rail service. This increased demand will lead to 
more crowded trains as NJ TRANSIT is limited in the ways it can expand capacity. Finally, NJ 
TRANSIT service on the Northeast Corridor would still be affected by the reliability and 
maintenance concerns presented by the existing Portal Bridge. Even if the Portal Bridge were 
extensively rehabilitated, it would still use miter rails—a technology that is inconsistent with the 
operating speeds and traffic volume on the bridge today—and would consist of only two tracks, 
making maintenance difficult to schedule.  

Port Authority Trans Hudson (PATH) Service 
As was discussed in Chapter 3, “Project Alternatives,” PANYNJ intends to implement multiple 
projects by 2030 which would increase the capacity of their system increasing space for riders 
making trips in the region and across the Hudson River. Among these projects is implementation 
of Communications-Based Train Control (CBTC), a significant improvement over the traditional 
block signal system of train control in use on PATH today. This and other improvements will 
allow PATH service to accommodate a projected increase in ridership of almost 50 percent, 
although PATH service would still not be able to accommodate the additional demand and 
service requirements of commuter rail.  
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FERRY SERVICE 

There are no major planned capacity improvements to ferry service between New Jersey and 
New York by 2030. By 2030, it is assumed that ferry ridership will see a modest amount of 
natural growth due to an increase in the regional population.  

BUS SERVICE 

There are no major planned capital improvements to bus service between New Jersey and New 
York by 2030. It is assumed that bus ridership will see a modest amount of natural growth due to 
an increase in the regional population by 2030, but that it will continue to be constrained by 
capacity problems at the Lincoln Tunnel and at the PABT. PANYNJ is conducting the Exclusive 
Bus Lanes (XBL) Capacity Enhancement Study to find ways to reduce congestion and expand 
capacity in the Lincoln Tunnel XBL and connecting roadways. The PANYNJ study of the XBL 
is not expected to recommend improvements that would significantly expand the number of 
buses into and out of New York City. Significant physical constraints exist on the XBL, the 
PABT in New York City, and highways leading to and from the XBL in New Jersey that would 
limit such future capacity expansions. The right-of-way is surrounded by densely populated 
residential neighborhoods that would limit widening. PABT is extremely crowded, and cannot 
handle major increases in passengers or vehicles. Finally, capacity and delay problems exist on 
the inbound and outbound highways in the evening, when buses are leaving New York City. 
Together, these constraints would limit future expansion possibilities.  

NAVIGABLE WATERS 

As is discussed in Chapter 5.1, “Land Use and Social Conditions,” the New Jersey Meadowlands 
Commission (NJMC) Master Plan for the Meadowlands area (including significant portions of 
the Hackensack River) calls for development of areas along the waterfront that are not-
ecologically sensitive. A portion of this land will be developed with recreational uses, including 
marinas and boat launches, which would increase the amount of recreational river traffic along 
the Hackensack River. There are no additional commercial marine facilities planned for the 
Hackensack River. It is expected that marine traffic will continue to see a mix of commercial 
and recreational uses with recreational uses increasing and commercial traffic remaining 
stagnant or decreasing. Absent the Portal Bridge project, maritime traffic on the Hackensack 
River will continue to be subject to the delays due to the low-level moveable bridge that were 
discussed in Chapter 2, “Project Purpose and Need.”  

REGIONAL HIGHWAY SYSTEM 

As discussed in Chapter 3, “Project Alternatives,” there are a few major capital improvement 
projects slated for the northern New Jersey highway system. Aside from the New Jersey 
Department of Transportation (NJDOT) Wittpenn Bridge Replacement Project (which is located 
downstream from the Portal Bridge), the majority of these projects are designed more to 
maintain the existing highway system, and would provide minimal capacity improvements in the 
area. As discussed above, the increase in population in the region would increase the number of 
trips being made both inside New Jersey but also between New York and New Jersey, which 
would have to be accommodated on an already over-capacity highway system.  
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ENERGY 

As part of NJ TRANSIT’s overall system fleet replacement program, NJ TRANSIT has 
committed to acquire new rolling stock, including new locomotives and Diesel Multiple Units to 
replace their existing 1980s era equipment as well as dual-power locomotives, all of which 
would have regenerative braking capabilities which would allow for the return of some energy to 
the power grid during braking. While the energy savings would vary depending on numerous 
factors, this new rolling stock would increase energy savings for NJ TRANSIT by anywhere 
between five and fifteen percent. 

The Northeast Corridor is an electrified railroad, and all of the train services operating today 
between NPS and PSNY employ electric traction. Electricity from the overhead catenary is also 
used for train heating, lighting, and air conditioning. Despite the fact that much of the electricity 
presently generated and consumed in the northeastern United States comes from non-renewable 
sources (an important exception being hydroelectric power imported from Canada), those 
stationary generating stations are universally more efficient at converting fuels into electricity or 
mechanical traction power than the mobile engines used in trucks, autos, buses, and even diesel-
electric locomotives. The No Action Alternative would leave in place the existing capacity of the 
railroad but would not capitalize on its significant energy efficiency by expanding its capacity or 
improving its operational reliability. With the available operating capacity of the Northeast 
Corridor already at or near saturation during peak weekday travel times, additional growth in 
local and regional trips by the traveling public would, by necessity, have to be made by other 
modes once the added seating capacity of the existing trains afforded by independently-planned 
rolling stock improvements (such as NJ TRANSIT’s multi-level coaches) becomes fully 
subscribed.  

D. PROBABLE IMPACTS OF THE BUILD ALTERNATIVES 
As described in Chapter 3, “Project Alternatives,” the Portal Bridge Capacity Enhancement 
Project considers multiple build alternatives for increasing trans-Hackensack River capacity and 
minimizing delays associated with the existing crossing. In addition the build alternatives 
include track improvements intended to improve rail operations along the Northeast Corridor 
between Swift Interlocking and Secaucus Transfer Station. These alternatives would, for the 
most part, provide for similar transportation benefits to both NJ TRANSIT and Amtrak by 
substantially improving operations at Swift Interlocking and by enhancing capacity and 
reliability over the Hackensack River, affecting trip times between NPS and Secaucus Transfer 
Station. Without an associated expansion of capacity from Secaucus Transfer Station to New 
York City, both NJ TRANSIT and Amtrak would not be able to increase the number of trains 
they operate on the Northeast Corridor in peak periods. The combined effect of the Portal Bridge 
project, along with the ARC project and the subsequent ridership benefits, is described in 
Chapter 7, “Secondary and Cumulative Effects.” 

INTERCITY RAIL 

With the proposed project, Amtrak service would no longer be affected by the reliability 
concerns that are presented by the existing Portal Bridge. Northeast Corridor train traffic would 
no longer be interrupted by bridge openings due to marine traffic during off-peak hours (or at 
all), or by mechanical or electrical failures to the existing bridge’s machinery. The construction 
of the build alternatives would have no adverse effect on intercity rail transportation. With the 
elimination of the miter rail connections, speed restrictions on the Northeast Corridor in the 
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vicinity of the Portal Bridge (which were discussed in Chapter 2, “Project Purpose and Need”) 
could be lifted, allowing trains to operate at higher speeds, eliminating a capacity constraint on 
the rail corridor. Amtrak would be relieved of the increasing expenses and disruptions associated 
with operating and maintaining one of the oldest swing-span-type railroad bridges in the country 
and the only one that exists on a high-density passenger rail corridor.  

Construction of a grade-separated, or “flying” junction (as proposed), between the Northeast 
Corridor and the proposed southern alignment at the current site of Swift Interlocking will 
improve the fluidity of Northeast Corridor operations through this site by greatly reducing the 
number of merging and diverging train movements that presently occur each day as NJ 
TRANSIT’s MidTOWN Direct trains merge onto, and diverge from, the Northeast Corridor. It is 
anticipated that the merge point for eastbound MidTOWN Direct service would be moved to a 
more efficient location (adjacent to Secaucus Transfer Station). This would limit some of the 
interference caused by the operation of MidTOWN Direct service on the Northeast Corridor 
tracks.  

Increased reliability and speeds for Amtrak on the Northeast Corridor would enable its service to 
become a more dependable option for short and medium distance trips in the region that are now 
being made by air. This would to some extent relieve the region’s heavily congested airports.  

PUBLIC TRANSPORTATION 

COMMUTER RAIL SERVICE 

NJ TRANSIT Commuter Rail 
Much like Amtrak trains, NJ TRANSIT service would also no longer be subject to the reliability 
concerns which are presented by the existing Portal Bridge. Trains destined for New York City 
would operate via either a fixed bridge which would require no openings for marine traffic, or a 
moveable bridge which would only need to open for a small portion of the existing marine 
traffic—and when openings do occur, the cycle time of an opening will be shorter and much 
more reliable than the current situation. This is partly because the new bridge would be a vertical 
lift bridge instead of a swing bridge with an anticipated lift of approximately ten feet, and partly 
because the bridge's mechanical and electrical apparatus will be new. These increases in 
reliability and efficiency would allow for an increase in speeds as compared to the existing 
bridge. Thus, the construction of the build alternatives would have no adverse effect on NJ 
TRANSIT’s rail operations. Moreover, the construction of additional tracks between Swift 
Interlocking and Secaucus Transfer Station would eliminate certain existing merge points and 
improve the overall operations of the Northeast Corridor.  

Construction of two separate, parallel bridges, both of which can accommodate a mix of 
intercity and commuter/regional train traffic operated by either Amtrak or NJ TRANSIT would 
ensure that should one bridge need to be taken partially or totally out of service for scheduled 
maintenance or due to unforeseen circumstances, the remaining bridge would be able to support 
all or much of the traffic load despite some inevitable delays.  

Port Authority Trans Hudson (PATH) Service 
The build alternatives for the Portal Bridge project would have minimal effect on PATH train 
service. Increasing the efficiency of the Northeast Corridor’s Hackensack River crossing by 
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eliminating the reliability concerns presented by the existing bridge would cause a very small 
shift from PATH trips between Newark and New York. 

FERRY SERVICE 

Ferry service would be minimally affected by the construction of any of the build alternatives. 
As with PATH trains, there would be a very small shift from ferry service to NJ TRANSIT 
commuter rail service due to the increased efficiency of the Hackensack River crossings.  

BUS SERVICE 

Bus service in the region would be minimally affected by the build alternatives as a small 
number of passengers would shift modes due to the increased efficiency of the Hackensack 
River crossing.  

NAVIGABLE WATERS 

Construction of any one of the build alternatives would result in the removal of the existing 
Portal Bridge and its replacement with a new bridge 40 feet above MHW either on the existing 
alignment or to the south. The build alternatives would also result in the construction of a new 
fixed bridge at 50 feet above MHW to the north of the existing Portal Bridge. Construction of 
these two bridges at higher levels above MHW would reduce the number of instances when 
marine traffic would have to request a bridge opening. In all cases, the build alternatives would 
include the removal of the existing bridge and removal of its center pier, which would provide 
for a 300-foot, uninterrupted horizontal clearance across the river channel. This would result in a 
substantial improvement over the existing Portal Bridge in terms of navigability of the river. 
With the build alternatives, the number of bridge openings would be substantially reduced. 
Based on the analysis of present marine traffic, presented in Chapter 2, “Purpose and Need”—
only 21 (four percent) of the total openings within the last two years would require an opening of 
the moveable bridge 40 feet above MHW on the lower alignment, while the upper fixed bridge 
50 feet above MHW would provide sufficient clearance for all of the current vessels on the river. 
All of these factors would enhance waterway navigability in the study area and would not 
represent a detriment to marine traffic on the Hackensack River.  

REGIONAL HIGHWAY SYSTEM 

The build alternatives would improve rail service but would not measurably reduce vehicle miles 
traveled (VMT) in the region. Thus the project would not impact the regional highway system. 
The cumulative projected reductions in VMT for the region combined with the ARC project are 
discussed in Chapter 7, “Secondary and Cumulative Effects.”  

SAFETY AND SECURITY  

The track alignment in this portion of the project area is surrounded primarily by industrial 
buildings and wetlands. Amtrak and NJ TRANSIT have provided operating crews with security 
awareness information and training related to security along the right-of-way. In 2030, 
surveillance along the alignment would continue.  

Additionally, as part of their capital program, Amtrak has substantially completed reconstruction 
of the Weehawken ventilation shaft, including demolishing existing stairways and ventilation 
shafts and excavating 80 feet to the roof of the two tunnels. A four-story at-grade structure was 
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built to house new bi-directional tunnel fans as well as new scissor-type stairways to provide a 
wider exit in the case of a tunnel emergency or fire. Amtrak has also completed fire and life-
safety renovations of the North River tunnels to update portions of its infrastructure.  

Two parallel bridges would provide an enhanced measure of safety and security to the rail 
transportation system itself, since in the event of a failure of one bridge structure, the other could 
still accommodate some of the rail traffic. This is further enhanced by construction of one fixed 
bridge, which would have 100 percent availability to rail traffic without adversely affecting 
marine traffic and would never be out of service due to a mechanical or electrical failure that, 
however rare, could affect any moveable bridge. 

ENERGY 

Without additional trans-Hudson capacity, any effects on energy consumption would be 
minimal. While the proposed project may require additional energy for trains to traverse the 
higher bridges less energy would be required for operating the moveable structure since it will 
open much less frequently. In addition, the increase in operational efficiency should result in 
some modest diversion from auto-related or short-haul air passenger miles which are more 
energy-intensive than rail travel. However, the greatest energy benefit would be the project’s 
indirect contribution to the potential savings in conjunction with other capacity enhancement 
projects such as the ARC project.   

 


