Executive Summary

A. DESCRIPTION OF THE PROJECT

INTRODUCTION

NJ TRANSIT proposes to increase trans-Hudson commuter rail capacity by implementing the
Access to the Region’s Core (ARC) project. This new rail capacity is necessary to:
accommodate projected ridership growth from rail lines west of the Hudson River; enhance
passenger convenience via a one-seat ride; and improve system safety and reliability between
Frank R. Lautenberg Station in Secaucus and midtown Manhattan. The project would address
these needs through the provision of additional tunnel and station capacity into midtown
Manhattan. NJ TRANSIT plans to use dual-powered locomotives that would permit one-seat
ride service to Midtown Manhattan on five existing rail lines that currently operate only diesel
service to Newark, Secaucus or Hoboken. The ARC Section 5309 New Starts application was
approved by the Federal Transit Administration (FTA) on August 4, 2006 for entry into
Preliminary Engineering.

On February 9, 2007, FTA and NJ TRANSIT released the ARC Draft Environmental Impact
Statement (DEIS). The DEIS documented the ARC project’s physical features and operating
plan, and assessed its environmental impacts. Public Hearings were held in Newark and North
Bergen, New Jersey on March 13 and 14, 2007, respectively, and in New York City on March
27, 2007. Public information meetings were held in Rockland and Orange Counties, New York
on March 20 and 22, 2007, respectively. The 60-day DEIS public comment period closed on
April 10, 2007.

In response to comments received at the public hearings, information meetings, and through an
extensive public outreach program, NJ TRANSIT refined the ARC Build Alternative to avoid,
minimize or mitigate projected impacts without sacrificing project benefits. Additional
refinements were also based on findings of on-going preliminary engineering. As a result of the
refinements, the FTA requested that NJ TRANSIT provide the public an opportunity to review
and comment on the refinements in a Supplemental Draft Environmental Impact Statement
(SDEIS). This SDEIS describes the aforementioned proposed physical and operational
refinements to the ARC Build Alternative (Refined Build Alternative) and describes changes in
DEIS findings.

This SDEIS has been prepared in accordance with the National Environmental Policy Act
(NEPA) of 1969, Section 106 of the National Historic Preservation Act of 1966, the New Jersey
Register of Historic Places Act, the New York State Historic Preservation Act of 1980, the New
York State Environmental Quality Review Act (SEQRA), the New York City Environmental
Quality Review (CEQR) and the Council on Environmental Quality (CEQ) guidelines, which
provide for a full and open evaluation of social, economic, and environmental issues and
alternatives for the ARC project. The SDEIS has also been prepared in support of, and
consistent with, the FTA Major Capital Investment analysis process (“New Starts” process), as
explained in Chapter 9.
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PROJECT AREA

This SDEIS documents the analysis of potential impacts of the Refined Build Alternative in the
project area, defined as the 7.6-mile-long area from Frank R. Lautenberg Station in Secaucus,
New Jersey to West 34™ Street and Fifth Avenue in Manhattan (Figure ES-1). Ten of eleven
NJ TRANSIT commuter rail lines pass through Frank R. Lautenberg Station, a hub for the
NJ TRANSIT rail system (Figure ES-2). Potential air quality, noise and vibration impacts
directly related to the operation of Refined Build Alternative service with dual-power
locomotives were assessed at locations beyond the project area. In addition, there are indirect and
cumulative Refined Build Alternative impacts that were evaluated qualitatively and
quantitatively. This SDEIS, along with comments received during its circulation and public
review, will assist FTA in evaluating the merits of ARC.

B. STATEMENT OF NEED

As population west of the Hudson River and employment within Manhattan continues to grow,
the need for a more extensive and reliable trans-Hudson commuter rail system into Manhattan
has become increasingly important. Since the mid-1990s, the number of New Jersey residents
working in New York City has grown from 229,800 to 252,300 in 2005, an increase of nearly
10%. This growth has led to substantial increases in Manhattan-bound ridership on the
NJ TRANSIT rail system (Chapter 3.1).

The major trans-Hudson crossings into Manhattan are either at or approaching capacity,
jeopardizing the entire transportation system’s reliability. Future needs of midtown Manhattan-
bound commuters from west-of-the Hudson River would strain even further the limited capacity
of the existing trans-Hudson River roadway, bus, ferry, and commuter rail network.

ARC addresses the following needs within the Frank R. Lautenberg Station-to-midtown
Manhattan project area:

e Increase capacity of the trans-Hudson commuter rail system, which is at capacity
during peak travel periods — Forecasts of service demand into Manhattan from west of
the Hudson River suggest that demand for service would more than double by 2030, far
exceeding existing available peak capacity. Capacity constraints at these tunnel ‘choke
points’ severely limit NJ TRANSIT’s ability to accommodate existing and projected high
frequency commuter rail service demands.

e Provide new one-seat ride service to midtown Manhattan from areas not served
today — NJ TRANSIT’s diesel-powered commuter lines do not offer direct one-seat ride
access to midtown Manhattan because only electric-powered trains are permitted to
operate in the North River Tunnels into Penn Station New York (PSNY). Passengers on
these rail lines must transfer at Newark Penn Station, Newark Broad Street Station or
Frank R. Lautenberg Station for service to PSNY.
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These diesel rail services include:
- North Jersey Coast Line Bay Head Service, south of Long Branch
- Montclair-Boonton Line (stations west of Montclair State University Station)

- Pascack Valley Line, including New York Metropolitan Transportation Authority
(MTA) Metro-North express service to Rockland County

- Main and Bergen County Lines, including New York MTA Metro-North express
service on the Port Jervis Line to Orange County

- Raritan Valley Line

These areas do not provide one-seat rides for two reasons: (1) the rail lines are not
electrified, and (2) there is no commuter rail capacity between Frank R. Lautenberg
Station and midtown Manhattan. Several new service proposals are being studied
separate from ARC that would need to terminate in Newark or Hoboken without adding
new capacity into New York. These projects include: the Northern Branch project
located between Tenafly and North Bergen, New Jersey, the Monmouth-Ocean-
Middlesex Rail Line, West Trenton Line, West Shore Rail Line, the Lackawanna Cutoff,
and Passaic—Bergen Diesel Multiple-Unit (DMU) Project.

New one-seat ride service will improve access to midtown Manhattan, reduce travel time,
and improve comfort and convenience to NJ TRANSIT commuters by eliminating
transfers.

Provide a new station facility to relieve severely overcrowded and inadequate
conditions at Penn Station New York — PSNY is one of the nation’s oldest and busiest
transportation facilities. The condition of the 100-year-old station presents challenges,
the most prominent being capacity to accommodate increasing ridership demands, as well
as maintaining safety and security. Peak hour and peak period operations at PSNY are
constrained by track capacity and train maneuverability limitations. Limited capacity
means that no new service could be added without major infrastructure investments.
Three commuter rail operators share this 21-track facility, which must accommodate over
1,000 trains each weekday. The future operation of more trains, bi-level coaches, and
platform/access improvements would exert more pressure on the passenger facilities at
PSNY, some of which are inherent in the original design and cannot be corrected.

Eliminate commuter rail delays caused by unanticipated events or routine
maintenance — The existence of only two single-track Hudson River tunnels provides no
service redundancy should unanticipated outages occur. Such outages significantly
reduce overall system flexibility, reliability and on-time performance.

Enhance commuter rail system safety and security — Projected growth in the number
of passengers arriving and departing PSNY requires station tracks, platforms, and vertical
circulation systems designed to better accommodate these higher volumes that strain
PSNY. On-going maintenance and improvements needed to address fire and life safety
issues for the two existing single-track tunnels leading into PSNY requires that a single
tunnel track be taken out of service, resulting in reduced passenger service or delays.
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TABLE ES-1:
(CONTINUED)

DEIS BUILD ALTERNATIVE COMPARED TO REFINED BUILD ALTERNATIVE

COMPONENT

West Midtown
Tunnel/Hudson
River Bulkhead

DEIS
BUILD ALTERNATIVE

REFINED
BUILD ALTERNATIVE

ALIGNMENT (continued)

Cut-and-cover tunnels of
between 65- and 85-foot
maximum depth (depending
on 2% or 3% grade options)
through the Hudson River
Bulkhead, under landside
portion of Hudson River
Park, Route 9A, and west
side of Manhattan to Tenth
Avenue.

Bored tunnels below the
Hudson River Bulkhead, the
landside portion of Hudson
River Park, Route 9A, and
the west side of Manhattan
to Tenth Avenue with 100-
to 125-foot depth to top of
tunnels.

CHANGE IN IMPACTS

Eliminates historic
resources, parklands,
transportation and land
use construction
impacts

Retains system
redundancy

PSNY Track
Connection

Direct track connection
from new tunnels to existing
PSNY.

No direct track connection
from new tunnels to existing
PSNY.

Eliminates land use and
transportation
construction impacts

Manhattan Tunnel
Depth

Bored tunnels from Tenth
Avenue to Fifth Avenue
with 75- to 100-foot depth
to top of tunnel.

Bored tunnels from
Eleventh Avenue to Fifth
Avenue with 110- to 135-
foot depth to top of tunnel.

No change in impacts

No. 7 Line Subway

Alignment crosses above
NYCT’s proposed No. 7
Line subway.

Alignment crosses below
NYCT’s proposed No. 7
Line subway. Rock
separation is 11 feet
between the proposed
tunnels and the No. 7 Line.

No change in impacts

NYCDEP Water
Tunnel No. 1

Platforms

Both upper and lower level
tail tracks included. Lower
level tail tracks 40 feet

above Water Tunnel No. 1.

Use of existing platforms
for NEC trains using new
ARC tunnels.

NYPSE cavern located 125
feet from existing Water
Tunnel No. 1. Upper level
tail tracks 45 feet above
existing Water Tunnel No.
1. Lower level tail tracks
eliminated to avoid impacts
on the water tunnel.

New island platform and
associated expanded station
areas on south side for trains
using new ARC tunnels
between two new south side
tracks.

No change in impacts

FRANK R. LAUTENBERG STATION

Increases construction
and long-term land use
(property) impacts
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TABLE ES-1:
(CONTINUED)

DEIS BUILD ALTERNATIVE COMPARED TO REFINED BUILD ALTERNATIVE

COMPONENT

Station Caverns

DEIS
BUILD ALTERNATIVE
NEW YORK PEN
New 34" Street Station
between Eighth and Fifth
Avenues with four-over-
four track/ platform two-
cavern arrangement. Two
separate but connected
caverns each housing two
platforms and four tracks
require part of the alignment
to lie beyond the north side
of West 34™ Street.
Caverns construction to
allow for full eight tracks,
but only six tracks outfitted.

REFINED

BUILD ALTERNATIVE
STATION EXPANSION
NYPSE between Eighth and
Fifth Avenues with three-
over-three track/platform
single-cavern arrangement.
The single cavern would be
contained within the public
right-of-way of West 34"
Street. Six tracks to be
outfitted.

CHANGE IN IMPACTS

Eliminates subsurface
property impacts on
north side

Tail Tracks

Four tail tracks provided
with one at each level in
each cavern serving both
platform tracks on that
level. Four tail track
tunnels provided, but only
three outfitted.

Two tail tracks provided to
serve the three upper level
tracks of the new cavern.
Lower level tail tracks not
provided given deeper
cavern relationship to Water
Tunnel No. 1.

No change in impacts

Station Depth

Depth of station mezzanine
of 115 feet beneath Seventh
Avenue.

Depth of station mezzanine
of 153 feet beneath Seventh
Avenue.

Eliminates land use
(property) impacts
Increases passenger
travel time to street
from mezzanine

Vertical Circulation

Four (4) high-rise escalator
banks. Three (3) located on
south side of station, at
Sixth Avenue, Seventh
Avenue, and Eighth
Avenue. One (1) located on
the north side of station, at
Eighth Avenue.

Three (3) high-rise escalator
banks located exclusively
on the south side of station
caverns and Sixth Avenue/
Broadway, Seventh Avenue
and Eighth Avenue.

Increases number of
subsurface easements

Pedestrian
Connections

Pedestrian connections only
conceptually defined.

Pedestrian linkages between
NYPSE and the existing
subway system, PSNY and
street level defined in more
detail.

Increases number of
subsurface easements
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TABLE ES-1:
(CONTINUED)

DEIS BUILD ALTERNATIVE COMPARED TO REFINED BUILD ALTERNATIVE

COMPONENT

Station Entrances

DEIS

BUILD ALTERNATIVE

Six (6) station entrances:

Eighth Avenue
Northeast —Northeast
corner of Eighth
Avenue and West 34"
Street (480 — 486
Eighth Avenue)

Eighth Avenue
Southeast —Southeast
corner of Eighth
Avenue and West 34"
Street (460 — 474
Eighth Avenue)

Seventh Avenue
Northwest —Northwest
corner of Seventh
Avenue and West 34"
Street (442 Seventh
Avenue)

Seventh Avenue
Southwest —Southwest
corner of Seventh
Avenue and West 34"
Street (420 Seventh
Avenue)

Broadway Northwest —

Northwest corner of
Broadway and West
34™ Street (1313
Broadway)

Broadway Southwest —

Southwest corner of
Broadway and West

34™ Street (1293 — 1311

Broadway)

Concept development of
proposed station entrances

does not identify impacts to

historic resources.

REFINED

BUILD ALTERNATIVE
NEW YORK PENN STATION EXPANSION (continued)
Five (5) station entrances:

Eighth Avenue
Southeast —Southeast
corner of Eighth
Avenue and West 34"
Street (460 — 474
Eighth Avenue)

Seventh Avenue
Northwest —Northwest
corner of Seventh
Avenue and West 34"
Street (450 Seventh
Avenue/201 West 34"
Street)

Seventh Avenue
Southwest —Southwest
corner of Seventh
Avenue and West 34"
Street (420 Seventh
Avenue)

Broadway Northwest —
Northwest corner of
Broadway and West
34™ Street (1313
Broadway)

Broadway Southwest —
Southwest corner of
Broadway and West
34™ Street (1293
Broadway)

Eighth Avenue Northeast
station entrance eliminated.
Impacts to ground level and
below-ground levels of
historic Nelson Tower and
R. H. Macy Store.

CHANGE IN IMPACTS

Eliminates long-term
and construction land
use (property impacts)
at the northeast corner
of Eighth Avenue and
West 34" Street

Increases long-term
historic impacts
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TABLE ES-1:
(CONTINUED)

DEIS BUILD ALTERNATIVE COMPARED TO REFINED BUILD ALTERNATIVE

COMPONENT

Optional Station
Entrances

DEIS
BUILD ALTERNATIVE

The three (3) optional
entrances identified in the
DEIS Build Alternative are:

e Optional Eighth
Avenue Southwest —
Southwest corner of
Eighth Avenue and
West 34" Street

e  Optional West 35"
Street —mid-block on
West 35" Street
between Seventh and
Eight Avenues (211-
213 West 34" Street
and 218-222 West 35"
Street)

e  Optional West 34"
Street — mid-block on
West 34™ Street
between Sixth and Fifth
Avenues (43 West 34"
Street)

REFINED
BUILD ALTERNATIVE

Optional Station entrance
locations eliminated.

NEW YORK PENN STATION EXPANSION (continued)

CHANGE IN IMPACTS

Eliminates construction
and long-term property
impacts

ADA Access/
Emergency
Personnel Access

ADA elevator access
integrated into station
entrances. No employee-
only entrance.

Four access locations:

e Three (3) separate
elevator station
entrances to
accommodate ADA
requirements and
emergency access, and
one (1) station
personnel-only
entrance.

Increases land use
(property) impacts

Adds access for station
and emergency
personnel

Increases vehicular,
pedestrian traffic
impacts

ES-14




Executive Summary

TABLE ES-1:
(CONTINUED)

DEIS BUILD ALTERNATIVE COMPARED TO REFINED BUILD ALTERNATIVE

COMPONENT

ADA Access/

Emergency
Personnel Access
(continued)

DEIS
BUILD ALTERNATIVE

REFINED
BUILD ALTERNATIVE

Three ADA-compliant
separate elevator station
entrances:

e  Southwest corner of
Seventh Avenue and
West 34" Street (One
Penn Plaza)

e  Southwest corner of
Broadway and West
34™ Street (110 West
34" Street)

e Southeast corner of
Eighth Avenue and
West 34" Street (460
Eighth Avenue)

One personnel-only station
entrance:

e Mid-block on West 34"
Street between Ninth
and Eighth Avenues
(313 West 34" Street)

NEW YORK PENN STATION EXPANSION (continued)

CHANGE IN IMPACTS

Station Program
Space

(Station Space with
No Public Access)

Maintenance and
Storage Facilities

Approximately 50,000 SF
of station operations and
systems program space
would be located within Fan
Plant 3 on northeast corner
of Eighth Avenue and West
34" Street.

Equipment storage at new
Kearny Rail Yard mainly on
Koppers Coke site. Loop
track and future service and
inspection facility located
on adjacent Standard
Chlorine and Diamond
Shamrock sites.

Cavern and mezzanine
configuration designed to
provide required program
space for station operations
and systems. Amount of
station program space to be
determined during ongoing
preliminary engineering.

Equipment storage at new
Kearny Rail Yard
exclusively on Koppers
Coke site.

Eliminates land use
(property) construction
and long-term impacts
on northeast corner of
Eighth Avenue and
West 34™ Street

YARD

Eliminates construction
impacts to
contaminated materials
on Standard Chlorine
and Diamond
Shamrock sites

Morris and Essex
Connection

Conceptual designs for
trackwork connections
between existing M&E Line
and Kearny Rail Yard.

Replacement of historic
Koppers Road Bridge
identified during
preliminary engineering.
Maintains trackwork
connection between M&E
and Kearny Rail Yard.

Increases construction
and long-term impacts
to historic resources
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TABLE ES-1:
(CONTINUED)

DEIS BUILD ALTERNATIVE COMPARED TO REFINED BUILD ALTERNATIVE

COMPONENT

West End Wye

Tonnelle Avenue
Fan Plant

DEIS
BUILD ALTERNATIVE

REFINED
BUILD ALTERNATIVE

YARD (continued)

Upgrade existing 15 mph
West End Wye track to 30
mph alignment. Provide
second West End Wye track
to support 30 mph
operations.

Fan plant/construction
access shaft on either east or
west side of Tonnelle
Avenue in North Bergen.

No improvements to
existing 15 mph West End
Wye track. Provide second
West End Wye track to

support 30 mph operations.

Fan plant/construction
access shaft on east side of
Tonnelle Avenue in North
Bergen.

CHANGE IN IMPACTS

Increases property (land
use) construction and
long-term impacts

ANCILLARY FACILITIES

Increases property (land
use) construction and
long-term impacts

Increases
noise/vibration
construction impacts

Hoboken Fan Plant

Construction access shaft in
Hoboken adjacent to Adams
Street Sewerage Plant. Fan
plant located 400 feet from
nearest receptors.

Fan plant/access shaft in
Hoboken at same general
location. Fan plant located
140 feet from nearest
receptors.

Increases noise and
vibration construction
impacts at nearest
receptors

Manhattan Fan
Plants

Six (6) fan plants/
construction access shafts in
Manhattan, with two (2)
optional locations:

e FanPlant#1 -
Northeast corner of
West 28" Street and
Twelfth Avenue (281-
295 Eleventh Avenue).

e Optional Fan Plant #1 -
Southeast corner of
West 28" Street and
Twelfth Avenue (261
Eleventh Avenue).

e FanPlant #2 —
Northeast corner of
West 33 Street and
Dyer Avenue ramps
(431 West 33" Street)

e Optional Fan Plant #2 -
Northwest corner of
West 33" Street and
Dyer Avenue ramps
(448 West 34" Street)

Four (4) fan plants/
construction access shafts in
Manhattan, with one (1)
optional location:

e  Twelfth Avenue Fan
Plant - Northeast corner
of West 28" Street and
Twelfth Avenue (281-
295 Eleventh Avenue).

e Dyer Avenue Fan Plant
— Northeast corner of
West 33" Street and
Dyer Avenue ramps
(431 West 33" Street)

e 33" Street Fan Plant —
North side of West 33™
Street just east of
Seventh Avenue (137-
139 West 33" Street)

o 35" Street Fan Plant —
South side of West 35"
Street just west of
Seventh Avenues (218-
222 West 35" Street)

Changes location of
land use (property)
construction and long-
term impacts

Changes location of and
reduces vehicular and
pedestrian traffic
construction impacts

Eliminates impacts at
sites no longer
considered for fan
plants/construction
access shafts and
optional fan
plants/construction
access shafts
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TABLE ES-1:
(CONTINUED)

DEIS BUILD ALTERNATIVE COMPARED TO REFINED BUILD ALTERNATIVE

COMPONENT

Manhattan Fan
Plants (continued)

DEIS
BUILD ALTERNATIVE

e FanPlant#3 -
Northeast corner of
West 34" Street and
Eighth Avenue (488-
490 Eighth Avenue)

e Fan Plant #4 — North
side of West 34" Street
Mid-block between
Eighth and Seventh
Avenues (243-247
West 34" Street)

e Fan Plant #5 —South
side of West 34" Street
Mid-block between
Seventh and Sixth
Avenues (136-142
West 34" Street)

e Future Fan Plant #6 —
North side of West 34"
Street Mid-Block
between Sixth and Fifth
Avenues (25-27 West
34" Street)

REFINED
BUILD ALTERNATIVE

ANCILLARY FACILITIES (continued)

e Optional 35™ Street Fan
Plant — South side of
West 35" Street mid-
block between Eighth
and Ninth Avenues
(313 West 34™ Street)

CHANGE IN IMPACTS

Traction Power
Substations

Requirement for major
traction power substation
not identified.

A new 138/12 kV, 25 Hz
Substation located on west
side of Tonnelle Avenue
adjacent to an historic
building and just south of an
existing Amtrak substation.
Upgrades to existing
Amtrak Substations 41 and
42 in Kearny and North
Bergen, respectively.

Increases construction
and long-term impacts
to historic substation

Fan Plant
Configuration

Prototypical configuration
of fan plants developed
during concept phase for
property requirements.

Fan plants designed to
comply with neighborhood
character. Site-specific
configuration of fan plants
developed. Sizes for each
facility developed.

No change in impacts;
some fan plants would
be larger, and others
smaller than DEIS
prototypical design.

Station
Ventilation/Cooling
Tower

Fan Plant located east of
Seventh Avenue identified
for station ventilation.
Specific total requirements
not identified in concept
phase.

Cooling tower included in
West 35" Street and
optional fan plant site west
of Eighth Avenue.

Changes in location and
further refinement of
cooling tower
requirements would not
result in impacts
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TABLE ES-1:
(CONTINUED)

DEIS BUILD ALTERNATIVE COMPARED TO REFINED BUILD ALTERNATIVE

COMPONENT

NEC Tracks

DEIS
BUILD ALTERNATIVE

REFINED
BUILD ALTERNATIVE

CONSTRUCTION METHODS

Additional NEC tracks on
widened embankments and
new structures; east and
west of Frank R. Lautenberg
Station. Reconstruction of
NEC west of Secaucus to
raise profile of existing
tracks.

New tracks on separate
embankments or structures
to the south of existing
NEC; east and west of
Frank R. Lautenberg
Station. Minimal impact to
existing NEC tracks.

CHANGE IN IMPACTS

e Increases wetlands
impacts

e Eliminates operations
(transportation services)
construction impacts

NYS&W/Conrail
Crossing

Cut-and -cover tunnels
under NYS&W, Conrail
tracks and Tonnelle
Avenue.

Construction of new bridge
over NYS&W and Conrail
tracks.

e Eliminates construction
impacts to freight
transportation

Palisades Tunnels
Construction Access
Shaft

Construction access shaft
west of Tonnelle Avenue to
commence TBM
construction through
Palisades. The project
would require the
acquisition of a fast food
restaurant located along
Tonnelle Avenue.

Cut-and-cover tunnels under
Tonnelle Avenue with
construction access shaft
east of Tonnelle Avenue to
commence TBM
construction through
Palisades. Additional
staging area contiguous to
the Tonnelle Avenue fan
plant, requiring
displacement of the fast
food restaurant (identified in
the DEIS Build Alternative)
as well as a self-storage
facility. Substation to be
added on south side of
tracks on the west side of
Tonnelle Avenue.

e Increases construction
and long-term land use
(property) impacts

e Increases construction
employment impacts

Hudson River
Tunnels

Cofferdam in mid-river with
2% grade option and
cofferdam at Manhattan
shore with 2% and 3%
grades.

Cofferdams eliminated with
deeper tunnels profile.
Tunnel has a 0.8% grade.

e Eliminates construction
and long-term ecology
impacts

West Midtown
Tunnel/Hudson
River Bulkhead

Cut-and-cover tunnels of
between 65- and 85-foot
maximum depth under
landside portion of Hudson
River Park, Route 9A, and
west side of Manhattan to
Tenth Avenue.

Boring under landside
portion of Hudson River
Bulkhead, Hudson River
Park, and Route 9A.
Construction access shaft on
northeast corner of Twelfth
Avenue and West 28" Street
to receive Hudson River
TBM and to commence
Manhattan TBM operations.

e Eliminates construction
and long-term ecology,
water resources, and
land use impacts
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TABLE ES-1:
(CONTINUED)

DEIS BUILD ALTERNATIVE COMPARED TO REFINED BUILD ALTERNATIVE

COMPONENT

West Midtown
Tunnel/Hudson
River Bulkhead
(continued)

DEIS

BUILD ALTERNATIVE

CONSTRUCTIO
Cut-and-cover construction
through west side of
Manhattan from Route 9A
to West 31 Street and Dyer
Avenue for Penn Station
connection. Required
underpinning of High Line,
LIRR shop, and Lerner
Building.

REFINED
BUILD ALTERNATIVE
METHODS (continued)
No cut-and-cover required
from Route 9A to West 31
Street and Dyer Avenue.

CHANGE IN IMPACTS

Eliminates
construction,
transportation, historic,
and land use impacts

Station Entrances

Cut-and-cover construction
on West 34" Street and
adjacent sidewalks at Sixth,
Seventh and Eighth
Avenues for station entry
and mezzanines. Limits not
fully developed with
conceptual design.

Cut-and-cover construction
extents determined on West
34" Street and adjacent
sidewalks at Sixth, Seventh
and Eighth Avenues added
for station entry and
mezzanines.

Increases construction
vehicular and
pedestrian traffic, and
land use impacts

Utilities

Utilities relocation
requirements not fully
defined with conceptual
design.

Utilities relocation
requirements determined.
Expected work limited to
along Eighth Avenue
between West 34" and West
33 Streets, and along West
34™ Street just west of
Seventh Avenue and
Broadway.

Relocation of storage areas,
flush pit and fueling facility
from western to eastern part
of Con Ed site in
Manhattan.

No change in impacts

Tunnel Excavate
Removal

Tonnelle Avenue Fan Plant/
Construction Access Shaft
would be the exclusive site
for extracting excavated
tunnels material in NJ.
Twelfth Avenue Fan Plant/
Construction Access Shaft
(Fan Plant/Construction
Access Shaft #1) would be
the exclusive site for
extracting excavated tunnels
material in Manhattan.

Tunnel excavation material
removal added at
construction access shafts
(future fan plant sites) in
Hoboken, Dyer Avenue,
West 33", West 35" and
optional West 35" Street
sites.

Increases construction
vehicular traffic
impacts
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TABLE ES-1:
(CONTINUED)

DEIS BUILD ALTERNATIVE COMPARED TO REFINED BUILD ALTERNATIVE

COMPONENT

Haul Routes

DEIS
BUILD ALTERNATIVE
CONSTRUCTIO
Haul routes primarily on
Tonnelle Avenue in NJ and
Twelfth Avenue in
Manhattan.

REFINED
BUILD ALTERNATIVE
METHODS (continued)
The identification of
additional haul routes for
disposal of excavated
material in NJ and NY is
ongoing on locations in
addition to Tonnelle Avenue
in NJ and Twelfth Avenue
in Manhattan.

CHANGE IN IMPACTS

e Increases construction

vehicular traffic
impacts

e Reduces construction

air quality impacts
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The Main Line tracks south of the Frank R. Lautenberg Station would be raised to allow the
Secaucus Connection loop tracks to run at-grade as they curve to connect to the NEC and new
tracks via the former Boonton Line. This connection between the Main, Bergen County, Pascack
Valley and Port Jervis lines and the new ARC tunnels would create a direct, one-seat ride for
passengers from Northern New Jersey and Orange and Rockland counties in New York to
Midtown. Currently, passengers must transfer to upper level platforms along the NEC for
service to PSNY.

West End Wye/Kearny Yard Connection

The Refined Build Alternative would include improvements to the West End Wye in Jersey City
that would create a higher-speed, single-track connection with interlocking improvements along
the M&E Lines. This connection would supplement the existing, slow-speed, single-track
connection that would remain. This improved connection would support moves to and from the
proposed Kearny Rail Yard. The Secaucus Connection and West End Wye connection to the
proposed Kearny Yard have been designed to segregate NJ TRANSIT and Norfolk Southern
operations.

Hudson River

The two new tunnels cross the Hudson River south of the existing North River Tunnels and enter
Manhattan at West 28" Street where they would turn north to approach West 34" Street. The top
of the proposed tunnels would be 50 feet below the riverbed and 31 feet below the existing
timber piles supporting the Hudson River Bulkhead.

New York

The tunnels would enter Manhattan and pass 127 feet below the surface at Hudson River Park
and 12" Avenue. This provides adequate cover for tunneling operations to ensure no surface
impacts. The tunnels would continue northeast to align with West 34™ Street at 9" Avenue,
crossing below New York City Transit’s (NYCT) No. 7 Line subway extension at 11" Avenue.
The two tunnels would split to four trackways, two to the upper level and two to the lower level
of NYPSE. The lower track level would descend to a maximum depth of 180 feet at Seventh
Avenue. The two upper level and the two lower level tracks would each split to three upper level
and three lower level platform tracks before Eighth Avenue, and continue through the NYPSE,
where rail service would terminate. A single set of tail tracks from the upper level of the station
would cross over the New York City Department of Environmental Protection (NYCDEP) Water
Tunnel No. 1. The tail tracks would not preclude future connections to east Manhattan transit
options or facilities.

NEW YORK PENN STATION EXPANSION
Station Configuration

NYPSE features a single, 3-track-over-3-track cavern that would fit within the public right-of-
way of West 34™ Street between Eighth and Sixth Avenues. The station would have an upper
and lower track level with a mezzanine in between. The NYPSE mezzanine would be at a depth
of 153 feet beneath Seventh Avenue. The station would have one center-island and one side
platform on each level that would accommodate 12-car multiple unit trainsets, or a dual power
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locomotive with 11 coaches. Two full-length tail tracks would connect to the three station tracks
on the upper level.

Station Entrances

NYPSE includes five street entrances. Their addresses could change during design, but would
remain at the intersections of Eighth Avenue, Seventh Avenue, and Broadway with West 34"
Street. The design team has identified station entrances at particular building locations. As
additional design progresses, the locations would remain in the vicinity of the identified corners.

The five street entrances are:

e Eighth Avenue Southeast: ~ Southeast corner of Eighth Avenue and West 34" Street
(460 — 474 Eighth Avenue)

e Seventh Avenue Northwest: Northwest corner of Seventh Avenue and West 34" Street
(450 Seventh Avenue/201 West 34™ Street)

e Seventh Avenue Southwest: Southwest corner of Seventh Avenue and West 34" Street
(420 Seventh Avenue)

e Broadway Northwest: Northwest corner of Broadway and West 34" Street (1313
Broadway)

e Broadway Southwest: Southwest corner of Broadway and West 34" Street (1293
Broadway)

Underground pedestrian connections would be provided to existing PSNY, the NYCT subway
stations at Eighth, Seventh and Sixth Avenues and Broadway, and the Port Authority Trans
Hudson (PATH) at Sixth Avenue.

NYPSE also includes three additional station entrances, distinct from the above street entrances,
each with a pair of elevators for public and disabled access in compliance with the Americans
with Disabilities Act. An additional non-public elevator entrance would be provided for staff
and maintenance use. Dedicated stairways would be provided in each of the elevator banks for
egress and ingress by emergency personnel only to avoid conflict with passengers exiting the
station. The addresses for the following elevator entrances could change during design, but
would remain in the same general locations. The locations of these four elevator entrances are:

e Southeast corner of Eighth Avenue and West 34™ Street (460 Eighth Avenue)
e Southwest corner of Seventh Avenue and West 34™ Street (One Penn Plaza)
e Southwest corner of Broadway and West 34" Street (110 West 34" Street)

e Employee-only entrance - Mid-block on West 34™ Street between Ninth and Eighth
Avenues (313 West 34™ Street)
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ANCILLARY FACILITIES
Fan Plants/Construction Access Shafts

In New Jersey, two fan plants are proposed to meet ventilation requirements within the new
Palisades tunnels. These two fan plants would be 6,000 feet apart. Cross-passages between the
independent tunnels would be constructed at 800-foot intervals, with fire doors on each end.
This arrangement would allow evacuation of passengers and train crews to the non-incident
tunnel in the event of an emergency. The Tonnelle Avenue Fan Plant (Palisades tunnels
ventilation) would be located immediately east of Tonnelle Avenue in North Bergen on an
existing industrial/commercial property. The Hoboken Fan Plant would be located adjacent to
the Adams Street Wastewater Treatment Plant north of the NJ TRANSIT Hudson-Bergen Light
Rail Transit alignment. The Refined Build Alternative would include removal of excavated
tunnels material from the two fan plant/construction staging areas on the east side of Tonnelle
Avenue in North Bergen and in northern Hoboken.

In Manhattan, four fan plants are proposed to meet ventilation requirements. Two fan plants
would serve the tunnels west of NYPSE, and two fan plants would serve NYPSE. The addresses
listed below for the fan plant/construction access shafts in Manhattan could change during
design, but would remain in the same general locations. The locations are:

e Twelfth Avenue Fan Plant - Northeast corner of West 28" Street and Twelfth Avenue
(281-295 Eleventh Avenue)

e Dyer Avenue Fan Plant — Northeast corner of West 33" Street and Dyer Avenue ramps
(431 West 33" Street).

e 33" Street Fan Plant — North side of West 33" Street just east of Seventh Avenue (137-
139 West 33" Street).

e 35" Street Fan Plant — South side of West 35" Street just west of Seventh Avenue (218-
222 West 35" Street) or Optional 35" Street Fan Plant — South side of West 35 Street
mid-block between Eighth and Ninth Avenues (313 West 34 Street)

Demolition materials from existing structures and excavated tunnels material would be removed
from Twelfth Avenue, Dyer Avenue, and the West 33" Street and West 35" Street fan
plant/construction access shafts.

Drainage

Pump stations would be located at low points along the tunnels to remove water entering the
tunnels and would be designed to provide sufficient water clearance capacities for a 100-year
storm event. Storm water discharge would be released to existing waterways or municipal sewer
systems after attenuation and application of the “Best Management Practice” pollution control
measures, in compliance with New Jersey Department of Environmental Protection, the US
Army Corps of Engineers, the New Jersey Meadowlands Commission, the New York City
Department of Environmental Protection, the New York State Department of Environmental
Conservation, and other local agencies’ requirements.
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TABLE ES-2:  SUMMARY RESULTS OF EVALUATION OF THE REFINED BUILD ALTERNATIVE

Purpose & Need

Evaluation Measure/Results

GOAL: IMPROVE TRANS-HUDSON MOBILITY

TRANSIT CAPACITY

Increase capacity of the trans-Hudson
commuter rail system, which is at
capacity during peak travel periods

e  Trans-Hudson peak train capacity — AM peak train service would increase
from 23 to 48 trains per hour

e  Peak hour train volume/capacity ratio — Average V/C would decrease 37
percent from 0.95 to 0.60

e  Trans-Hudson ridership — Daily rail trips to and from Manhattan would
increase 46 percent from 174,000 to 254,190

e Ability to accommodate future services — one-seat ride service to
Manhattan would optimize the attractiveness and benefits of
NJ TRANSIT’s other rail expansion initiatives

TRANSFERS

Provide new one-seat ride service to
midtown Manhattan from areas not
served today

e Improved connectivity — New one-seat ride service to Manhattan would
be provided on seven NJ TRANSIT lines that currently require
passengers to transfer

e  Number of transfers — Daily passenger transfers (for travel to/from
Manhattan) would decrease approximately 97 percent from 32,100 to
1,000

GOAL: UTILIZE, IMPROVE, AND EXPAND THE CAPACITY OF THE REGION’S EXISTING TRANSIT
INFRASTRUCTURE TO THE MAXIMUM EXTENT POSSIBLE

FACILITY CROWDING
Provide a new station facility to relieve
severely overcrowded and inadequate

e  Average egress time from PSNY — Average passenger egress time from
the platform to the concourse in the AM peak hour would decrease by 25
percent from 80 to 60 seconds

conditions at PSNY e Number passengers arriving into PSNY — Peak hour ridership into
existing PSNY would decrease by 37 percent from 27,380 to 17,160
RELIABILITY e  Train schedule recovery for delays — Peak period peak direction schedule

Eliminate commuter rail delays caused
by unanticipated events or routine
maintenance

recovery would drop from 44% to 11%; Average scheduled time from
Newark to Manhattan would decrease by 5 minutes in the peak hour and
3.5 minutes in the off-peak

e  Tunnel maintenance — Continuous rail service to Manhattan would be
possible during weekends, since the new tunnels would remain open
while the existing tunnels undergo routine maintenance

GOAL: MAINTAIN A SAFE AND SECURE TRANSIT SYSTEM

SAFETY AND SECURITY
Enhance commuter rail system safety
and security

e Redundancy for maintenance and emergency — The new tunnels and
station expansion would enable responses to emergency situations for
Amtrak and NJ TRANSIT

e  Station evacuation during emergencies — the Refined Build Alternative’s
independent station areas would distribute passengers between the PSNY
and NYPSE, which allows for safer conditions and faster evacuation in
case of emergency

GOAL: MAINTAIN AND

ENHANCE THE ECONOMIC VIABILITY OF THE REGION

ECONOMIC GROWTH

Provide increased rail capacity to meet
growth in west-of-Hudson population
and jobs in NYC

e Jobs — Permanent increase of 750 jobs throughout businesses

e Tax revenue — Permanent increase of $15.5 million in local, state and
federal taxes

e Income — Permanent increase of $46 million in personal income

e  Business activity — Permanent increase of $120 million in business
activity

GOAL: PRESERVE AND PROTECT THE ENVIRONMENT

ROADWAY CONGESTION

Increase capacity of the trans-Hudson
transportation system, which is at or near
capacity during peak travel periods

e Auto VMT and VHT - Daily trans-Hudson auto trips would be reduced
by 22,100, daily auto VMT would be reduced by 589,600, and daily auto
VHT would be reduced by 21,700
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NEPA EVALUATION

The Refined Build Alternative would provide opportunities for certain optimum service
enhancements throughout the NJ TRANSIT rail system that would not be possible under the No
Build Alternative. These enhancements would be related to the various rail line improvement
initiatives that NJ TRANSIT is advancing throughout northern and central New Jersey, which
ideally would have their final destination in Manhattan. However, without the added Build
Alternative rail capacity between Frank R. Lautenberg Station and midtown Manhattan, these
rail line improvements would need to terminate in Hoboken or Newark. Such an arrangement
would provide some benefit, but not the one-seat ride efficiency or additional Build Alternative
capacity east of Frank R. Lautenberg Station.

Moreover, not constructing the Refined Build Alternative would result in more indirect
commutation for those passengers on the improved NJ TRANSIT lines included in the No Build
that would otherwise terminate at Newark or Hoboken. These individuals would need to transfer
to other trans-Hudson service, such as PATH, ferries, or New York-bound trains. Such transfers
would add time to each of these trips, if the existing NEC trains would continue to experience
delays in reaching PSNY. It would also be possible that as conditions worsen, would-be west-
of-Hudson commuter rail passengers from New Jersey and Orange and Rockland counties would
switch to alternative means of travel, such as autos, ferries or buses. This situation would
lengthen their respective trips and increase their energy consumption due to overburdened
existing operations at the Lincoln Tunnel, Holland Tunnel and George Washington Bridge. As
these alternative means would deteriorate, negative economic impacts would occur throughout
the region.

FTANEW STARTS EVALUATION

The Section 5309 “New Starts” program is the Federal government’s primary program for
providing financial support to locally-planned, implemented, and operated fixed guideway transit
major capital investments. The New Starts evaluation process is used in conjunction with the
evaluation process under the National Environmental Policy Act, for which this Environmental
Impact Statement is being prepared. The current overall rating for the Access to the Region’s
Core project is “Medium-High”.

F. PUBLIC AND AGENCY OUTREACH

Public and agency outreach has been an important part of the DEIS and SDEIS, consistent with
the requirements of the National Environmental Policy Act of 1969, Section 106 of the National
Historic Preservation Act of 1966, the New Jersey Register of Historic Places Act, the New York
State Historic Preservation Act of 1980, the New York State Environmental Quality Review Act,
the New York City Environmental Quality Review and the Council on Environmental Quality
guidelines.

Scoping meetings for the ARC project were held in December 2003. Public Hearings were held
in Newark and North Bergen, New Jersey on March 13 and 14, 2007, respectively, and in New
York City on March 27, 2007. Public information meetings were held in Rockland and Orange
Counties, New York on March 20 and 22, 2007, respectively. Over 500 meetings have been held
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with elected officials, affected communities, transit passengers, property owners, interest groups,
business groups, and transportation and other government agencies, in New Jersey and New
York, as described in Chapters 12 and 13. Meetings with a Technical Advisory Committee and a
Regional Citizens Liaison Committee were convened throughout the DEIS and SDEIS process to
review Build Alternative physical, operational and environmental issues. Coordination continues
with representatives of affected New Jersey municipalities, New Jersey agencies, and New York
City agencies, particularly in regard to the Refined Build Alternative alignment and
configuration in relation to planned or proposed projects in both states.

This outreach has afforded ample opportunities for the project team to: provide project
information; identify coordination issues; and obtain input to develop project designs. As a
result, the Refined Build Alternative is based on: responsiveness to commuter needs, sensitivity
to its surrounding area, improving reliability and redundancy, and being able to gain the support
needed for implementation.

G. ENVIRONMENTAL IMPACTS OF THE REFINED BUILD
ALTERNATIVE

This SDEIS identifies environmental impacts and benefits associated with the Refined Build
Alternative for a range of issue areas and related resources, both in the short-term during
construction (2009 - 2017) and over the long-term after the project service begins.
Construction-related project impacts, further described in Section 3.6 and Chapter 5, include the
following:

e Construction at the surface or close to the surface would create temporary noise and
vibration impacts in New Jersey and New York.

e Construction of the Refined Build Alternative would result in a worsening of an existing
violation of the PM 2.5 annual standard at the Twelfth Avenue fan plant/construction
access site in Manhattan. The New York State Department of Environmental
Conservation is currently preparing and implementing measures to reduce PM,5s levels in
the region to values below the PM, 5 standard by 2010. As a result, this miniscule project
increase would not exceed standards.

e Private and public property would be impacted by the construction of track, structures
and fan plants/construction access shafts in both New Jersey and New York. Additional
property impacts would be needed for the new NYPSE entrances in New York. These
property impacts would also result in the loss of tax ratables and annual municipal tax in
both states. However, these losses would be offset by an increase in jobs, taxes and
business activity associated with construction of the Refined Build Alternative.

e Displacement of additional uplands and wetlands in New Jersey.

e Areas of archaeological sensitivity and historic resources have been documented in the
project area in both New Jersey and New York. Areas of archaeological sensitivity in
New Jerse}: include historic cemeteries in Secaucus, as well as industrial remains, a
historic 18" century Weehawken Ferry Slip and Hackensack Plank Road in Hoboken. In
New York, the area from the Hudson River shoreline to Tenth Avenue was in-filled and
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piers and wharves might be present. From Tenth Avenue to Fifth Avenue, domestic
archaeological remains, such as privies, wells, and building foundations, might be
present. Disturbance to these archaeological resources as a result of Refined Build
Alternative construction could have adverse effects.

e Historic resources are present in the project area in New Jersey and New York.
Temporary indirect effects to these historic resources could result from increased noise
and vibration, dust, traffic, and the introduction of visual elements, such as construction
equipment, fencing and shielding.

e Construction of the Refined Build Alternative would require the potential use of Section
4(f)" land in New Jersey and New York. Potential use of Section 4(f) land in New Jersey
would include potential disturbances to historic cemeteries in Secaucus, industrial
remains and a historic 18" century Weehawken Ferry Slip and Hackensack Plank Road in
Hoboken. In New York, disturbances to wharves, domestic remains, and other resources
would constitute a potential Section 4(f) use. A permanent deep easement under the
waterside and landside segments of Hudson River Park would also constitute a Section
4(f) use.

e Existing utility lines would be relocated or temporarily disrupted during construction,
especially due to tunneling. However, no disruption or discontinuance of utility services
would result.

e During construction of station entrances and fan plants in Manhattan, sections of
sidewalks would be closed or reduced in width, and sections of street curb lanes would be
closed to traffic. These closures would vary in duration. In addition, trucks would
remove excavated materials and make deliveries to and from Manhattan.

Long-term impacts, further described in Chapters 3 and 4, would be associated with the
operation of the Refined Build Alternative, and include the following:

e A miniscule increase (0.007 pg/m®) in PM,s emissions in Manhattan as a result of the
addition of peak period taxis and buses in the vicinity of NYPSE. The New York State
Department of Environmental Conservation is currently preparing and implementing
measures to reduce PM, s levels in the region to values below the PM, 5 standard by 2010.
As a result, this miniscule project increase would not exceed standards.

e Noise and vibration impacts in locations beyond the project area as a result of increased
commuter rail service along five NJ TRANSIT rail lines.

e Displacement of uplands and wetlands in New Jersey.
e Long-term increases in employment and tax revenues.

e Permanent direct effects to five historic resources in New Jersey eligible for the National
Register of Historic Places as a result of the construction of walls, viaducts, underpinning

Transportation projects affecting parks, recreation areas, wildlife/waterfowl refuges and historic sites require an evaluation
pursuant to Section 4(f) of the DOT Act of 1966 and the FHWA/FTA NEPA regulations 23 CFR Part 771.135. A
transportation project requiring use of Section 4(f) land may be approved if a) there is no prudent and feasible alternative to
using that land; and b) the project includes all possible planning to minimize harm to the Section 4(f) property.
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and demolition. In New York, permanent direct effects to three National Register-
eligible historic resources due to a fan plant and tunnels.

Use of five National Register-eligible Section 4(f) resources in New Jersey due to walls,
viaducts, underpinning and demolition. In New York, use of three National Register-
eligible resources and one recreational resource due to a fan plant and tunnels.

ENVIRONMENTAL MITIGATION OF THE REFINED BUILD
ALTERNATIVE

The following mitigation measures would be implemented to minimize or eliminate impacts that
would occur as a result of the construction and operation of the ARC project. Specific mitigation
measures are presented in Chapters 3, 4 and 5. These mitigation measures would be
incorporated into a Construction Environmental Protection Plan (CEPP), which would be
developed as project design progresses, and mitigation measures are refined during preparation
of the FEIS.

TRANSPORTATION

Maintenance-and-Protection-of-Traffic (MPT) Plans, addressing travel lane closures,
sidewalk closures, and additional truck traffic traversing local streets during construction,
would be developed in coordination with municipal agencies and affected stakeholders in
New Jersey and New York. MPT plans would also address bus scheduling and the
potential shifting bus stop locations. Partial or complete sidewalk closures during
construction would be mitigated by increasing the effective width of the opposite
sidewalk or constructing a protected walkway in the curb lane adjacent to the closure.
With the exception of the fan plant sites, street lane closures would be limited primarily
to nighttime periods and weekends. MPT plans would minimize impacts to traffic flow
and levels of traffic service by detouring auto trips onto parallel streets, moving bus
stops, and retiming traffic signals. Parking spaces would be eliminated to provide
loading and storage areas during construction.

Impacts to Amtrak or NJ TRANSIT operations during construction would be limited to
off-peak, nights, and weekends, whenever practicable.

A Penn Station New York Pedestrian Access Plan would be developed with NYCT,
LIRR and Amtrak that would identify alternative routing to enable pedestrians and
commuters within PSNY to avoid station areas impacted by construction.

NJ TRANSIT would work with New York State and New York City agencies regarding a
long-term pedestrian circulation plan to support proposed commercial and residential
development around PSNY.

Coordination with New York City agencies to mitigate long-term pedestrian impacts with
improvements such as crosswalk widenings or removal or relocation of newsstands and
other street furniture.

Coordination with NYCT to mitigate long-term impacts to subway station elements with
improvements such as widening and/or adding stairs or escalators where feasible.
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Coordination with NYCDOT to mitigate long-term traffic/intersection impacts by traffic
signal timing changes (i.e., relocating “green time” among conflicting approaches) would
continue.

LAND USE

Land use, zoning, and public policy changes, including any New York City-authorized
actions, such as special permit for NYPSE, possible zoning text changes for fan plants,
and demapping of below-grade volumes of streets for the tunnels, would follow the
City’s Uniform Land Use Review Procedures (ULURP) regulations, as appropriate.
Further coordination with New York City Department of City Planning would continue
as the project advances, relative to applying for and receiving any required approvals
under ULURP.

Long-term mitigation strategies would include: (1) Building location and orientation —
variations in height, footprint and siting on property; (2) Architectural style and building
form — facade treatments and overall massing; (3) Building materials and color —
consistency with adjacent/adjoining buildings; (4) Creation/use of public spaces and
public art — dedication of remaining space on parcels containing fan plants/construction
access shafts.

DEMOGRAPHICS, NEIGHBORHOODS AND COMMUNITY FACILITIES

NYPSE entrance excavation would require relocation of affected businesses.

NJ TRANSIT would work with property owners to obtain favorable relocation assistance,
including relocation of displaced businesses near their original location. Relocation
procedures would adhere to the Uniform Relocation Assistance and Real Property
Acquisition Policies Act of 1970, as codified in Title 42, Section 4601 et seq. of the
United States Code, and the applicable implementing regulations set forth in Title 49,
Part 24 of the Code of Federal Regulations (collectively, the “Uniform Act”) (U.S. Code
42 and CFR 49).

VISUAL

Construction activity and equipment would be partially shielded by erection of temporary
barriers of sufficient height to block the line of sight of certain equipment and
construction activities from nearest viewers.

AIR QUALITY

A Dust Control Program to reduce dust and air pollution during construction would be
incorporated into construction contracts and used throughout construction. The program
would include: use of soil stabilizers; use of dust screens; covering dump trucks during
material transport on public roadways; use of wheel-wash stations or crushed stone at
construction ingress/egress areas; wet suppression during material handling activities;
limiting truck speed within construction sites; wet spray street sweeper on paved
roadways; and barriers around construction sites.
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Diesel Emission Control Measures would be incorporated into construction contracts and
implemented at construction sites. Measures would include: use of Ultra-Low Sulfur
Diesel fuel; construction equipment retrofitted with diesel particular filters and/or Best
Available Technology; and electric powered on-site construction equipment (TBM,
compressors, welders and pumps) in accordance with NYC Local Law 77.

NOISE AND VIBRATION

Noise generated by construction activities would be mitigated by: noise barriers;
installation of acoustical windows; and enclosing equipment inside an acoustical tent or
other similar devices.

Noise generated by trucks during construction would be mitigated by: limiting truck
idling; limiting truck queuing near sensitive receptors; and minimizing noise from backup
warning alarms by planned routing of trucks through construction sites.

A Vibration Monitoring Program to minimize vibration levels near sensitive receptors
would be implemented. Vibration would be measured during construction to verify that
vibration levels are below the building damage criterion for buildings and historic
buildings.

A project staff person would be assigned to work with St. Michael’s School and Convent,
as well as surrounding property owners, throughout the construction period to identify the
most effective mitigation.

Long-term noise mitigation measures such as building insulation, double-glazed
windows, or air conditioning for noise-impacted dwelling units and school classrooms.
In New Jersey, specific mitigation measures would be explored with the affected
residents and the low income and minority population along Henry Street in Secaucus. In
New York City, specific mitigation would be explored with St. Michael’s School and
Convent.

ECOLOGY

Mitigation to avoid or minimize disturbances to nesting osprey would be coordinated
with the NJDEP Endangered and Nongame Species Program. These measures would
include construction of new osprey nesting platforms at a 3:1 ratio, 1,000 feet or more
from the site, using NJDEP Division of Fish and Wildlife designs.

Construction impacts within the Hackensack Meadowlands District and Penhorn Creek
would be mitigated through the implementation of an approved compensatory wetland
mitigation plan, as coordinated with and approved by regulatory agencies. Wetlands
impacted during construction would be restored to pre-disturbance condition, based on
continued dialogue with jurisdictional agencies, such as New Jersey Meadowlands
Commission, U.S. Fish and Wildlife Service, National Marine Fisheries Service, U.S.
Army Corps of Engineers, the Hackensack Riverkeeper, New Jersey Department of
Environmental Protection (NJDEP), and county and local environmental commissions.

Permanent impacts to wetlands would be mitigated by: wetland banking through
restoration or enhancement of the Richard P. Kane Tract at an agreed-to compensation

ES-37



Access to the Region’s Core SDEIS

ratio; negotiated monetary compensation; and continued dialogue with agencies
regarding means to reduce or avoid cumulative impacts and other development projects.

WATER RESOURCES

A Stormwater Pollution Prevention Program would address the need for pretreatment of
any contaminated stormwater runoff and tunnel sump water, as well as controlled release
to watercourses or municipal or county sewer systems.

A State Pollutant Discharge Elimination System permit would be obtained for
dewatering. A site-specific aquatic bioassay and elutriate analysis would be performed
during the permitting process to determine the type and extent of long-term treatment of
any effluent water. Manufactured treatment devices, extended detention basins, or other
approved techniques would be employed prior to effluent discharge (under permit) to the
nearest water body or municipal stormwater system.

CONTAMINATED MATERIALS

Implementation of a Construction Environmental Control Plan would control the
movement of contaminants from one site to another nearby site, and would control the
release of contaminants disturbed during construction. The plan would include
engineering (capping) and institutional controls (deed notices) to address construction-
related disturbance to avoid long-term impacts. Mitigation would be coordinated with
state and county agencies to collectively contain contamination on-site, or dispose of it
off-site.

Following completion of the remedial actions for the former Koppers Coke site by
Beazer East, in coordination with Hudson County Improvement Authority, a separate
Remedial Action Work Plan for the new work associated with the proposed Kearny Rail
Yard construction would be prepared and implemented.

In areas where contaminated groundwater would be encountered, including fan
plants/construction access shafts, dewatering would be required. The project would be
required to obtain applicable permits.

Contaminated materials encountered at the Con Edison Workout Facility (entire Block
674) would be mitigated by containerization and discharge to an approved permitted
disposal facility or discharge of materials to a nearby sanitary or combined sewer system.

Along the Northeast Corridor, mitigation would include permanent remediation of
disturbed contaminated soils and/or groundwater to established Federal and State cleanup
standards through off-site disposal or treatment. An alternative method would involve use
of engineering and institutional controls for contaminated soil and/or groundwater left in
place that exceed applicable guidelines, but that would not represent a risk of exposure to
human health and wildlife resources.

SAFETY AND SECURITY

A Safety and Security Management Plan would be developed to: manage project safety
and security for construction activities in New Jersey, under the Hudson River, and in
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New York; identify, eliminate, minimize and/or control safety hazards and related risks
by establishing requirements, clear lines of authority and levels of responsibility and
accountability; and protect the public, railroad employees and contractors during
construction.

UTILITIES

Coordination with county and municipal authorities and utility companies would continue
during preliminary and final engineering and design phases and construction to reduce
the potential for interruption of service prior to relocation and cut-over to new utility
lines.

ARCHEOLOGICAL RESOURCES

The following measures to minimize harm to archaeological resources are included in the Draft
Programmatic Agreement:

Appointment of a Cultural Resource Manager by NJ TRANSIT for determining the
nature of discoveries during construction, to optimize construction progress while being
sensitive to any potential archaeological resources uncovered in the field.

Adherence to the New Jersey Cemetery Act regarding potential disinterment of human
remains, including procedures for FTA and NJ TRANSIT to identify and notify
descendants and determine a plan for disinterment/re-interment.

Curation of artifacts in State Museums or other approved repositories once it is decided
that archaeological resources should be removed (data recovery), rather than preserved in
place.

Establishment of a construction monitoring protocol to mitigate effects, addressing
responsibilities of the contractors, and an in-field archaeologist, and the process for
treating any discovered archaeological resources. An Archeological Construction
Protection Plan would be prepared for each potential site within 90 feet of a construction
site to minimize damage during demolition, excavation and construction phases of the
project. A Field Testing Plan that details the protocols that would be followed to assess
the presence or absence of subsurface archaeological resources would be included and
would be completed prior to construction.

HISTORIC RESOURCES

The following measures to minimize harm to historic resources are included in the Draft
Programmatic Agreement:

A Historic Resources Construction Protection Plan would be prepared to protect historic
resources within 90 feet of construction sites during demolition, excavation and
construction phases of the project.

Measures to minimize impacts to historic properties would be developed in consultation
with NYSHPO, NJSHPO, and consulting parties.
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e Track improvements would be consistent with the character-defining features (track,
signals, and structures) of the Old Main DL&W Historic District.

e Mitigation for a permanent direct effect to Federal Carton Corporation/G&B Baker’s
Supply Corporation historic property in North Bergen would include documentation of
the building to Secretary of the Interior’s Standards and Guidelines for Architectural and
Engineering Documentation.

e Additional electrical equipment would be incorporated in a manner that would be
sympathetic to the interior character-defining features of the historic Amtrak substation
properties in North Bergen and Kearny.

e The fagades of storefronts would be removed to facilitate construction, and would be
replaced after construction is completed using materials that would be sympathetic to the
historic architectural characteristics of the Nelson Tower.

e Disturbance to the sub-basement levels of the R.H. Macy & Company Store would be
minimized through the use of materials sympathetic to the historic architectural
characteristics of the building.
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