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The New Jersey Turnpike Authority (NJTA) has identified that over the next 20 years, anticipated
significant increases in commercial vehicular traffic as well as existing and growing passenger vehicle
traffic associated with redevelopment in Bayonne and Jersey City will place new travel demands on the
entire length of the Newark Bay – Hudson County Extension (NBHCE).  The burdens of this additional
traffic demand will affect the NBHCE mainline and Interchanges 14A, 14B, 14C, and ties into Jersey City
and the Holland Tunnel approaches at the northern terminus.

In addition to the need to accommodate future travel demand, the existing structures, originally
constructed circa 1956, are nearing the end of their serviceable life.  The increasing volume and weight of
trucks traveling on the corridor have resulted in significant wear of the structures requiring investment in
repair and rehabilitation.

The Newark Bay Hudson County Extension Study begins the process of identifying and implementing the
most efficient improvements necessary to meet future travel demands imposed on the NBHCE as a result
of its location in this swiftly redeveloping region of the state.

The Purpose and Need of the Newark Bay-Hudson County Extension Study may therefore be summarized
as follows:

Improve the Newark Bay – Hudson County Extension (NBHCE) from Interchange 14 in the City of Newark
to its eastern terminus at Jersey Avenue in the City of Jersey City to:

Provide sufficient travel lanes to reduce congestion and safely and efficiently accommodate
existing and future vehicular demand,
Maintain the integrity of the roadway and major structures for the next 100 years.

The NBHCE Study is a concept-level assessment of alternatives developed to meet the study’s purpose
and need.  The engineering and site development analyses conducted included a screening-level
examination of project area constraints, including both natural and man-made resources and facilities,
structural assessment of the existing NBHCE, consideration of the interaction of the NBHCE and maritime
and air traffic, and modeling of existing and projected traffic operations in the project area. Whenever
possible, the study used input data developed by the NJTA and its partners through recent and relevant
studies in the vicinity of the NBHCE.  Although intensive consultation with permitting authorities is
typically reserved for preliminary engineering, certain project parameters, such as Federal Aviation
Administration (FAA) clearances for Newark Liberty Airport, were necessary during concept development.
Where appropriate and critical to the concept development phase, coordination was undertaken to
obtain accurate data essential in the development of viable project alternatives.    The following sections
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describe the outcomes of the study in terms of a recommended program of independent projects to
advance to preliminary engineering and preparation of environmental documentation
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and negotiations with the USCG. These activities could be accomplished within the project timeframe
since a USCG and USACE permit is required even if replacing in kind.

   M
This study was prepared using aerial photography flown in February 2017.  It is recommended that the
aerial imagery be developed into 1”=30’ topographic mapping and Digital Terrain Mapping (“DTM”).
Design level base mapping is necessary to refine the recommended alternative and develop more detailed
assessment of critical items such as ROW and property acquisition needs, impacts to cultural and historic
resources, contaminated property implications, etc.

       
Utilizing the design level base mapping, the recommended horizontal alignment can be refined to
Conceptual Design Level Accuracy.  The refined alignment would allow a fixed determination of the
boundary of the project impact area and facilitate a more detailed investigation into issues such as ROW
and property acquisition needs, impacts to cultural and historic resources, contaminated property
implications, etc.

   
The concept level assessment of ROW and property acquisition needs identified over 100 potentially
affected parcels totaling approximately 55 acres of anticipated property acquisitions.  The design level
roadway alignment will allow a refinement of this analysis and a more detailed determination of the actual
acquisition needs.

     
The effect of construction activities and final infrastructure placement on contaminated properties is a
significant concern.  Utilizing the planimetric base mapping and the refined roadway alignment, specific
properties and the nature and extent of contamination should be evaluated in detail.  This assessment
will facilitate refinement of the alignment to avoid contaminated properties where possible and
advancement of required remediation measures where impacts cannot be easily avoided.

   J    
The recommended alignment would impact rail infrastructure owned and operated by NJ TRANSIT and
Conrail.  The recommended alignment between Interchange 14C and Grand Avenue requires a
realignment of a section of the Hudson Bergen Light Rail and Conrail’s National Docks Secondary. The
recommended alignment also crosses over the PANYNJ’s PATH corridor north of the crossing of
Christopher Columbus Drive.  Widening of the roadway may require coordination of expanded air rights
where the alignment crosses over rail rights of way.  Coordination with these owners should be initiated
to address areas where existing air rights may require expansion or where the roadway profile could
potentially be reduced as it crosses over active rail lines.

     
Several alternative project delivery and financing strategies have been identified that appear to be viable
and potentially beneficial to the NJTA.  A detailed economic analysis of these alternatives should be
undertaken to quantify the potential savings in both cost and time that could be realized if employed on
one or more of the proposed project stages.
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The NJTA is investing significant resources into the ongoing rehabilitation and maintenance of the
Newark Bay – Hudson County Extension (NBHCE).   The NBHCE connects Interchange 14 in Newark to
Jersey Avenue and the approach to the Holland Tunnel in Jersey City, New Jersey.  Spanning about 8
miles, approximately 80% of this corridor is on structure, with the most significant structures consisting
of the Newark Bay Bridge and its approach spans, which comprise approximately 9,600 ft (over 22%) of
the subject corridor. In addition to the required rehabilitation and maintenance activities, the NJTA
recently completed a multi-million dollar major capacity upgrade to Interchange 14A.

These investments are necessary to maintain structures comprising the NBHCE and accommodate
recent and future increases in travel demand along the corridor. This increased demand is associated
primarily with the new deep water port operations and freight handling facilities along the Bayonne
waterfront and redevelopment of major sections of Jersey City and the City of Bayonne.  The anticipated
increase in commercial vehicular traffic, as well as existing and growing passenger vehicle traffic, will
place new travel demands on the entire length of the NBHCE mainline and Interchanges 14A, 14B, and
14C that are critical to accessing Hudson County and New York City.

Traffic conditions and recurring congestion on the NBHCE have been a source of driver frustration for
years. Currently, the closure of the eastbound Pulaski Skyway and the resulting use of the NBHCE as an
alternate route for access to Jersey City is adding additional strain. Area development, particularly the
growth in heavy trucks serving the ports in the region, is expected to continue, further taxing the ability
of the existing infrastructure to accommodate demand. Due to the size and complexity of the
infrastructure, solutions that will serve the NJTA and its customers well into the future are likely to be
quite costly, requiring careful consideration and identification of the optimal solution.

The Project Purpose and Need therefore is summarized by the following:

Improve the Newark Bay – Hudson County Extension (NBHCE) from Interchange 14 in the City of Newark
to its eastern terminus at Jersey Avenue in the City of Jersey City to:

Provide sufficient travel lanes to reduce congestion and safely and efficiently accommodate
existing and future vehicular demand; and,
Maintain the integrity of the roadway and major structures for the next 100 years.
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The Newark Bay – Hudson County Extension Study is the initial step in the process of determining
roadway and lane requirements and identifying infrastructure needs to accommodate future traffic
demand.  This concept development process will identify a range of options for providing the needed
improvements, constraints to the implementation of each option, and the associated order of
magnitude costs associated with those options so that a fully informed, well considered decision on a
plan of action for the future can be made.

Key components of this study include:

Existing Infrastructure Condition - assessment identifying existing roadway design deficiencies
and structural conditions (estimate of serviceable life remaining);
Traffic Operations Analysis - quantifying existing and projected future traffic operations and
future lane requirements;
Constraints Assessment - identifying key constraints to future infrastructure replacement
including right of way needs, major utility systems, environmental, and cultural resource
constraints that present a challenge to the implementation of a solution;
Conceptual Alternative Improvements - identification of a range of potential improvements that
would meet the anticipated future demand to be placed on the system;
Screening of Alternatives - evaluation of the impacts and costs associated with the advancement
of the considered alternatives;
Identification of an Initially Preferred Alternative (IPA) – a plan of improvements that meets the
overall purpose and need with a minimum of impact and cost.

Examination of existing conditions and screening of alternatives rested heavily on operational analysis
and structural considerations. Operational analysis was addressed through simulation modelling of
future traffic operations on the NBHCE and surrounding transportation infrastructure.  The simulation
included both existing conditions and improvements planned by other agencies and entities1, and
developed and evaluated all pertinent aspects of the capacity upgrades needed to meet the projected
travel demand to the NBHCE over its entire length.  Part of this consideration includes potential future
use2 of the NBHCE as an alternate route during the closure of other roadways in the project area, similar
to what is occurring today with the Pulaski Skyway improvements.

The structural considerations focused on the identification of a cost-effective IPA for rehabilitation
and/or replacement of the existing Newark Bay Bridge and its approach spans, along with 26 other
structures. The structural component of the study sought alternatives to:

Efficiently accommodate the future vehicular travel demand;
Minimize environmental impacts;

1 Data reflecting port expansion traffic came from Global Terminals, a tenant of the Port Authority of NY & NJ
(PANYNJ). This data does not include diversions that PANYNJ applies to the data in order for the model for this study
to reflect a worst-case scenario for traffic demand.
2 The study did not investigate the service life remaining on existing highways and infrastructure elements in the
project area.  The study team instead assessed the existing lane configurations, shoulders, capacity, and operational
status of the NBHCE under the Pulaski Improvement conditions and determined that as the worst-case scenario.  An
IPA that improves overall functionality of the NBHCE and provides standard lane widths and shoulders would be
considered sufficient to serve as an alternate route in the future.
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Provide a minimum of 75 years of life expectancy in the maintainable structural elements, and
100 years for major structures;
Minimize life-cycle maintenance needs and costs;
Provide flexibility in phased construction; and,
Accommodate maintenance of a minimum of two travel lanes in each direction during
construction throughout the corridor.

Recommendations, including early action items and critical path considerations, are found in Chapter 8
of this report.
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The NJTA Design Manual does not specifically indicate a design speed for the NBHCE.  The manual does
state that the design speed shall be 60-mph for mainline roadways north of Milepost 97.0.  Since the
NBHCE is north of Milepost 97.0 and can be considered a mainline roadway, the following evaluation of
the existing horizontal and vertical geometry, based upon available as-built information, was performed
for a 60-mph design speed.  The limits of this evaluation extend from just east of Interchange 14, across
the Newark Bay Bridge, to the easterly terminus of the project at the Turnpike’s approaches to and from
the Holland Tunnel.   The following discussion identifies the elements that do not meet the 60-mph
design criteria for a mainline, as outlined in the NJTA Design Manual, Section 1A New Jersey Turnpike
Geometric Design.  It also includes potential remediation measures to increase the design speed and
bring select portions of the NBHCE up to a 60-mph design speed.  In this Chapter, these measures only
address geometric design elements.  The potential replacement or rehabilitation of existing structures
and the resulting design speed are addressed in Chapter 6 of this report.

 

The following narrative describes the horizontal geometry along the NBHCE alignment and geometric
characteristics of the road at specific locations:

     N
East of Interchange 14, the Newark Viaduct (Str. No. N0.75) consists of a reverse curve with radii of
5,000 ft separated by a tangent of 525 ft.  The lengths of each curve, respectively, are 741 ft and 735 ft.
While these curve lengths do not meet the minimum design value of 1,000 ft for 60-mph, they exceed
the absolute minimum curve length of 600 ft.  The existing superelevation for both curves is 1.2%, which
is less than the NJTA 1.5% cross slope for a normal tangential section.  The design superelevation rate
for 60-mph is 3.0%.  According to NJTA criteria, the minimum tangent distance between reverse curves
shall be 1,000 ft or sufficient in length to accommodate the superelevation transition between curves.
The 525 ft tangent can accommodate both the existing and desirable design superelevation transitions.
For this segment the existing horizontal geometrics meet the criteria for a 50-mph design speed.  A
design speed of 60-mph can be achieved by upgrading the superelevation.

e   e  re  
Continuing eastward after the tangent across the Newark Bay Bridge (Str. No. N2.01), the next segment
of the NBHCE evaluated is located between the Newark Bay Bridge and the Southeast Viaduct (Str. No.
3.73).  This segment includes three bridges:  the NBHCE over Kennedy Boulevard (Str. No. N3.00); the
NBHCE over Avenue C (Str. No. N3.24); and, the NBHCE over Broadway (Str. No. N3.39).  This segment
includes a horizontal curve to the right (looking east) over Kennedy Boulevard (Str. No. N3.00) with a
radius of 2,700 ft and a length of 995 ft.  The radius of this curve does not meet the minimum design
criteria of 3,000 ft for 60-mph design.  The length of curve almost meets the minimum design length of
1,000 ft for 60-mph; however, it does exceed the absolute minimum curve length of 600 ft.  The existing
superelevation for this curve is 2.1%.  The design superelevation rate for 60-mph should be 4.4%.  The
next horizontal curve within this section is to the left (looking east) with a radius of 1,400 ft and a length
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of 440 ft.  These are substandard geometric elements for a Turnpike mainline.  The radius and length of
curve do not meet the minimum design radius of 3,000 ft or the absolute minimum curve length of 600
ft.  The existing superelevation for this curve is 4.0%.  Given the radius of the curve, design speed of 60-
mph would require superelevation of 6%, which exceeds NJTA’s maximum allowable superelevation of
5% for a mainline segment.  The existing geometry allows for a 40-mph design speed.  A design speed of
60-mph cannot be realized for the second curve in this section as it would violate current NJTA design
criteria.  A Design Element Modification would be needed for this curve.  A design speed of 50-mph can
be achieved by upgrading the superelevation.

e    e  7
The Southeast Viaduct (Str. No. N3.73), in the vicinity of Interchange 14A, carries the NBHCE over the
interchange ramps, the Hudson-Bergen Light Rail, Route 440 and Conrail.  This structure is comprised of
a compound horizontal curve to the left (looking east) with radii of 1,700 ft, 2,700 ft, and 4,000 ft.  The
1,700 ft curve transitioning into the 2,700-ft curve exceeds NJTA design criteria whereby the ratio of the
flatter curve to the sharper curve shall not exceed 1.5 : 1.  This substandard compound curve inherently
brings a deficient horizontal alignment to bear.

Looking at each curve separately across the Viaduct also reveals substandard elements.  Initially, the
1,700 ft radius curve does not meet the minimum design radius of 3,000 ft for 60-mph; however, the
length of curve, 980 ft, almost meets the minimum design length of 1,000 ft and does exceed the
absolute minimum curve length of 600 ft.  The existing superelevation for this curve is in transition
across the structure from 4.0% to 2.1%.  A design superelevation rate of 4.8% is needed to
accommodate a 60-mph design.  The 2,700 ft radius curve, with a length of 564 ft, does not meet the
minimum design radius of 3,000 ft or the absolute minimum curve length of 600 ft.  The existing
superelevation for this curve is 2.1%.  A design superelevation rate of 5.8% would accommodate a 60-
mph design; however, as described previously, this exceeds the NJTA maximum allowable mainline
superelevation of 5%.  The last curve of the segment, with a radius of 4,000 ft and a length of 2,056 ft,
has an existing superelevation of 1.4%.  The radius and curve length meet the NJTA criteria; however,
the existing cross slope does not meet the minimum cross slope of 1.5% for a tangent alignment.  To be
adequate for 60-mph, the required superelevation should be 3.6%.

Overall, the existing geometry through this segment meets the criteria for a 30-mph design speed.  For
this section, a design speed of 60-mph cannot be realistically obtained as it violates current NJTA design
criteria.  Maintaining the existing geometry and treating each curve individually along with increasing
the superelevation, while not standard or recommended practice, can achieve a design speed of 50-
mph.

h    z
The next portion of the NBHCE evaluated is located east of the Southeast Viaduct through the
Interchange 14C Toll Plaza, which includes five bridges:  the NBHCE over Linden Avenue (Str. No. N4.12);
the NBHCE over Chapel Avenue (Str. No. N4.52); the NBHCE over Bayview Avenue (Str. No. N5.34); the
NBHCE over Interchange 14B Ramps LTE; and, the NBHCE over the Central Railroad of New Jersey tracks
(Str. No. 5.66).    This portion of the NBHCE includes a horizontal curve to the left (looking east) with a
radius of 2,700 ft and a length of 995 ft.  This is the continuation of the last curve for the above
described compound curve across the Southeast Viaduct.  This curve and its superelevation transition
are carried across the bridge carrying the NBHCE over Linden Avenue (Str. No. N4.12).
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East of the Chapel Avenue bridge is the first curve in a series of a reverse curves through this segment.
The first curve is a curve to the right (looking east) with a radius of 4,000 ft and a length of 2,188 ft.  The
existing superelevation rate for this curve is 1.4%.  While the radius and length meet NJTA design
criteria, the radius and length of the curve would require a superelevation rate of 3.6% for 60-mph
design speed.

The tangent between this curve and the next is 587 ft, which is adequate to handle both the existing and
the required design superelevation transition between the curves.  The second horizontal curve in this
section is a reverse curve to the left (looking east) with a radius of 3,500 ft and a length of 1,969 ft,
which is carried across Bayview Avenue (Str. No. N5.34). These elements exceed the design criteria for
60-mph; however, the superelevation rate for this curve is 1.6%.  The design superelevation rate for 60-
mph is 3.9%.  The tangent between this curve and the next is 732 ft, which is adequate to handle both
the existing and required design superelevation transition between the second and third curves.  The
third and final reverse horizontal curve within this section is a curve to the right (looking east) with a
radius of 3,500 ft and a length of 1,215 ft, which is carried across the Central Railroad of New Jersey
tracks (Str. No. 5.66).  These elements exceed the design criteria for 60-mph, but similar to the other
curves, the superelevation is insufficient for 60mph: it is 1.6% and should be 3.9%. The existing
geometrics meet the criteria for a 45-mph design speed.  A design speed of 60-mph can be achieved for
this segment by upgrading the superelevation.

 V
East of Interchange 14C, the horizontal alignment is tangent approaching the East Viaduct (Str. No.
N6.49), which carries the NBHCE over Jersey City local streets and the Hudson Bergen Light Rail.  It also
includes the eastbound exit Ramp HLE structure to Columbus Drive (Str. No. 6.80E) and the westbound
entrance Ramp structure from Merseles Street (Str. No. 6.80W).  The East Viaduct is comprised of a
series of consecutive horizontal curves to the left (looking east) followed by a tangent of 390 ft from
which another series of horizontal curves to the right (looking east) is introduced.

The first horizontal compound curve is comprised of ten broken back curves with various radii that
violate the minimum allowable curve radius of 3,000 ft for a mainline.  The minimum radius through this
series of curves is 1,200 ft with a 3.5% superelevation and a curve length of 352 ft.  After the 390 ft
tangent, the second horizontal compound curve is comprised of six broken back curves, again with
various radii that violate the minimum allowable curve radius of 3,000 ft for a mainline.  The minimum
radius through this series of curves is 1,600 ft.  The existing geometry across this structure is consistent
with a design speed of 35-mph.  For this section, a design speed of 60-mph cannot be realistically
obtained as the existing geometry violates current NJTA design criteria both for minimum radii and
broken back curves.  The evaluation of substandard broken back geometry by assessing each very short
curve individually will not provide a true determination of a design speed; however, increasing the
superelevation of the curves to the 5% maximum could increase the design speed to 45-mph for this
segment.

 
The horizontal alignment of the West Viaduct (Str. No. N7.12) includes the trailing end of the compound
curve to the right across the east end of the East Viaduct.  The West Viaduct carries the NBHCE over
Jersey City local streets as well as a railroad embankment and yard.  Primarily on a tangent, the western
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segment of this structure has a superelevation rate that is in transition as it approaches the tangent
section.  The existing geometry meets the design criteria for a 50-mph design speed.  For this segment a
design speed of 60-mph can be realized by upgrading the superelevation transition.

  
The North Terminal Ramps are essentially the end of the NBHCE.  These ramps are on a tangent
horizontal alignment until the exit/entrance ramps for the Holland Tunnel.  The “mainline” bridge (Str.
No. N7.53) diverges both horizontally and vertically to form the 12th Street Viaduct to the Holland
Tunnel (Str. N7.90E/the “Northbound Ramp”) and the 14th Street Viaduct from the Holland Tunnel (Str.
N7.93W/the “Southbound Ramp”).  These structures bring the NBHCE over various Jersey City local
streets and rail yards and are in very close proximity to local businesses and schools.  The 12th Street
Viaduct to the Holland Tunnel (Str. N7.90E/the “Northbound Ramp”) is comprised of broken back curves
with various radii.  While the transitions are standard in terms of approaching radii, the central radius of
this compound curve is 500 ft.  Considering this section is approaching the terminus of the roadway, it
would be appropriate to evaluate this section as a ramp, not a portion of a mainline.  Similarly, the 14th
Street Viaduct from the Holland Tunnel, (Str. N7.93W/the “Southbound Ramp”) is  comprised of broken
back curves with various radii at the entrance to the NBHCE.  While the transitions into and out of this
compound curve are standard, the central radius for this compound curve is 550 ft.  This segment should
also be evaluated as a ramp.  The existing geometry of the ramps across these structures allows for a
design speed of 35-mph.  For this section, a design speed of 60-mph cannot be realistically achieved.

 

Vertically, the NBHCE is adequate for a 60-mph design speed except for the Newark Bay Bridge (Str. No.
N2.01).  The existing bridge has a 1,200 ft crest vertical curve connecting tangent grades of +3.00% and -
3.00% west to east.  This vertical curve provides a K value of 200.  A mainline, with a 60-mph design
speed, requires a minimum K value of 245 per the design criteria outlined in the NJTA Design Manual.
However, the existing stopping sight distance of 656 ft on this particular vertical curve exceeds the
minimum value of 570 ft noted in the Design Manual.  All other vertical curves along the NBHCE are
adequate for a 60-mph design speed.

The evaluation of the existing horizontal and vertical geometry along the NBHCE indicates that achieving
a 60-mph design speed along the entire existing facility in total conformance with NJTA Design criteria is
not feasible without significant realignment and structural reconfiguration.  The 60-mph design speed
can be realized vertically but achieving a 60-mph design speed for the entire NBHCE from Interchange
14 to the 11th Street area would require significant modifications to the current horizontal alignment
per NJTA Design criteria.  It is anticipated that even if all of the existing structures are replaced there
may be some locations where land uses below and adjacent to the NBHCE will constrain right-of-way
acquisition and construction staging that will limit significant changes to the alignment.  In those
locations the choice between extensive realignment and property acquisition to achieve a 60-mph
design speed versus designing to a lower design speed is a policy decision to be considered by the NJTA.
A Design Speed Analysis of the IPA for the entire length of the NBHCE is presented in Chapter 6 of this
report further defining these design options.  A comprehensive, supplementary advisory sign program is
suggested for the NBHCE to alert motorists to the posted speed limit along this roadway.
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The objective of this part of the study was to identify the bridges located along the NBHCE Corridor,
review available data regarding each bridge to characterize the current state of physical conditions and
live load capacities, and to document the repair history of the bridges.  Based on a thorough review of
this information, Jacobs offers a recommendation as to the suitability of each bridge for reuse in the
future widening program to attain the desired traffic capacities and operational efficiencies.

y    o g  

As summarized in Table 2.2.1 and illustrated by Figure 2.2.1 and Figure 2.2.2, there are 17 mainline
bridges, 10 entrance/exit ramp bridges, and 2 offline bridges (for a total of 29 bridges) on the NBHCE
Corridor.  The bridges were designed and constructed in 35 separate contract packages as identified in
Section 2.2.3 below.  Most of the bridges were constructed circa 1955 putting the average age of the
bridges at 62 years.  The bridges were designed to the 1949 AASHO Standard Specifications for Highway
Bridges, predominantly using riveted steel girder superstructures and cast-in-place concrete
substructures supported on timber piles.  The original design live load for the bridges was H-20-S16-44
(HS 20).
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Figure 2.2.1: Existing Structures
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Figure 2.2.2: Existing Structures
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A variety of documents obtained from the Authority were reviewed for use in the evaluation of the
condition of the existing infrastructure along the NBHCE.

The following is a list of documents/plans/reports shared with Jacobs for use on the project:

Original bridge plans from Design Contracts N-1, N-2, N-3, N-4, N-5, N-6, N-7, N-8, N-9, N-10A, N-
11, N-12, N-13, N-14, N-15, N-16, N-17, N-18A, N-18B, N-18C, N-19, N-20, N-21, N-22, N-23, N-
24, N-25, N-25D, N-26A, N-26B, N-26C, N-27A, N-27B, N-30B, and N-34.
A list of ongoing projects along the NBHCE.
A copy of the NBHCE Historical Card File.
A list of Sign Structure Information along the entire NJ Turnpike.
An Engineering Structure List of all structures along the NJ Turnpike.
Newark Bay - Hudson County Extension – Master Plan, Version 3.1, 05/10/16.

In addition, the most recent Biennial Bridge Inspection Reports and Bridge Rating Reports for all of the
bridges along the NBHCE were obtained and reviewed.  A previously-prepared Seismic Vulnerability
Study performed by Jacobs for the Authority under OPS A3356 was also reviewed.  The NBHCE bridges
included in the Seismic Vulnerability Study were N6.49, N6.80E, N6.80W, N7.13, N7.52, N7.90E and
N7.93W.

4    

Based on a thorough review of the documents listed above, Jacobs created a Summary of Existing
Structural Conditions Matrix containing various pieces of information related to the physical condition of
the bridges along the NBHCE (see Table 2.2.2).

Two items of particular note with respect to gauging the overall physical condition of the bridges are the
Structural Evaluation Rating and the Sufficiency Rating, as presented in Table 2.2.2. The Structural
Evaluation Rating for a given bridge is a National Bridge Inventory (NBI) Appraisal Rating that describes
the overall condition of a bridge based on the separately rated conditions of the Superstructure (Item
59), the Substructure (Item 60) and the Inventory Rating (Item 66). As per the NBI Recording and Coding
Guide1 for the Structure Inventory and Appraisal of the Nation’s Bridges, Structural Evaluation Ratings
can range from 0 (defined as “bridge closed”) to 9 (defined as “superior to present desirable criteria”).  A
Structural Evaluation Rating of 4 “meets minimum tolerable limits to be left in place as is.”  As shown in
Table 2.2.2, seventeen of the bridges (59%) on the NBHCE Corridor have a Structural Evaluation Rating
of 4 or less.

The Sufficiency Rating for a given bridge is essentially computed via a formula that evaluates bridge data
by calculating four separate factors to obtain a numeric value which is indicative of a bridge’s ability to
remain in service.  The rating is presented as a percentage in which 100% would represent an entirely
sufficient bridge and 0% would represent an entirely deficient bridge (see Table 2.2.2).

1 NBI Coding Guide publication date is 1995, which is the most recent edition.  Portions of the coding guide are included in
Appendix A of this report.
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Table 2.2.2: Existing Structural Condition Ratings

FROM INSPECTION REPORTS AND SI&A SHEETS

BRIDGE
NO. STRUCTURE TYPE YEAR

BU LT
YEAR

RECON
NO. OF
SPANS LENGTH WIDTH DATE OF

INSPECTION

INSPECTION
CYCLE

NUMBER

OVERALL
CONDITION DECK SUPER SUB STRUCTURAL

EVALUATION
DECK

GEOMETRY
UNDER

CLEARANCE
APPROACH

RDWY ALIGN
SUFFICIENCY

RAT NG

N 0.16A Steel Stringer 1955 --- 16 1,018 36 06/17/16 18 Satisfactory 6 6 6 4 9 3 6 66 9
N 0.28A Steel Stringer 1955 --- 12 1,008 80 04/19/16 18 Satisfactory 6 6 6 4 4 4 7 64 2
N 0 28C Steel Stringer 1955 --- 7 519 65 3 06/20/16 16 Fair 5 5 5 5 9 4 8 77 7
N 0 28D Steel Stringer 1955 --- 13 873 42 2 04/07/16 18 Fair 5 5 5 3 7 4 7 53 6
N 0.75 Steel Stringer 1955 --- 48 3,563 82 06/03/16 17 Fair 5 6 5 3 9 5 8 43 2
N 2.01 Continuous Cantilever Thru Truss 1955 2013 33 6,170 84.7 06/19/15 16 Fair 7 5 6 3 9 6 8 25 0
N 2 01E Steel Stringer Continuous 1955 2013 15 1 182 81 06/24/16 18 Satisfactory 7 6 6 6 9 3 8 76 0
N 2 01W Steel Stringer Continuous 1955 --- 30 2 209 82 06/15/16 18 Fair 6 6 5 4 9 6 8 51 8
N 3.00 Steel Stringer Continuous 1955 2015 3 220 88.2 06/10/16 18 Fair 6 6 5 5 9 4 7 67.4
N 3.24 Steel Stringer 1954 2016 1 111 127.2 06/17/16 18 Fair 5 5 6 5 9 4 7 67 5
N 3 39 Steel Stringer 1955 --- 1 78 87 7 06/06/16 18 Fair 6 6 5 5 9 6 7 74 7
N 3 53B Steel Stringer 1955 --- 1 78 34 06/07/16 18 Satisfactory 6 6 6 6 3 6 6 74 8
N 3.53C Steel Stringer 1954 2016 1 79 47 06/07/16 18 Satisfactory 8 6 7 6 9 6 8 96 3
N 3.53D Steel Stringer 1955 --- 12 982 34 06/08/16 18 Fair 5 5 6 4 9 4 7 54.1
N 3 53F Steel Stringer 1971 --- 22 1 484 37 8 06/08/16 18 Fair 6 5 5 5 5 3 7 74 4

N 4.12 Steel Stringer Continuous 1955 --- 3 126 84 06/08/16 18 Satisfactory 6 6 6 5 7 4 7 71 6
N 4 52 Steel Stringer Continuous 1955 --- 5 378 96 06/09/16 18 Fair 6 5 6 5 9 9 7 61 2
N 5 34 Steel Stringer Continuous 1955 --- 6 529 99 06/09/16 18 Fair 6 5 5 2 9 4 6 32 3
N 5.56A Steel Stringer 1955 --- 3 148 112.5 06/09/16 18 Fair 6 5 6 5 9 3 6 58 2
N 5.56B Steel Stringer Continuous 1955 --- 20 1,509 56 03/25/16 18 Fair 6 5 5 3 2 8 7 30.1
N 5 66 Steel Stringer 1955 --- 3 434 115 4 06/10/16 17 Fair 6 5 5 5 9 7 6 67 2

N 6 80E Steel Stringer Continuous 1955 2005 8 598 43 06/20/16 18 Satisfactory 6 6 6 3 9 4 8 57 0
N 6.80W Steel Stringer Continuous 1955 2014 8 739 34 06/21/16 18 Satisfactory 8 6 7 3 9 5 8 51 5
N 7.13 Steel Stringer 1955 2014 26 2,355 84 06/22/16 18 Fair 6 5 6 3 9 3 8 33.4

N 7.52 Steel Stringer Continuous 1955 2012 25 2,042 84 06/03/16 18 Fair 6 5 5 3 9 4 8 39 0

N 7.90E Steel Stringer Continuous 1955 --- 25 2,003 42 05/20/16 18 Fair 5 5 5 4 5 3 7 50 8
N7 93W Steel Stringer Continuous 1955 2014 27 2 387 42 4 07/06/16 18 Fair 8 5 6 4 2 2 6 52 4

651955 2014 44 4,269

34 6

9 4Steel Stringer Continuous

Steel Stringer 1955 --- 28 2,279

110 27 5

9 3 717

306/22/16 18

Fair 3

Fair 5 5

5 5 5N 3.73

N 6.49

06/22/1684
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Using the above-mentioned Structural Evaluation Rating and Sufficiency Rating values, Jacobs developed
a metric which converted the information into a usable Estimate of Remaining Life value for each bridge.
The metric for the Estimate of Remaining Life was submitted to the Authority in May, 2017 and is
included as Appendix A to this report.  However, the metric developed did not fully address the needs of
this project, and after further discussions with the Authority, it was decided that a more effective
approach would be to conduct a Structures Workshop with NJTA Structures personnel and the
Consultants familiar with the on-going inspection and repair programs taking place along the NBHCE
corridor.  The overarching purpose of the workshop was to discuss and coalesce as much available
information and history about each bridge to help determine the suitability of each bridge for future
rehabilitation/widening or complete replacement to accommodate the future widening program.  A
summary of the discussions and findings of the Structures Workshop is included as Appendix B of this
Report.

 f  t

Table 2.2.3 summarizes the Load Rating Factors identified in the latest Bridge Rating Reports provided to
Jacobs.  A Load Rating Factor of 1.00 or above indicates that the structural capacity of the bridge is
sufficient to carry the AASHTO truck loading for which it was designed.

The original bridge plans indicate that the design live load used for the bridges was H-20-S16-44 (HS-20).
Twelve of the bridges on the NBHCE have a load rating factor that meets or exceeds 1.00 at the
inventory level, eight of the bridges do not, and load rating factors for HS-20 were not computed for
nine bridges.  The significance of this observation is that many of the bridges on the NBHCE have
deteriorated to a point at which they no longer have the structural capacity to carry the design loading
for which they were originally designed.

The current AASHTO LRFD design live loading is HL-93.  Only five of the bridges assessed have a load
rating factor that meets or exceeds 1.00 at the inventory level, while twenty-four of the bridges do not.
The significance of this observation is that the majority of the bridges on the NBHCE do not have the
structural capacity to carry the current AASHTO LRFD design truck loading.  Although the load ratings
computed in the Bridge Rating Reports were for superstructure elements only (girders, stringers, floor
beams, etc.), it is assumed that a structural analysis of the HL-93 live load applied to substructure
elements (such as pier caps, abutment walls and footings) would reveal that some of those elements will
not meet the minimum 1.00 load rating factor at the inventory level.

Jacobs was provided with an advanced copy of the anticipated NJTA Structures Section of the Design
Manual.  Due to Weigh-In-Motion (WIM) data collected by NJTA along the NBHCE in Zone 1, coupled
with the anticipation of heavier trucks traveling to and from the Global Marine Terminal located off of
Interchange 14A, the Structures Manual stipulates that all new bridge construction along the NBHCE
shall be designed to accommodate a TP-16 live loading.  As described in the manual, the TP-16 loading is
30%-80% heavier than the HL-93 truck loading, depending on span length.  With this heavier loading, it
is anticipated that the majority of the NBHCE bridges would not meet the minimum 1.00 load rating
factor for this new design loading.
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Table 2.2.3: Existing Structure Load Rating Factors

BRIDGE
NO.

CONTROLLING
ELEMENT

DATE OF
RATING
REPORT

FLEXURAL
(INTERIOR)

FLEXURAL
(EXTERIOR)

FLEXURAL
(INTERIOR)

FLEXURAL
(EXTERIOR)

FLEXURAL
(INTERIOR)

FLEXURAL
(EXTERIOR)

FLEXURAL
(INTERIOR)

FLEXURAL
(EXTERIOR)

FLEXURAL
(INTERIOR)

FLEXURAL
(EXTERIOR)

N 0.16A Stingers /Girders 03/28/13 0.50 0 66 0 65 0 86 1 66 2.76 1.12 2.08 1.18 2.34
N 0.28A Stingers /Girders 09/30/14 0.59 0 51 0.76 0 66 2 21 1.59 1.56 1.12 1.69 1.22
N 0.28C Stingers /Girders 04/02/13 0.88 0 85 1.13 1.10 2 54 1.66 1.89 1.40 2.05 1.53
N 0.28D Stingers /Girders 09/19/16 0.54 0.45 0.70 0 59 1 60 2.13 1.17 1.63 1.28 1.75
N 0.75 Stingers /Girders 08/07/13 0.43 0.46 0 56 0 60 1 92 1.48 1.41 1.22 1.59 1.64
N 2 01 Stingers /Girders 12/24/15 0 20 --- 0 26 ---
N 2 01E Stingers /Girders 02/21/13 0 81 1 21 1 05 1 56 3 03 3 30 2 21 2 67 2 47 3 17
N 2.01W Stingers /Girders 03/25/13 0.50 0.77 0 65 1 00 2 21 2.13 1.53 1.70 1.65 1.95
N 3.00 Stingers /Girders 08/04/14 0.85 1 03 1.10 1 33 2 93 2.63 2.01 2.08 2.13 2.22
N 3.24 Stingers /Girders 08/04/14 0.85 0 87 1.10 1.13 2.40 2.47 1.77 1.82 1.93 1.98
N 3.39 Stingers /Girders 02/13/13 1.36 1.17 1.76 1 52 2.77 2.40 2.26 1.96 2.63 2.27
N 3.53B Stingers /Girders 03/27/13 1.30 1 27 1 93 1.45 2 64 2.59 2.21 2.17 2.51 2.46
N 3 53C Stingers /Girders 08/04/14 1 28 1 26 1 65 1 64 2 59 2 78 2 11 2 26 2 35 2 51
N 3 53D Stingers /Girders 09/04/14 0 52 0 79 0 67 1 02 2 66 2 86 1 87 2 28 2 40 2 67
N 3.53F Stingers /Girders 01/29/15 1.61 1 38 2 09 1.79 3 26 2.70 2.81 2.25 3.33 2.65

Rolled Stringers 0.35 0 52 0.46 0 68
Plate Girders 0 99 0 72 1 28 0 94

N 4 12 Stingers /Girders 05/14/15 0 73 1 11 0 94 1 44 2 03 2 69 1 25 1 91 1 46 2 19
N 4.52 Stingers /Girders 05/14/15 0.56 0 28 0.73 0 36 1 54 0.97 1.50 0.79 1.76 0.85
N 5 34 Stingers /Girders 02/19/16 0 28 0 29 0 36 0 38 1 33 1 49 0 93 1 04 1 01 1 13
N 5 56A Stingers /Girders 12/09/15 0 84 0 69 1 09 0 90 1 66 1 36 1 51 1 24 1 85 1 68
N 5.56B Stingers /Girders 12/09/15 0.34 0.42 0.45 0 54 1 51 1.49 1.12 1.02 1.22 1.09
N 5.66 Stingers /Girders 02/22/16 0.87 0.79 1.13 1 03 2 34 2.13 1.88 1.73 1.98 2.01

Stringers 0 23 0 25 0 30 0 32 0 51 0 54 0 37 0 40 0 53 0 58
Floorbeams 0 42 0 72 0 55 0 93 0 90 1 38 0 90 1 35 1 07 1 75
Girders 0.50 0 24 0 65 0 30 1 69 0.63 1.16 0.52 1.20 0.52
Connections 0.44 --- 0 57 --- 0 88 --- 0.86 --- 1.12 ---

N 6.80E Stingers /Girders 02/22/16 0.35 0 57 0.45 0.74 1 90 1.75 1.33 1.37 1.45 1.58
N 6.80W Stingers /Girders 02/22/16 0.63 0 22 0 82 0 29 2.44 2.24 1.90 1.65 2.20 1.79
N 7.13 Stingers /Girders 02/22/16 0.32 0 33 0.42 0.42 1.71 1.69 1.19 1.18 1.30 1.29
N 7 52 Stingers /Girders 02/19/16 0 37 0 50 0 48 0 65 1 60 2 21 1 12 1 55 1 22 1 67
N 7 90E Stingers /Girders 02/19/16 1 05 1 04 1 36 1 36 2 67 2 00 2 15 1 73 2 29 2 04
N7 93W Stingers /Girders 12/09/15 0.62 0 60 0 80 0.78 2 28 1.90 1.76 1.45 2.01 1.65

N 3.73

N 6.49 05/23/16

2.04

1.36 2.28

09/28/15 --- ---

0 88 1 47
0.67 1.13
0 83 1 38

CONT ROLLING TYPE 3S2
INVENTORY RATING

FACTORS

CONT ROLLING TYPE 3-3
INVENT ORY RATING

FACTORS

1.17 1.51 1.30 1.62

CONTROLLING HL-93
NVENTORY RATING

FACTORS

CONTROLLING HL-93
OPERATING RATING

FACTORS

CONTROLLING HS-20
INVENT ORY RATING

FACTORS

CONT ROLLING HS-20
OPERATING RATING

FACTORS

CONTROLLING TYPE 3
INVENT ORY RATING

FACT ORS

1 51
1.08 1.80

1 65

0 91

FLEXURAL
(INTERIOR) FLEXURAL (EXTERIOR)

1.03 1.72
--- ---

0.72 1.22
---

0 99 1 66
1 00 1 66
0.94 1.58

1.02 1.69
--- ---

--- ---
--- ---
--- ---
--- ---

0.75 1.25

---
1.19 2.00
--- ---

1 00 1 36
1.00 1.36
--- ---
--- ---

1.19 2.03
1.31 2.17
1 39 2 30
--- ---

1.72 2.86
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Jacobs reviewed the findings from OPS A3356 which included seven of the NBHCE bridges in this Seismic
Vulnerability Assessment and Concept Retrofit Study:  N6.49, N6.80E, N6.80W, N7.13, N7.52, N7.90E
and N7.93W.  These seven bridges were classified as “Critical” bridges requiring significant seismic
retrofitting to address the current structural inadequacies and structural weaknesses identified with
respect to the anticipated seismic forces2.  Some of the recommended retrofitting includes bridge seat
lengthening, footing strengthening/additional piles, column jacketing, overlay or replacement, cap beam
strengthening with post-tensioning, or section enlargement and bearing replacement.

  c

2 Based on seismic considerations, since all of the NBHCE bridges feed into Structure N2.01 (which is critical),  then all of the
bridges on the NBHCE are also deemed critical.
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Recurring congestion on the NBHCE has been and continues to be a source of driver frustration,
especially in recent years due to the temporary closure of the eastbound Pulaski Skyway.  The NBHCE is
currently being used as an alternative eastbound route for access to Jersey City and New York City (via
the Holland Tunnel) which adds additional strain on the already burdened operations.  To accommodate
the diverted Pulaski Skyway traffic, the eastbound NBHCE shoulder has been temporarily converted into
a third lane during peak hours (6-10AM and 3-7PM weekdays, and as needed for events or incidents.)
Based on previous analysis conducted by NJTA and HNTB, the NBHCE, specifically on the Newark Bay
Bridge, cannot geometrically or structurally accommodate a permanent third travel lane.  The
anticipated significant increase in commercial vehicular traffic and passenger vehicle traffic associated
with redevelopments in Bayonne and Jersey City will place new travel/capacity demands on the entire
length of the NBHCE mainline as well as interchanges associated with the NBHCE.

Presently, there are many inter-related circumstances that are responsible for the traffic congestion and
queuing on the NBHCE.   Assessment of the existing processed traffic volume, speed, and delay indicates
that lane drops and lane merges in the vicinity of entrance and exit ramps and toll plaza operations work
together to reduce the efficiency of traffic movement on the NBHCE.  In particular, heavy congestion
and queuing is experienced at the I-95 eastbound entrance ramps (Ramps NH, SIH and SOH), the
Interchange 14A westbound entrance Ramp TW, the Interchange 14C toll plaza, and the Merceles Street
westbound entrance ramp.

Chapter 4 provides an in-depth discussion of the assessment methodology applied to establish existing
operational conditions, the No Build 2045 scenario, and test the potential build alternatives.
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Identifying a preferred alternative that is feasible, constructible and meets the project purpose and need
requires an understanding of the numerous constraints that would make implementing an infrastructure
improvement more time consuming, complex and costly than necessary.  While aerial imagery is
generally available for this area, continuous changes in area infrastructure and land development
suggested the need to prepare current aerial imagery upon which constraints could be mapped and
improvement alternatives developed.  Figure 3.1.1 depicts the primary focus area for which aerial
imagery was assembled.  The flights were conducted and the imagery assembled to create design level
base mapping and digital terrain models used to identify constraints as well as overall improvement
concepts that would be constructible. It is important to note that the findings derived from this analysis
are concept-level appropriate.  A more detailed analysis of critical constraints and potential conflict
issues would be undertaken in the preliminary engineering phase of project development.

Figure 3.1.1: Primary Study Area Aerial Mapping Limits
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x     x

The environmental screening for the NBHCE Project occurred in two phases:  an early project area
context screening and then a refined assessment focused on the proposed alignment of the IPA.  The
context screening, the subject of this section of the report, provided an assessment of existing
conditions and constraints within the maximum reasonable extents that could be affected by a
realignment of the NBHCE.  The categories of impact examined were those common to a NEPA analysis
as NEPA provides a comprehensive framework for environmental assessment that is the basis of
comparable studies conducted throughout the nation, regardless of the project sponsor or funding
mechanism.  The analysis used GIS data and other spatial analysis resources along with regulatory
review to provide a desktop assessment of these NEPA constraints.  The categories of potential impact
included:

Community Resources and Demographics (Environmental Justice/Title VI)
Wetlands
Threatened and Endangered Species
Flood Hazard Areas
Open Space and Parklands
Noise and Air Quality
Hazardous Materials and Historic Fill
Cultural Resources
Aquatic Resources

 

The project area context screening established a large buffer area on either side of the existing NBHCE
alignment.  The purpose of the context screening was to consider the extent of the land potentially
involved in all reasonably possible solutions to the project and, through use of the data described above,
determine whether an environmental constraint representing a fatal flaw was likely to be present in this
area.  This information was shared with the design team in the early phases of the consideration of
project options.

Initially, the buffer was a uniform 3,000 ft in width (1,500 ft on either side of the NBHCE) from
Interchange 14 to the Holland Tunnel entrance.  However, analysis of the development context north of
Montgomery Street in Jersey City indicated that the 3,000-ft buffer was unrealistic in this area, as
existing residential and commercial development abuts the NBHCE.  Community preservation,
environmental justice, existing infrastructure interdependencies (such as the Holland Tunnel alignment)
and project cost control mandated that proposed alternative alignments avoid to the greatest extent
possible significant changes and direct impact to existing development, particularly residential
development.

As a result, the 3,000-ft buffer would have had the study team assessing properties and resources that
in all practicality were never going to be disturbed by the project.  The larger buffer also could have
suggested to the community that more community resources were at risk or that the NJTA was
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considering a drastic realignment that would have had serious impacts to the character of that portion
of Jersey City.  As graphic representations of project data are more readily disseminated and at-risk for
out-of-context interpretations, it was determined that reducing the buffer north of Montgomery Street
was  reasonable.  As a result, the buffer through the portion of the project area between Montgomery
Street and the Holland Tunnel was reduced to 300 ft on each side of the NBHCE.

The following sections describe the project context environmental screening for each of the resource
disciplines listed above.  The narratives describe the purpose of analyzing for the particular constraint,
the data sources used, the methodology applied, and the results of this broader screening, identified in
the narrative as “Findings and Implications.”

     

The goal of identifying the project’s community composition is to identify Environmental Justice and
Title VI communities so that impacts associated with the project are not disproportionately distributed
and the public outreach plan is fair and inclusive.

The community profile presents not only demographic data, but information on transportation and
community resources whose presence helps define the character of the community.  Identifying these
resources is an important component of the community profile, as impacts to these resources is likely to
be met with community opposition.

    

Data Sources

Community facilities were determined through review of resources provided online by the municipality,
county, and state.  The location of resources was verified through mapping tools such as Google Maps
and Google Earth.

Demographic data was obtained from the US Census American Community Survey 2015 (ACS 2015), US
Census American Community Survey 2009 (ACS 2009) and updated US Census Tracts made available
through the NJ GIS data clearinghouse.  Data sets obtained from the US Census and used in this analysis
included the following:

S0501:  Selected Characteristics of the Native and Foreign-Born Populations
DP03:  Selected Economic Characteristics
S0501:  Populations
S0103:  Population 65 Years and Over in the United States
S1601:  Language Spoken at Home
S17001:  Poverty Status in the Past 12 Months
B02001:  Race
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B03003:  Hispanic or Latino Origin
B01001H: Sex by Age (White Alone, not Hispanic or Latino)
B16004: Age by Language Spoken

Analysis Methodology

For this assessment, “minority” constitutes the population that self identifies as any of the US Census
racial groups or combination of racial groups and/or Hispanic or Latino.  In other words, an individual
who self-identifies as one race and white but also Latino or Hispanic would be considered a minority.
Non-minority is restricted to those who self-identify as being of one race, white, and neither Hispanic
nor Latino.

The screen-level review of the community demographics considered the socio-economic composition of
the community in comparison to state, county, and municipality statistics and then examined the
project area Census Tracts in more detail.  The “project tracts” are the 21 Census Tracts located within
the 300 to 1,500 ft study area buffer along the Newark Bay Extension on the east side of Newark Bay.
Although the Newark Bay Extension project is located in the City of Newark in Essex County, the City of
Bayonne in Hudson County, and the City of Jersey City in Hudson County, the analysis focused
exclusively on the portion of the project area located to the east of the Newark Bay Bridge as the section
to the west of the bridge within Newark primarily consists of industrial and commercial uses.

Smaller geographic Census data areas such as “Block Groups” or “Blocks” were not used in this analysis.
The tract-level data is sufficient to provide a screening-level assessment of the study area’s
socioeconomic character and identify areas of Environmental Justice concern.  A finer level of review
involving the 320 Census blocks comprising the study area can be undertaken in later phases of the
project should targeted public outreach and coordination needs arise.

  I

Community Facilities & Resources

Within the project area, there are a number of community facilities and resources including schools,
houses of worship and active use recreational facilities.  Many of the community facilities are located
adjacent to the NBHCE.

Community Facilities

From Newark Bay heading east towards the Interchange 14A Toll Plaza, there are several schools.  Most
notably, the outdoor facilities of Marist High School in Bayonne, a large private catholic high school are
situated directly adjacent to the NBHCE.  Additional community facilities in this area include Mercer Park
and the Dig It Community Garden located on Garfield Avenue.

Between Interchange 14A and Montgomery Street in Jersey City there are critical housing resources,
cultural, and recreational resources.  Multiple low income housing developments owned by the Jersey
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City Housing Authority are located near the intersection of NBHCE and Grand Street.  East of the NBHCE
is a combination of industrial and open spaces including the Jersey City Recreation Affairs, Liberty
National Golf Course, Hudson River Waterfront Walk, and the Liberty State Park complex as well as the
Liberty Science Center. Adjacent to the westbound lanes of the NBHCE are the Historic Jersey City &
Harsimus Cemetery and the William L Dickinson High School.  Adjacent to the east of the NBHCE are the
James J Ferris High School, Mary Benson Park, and Jones Park.

North of Montgomery Street the NBHCE runs on structure.  Certain portions of the leveled area beneath
the structure are used as a parking facility for the adjacent users. In the past, this use of the land under
the NBHCE was allowable and helped to optimize land use in the project area; presently, however,
public access under components of major infrastructure is strongly discouraged by the United States
Department of Homeland Security.  Parking also complicated maintenance of the elevated structure.
The NJTA would need to consider whether continuing the parking use under the NBHCE is allowable,
and if not, engage the owners of the properties used for parking as part of the larger right-of-way
acquisition effort.  Loss of surface parking in densely developed areas can lead to parking shortages,
which would be an adverse effect of the proposed action.  Mitigation of lost parking capacity may be an
analysis required during the preliminary design phase.

Transit Resources

Several transit routes operate through the project area, including NJ TRANSIT bus, private bus, and the
Hudson-Bergen Light Rail.

In the western portion of the study area (from Bayonne to Montgomery Street in Jersey City), NJ
TRANSIT provides multiple bus lines, including Route 1, Route 6, Route 10, Route 81, and Route 110 .
Route 1 provides service between Newark Penn Station in the City of Newark and the Journal Square
Transportation Center as well as Exchange Place in Jersey City, with stops along Grand Street. Route 6
provides service between the Journal Square Transportation Center and the City of Bayonne; it has stops
mainly along Ocean Avenue in addition to the Lafayette Loop which has stops along Communipaw
Avenue, Garfield Avenue, Johnston Avenue, and Pacific Avenue.   The 10 connects Bayonne to Jersey
City.  Route 81 connects Bayonne with Exchange Place in Jersey City via Avenue C, Ocean Avenue, and
Old Bergen Road.  During rush hour, NJ TRANSIT also provides bus Route 81X which travels on the
NBHCE from Exit 14A to Jersey Avenue in Jersey City.  Route 110 connects Bayonne to New York City
terminating at the Port Authority Bus Terminal.  There is also a local shopping bus service provided by
Broadway Bus from Kennedy Boulevard, traveling along Broadway, to Avenue C. The privately owned
A&C Bus Corp also provides multiple bus routes throughout the project area, including Line 4 which
serves Jersey City along both Pacific Avenue and Grand Street. The Hudson Bergen Light Rail (HBLR)
operates parallel to the NBHCE along the westbound lanes in the north-south running portion of the
study area.  The three HBLR stations are the Danforth Avenue Station, the Richard Street Station, and
the Liberty State Park Station which also includes a commuter Park and Ride facility.

North of Montgomery Street, NJ TRANSIT provides bus service via the 80, 82, and 86 which all have
stops along Newark Avenue.  The 80 provides service within Jersey City between the Journal Square
Transportation center and the downtown business district.  The 82 provides service between Exchange
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Place and Union City.  The 86 provides service between Union City, Weehawken and Jersey City.  The
privately owned A&C Bus Corp provides bus service along Montgomery Street to the Newport Mall as
well as the Grove Street PATH station and the Exchange Place PATH station during the weekday.  Jitneys,
which are a private local shuttle, provide additional transportation service in the area between the
Journal Square Transportation Center and the Newport Mall via the “Newport Mall to George
Washington Bridge Line” which runs along Newark Avenue.

Bicycle and Pedestrian

Major roads within the project area are identified as “Least to Moderately Suitable” bicycle routes by
the New Jersey Department of Transportation (NJDOT).  However, a section along Newark Avenue
within the project area is also a part of the East Coast Greenway Route.  Bicycling is therefore not
recommended within the project area along major routes with the exception of the NJDOT designated
bike route.

On June 15, 2018, the North Jersey Transportation Planning Authority published the Morris Canal
Greenway Corridor Study, laying out a vision for connecting Phillipsburg, NJ with Jersey City, NJ with a
111-mile long bicycle and pedestrian friendly Greenway.  A portion of the envisioned alignment runs
along the NBHCE adjacent to Structure N3.73 near Interchange 14A.  The initially envisioned route may
conflict with the recommended alignment of the NBHCE, requiring coordination and collaboration in the
planning and design of future improvements.

Community Demographics

Table 3.2.1 summarizes the comparative socioeconomic data.  The following sections describe the
numerical data in more detail and summarize some of the implications of these findings.

Racial and Ethnic Composition

As illustrated in Table 3.2.1, the percentage of study area residents self-identifying as a minority is
comparable to Jersey City and Hudson County and significantly higher than that of the City of Bayonne
and the State of New Jersey.  The minority percentages for Hudson County, Jersey City, and the Census
Tracts are at a minimum 70% and higher which is nearly twice that of the State.

Limited English Proficiency (LEP)

More than half of the study area’s residents report that they are proficient in English.  Those who do not
speak English primarily communicate in Spanish and to a lesser extent Indo-European languages, Asian
languages, and other languages.  As a result, targeted outreach for non-English speaking populations
may be appropriate.  Consultation with local officials will be instrumental in identifying the specific
languages and dialects predominantly spoken in the area and essential in effective outreach to LEP
communities.
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Poverty

The poverty rate within the project area and surrounding geographic regions are comparable.  However,
the poverty rate for the project area Census Tracts is twice that of the average poverty rate for the
State.
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access to transit service, schools, and other community facilities, including parkland and open space, is
an important consideration in areas that include substantial disadvantaged populations whose
transportation options are limited and whose employment hours are often rigidly fixed.

Targeted analysis would likely be required if a project alternative were to require the acquisition of a
community facility, substantial alteration to a transit route, or realignment of a roadway such that a
neighborhood may be bisected.  These actions could represent environmental justice impacts, incite
strong community and political opposition, and result in costly mitigation measures.

 

e

The goal of screening for known mapped wetlands within the project area is to identify a constraint that,
if impacted, will result in additional project costs and schedule time.  Wetlands in New Jersey are
regulated by the New Jersey Department of Environmental Protection (NJDEP). In certain circumstances,
including the NJ Meadowlands and up to and including the mean high water line, the USACE retains
jurisdiction.  Impacts to wetlands under the USACE jurisdiction also require a NJDEP permit.  Permit
processing can take more than six months, and also triggers subordinate processes, such as cultural
resources evaluations and approval.

Wetlands mitigation can be costly, as well, requiring either the purchase of credits in a wetlands bank or
the restoration and monitoring of restored wetlands within the project area.  The method of mitigation
is typically left to the discretion of the regulatory agency, and all mitigation plans require approval.

As a consequence, it is beneficial to the project to avoid wetlands impacts whenever possible, and
minimize those that are unavoidable.

    

Data Sources

Wetlands data was obtained from the NJDEP’s Bureau of GIS.  “Wetlands by land use/land cover” (2012)
and “wetlands by watershed” data were both reviewed.

Analysis Methodology

The context constraints map represents desktop-level reconnaissance using data made available by the
resource agencies with jurisdiction over the resource.  Field reconnaissance has not been performed to
verify the spatial analysis findings, as it is typically not warranted until preliminary engineering when the
most viable alternatives are developed in more detail.

NJDEP data was displayed on an aerial basemap of the project area.  The land use-based data was
compared to the watershed data to determine if any appreciable difference existed between the two
data sets.  No substantial difference was found.
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The buffer was then superimposed on the wetlands data to determine if known wetlands areas are
potentially subject to impact as the result of the project alternatives.

  I

Figure 3.2.1 illustrates the findings of the wetlands screening.

Linear wetlands are found along both the northern and the southern side (westbound and eastbound
lanes) of the NBHCE from Interchange 14 to the bank of Newark Bay.  These wetlands form a buffer
between I-78 and the industrial uses to the north and south of the highway.  East of Newark Bay,
wetlands are found between the edge of the Bay and JFK Boulevard, adjacent to both the eastbound
and westbound lanes of the NBHCE.  Additional wetland areas are also found in the infield of Route 440.

Mapped wetlands are also found throughout the Liberty National Golf Course, located east of the
NBHCE.  Isolated pockets of wetlands are found north of Chapel Avenue, on the west side of the NBHCE.
A large natural area, part of Liberty State Park is found between the managed portion of Liberty State
Park and the Liberty Science Center.  This natural area wraps around the Liberty Science Center and
extends to the NBHCE in the vicinity of Audrey Zapp Drive.  Pockets of wetlands are mapped within this
area, but given the topography and setting, it is likely that the actual area of wetlands is greater than
that which is shown on the NJDEP mapping.  The NBHCE in this area is more than 3,000 ft from the edge
of water, and to encroach within the USACE area would necessitate impact to intervening development,
such as the Liberty Science Center; consequently, wetland impacts in the vicinity of the Liberty Science
Center are unlikely, and if necessary, would involve NJDEP, not the USACE.

  v  

Field reconnaissance is required to confirm the presence of wetlands identified using the GIS analysis
described above and to identify any new areas not mapped by NJDEP.

Wetlands are found adjacent to the NBHCE on both sides of Newark Bay.  Adjustment to the alignment
of the NBHCE, the development of new or reconfigured ramps, and other changes that alter the
footprint of the existing roadway will, with certainty, impact wetlands between Interchange 14 and JFK
Boulevard.  Wetlands impacts in the Jersey City portion of the project may be more easily avoided as
there are fewer areas of concern overall and fewer immediately adjacent to the NBHCE.

Construction activity in this area will also impact wetlands.  It should be noted that impacts lasting six
months or less are considered “temporary” and do not require mitigation; however, any disturbance
greater than six months is considered permanent and requires mitigation, even if in the Build condition,
the area will be restored to pre-construction conditions.

NJDEP will require wetland mitigation for any impacts of 0.10 of an acre or greater.  Mitigation can be
performed through purchasing credits from an NJDEP approved mitigation bank, creating wetlands on
site or offsite within the same watershed, or through a monetary contribution to NJDEP if the other
options are not feasible.   Credit cost ranges from $300,000.00 to $1,100,000.00 per acre of mitigation
required; in Hudson County the cost trends to the higher end of the range.
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Figure 3.2.1: Wetlands
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4     

The goal of screening for threatened and endangered species is to determine whether portions of the
study area will require special consideration, either through avoidance or mitigation, in order to limit
adverse impacts on state and federally-listed species (listed species).  Impact to listed species is
generally not permitted without extensive review and permitting, but impact can typically be avoided
through the timing of construction activities and/or through the mitigation of affected habitat areas.
Both of these options, however, increase the cost of the project and extend the construction schedule.

    

Data Sources

Threatened and endangered species data was obtained from NJDEP through their Landscape 3.1 data
set.  Landscape 3.1 is a dynamic geodatabase that is regularly updated with confirmed sightings of
individuals of threatened and endangered species and habitat details.  Data used in this screening is the
most recent available ( updated at the end of 2016.)

Analysis Methodology

The context constraints map represents desktop-level reconnaissance using data made available by the
resource agencies with jurisdiction over the resource.  Field reconnaissance has not been performed to
verify the spatial analysis findings.  Field reconnaissance is recommended during preliminary
engineering.

NJDEP data was displayed on an aerial basemap of the project area.  The project buffer was then
superimposed on the Landscape 3.1 data to determine if listed species were known to occur within the
project area.

  I

As a result of the densely developed and urbanized nature of the study area, NJDEP data indicates that
threatened and endangered species are confined to the project area water bodies and associated
wetland areas (see Figure 3.2.2).  Specifically, state threatened and endangered species are known to
occur in Newark Bay and the wetland areas associated with Rutkowski Park in Bayonne and in Liberty
State Park and Liberty National Golf Course in Jersey City.  These species are migratory and wading birds
including herons, egrets, and the Peregine falcon.  Two federally-listed species, the short-nosed
sturgeon and the Atlantic sturgeon, are known to occur in the Hudson River.

Table 3.2.2 below lists the species known to occur in the project area and identifies their federal and
state status.  Several species are listed as “Species of Conservation Concern,” which is a federal
designation for species whose populations are not considered threatened or endangered at the
moment, but for whom species health indicators are not positive for the long-term outlook.  The table
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Figure 3.2.2: Threatened and Endangered Species by Habitat Area
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 z d  

The goal of screening for flood hazard areas (FHAs) is to identify those sections of the study area that
would be subject to design flood elevations that could consequently affect the overall design and cost of
project alternatives.

Flood hazard areas are locations that are within the Federal Emergency Management Agency’s (FEMA)
100-year flood zone, or Flood Zone A.  Improvements constructed in FHAs are subject to NJDEP’s FHA
rules and design flood standards, which requires that all improvements be constructed at the elevation
equal to FEMA’s design flood elevation (DFE) plus one foot.  The DFE elevation varies based on
topography, and for a large project area, there may be multiple DFEs.

    

Data Sources

Flood hazard data was obtained from FEMA and represents 2012 data, which is post-Superstorm Sandy.

Analysis Methodology

It is important to note that FEMA and NJDEP frequently update FHA data and design standards;
consequently, during preliminary engineering, FHA data should be confirmed.

FEMA FHA data was displayed on an aerial basemap of the project area.  The project buffer was then
superimposed on the FHA data to determine which portions of the study area are located within FHAs.

  

The study area is influenced by two tidal waterbodies:  Newark Bay and the Lower Hudson River.  As a
consequence, there are three shorelines within the study area requiring consideration in regard to flood
hazard:  both the east and west shores of Newark Bay and the western shore of the Hudson River (see
Figure 3.2.3).

Between Interchange 14A and JFK Boulevard, the study area is located within Flood Zone X, the minimal
flood risk zone not subject to DFE.  The study area west of JFK Boulevard, including portions in Bayonne
and Newark (on the west shore of Newark Bay) are within the 100-year flood zone with pockets of 0.2%
change (500-year) zones.  This area would be subject to DFE.
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Figure 3.2.3: Flood Hazard Areas
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From Interchange 14A to Linden Avenue, both sides of the NBHCE are located within Zone X.  North of
Linden Avenue, the eastbound side of the NBHCE is located within Zone A, with some encroachment of
Zone A onto the westbound side.  North of Bayview Avenue, and continuing to the Holland Tunnel, both
the eastbound and westbound sides of the NBHCE are located within Zone A, with some pockets of Zone
X intermixed, reflecting the varied topography in the area.  As a consequence, alternative design
through this area would be subject to the DFE.

   

Given the changeable nature of FHA mapping and regulation, review of prevailing mapping and design
guidelines during preliminary engineering is strongly recommended.  Much of the NBHCE is already on
structure, elevated well above the DFE; however, any changes to the alignment in areas not on structure
and currently below DFE would require increased elevation or other forms of FHA mitigation.

   c   

The goal of screening for open space and recreational resources in the project area is to identify a
constraint that, if impacted, will result in additional project costs and schedule time, and require more
extensive coordination with local jurisdictions and public engagement.

In New Jersey, all projects, regardless of funding source, are potentially subject to NJDEP’s Green Acres
rules.  Green Acres applies to a parcel of open or recreational space if the public entity that owns it
accepted Green Acres funding for any park, open space, or recreational project within their jurisdiction.
Consequently, a municipal ball field may not be included on the NJDEP Recreational and Open Space
Inventory (ROSI), but if the municipality accepted Green Acres funding for the development of a
resource elsewhere within the township, the municipal ball field becomes encumbered by Green Acres,
as if it were itself deed restricted.

The use of Green Acres land, in whole or part, for non-recreational and open space uses is called a
“diversion” or “disposal.”  The diversion/disposal process takes approximately one year to complete,
requires public hearings and NJ State House Approval.  Additionally, mitigation for diversions and
disposals requires, at a minimum, acre-for-acre compensation in the form of a suitable parcel to develop
as parkland or open space.  In some instances, payment can be made to the local jurisdiction, but this
approach requires an appraisal and the ratio for payment is always greater than the one-to-one acre
value. It can also be the case that Green Acres compensation ratio and requirements were established
by the mechanism that funded the preservation of the parkland, which may be more restrictive than the
Green Acres regulations.  This information is not always readily apparent and requires research and
consultation with Green Acres.

Other regulations applicable to parkland and open space resources depend on the funding source for a
project.  These regulations are in addition to the NJDEP Green Acres requirements.  Projects funded by
USDOT are subject to Section 4(f) of the USDOT Act of 1966. Section 4(f) requires the project sponsor to
prove that there is no prudent and feasible alternative to the use of a Section 4(f) property.  A 4(f)
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property is defined as any park, recreational resource, open space resource, or wildlife refuge that is
publicly owned and available for public use.  There are different levels of impact, or “use,” attributable
to a Section 4(f) impact, depending on the extent of the use and its effect on the character-defining
features of the resource.  For example, taking a corner of a parking lot for additional right-of-way is
considered a less substantial use than taking an entire playground or boat launch.  The more
burdensome reviews of Section 4(f) evaluations, which are those associated with uses that affect the
character-defining features of the resource, require an alternatives analysis and public comment, even if
the overall project is otherwise exempt from formal public comment under the National Environmental
Policy Act (NEPA).

Impacts to parks and open space resources can also be considered an environmental justice impact
when viewed in the context of the project area’s socioeconomic character and the occurrence of similar
impacts elsewhere in the project area.  It can be the case that operationally and from a design
perspective, the use of a Green Acres or 4(f) resource is feasible and prudent, but it fails the
environmental justice test. Consequently, it is best to avoid the take of parkland whenever possible.

  c e  ee

Data Sources

Preserved open space for both the counties and the state was obtained from the NJDEP’s Bureau of GIS.
Data used in this screening is the most recent available (updated at the end of 2016.) The NJDEP data
did not include parcels that are not specifically deed-restricted by NJDEP.  As described above, however,
should one deed-restricted parcel occur in a public jurisdiction, all public open space in the jurisdiction is
considered encumbered by Green Acres.  Google Earth Imagery was used to identify parkland resources
within the project area that could be encumbered by Green Acres and also likely subject to 4(f), but not
specifically preserved.

Analysis Methodology

The context constraints map represents desktop-level reconnaissance using data made available by the
resource agencies with jurisdiction over the resource.  Field reconnaissance has not been performed to
verify the spatial analysis findings.  Field reconnaissance is recommended during preliminary
engineering.

NJDEP data was displayed on an aerial basemap of the project area.  The project buffer was then
superimposed on the parklands and open space data to determine if deed restricted open space areas
would be potentially subject to impact as the result of project alternatives.  Google Earth was then used
to identify parkland and recreational resources that were not deed restricted.  These were determined
through identification of visual features, such as baseball diamonds, and with the assistance of the
“Places” feature on Google Earth, which identified passive use parks that are lacking obvious
recreational amenities.  Ownership of the resources was screened using internet search engines to
determine whether the ownership was public or private.  As Section 4(f) and Green Acres applies only to
public resources, ball fields attached to public and charter schools were considered constrained
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The Jersey City Reactional Affairs facility, Liberty State Park, and the BelovED School ball fields abut the
eastbound lanes of the NBHCE.  Bayside Park is adjacent to the west of the Hudson-Bergen Light Rail
tracks.  Note that Liberty National Golf Course is adjacent to Liberty State Park, but the golf course is a
private resource not subject to Green Acres or Section 4(f).

Ferris HS Ball Fields, Mary Benson Park, and Jones Park are adjacent to the eastbound lanes of the
NBHCE, which is on structure.

  v  

Field reconnaissance and additional research and coordination with local and county officials are
required to confirm the presence of recreational resources as well as future plans for such resources
within the project area.  The screening and conclusions are based only on the desktop reconnaissance.

Hudson County is densely developed with little available land for compensatory mitigation for the loss of
parkland.  The study area also generally represents an environmental justice community for which
access to open space and recreational resources is important, and impacts to parkland are likely to be
subject to public scrutiny and opposition.  Should project alternatives advanced to preliminary
engineering affect parks (which includes changes to access to the park and aesthetic impacts), early
coordination with the municipal and county officials and Green Acres would be prudent in order to
anticipate and address local and programmatic concerns, particularly regarding mitigation and approval
processing.
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Figure 3.2.4: Parklands and Preserved Open Space
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Figure 3.2.5: Parklands and Preserved Open Space
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Figure 3.2.6: Parkland and Preserved Open Space
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Figure 3.2.7: Parkland and Preserved Open Space



OPS T3634 Newark Bay – Hudson County Extension
Needs Assessment and Alternatives Study

Page |3-26

r    r

In the context of the NBHCE project, air quality and noise are two environmental categories that are less
associated with impacts to existing resources than conformance with prevailing regulations and the
implications of those regulations on the design of project alternatives.  This screening therefore
describes those regulations and considerations recommended to be incorporated into the development
of project alternatives.

    
National air quality standards are established by the United States Environmental Protection Agency
(USEPA), which publishes its “Green Book” on air quality conformance.  The Green Book identifies
states, counties, and regions within the United States where the levels of criteria air pollutants exceed
the National Ambient Air Quality Standards (NAAQS) levels.  Under the Clean Air Act (CAA), the U.S.
Environmental Protection Agency (USEPA) developed primary and secondary NAAQS for six criteria
pollutants considered to be harmful to public health and the environment. These pollutants have both
public health-based (i.e., primary) and public welfare-based (i.e., secondary) air quality standards.  The
six pollutants are:

• Carbon Monoxide (CO)
• Lead (Pb)
• Nitrogen Dioxide (NO2)
• Ozone (O3)
• Particulate Matter (PM)
• Sulfur Dioxide (SO2)

The USEPA classifies the air quality in a geographic region according to whether the concentrations of
criteria pollutants in ambient air exceed the NAAQS.  Areas are designated as either “attainment,”
“nonattainment,” “maintenance,” or “unclassified” for each of the six criteria pollutants.  Attainment
means that the air quality is better than the NAAQS; nonattainment indicates that criteria pollutant
levels exceed NAAQS; maintenance indicates that an area was previously designated nonattainment but
is now attainment; and an unclassified air quality designation means that there is not enough
information to appropriately classify the area, so the area is considered attainment.  Projects that could
potentially contribute additional criteria pollutants are closely scrutinized and required to adopt control
measures to help reduce the generation of these pollutants.

The federal CAA amendments of 1977 and 1990 require federal agencies and metropolitan planning
organizations to demonstrate that all transportation projects conform to the approved air quality State
Implementation Plans (SIPs), which is defined as “conformity to a SIP’s purpose of eliminating or
reducing the severity and number of violations of the national ambient air quality standards (NAAQS)”
(Federal Register, 1993, p. 62188).

Noise standards are established by the Federal Highway Administration (FHWA), a unit of the United
States Department of Transportation (USDOT).  Federally funded projects are required to comply with
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noise abatement measures if a project will increase ambient noise levels above FHWA’s standards,
which vary depending on the affected use and the time of day.

Not all projects require noise analysis.  Projects that change the elevation of a roadway, move an
alignment closer to noise-sensitive receptors, add lanes, and result in similar substantial changes require
noise studies.  Projects that do not result in substantial physical alteration of a highway do not require
study.  It is important to note that if a noise study is required, FHWA’s rules mandate that a project
mitigate even pre-existing noise impacts. That is, it can be the case that a noise study is warranted
because the project results in a change in elevation of a roadway.  The noise study may find that the
project itself will not change the noise environment, but if the noise levels measured in the existing
condition exceed FHWA’s thresholds, the project must mitigate that existing sound level.

Noise from vehicles on public roadways are exempt from the New Jersey Statewide Noise Control Code
(NJAC 7:29-1.5).  The New Jersey Statewide Noise Control Code (NJAC 7:29) does not regulate noise
from construction activities; however, the Statewide Noise Code includes a provision allowing
municipalities to adopt a noise control ordinance, provided that the ordinance is more stringent than, or
otherwise consistent with, NJAC 7:29.

Vehicular noise is regulated by the NJDOT. The NJDOT Traffic Noise Management Policy and Noise Wall
Design Guidelines, Effective July 1, 2011,  was developed in conformance with and in response to the
FHWA Final Rule; “Procedures for Abatement of Highway Traffic Noise and Construction Noise”
published July 13, 2010 and effective July 13, 2011. Noise impact studies are required for projects with
new roadways and significant improvements to existing roadways (Type I projects) and projects with
existing roadways being studied to improve the quality of life, where no transportation improvement
project is planned (Type II projects).  However, projects that do not alter the noise environment to a
significant degree (Type III projects),  such as projects consisting of paving, bridge reconstruction and
replacement and projects that no not change the roadway alignment substantially, do not require a
noise impact study.

As the project is located within the Cities of Newark (Essex County), Bayonne (Hudson County),
and Jersey City (Hudson County), it will be subject to compliance with applicable local noise
ordinances.

  
Air Quality

Currently, in the State of New Jersey, Essex and Hudson Counties are designated in non-attainment with
the NAAQS for 8-hour O3 and maintenance for CO and 24-hour PM2 5.   Therefore, the project corridor is
in non-attainment with the NAAQS for 8-hour O3 and maintenance for CO and 24-hour PM2.5.

The proposed project is not yet included in the New Jersey Fiscal Year (FY) 2016-2025 Statewide
Transportation Improvement Program (TIP).  As a new highway project within nonattainment and
maintenance areas for the NAAQS, an air quality conformity determination would be required for
transportation-related criteria pollutants for which the area is designated nonattainment (8-hour O3)
and for which the area has maintenance plan (CO and 24-hour PM2.5).
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Noise

As stated above, if the project would result in substantial physical alteration of the New Jersey Turnpike,
a noise analysis may be required, as per the FHWA and NJDOT.

In addition, the proposed action will be subject to compliance with applicable local noise ordinance(s).
The City of Bayonne has adopted the New Jersey Statewide Noise Control Code (NJAC 7:29), which as
stated above, does not specifically regulate noise from vehicles on public roadways or construction
noise.  In April 2019 the City of Bayonne passed an ordinance to limit noise from construction activities
near residential areas.  The City of Bayonne imposed restrictions on noise generated by Interchange 14A
construction activities. It is reasonable to expect that similar restrictions will be enforced to control
noise during the construction of improvements to the NBHCE. The cities of Newark and Jersey City each
have local ordinances controlling noise as  summarized below:

City of Newark

The Noise Control Ordinance of the City of Newark (Title XX  Offenses, Miscellaneous, Chapter 3 Noise)
qualitatively regulates loud or unnecessary noise from individual from motor vehicles  and motorcycles,
specifically their mufflers, horns and signal devices, and idling times. However, the City of Newark does
not regulate overall noise from vehicles on public roadways. Construction noise is regulated by the
Noise Control Ordinance of the City of Newark (§20-3-13).  Operation of tools or equipment used in
construction, drilling, demolition or similar work between the hours of 8:00 PM and 7:00 AM the
following day on weekdays or Saturday and at anytime on Sunday or legal holidays except for
emergency work, or by special variance, or when the resulting sound level does not exceed the
applicable limit set in Table I of § 20:3-7.

Jersey City

The noise ordinance of Jersey City (Chapter 222) qualitatively regulates loud or unnecessary noise from
individual from motor vehicles  and motorcycles, specifically their mufflers, music amplification, horns
and signal devices, and idling times. However, the noise ordinance does not apply to the exceptions
listed at N.J.A.C. 7:29-1.5 including noise from public roadways.  Construction noise is regulated by the
noise ordinance of Jersey City (§ 222-9).  Excluding emergency work, construction and demolition
activity shall not be performed between the hours of 6:00 PM and 7:00 AM on weekdays, or between
the hours of 6:00 PM and 9:00 AM on weekends and federal holidays, unless such activities can meet
the limits in Tables I, I I or III of § 222-7. At all other times the limits in Tables I, II, or III of § 222-7 do not
apply.  All motorized equipment used in construction and demolition activity shall be operated with a
muffler and/or sound reduction device.

e s  e  e e e

Air Quality

As the proposed project seeks to improve the efficiency of traffic movement on the Turnpike Extension,
this is generally considered an air quality improvement method.  However, the proposed project is
located within area of non-attainment with the NAAQS for 8-hour O3 and maintenance for CO and 24-
hour PM2 5The principal concern for the effect on air quality is related to project-level conformity
determinations for projected future mobile sources of emissions to confirm the project would not cause
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or contribute to any new local violations, increase the frequency or severity of any existing violations, or
delay timely attainment of any NAAQS, emission reductions or other milestones.  Additionally, the
mobile source-related air quality would need to be assessed, in relation to sensitive land uses, including
public open spaces—including sidewalks, playgrounds, athletic fields, outdoor sports facilities, and
public parks—residential buildings, educational facilities, and health facilities.   A project-level
conformity determination is required, which may include hot-spot air quality modeling. The air quality
modeling would be necessary to determine the design alternatives that would lead to less exhaust
emissions and would not have any adverse impacts to air quality.

Noise

Much of the proposed project is located on a viaduct and abutted by a numerous sensitive land uses,
including residential uses and quiet park settings, such as the historic Jersey City and Harsimus Cemetery
(see Cultural Resources mapping in Section 6 for the location of the Harsimus Cemetery.)

To analyze the design alternatives, noise monitoring should be performed at key representative noise-
sensitive receptors to identify the most noise-sensitive areas to noise level increases based on current
noise levels in the corridor.  This information would be used to generate traffic noise impact screening
contours to determine the distance to the location where traffic noise impacts are no longer predicted
to occur. For each design alternative, affected noise-sensitive receptors will be identified and counted
using the traffic noise impact screening contours to identify the design alternatives that would create
greater noise levels and potential significant adverse noise impacts.  In this way, design alternatives that
would avoid and/or minimize encroachment of the highway closer to sensitive receptors can be
determined.

In addition, construction for the proposed project would need to comply with the local noise ordinances
of the Cities of Newark, Jersey City and Bayonne. Therefore, the general type of equipment for the
design alternatives and its associated noise level would have to be assessed to determine which design
alternatives would result in greater construction noise levels.

z  M  

The goal of screening for known hazardous materials is to determine whether construction of the
project has the potential to expose construction personnel and the community to hazardous materials,
including heavy metals, volatile compounds, water contaminants, and related materials presenting
health safety risks and increased project costs.  These contaminated materials are potentially present in
soil, groundwater, sediment, or surface water.  There are numerous regulations regarding these
contaminants at the federal and state level.  This summary will be used to determine if portions of the
proposed project study area have to be avoided or remediated due to environmental concerns or
restrictions identified in the review of available government databases.
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  c e  ee

Data Sources

Data on known or potential contaminated sites was obtained from Envirosite Corporation and from
NJDEP.  An Envirosite Government Records Report was generated on 22 March 2017 for a one-mile
buffer around the proposed alignment.  The Envirosite report searched various government
environmental databases for known or potential contaminated sites to identify sites within the buffer
area.  Additional environmental sites were obtained from NJDEP through the following Geographic
Information System (GIS) layers:  Known Contaminated Sites List (KCSL) (2016), Chromate Sites (2006),
Deed Notice Area (2016), Classification Exception Area (CEA) (2016), and Historic Fill (2006).  Data used
in this screening was the most recent NJDEP GIS layers available.

Analysis Methodology

The Envirosite and NJDEP data was imported into ArcMap 10.3.1, a GIS mapping system, to visually
present the data.  The data was then refined to a 250 ft buffer of the proposed alignment to show sites
that were most probable to be impacted by the proposed alignment.  Surrounding parcels were
screened to create a list of affected parcels that were also evaluated.  A list of sites that fell within the
buffer area and the affected parcels was created.  The list developed through this evaluation was
created based on a desktop-level reconnaissance of available government databases.  This review did
not include field reconnaissance or any additional site-specific government file reviews.

  I

The industrial heritage of the project area has resulted in numerous known contaminated sites, ranging
from leaking underground storage tanks to chromate contamination.  The Envirosite databases
identified 448 sites within the 250 ft buffer of the proposed alignment and the affected parcels.  The
NJDEP databases identified 30 KCSL sites, 10 Chromate sites, 18 Deed Notice Areas, and 10 CEAs within
the area evaluated.  Impacts to contaminated sites would be addressed through the NJDEP Linear
Construction Project (LCP) program.  The Authority would enroll the project as a LCP in accordance with
the NJDEP Linear Construction Technical Guidance (dated January 2012) by assigning a Licensed Site
Remediation Professional (LSRP) for the project.  As per the LCP guidance, a person conducting a LCP
project is not required to delineate or remediate contamination outside the limit of the excavation area
within the linear construction corridor.  However, remediation may be required if the Authority
purchases any properties with known environmental issues as part of project construction.  In addition,
properties identified as having been remediated may be disturbed during construction.  This
circumstance would require coordination with the property owner or other responsible party regarding
the proposed activity and potential for adverse effects on remediation measures and controls. To avoid
delays in the project schedule, these environmental issues should be resolved before construction
begins so that required permits are obtained, contaminated materials management practices are in-
place, and other potential environmental issues are addressed.
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r  

The goal of screening for cultural resources is to identify the presence of known resources in the project
area that may be affected by the project.  Impacts to cultural resources, which include archaeological
and historic architectural resources, can take the form of direct physical action or contextual changes.
Demolition of a resource in whole or part would be an example of a direct effect. A change in the setting
of a resource, such as the introduction of a new, modern structure in the viewshed of an existing
resource, is a contextual or indirect impact.

Depending on funding sources and sponsoring agencies, this project may require cultural resource
review on both the state and federal levels.  Section 106 of the National Historic Preservation Act of
1966, as amended, requires federal agencies to consider the effects of their actions on any properties
listed on or determined eligible for listing on the National Register of Historic Places (NR).  Properties
listed on or eligible for the NR include archaeological resources and historic architectural resources.  The
National Environmental Policy Act (NEPA) also requires such consideration.  To streamline the NEPA and
Section 106 process, review and public outreach requirements under Section 106 can be conducted in
coordination with analyses and the public outreach process conducted for NEPA.  In addition,
archaeological resources listed on or eligible for the NR, and that warrant preservation in place, are
protected from adverse effects by Section 4(f) of the Department of Transportation Act of 1966.

The project may also require State-level Freshwater Wetlands (FW) (N.J.A.C. 7:7A) and/or Waterfront
Development (WD) (N.J.S.A. 12:5-3) permits which necessitate consideration of the project’s potential
impacts on archaeological, historical, and architectural resources eligible for listing in the NR.
Additionally, impacts to historic resources listed in the New Jersey Register of Historic Places (State
Register or SR) would trigger review under the New Jersey Register of Historic Places Act (N.J.A.C. 7:4-
7.1).

Cultural resources in New Jersey are regulated by the New Jersey Historic Preservation Office (NJHPO).
Consistent with the above regulations, the analysis of project effects on archaeological and architectural
resources will be conducted in coordination with the NJHPO and other consulting parties as part of the
environmental review process.  Cultural resources mitigation can be costly, requiring the mitigation of
impacts on those resources for which the project has effects, the method of mitigation is typically
determined in consultation between the project sponsor and the NJHPO.

    

Data Sources

Cultural resource data was obtained from the NJHPO, the New Jersey State Museum (NJSM), the
National Resource Conservation Service (NRCS), and master plans of the cities within which the project
exists.  For archaeological resources, the cultural resources screening included background research at
the NJSM where archaeological site forms for registered archaeological sites within or adjacent to the
project alignment were reviewed.  For historic architectural resources, the cultural resources screening
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included background research at the NJHPO to identify properties that are listed in or eligible for the SR
and NR.  In addition, New Jersey Historic Bridge Survey forms were examined, the master plans for
Jersey City, Newark, and Bayonne were reviewed for information on locally-identified historic sites (City
of Bayonne 2000; City of Jersey City 2000; City of Newark 2012),  and previously conducted local historic
sites inventories for Bayonne, Newark, and Jersey City on file at the NJHPO were reviewed to identify
surveyed properties.

Analysis Methodology

The cultural resources screening is divided into archaeological research and historic architectural
research.  The historic architectural research is divided into the description of NR listed and eligible
properties, the description of New Jersey Historic Bridge and Roadway Surveys, and the description of
master plans.

Archaeology

Maps available at the NJSM were utilized to identify known and registered archaeological sites within
the project area.  As locational data associated with known archaeological sites are sensitive, this
information is listed in tabular form only and not included on the constraints maps.

Architectural

The development of the constraints maps for historic architectural resources presents desktop-level
screening using data made available by the NJHPO for known architectural resources eligible for or listed
in the SR or NR and data derived from the Historic Preservation elements of master plans for Newark,
Bayonne, and Jersey City.  The NJ Turnpike is not eligible for the NR and is not included in any of the
constraints mapping.

Historic preservation master plan elements from the cities of Bayonne, Jersey City, and Newark were
examined to determine if any locally identified resources are present.  Locally identified resources do
not have an NJHPO Opinion of Eligibility and are not listed on the SR or NR.

  I

There are 110 listed or eligible individual historic properties, 10 historic districts, and 11 locally-
identified resources in the study area buffer.  The NBHCE itself is not identified as a historic resource,
but the railroad rights-of-way that cross through the study area are.

It is likely that given the proximity of cultural resources to the existing NBHCE, some effect on cultural
resources will occur as a result of the project.  These impacts are likely unavoidable.  The determination
of the extent of the impact and potential mitigation depends on multiple factors ultimately dependent
upon the horizontal and vertical alignment of the preferred alternative.
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A key consideration in the development and construction of any major infrastructure project are the
existing utilities within and proximate to the project limits.

The following owners of utility infrastructure within and proximate to the study area were contacted
with a request to provide information related to the location and type of infrastructure they owned:

IMTT
Colonial Pipeline Company
Williams Gas Pipeline-Transco
BP Marine Americas Inc.
Buckeye Partners
Spectra Energy
PSE&G Gas
PSE&G Electric - Bergen County
PSE&G Electric - Passaic County
Suez NJ
City of Bayonne Water and Sewer
City of Newark Water and Sewer Utilities
Passaic Valley Water Commission
Jersey City Municipal Utilities Authority
Passaic Valley Sewerage Commission
North Hudson Sewerage Authority
Verizon
Cablevision
Spectrum (Formerly Time Warner Cable)
Level 3
Sprint
Zayo Group (old MFN & First Telecom Services)
Century Link
AT&T Local
AT&T Core

Information received from the utility owners as well as more detailed information extracted from as-
built plans in the area and other sources was layered onto the aerial mapping to allow identification of
locations to avoid in the development of infrastructure improvement concept alternatives.

In addition, during preliminary design, NJ TRANSIT will be included in coordination activities to identify
potential impacts to their HBLR service, including traction power concerns, and to bus services.
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The project site is located in Hudson County New Jersey, specifically the southern to central portion
including Bayonne and Jersey City.  The general surface topography of the county includes extensive
tidal marsh areas, many of which have been filled over the years, and a broad ridge running down the
eastern portion of the county, which is part of the Palisades.

The site is located within the Piedmont Plateau Geographical Province.  According to the Rutgers
University Engineering Soil Survey Reports, the majority of the soils are mapped as man-placed fill over
stratified drift, while the southern portion of the project includes glacial ground moraine over relatively
shallow bedrock.  The existing NBHCE traverses closely to the boundary between these two mapped soil
types.  The stratified drift material is primarily composed of sand with varying fractions of silt to gravel
sized particles.  These materials were deposited by waters flowing within or from the Wisconsin Glacier.
In areas where the stratified drift abuts the area mapped as ground moraine, the ground moraine can be
found below the drift materials.  The ground moraine soil is an unstratified mix of clay to gravel size
particles deposited during the Wisconsin glaciation, including occasional cobbles and boulders.
Frequent pockets of silt can be expected.

With the proximity to the tidal marsh areas, additional strata of silt and clay should be expected, with
layers of organics and peat material originating near the original historic ground surface, now filled
and/or submerged.  These layers tend to be very compressible and exhibit low shear strength.

Near the northern/eastern portion of the project site (Palisades Ridge), the underlying bedrock
formations consist of red shale and diabase found at depths ranging from 10 to 40 ft.  The
western/southern portions of the project include diabase as the underlying rock formation.  Diabase in
this location can range from depths of 10 to 20 ft.  In other sections of the project closer to the marsh
areas bedrock was encounter from 60 to more than 100 ft deep.

Geology described above was confirmed during the review of several as-built construction contracts
performed along the length of the NBHCE, dating from the 1950’s to recent times.  Starting with the
main bridge over Newark Bay, there are many overpass bridge and viaduct structures along the length
of the roadway.  With the wide range of soil conditions and depths to bedrock, the foundation types for
the structures vary accordingly.  Spread footing foundations were utilized in areas with shallow
competent soils and shallow bedrock.  Deep foundations consisting of steel pipe and H-piles, and drilled
shafts were to support structures in areas of deep soft, compressible soils.  It could be anticipated that
proposed structures would be founded on similar type foundation systems to accommodate the
different soil conditions found throughout the project limits.

Logs of recent borings in close proximity to the project area are presented in Appendix C.

k y      

There are numerous constraints that must be carefully considered when developing and advancing a
preferred alternative to meet the overall goals and objectives of the project.  Beyond initial construction
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costs and environmental impact considerations, three (3) key constraints exist that limit the physical
space within which a replacement structure for the Newark Bay Bridge (Structure No. N2.01) may be
constructed:

Height limitations of 246 ft and 287 ft, respectively, imposed by the approach and departure
surfaces mandated by the FAA for airplanes arriving and departing from Newark Liberty
International Airport on Runway 29;
Span Length requirements related to the minimum width of the maritime navigational channel
mandated by the USACE;
Minimum Vertical navigational channel clearance that must be maintained beneath the bridge
as mandated by the USCG.

The first two constraints limit the feasible structural types that may be employed in the construction of
the main spans of a replacement bridge, which in turn affects the NBHCE alignment in the vicinity of the
channel crossing and the cost of construction and the ease / cost of future maintenance activities.  The
third constraint exacerbates the first constraint, further limiting the feasible structural types that may be
employed.

These considerations invite the questions:

Are there sufficient potential cost savings to warrant undertaking an effort to narrow the
navigation channel width, thereby shortening the length of the main span over the bay and
making other more cost effective structural types feasible?
Is there sufficient potential cost savings to warrant undertaking an effort to reduce the vertical
clearance beneath the bridge, thereby reducing the grades of the approach spans and reducing
the cost of the bridge piers?

The following sections summarize the implications of these key constraints and their effect on feasible
bridge types and associated costs.

     

A key constraint to constructing a replacement bridge relates to the FAA-defined Newark Liberty
International Airport (EWR) aircraft departure and approach surfaces.  These surfaces are designed to
promote air safety and the efficient use of the navigable airspace.  Due to the location of the Newark
Bay Bridge, the surfaces defined for EWR Runway 29 are of critical concern.

1. The Departure Surface generally extends at a slope of 34:1 from a point 200 ft from the end of the
runway.  FAA seeks to keep the space below this surface clear of buildings, towers, etc. that pose a
safety risk to departing aircraft.

2. The Approach Surface generally extends at a slope of 40:1 from a point 200 ft from the end of the
runway.  FAA seeks to keep the space below this surface clear of buildings, towers, etc. that pose a
safety risk to arriving aircraft.
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FAA is generally agreeable to granting waivers of the departure surface provided non-standard
departure instructions are applied to the runway.  However, approaching aircraft have less flexibility in
adjusting their approach glide path.  Therefore, it is imperative that any replacement bridge constructed
does not penetrate the approach surface.

The FAA conducts aeronautical studies of proposed construction based on information provided by
proponents of the construction.  Requests for an aeronautical study addressing the planned bridge
replacement were filed with the FAA (Form 7460-1, Notice of Proposed Construction or Alteration).

The studies determined that the No Exceed Height (NEH) at the existing eastern bridge pier is defined at
296 Above Mean Sea Level (AMSL).   The NEH at the existing western bridge pier is defined at 265 AMSL.
In summary, these represent the maximum heights of any structures placed as part of the Newark Bay
Bridge replacement.

Copies of the formal findings of these studies are presented in Appendix D.

In addition to the FAA maximum height restrictions, the USCG dictates the minimum vertical navigation
channel clearances needed to accommodate the passage of maritime vessels.  The existing required
vertical navigation channel clearance, which the existing bridge meets, is 135 ft above M.H.W. El 2.7 ft.
Based upon a recent USCG determination for the Wittpenn Vertical Lift Bridge crossing the Hackensack
River nearly 4 miles north of the Newark Bay Bridge, it is considered highly unlikely that the existing
clearance beneath the Newark Bay Bridge can be reduced.
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Figure 3.5.1: Newark Airport Surface Analysis Map
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The USACE maintains the horizontal clearances within defined navigation channels required to
accommodate the passage of maritime vehicles.  The existing bridge maintains 550 ft of horizontal
clearance for the navigation channel spanned by the 670 ft long main span of the bridge.  Depending on
the proximity of the new bridge to the existing, a main span of 670 ± ft will be required for the
replacement bridge to meet the 550 ft clearance to accommodate pier protection (fender) systems.
Main span lengths in excess of the 500 ± ft limit the types of bridges that can be considered economical
to overhead type structures, i.e. structures supporting the deck from above, such as cable-stayed
bridges, truss, and arch.  Overhead type structures may exceed the FAA defined NEH of 265 ft, so the
height of structure above the deck would have to be limited accordingly.

Spans shorter than 500 ± ft can be achieved economically with deck type structures, i.e. structures
supporting the deck from below such as girder bridges.  A minimum main span length of 475 ± ft will be
required to accommodate a reduced navigation channel width of 400 ft.  Girder bridges present no issue
with the FAA height restrictions; however their deeper structural depth will likely require raising the
vertical profile of the existing bridge in order to meet the USCG minimum vertical channel clearance of
135 ft.

A preliminary meeting was held on July 12, 2017 with the Harbor Operations Steering Committee to
present an overview of the project and to engage their input on the likelihood that narrowing the
navigation channel width beneath the bridge from 550 ft to approximately 300 ft would be permitted.
The non-official feedback received from the Steering Committee was that a reduction to 300 ft would
not be viewed favorably, but a lesser reduction to approximately 400 ft may be considered.  The
submission of a formal Navigational Study and permit application for a channel width modification will
be required if a formal determination is desired.

The potential initial construction cost savings to the project for reducing the navigation channel needs to
be weighed against the time and cost required to submit a full Navigational Study and a formal request
for a narrowing of the channel.  Based upon experience with other bridge design initiatives, the
preparation of a full Navigational Study, acceptance by the USCG, and revision of existing legislation
defining the channel width would be expected to take up to two years, assuming no significant issues
arise with the study requiring multiple iterations and negotiations with the USCG. These activities could
be accomplished within the project timeframe as a USCG and USACE permit is required even if replacing
in kind.
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4 A  O  A   A M

The purpose of this analysis is to identify roadway capacity deficiencies, assess roadway infrastructure
needs, and test various alternatives that would address the needs of both passenger car traffic as well as
commercial operations along the NBHCE.  Advancing major capital improvement projects is a lengthy
process requiring significant time and financial investment for planning studies, design, and
construction.  As a result of the future increase in traffic demand associated with the port operations
and freight handling facilities along the Bayonne waterfront, the NJTA has already invested significant
resources into the ongoing rehabilitation of the NBHCE bridges from Interchange 14 to 14A and
Interchange 14C to Jersey Avenue to improve their structural condition as well as a major capacity
upgrade to Interchange 14A.

As described in Chapter 2, congestion on the NBHCE is a source of driver frustration, exacerbated
recently by the use of the NBHCE as an alternative eastbound route for access to Jersey City and New
York City (via the Holland Tunnel) during the Pulaski Skyway project.  Even when the Pulaski project
ends, congestion will remain, and based on previous analysis conducted by NJTA and HNTB, the NBHCE,
specifically on the Newark Bay Bridge, cannot geometrically or structurally accommodate a permanent
third travel lane.  The anticipated increase in commercial vehicular traffic and passenger vehicle traffic
associated with redevelopments in Bayonne and Jersey City will place new travel/capacity demands on
the entire length of the NBHCE mainline as well as interchanges associated with the NBHCE.

Given these challenges, the NJTA is seeking to identify potential alternatives that would accommodate
future traffic demands and improve future traffic operations along the NBHCE.  This chapter presents
the analysis results for a 2045 No-Build Scenario (with existing geometry and configurations) as a
baseline for developing and evaluating potential improvement alternatives.  The 2045 horizon year was
selected for development of future travel demand forecasts in consultation with the NJTA to be
consistent with the North Jersey Regional Transportation Model Enhancement (NJRTME).

T   A

This analysis focuses on the NBHCE from its western terminus at Interchange 14 to its eastern terminus
at Jersey Avenue before the entrance to the Holland Tunnel.  The study area primarily consists of the
NBHCE mainline (Interstate 78), ramps (Interchanges 14, 14A, 14B, 14C), and the connection to the
Holland Tunnel.

Interstate 78 connects to the New Jersey Turnpike mainline at Interchange 14 and continues east as the
NBHCE crossing the Newark Bay Bridge, continuing to Jersey City and connecting to New York City via
the Holland Tunnel.  Within the study area, the NBHCE typically provides two travel lanes in each
direction with full width right shoulders (no left shoulders).  To accommodate traffic diversions resulting
from the Pulaski Skyway rehabilitation project, the eastbound shoulder on the NBHCE has been
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temporarily converted into a third travel lane during the during peak hours (6-10 AM and 3-7 PM
weekdays, and as needed for events or incidents for a total of five lanes (three eastbound, two
westbound).  This use of the NBHCE, which began in 2014, is anticipated to conclude in 2018. The
posted speed limit along the NBHCE mainline is not consistent along the entire corridor, but is generally
50 mph.  During the Pulaski construction period, the speed has been reduced to 45 mph during the AM
peak hour and 50 mph during all other times1.

Figure 4.2.1 depicts the traffic study area modeled for this analysis.

Figure 4.2.1:  Traffic Study Area

For purposes of detailed operational analysis, the NBHCE was divided into five segments, each with its
own unique geometric and travel demand characteristics.  These analysis segments are described below.

1 Note that the 45 mph speed limit is in effect only until the Pulaski Skyway opens and the additional shoulder lane is
closed/converted back to a shoulder.
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4          c  4

The first segment, depicted on Figure 4.2.2 begins at Interchange 14 and extends eastward along the
NBHCE to Doremus Avenue.  As previously mentioned, Interchange 14 is the western terminus of the
NBHCE and the beginning of concurrency with I-78.  Interchange 14 provides connections to I-78 west,
US 1-9, US 22, and New Jersey Turnpike/I-95 as well as the Newark Airport, the City of Newark, and the
surrounding areas.  The toll plaza at Interchange 14 lies to the west of the New Jersey Turnpike/I-95
corridor.

Figure 4.2.2: Traffic Analysis Segment 1

4           g  4

Segment 2, depicted on Figure 4.2.3 continues east of Segment 1, beginning at Doremus Avenue (just to
the west of the Newark Bay Bridge) to Bayview Avenue (right before the beginning of Interchange 14B.)
Interchange 14A connects NBHCE/I-78 to the City of Bayonne and Route 440.  It also serves as a critical
access point for the adjacent industrial and commercial areas, specifically the Global Container Terminal
and the Peninsula at Bayonne Harbor.  Currently, major improvements to Interchange 14A are under
construction (anticipated to continue through 2018) which modify geometry (e.g. new roundabout) and
provide new connections and ramps to Route 440 and Port Jersey Boulevard.  The toll plaza at
Interchange 14A lies to the south of the NBHCE.  This segment also includes the Newark Bay Bridge,
which carries the NBHCE over Newark Bay and connects the cities of Newark and Bayonne.
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Figure 4.2.3:   Traffic Analysis Segment 2

4         s     4

The third segment, depicted on Figure 4.2.4 focuses primarily on Interchange 14B, beginning near
Bayview Avenue just before Interchange 14B and continuing to just after Interchange 14B.  The toll plaza
at Interchange 14B lies to the west of the NBHCE and provides connections to Bayview Avenue, Liberty
State Park, and Jersey City.



OPS T3634 Newark Bay – Hudson County Extension
Needs Assessment and Alternatives Study

Page |4-5

Figure 4.2.4:   Traffic Analysis Segment 3

             

Segment 4, depicted on Figure 4.2.5 focuses primarily on Interchange 14C and the toll plaza associated
with Interchange 14C, beginning at the entrance and exit ramps for Interchange 14B and extending
approximately to Jersey City Boulevard.  This barrier toll plaza is located directly on the NBHCE mainline.
Interchange 14C is the last toll plaza of the NBHCE and provides connections to the Liberty Science
Center, Hudson-Bergen Light Rail Park and Ride, and Jersey City via ramps to and from Jersey City
Boulevard immediately north (east) of the plaza.



OPS T3634 Newark Bay – Hudson County Extension
Needs Assessment and Alternatives Study

Page |4-6

Figure 4.2.5:  Traffic Analysis Segment 4

            4    v

Segment 5, depicted on Figure 4.2.6 begins near Jersey City Boulevard and extends to Jersey Avenue
which serves as the eastern terminus of the NBHCE.  This section of the NBHCE provides connections to
Jersey City via Columbus Drive and New York City via the Holland Tunnel.  There are no toll plazas within
this segment of the study corridor.

Figure 4.2.6:   Traffic Analysis Segment 5
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As a tool for developing a detailed analysis of existing and future traffic operations and testing of
alternative improvement concepts, a microsimulation model was developed utilizing VISSIM Version
8.00 software.  This model utilized the NJTA Interchange 14A VISSIM model as a starting point.  This
model had been previously calibrated and vetted for use as a tool for evaluation of Interchange 14A
improvement concepts.  The portion of the NBHCE from Interchange 14 to Linden Avenue was extracted
from the Interchange 14A model and expanded upon to include the remaining section of the NBHCE not
covered within the Interchange 14A model, as well as connections to the local street network in Jersey
City and the City of Bayonne.

    g  a a  

A variety of historical data sources were utilized in order to develop pre-Pulaski2 existing traffic volumes.
The temporary closure of the northbound Pulaski Skyway and use of the NBHCE as a detour route for
traffic destined to Jersey City alters the regional traffic circulation patterns and volumes, rendering a
more traditional process of using current ground counts to develop existing condition traffic volume
networks infeasible.  At the time of this analysis, reconstruction of the Pulaski Skyway was anticipated to
be completed in the Spring of 2018.  While every effort was made to replicate what existing traffic
demand would be as if the Pulaski Skyway were fully operational, it is recommended that as an initial
task in the next phase of project design, a comprehensive ground count program be conducted with the
simulation model calibration validated and revised as necessary.

Data sets provided by the NJTA for expansion of the Interchange 14A model consisted primarily of 2014
toll transaction data.  These data sets were supplemented by traffic volume data extracted from the
Port Authority of NY & NJ’s (PANYNJ’s) Global Container Terminal Access Study to generate a
comprehensive traffic volume network for the entire NBHCE.  Existing condition traffic volumes utilized
in this analysis are presented in Appendix E.

     v   

The traffic model was calibrated and adjusted in accordance with Federal Highway Administration
(FHWA) guidelines for microsimulation modeling.

The basic components of the VISSIM model include the following:

Network (number of lanes, lane width, type of facility, and desired speed)
Controllers (signals, stop signs and yield signs)
Traffic (composition and fleet)

The network and controller characteristics constitute the supply side of the equation whereas the traffic
corresponds to the demand.  In the case of this analysis, the NBHCE does not have typical controllers but
instead the multiple lane drops and merge sequencings associated with the various ramps and toll
plazas result in congestion, much like traditional controllers (traffic signals) cause on other corridors.

2 “Pre-Pulaski” means existing traffic volumes prior to closure of the northbound Pulaski Skyway.











OPS T3634 Newark Bay – Hudson County Extension
Needs Assessment and Alternatives Study

Page |4-12

The GEH calibration/validation statistics calculated for the model are identified below.  These statistics
exceed the acceptable GEH threshold for all peak periods.

AM Peak – 97%
PM Peak – 98%

 
As mentioned previously, a variety of historical data sources were utilized to synthesize the existing
volume network.  The data was reviewed for reasonableness and any identified outliers were discarded.
The comparative traffic data was averaged and balanced at each of the 5 analysis segments along the
corridor in the eastbound and westbound direction to develop a final set of existing traffic volumes for
the AM and PM peak hours.

 i e 
The average travel times calculated from field data were utilized in the calibration process to compare
actual travel times to those observed in the model.  Actual travel times for the study corridor were
compiled from a series of travel time runs driven on different roadway segments along the study
corridor during both peak periods.  The collected travel time data was used to develop average travel
times which were referenced during the model calibration process.

The field-collected travel time data was post processed and the study corridor was divided as follows:

1. EB – Interchange 14 to Interchange 14A
2. WB – Interchange 14A to Interchange 14

During a given run, VISSIM can evaluate average travel times, if travel time “sections” have been defined
in the network and selected as part of the evaluation files.  For this model, starts and destinations (i.e.,
the travel time sections) were coded consistently with the beginning and end of the field travel time
runs performed as part of the data collection effort.  VISSIM determines the average travel time
(including waiting or dwell times) that it takes a vehicle to cross the first (start) and second (destination)
travel time bar.  Travel times were collected in VISSIM for the peak hour (3,600 seconds) from 15
minutes (900 seconds within the simulation were counted as warm-up time) until the end of the run.

As with the other performance measures, the travel time results from VISSIM were successively
compared with field collected data during the calibration process.  The comparison was conducted using
an average of three multiple runs with different random seeds.  The model parameters were adjusted,
as necessary, through several iterations until the model travel times were within 15% (or one minute, if
higher) of the observed (field collected) travel time for more than 85% of the cases.

  s
As a standard practice and for this study corridor, the output results during both the AM and PM peak
hours were extracted after the model ran for three multiple simulation runs as per FHWA guidelines.
Any differences, discrepancies, or suspicious outlying results are therefore due purely to randomness in
the data and not systemic errors.

Given the findings, the VISSIM analysis results from the three multiple simulation runs are sufficiently
robust to be comparable with those collected in the field.  As a result, the VISSIM microsimulation
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models for the study corridor are reasonably calibrated and provide a testing tool based on the gathered
data to compare multimodal options and their impacts to the study corridor.  The calibrated AM and PM
peak period models satisfy all of the volume and travel time calibration thresholds and appear to
reasonably reproduce real-world traffic conditions.

       M   v

VISSIM Version 8 microsimulation platform utilizes Measures of Effectiveness (MOEs) to quantify
relative performance between conditions and scenarios. MOEs considered in this analysis include the
following:

Travel Time
Average Speed
Delay
Demand Volume (DV)
Processed Volume (PV)
Difference between DV and PV

Processed traffic volume is considered a good measure of relative performance between scenarios as it
shows the amount of traffic processed through the model compared to the actual traffic demand.  The
difference between processed traffic volumes and traffic demand could be attributed to traffic
conditions that would either prevent vehicles from entering or leaving the model such as roadway
congestion, queuing, heavy delays, etc.

   y

The above listed MOEs for key origin / destination pairs were extracted from the calibrated existing
conditions model as a baseline for comparing future operations and identification of points of
congestion and inefficient operation to be addressed in the development of alternative improvement
concepts.  This extraction was performed for each of the NBHCE Traffic Analysis Segments described in
Section 4.2.

4 4         s  1   4

As previously stated, heavy congestion and queuing is presently experienced at the I-95 ramps (Ramps
NH and SH) to the eastbound NBHCE.  Segment 1 under the Existing Scenario experiences moderate to
heavy levels of congestion during the weekday AM and PM peak hours primarily caused by the merging
of the NJTP/I-95 northbound ramp (Ramp SH) onto the eastbound NBHCE.  Ramp SH is currently a two-
lane segment that merges down to one-lane before entering the eastbound Mainline.  This lane
reduction results in heavy queuing along Ramp SH which regularly spills back onto the NJTP/I-95
northbound mainline, particularly during the AM peak hour.

Figure 4.4.1 illustrates the congestion along the NBHCE Mainline.  As a result of the merge, 218 vehicles
during the weekday AM peak period are unable to enter the VISSIM model at the NJTP/I-95 northbound
entrance onto the NBHCE Mainline. The average speed is significantly lower than the posted speed limit
in the eastbound direction during the AM peak hour for this segment. The low processed volume in the
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Growth attributed to new development in the local Bayonne area (along NJ Route 440).  These
developments included a commercial and retail mixed-use facility at The Peninsula at Bayonne
Harbor (former Military Ocean Terminal at Bayonne), Port Jersey Peninsula (Global Container
Terminal), and additional developments in the Constable Hook area and south along the Route
440 corridor.

It is important to note that the background growth from the redevelopment of Global Container
Terminal may be overly conservative due to the implementation of PANYNJ’s future appointment
system which would meter truck traffic into and out of the terminal by assigning specific travel windows
for trucks.  The system, which would significantly decrease the number of AM and PM peak hour trips,
was not included in this analysis so that a worst-case scenario (conservative assessment) could be
modeled.  Future 2045 Traffic Volumes are presented in Appendix E.

        

Generally, traffic operations along the NBHCE are expected to experience increased delays in the 2045
No-Build Scenario due to the projected increase in traffic compared to the 2015 Existing Scenario.
Results of the modeling analysis clearly indicate that without additional travel lanes and improvements
to ramp merge configurations, the existing NBHCE will be unable to accommodate future travel
demand, with increased congestion and delays for all vehicles traveling on the corridor.  Improvements
such as merge sequencing at on-/off-ramps, an increase in the number of lanes, and the implementation
of high-speed E-ZPass lanes at the Interchange 14C Toll Plaza along the NBHCE could mitigate these
inefficient traffic operational conditions in the future.

     h  

Similar to the Existing Scenario, the merging of the NJTP/I-95 northbound ramp (Ramp SH) onto the
NBHCE EB in Segment 1 will continue to be a source of congestion and delay under 2045 conditions
during the weekday AM and PM peak hours. The 2045 No-Build Scenario analysis indicates congestion
and queuing will also occur on the NJTP/I-95 southbound ramp (Ramp NOH) onto the NBHCE EB. The
anticipated future traffic volumes exceed the capacity along NBHCE EB two-lane roadway resulting in
congestion and queuing along the NBHCE Mainline.

As a result of the congestion along the NBHCE Mainline, 1,065 vehicles during the weekday AM peak
period and 326 vehicles during the weekday PM peak period are unable to enter the VISSIM model at
the NJTP/I-95 northbound merge onto the NBHCE Mainline.  Moreover, 200 vehicles during the
weekday AM peak period and 484 vehicles during the weekday PM peak period are unable to enter the
model at the NJTP/I-95 southbound merge onto the NBHCE Mainline.  Additionally, the low processed
volume in the westbound direction can be attributed to the vehicles not progressing efficiently in the
model downstream of Segment 1 due to future traffic volumes exceeding the roadway capacity.  The
results are summarized in Table 4.5.1 and Table 4.5.2.
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The various constraints described in Section 3 informed the evaluation of bridge types and served as
input to the order-of-magnitude initial construction costs for the bridge types considered.  The
evaluation was based on the following assumptions:

1. Existing arch is at El 263 ft, occurring at the midpoint of the channel span, and located
approximately 9,530 ft from the ground point of the Newark Liberty International Airport (200 ft
from the end of Runway 29).

2. Findings of the FAA Aeronautical Studies (Chapter 3 and Appendix D) defined a structural “No
Exceed Height” of 265 ft at the existing western pier of the main span and 295 ft at the existing
eastern pier of the main span.

3. Mean High Water (MHW) = El 2.7 ft (from as-built drawings).

4. Allowing for a potential 100-year Sea Level Rise (SLR) of 2.1 ft results in Design MHW El 4.8 ft.

5. A vertical clearance of 135 ft above the Design MHW is to be maintained.

6. The westernmost main river pier will be critical point in elevation if a cable-stayed or extradosed
bridge is considered.

7. The midpoint of the channel span will be critical point in elevation if truss, arch or girder bridges
are considered.

Key details related to alternate structure types and span lengths are summarized in Table 5.1.1.
Sketches and narratives describing the bridge type options follow the table.
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Table 5.1.1 Alternative Bridge Types

Construction costs shown in Table 5.1.1 were developed based upon the following assumptions:

1. Full replacement of existing bridge and approach spans with twin bridges, each carrying four
travel lanes in each direction and full width inside and outside shoulders.

2. Total length of Newark Bay Structure = 9,600 ft measured from abutment to abutment (Existing
Bridge Nos. N2.01W, N2.01, and N2.01E).

3. The first bridge will be constructed off line, immediately adjacent the existing bridge.  Traffic to
be shifted to the newly-constructed bridge, with the existing bridge demolished and the twin
bridge constructed on line.

4. For cable stayed, arch, and haunched I girder estimates, approach spans are comprised of steel
plate girders and the low level approach spans of prestressed concrete girders.

5. For extradosed and precast segmental box girder, approach spans are comprised of precast
segmental box girders built using the span by span method of construction.

6. Bridges will be designed for a minimum 100-year service life.
7. Estimates are limited to structural cost only.
8. Estimates are based on 2017 Dollars.

Although each of the bridge types discussed above will be designed for a 100-year service life, there are
several anticipated maintenance items associated with each.  These anticipated maintenance items and
their approximate maintenance intervals include the following:

1. Cast in place deck slab (at 35 and 70 years).
2. Deck wearing surface (at 30, 60, and 90 years).
3. Paint metallized steel at expansion joints (at 75 years).
4. Bearings (at 40 and 80 years).

670-ft Span Length
Cable Stayed - Twin Bridges 295.2 265 -30.2 $735 $105 Moderate
Reduced Tower Height Cable
Stayed - Twin Bridges

265 265 0 $745 $105 Moderate

Network Arch - Twin Bridges * 273 280 7 $712 $105 Moderate
475-ft Span Length

Extradosed Concrete - Twin
Bridges

210.8 265 54.2 $695 $105 Lower

Precast Segmental Box Girder -
Twin Bridges

163.8 265 101.2 $664 $105 Lower

Haunched Steel I-Girder - Twin
Bridges

159.8 265 105.2 $624 $105 Lower

                                                  *
Not Feasible - Penetrates FAA Defined Approach Surface
Feasible - No FAA Surface Penetration

Bridge Type and Main Span
Length

Max
Structure
Height (ft)

No Exceed
Height ("NEH")

(ft)

Penetration
Above NEH

(ft)

NEH Measured at center of span for network arch structure

Maintenance
Needs

Construction

FAA Surfaces Penetrated?

Demolition

Cost ($M)
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the granting of a waiver is the fact that the tower is near the outer edge of the FAA-defined surface
limits (9,200 ft of the 10,000 ft outer surface edge).

The superstructure for cable-stayed bridges is considered a non-replaceable component and as such it
must be designed for a minimum service life that corresponds to the specified service life of the bridge,
i.e. 100 years. Replaceable components such as cables, bearings, expansion joints, etc.  are designed for
a reduced service life.

The Designer of these types of structures is typically required to provide along with the Bridge Design
Criteria document a detailed Corrosion Protection Plan that details the selection of materials, design
details and all other necessary provisions for achieving the specified service life.

Advantages include:

Would accommodate the existing 550 ft navigation channel width
Efficient use of structural steel
High degree of redundancy as bridge will be designed to sustain the loss of any cable without
failure of the bridge
Lightweight superstructure resulting in reduced foundation costs
Visually appealing

Disadvantages Include:

High initial cost
Moderate maintenance costs
Longer construction duration
Deck is not readily replaceable.  A 2 inch pavement overlay must be replaced every 25 to 30
years.

Inspectability:

A full length catwalk can be incorporated on the underside of bridge providing access to inspect
floorbeams and interior faces of edge girders.  Inspection of exterior faces of edge girders may be
accomplished using a snooper truck.  The exterior faces of the towers above the deck and stay-cables
can be inspected via man-lift or snooper truck working from deck level. The inspection can also be
performed by climbers rappelling down the towers or cables using assisted free climbing equipment.
Typically, major bridge design includes preparation of detailed inspection procedures as part of a project
specific Inspection and Maintenance Manual.
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last 5 years so there is good local experience and size of the project would likely attract national
contractors.

An extradosed bridge is typically feasible for span lengths in the range of 400 to 600 ft and employs a
structural system which combines the main characteristic elements of both a box girder bridge and a
cable-stayed bridge.  It allows the use of shorter towers than a typical cable-stayed bridge but requires a
deeper superstructure depth.  Construction of this bridge type would not violate any of the FAA-defined
surface elevations, but would require obtaining approval from the USCG and USACE to reduce the
navigation channel width to approximately 400 ft.  Achieving this approval requires a navigational
clearance study and comprehensive outreach and coordination with the maritime community.

The superstructure for extradosed bridges is considered a non-replaceable component and as such it is
designed for a minimum service life that corresponds to the specified service life of the bridge, i.e. 100
years. Replaceable components such as cables, bearings, expansion joints, etc.  are designed for a
reduced service life.

The Designer of these types of structures is typically required to provide along with the Bridge Design
Criteria document a detailed Corrosion Protection Plan that details the selection of materials, design
details and all other necessary provisions for achieving the specified service life.

Advantages Include:

Use of precast segmental construction results in high degree of initial quality from precasting
segments in casting yard as well as superior long term durability as deck is in compression in
both the longitudinal and transverse direction
High degree of redundancy
Low maintenance costs due to precompression of deck and use of HPC
Moderate weight of superstructure
Visually appealing

Disadvantages Include:

Moderate construction cost
Longer construction duration
Would require reduction in the existing 500 ft channel width to approximately 400 ft.  Longer
channel span would push alternative outside optimum span range and result in higher
construction costs
As the deck is not readily replaceable, a 2” overlay must be replaced every 25 to 30 years

Inspectability:

Access to and inspection of the box girder interiors is relatively direct and straight forward.  Use of a
snooper truck would be required to inspect the towers, cables and exterior surfaces of the
superstructure. Detailed Inspection procedures are typically addressed in the design process as part of a
project specific Inspection and Maintenance Manual.
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Advantages Include:

Lower initial construction cost compared with other alternatives
Shortest construction duration as a result of precasting superstructure and substructure and use
of self-launching gantry
Use of precast segmental construction provides a high degree of initial quality from precasting
segments in casting yard as well as superior long term durability as deck is in compression in
both the longitudinal and transverse direction
Lower maintenance costs due to precompression of deck and use of HPC.  Maintenance
procedures are typically developed in the design process as part of a project specific Inspection
and Maintenance Manual.  Manual would include schematic procedures for deck replacement if
and when necessary
Several segmental bridges have been constructed in the NY/NJ area over the last 5 years so
there is good local experience and size of project would likely attract national contractors.

Disadvantages Include:

Heaviest superstructure requires larger foundations
As the deck is not readily replaceable, a 2” overlay must be replaced every 25 to 30 years
Deep girder section over main channel span will require raising vertical profile
Required narrowing of the existing navigation channel width to approximately 300 ft
Even with the reduced channel width, the longer channel span will push this alternative outside
the optimum span range and result in additional construction costs
Less visually appealing

Inspectability:

Access to and inspection of the box girder interiors is relatively direct and straight forward.  Use of a
snooper truck would be required to inspect exterior surfaces of the superstructure. Detailed Inspection
procedures are typically addressed in the design process as part of a project specific Inspection and
Maintenance Manual.
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Figure 5.1.6:  Short Span Alternative – Haunched Steel I-Girder

This option utilizes a combination of a haunched steel I-Girder main span unit over Newark Bay and
constant depth steel plate girders and prestressed concrete girders for the high level and low level
approach spans respectively.

Of the alternative structure types investigated, a haunched steel I-girder structure appears to be the
least expensive alternative for a span of 400 ft.  FAA-defined surfaces would not be penetrated;
however, similar to the extradosed and box girder alternatives, this type of bridge would require
obtaining approval to reduce the channel clearance to approximately 300 ft.  This alternative will require
raising the vertical profile of the replacement bridge as compared to the existing bridge.

Advantages Include:

Lowest initial construction cost
Shortest construction duration
Moderate maintenance costs
High degree of redundancy
Deck readily replaceable
Significant local contractor familiarity with this type of structure

Disadvantages Include:

Deep girder section over main channel span will require raising vertical profile
Requires reduction in the width of the existing navigational channel to approximately 300 ft

Structural Height of Western Pier
No Protrusion Above FAA Not-to-Exceed Height

FAA Not to Exceed Height = 265 ft Available Height = 105.2
Tower Height = 0

Construction 625$
Depth of Structure = 20 feet Demolition 105$

TOTAL 730$

Vertical Clearance = 135 ft

MSL + SLR = 4.8 ft

Notes:
1. High Point of Existing Truss = EL 263 feet
2. Assumes Main Span = 475 feet (Channel Width Reduced to 400 feet)
3. Construction Cost is for Main Spans of Bay Bridge and Approach Spans - 9,600 ft

(Order of Magnitude)

400 ft

( elevation) Horizontal Clearance
300 ft

4. Cost Does Not Include Disciplines Such as Civil, Roadway, ROW, Pier Protection,
Environmental Remediation, Architectural, Mechanical/Fire Protection, Drainage,
Electrical, ITS, Landscaping, Geotechnical, etc.

Side Span
300 ft

Side Span
300 ft

at Western Pier

(Varies 12 to 20 feet)

( elevation)

HAUNCHED STEEL I-GIRDER - TWIN BRIDGES
159.8

Cost Estimate ($M)
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* Cost estimate from VE Study, not actual bid or contract costs. 1

All of the bridges used for comparison span major bodies of water and consist of steel truss spans over
active navigation channels similar to the Newark Bay Bridge.  The average unit cost of demolition of the
four bridges is approximately $265/SF.  This unit cost ($265/SF) was used as the baseline cost for the
demolition of the truss spans on the Newark Bay Bridge.  The truss spans are the most complicated
portions of the bridge, consisting of twin steel tied arch trusses, floorbeams and stringers.  These spans
also have the tallest piers.  Reduced square foot costs of $145/SF and $75/SF were used for the girder
spans and stringer spans, respectively, as the simpler framing and shorter piers are less labor intensive
to demolish.  The overall average unit cost for the demolition of the entire Newark Bay Bridge is
$140/SF.

The breakdown and backup for the derivation of the demolition costs used for this study is presented in
Appendix F.

As an option to demolition, the cost for rehabilitating and maintaining the existing bridge as part of the
program was evaluated.  The cost for rehabilitating the Newark Bay Bridge is estimated to be $260M.
This cost is a program level cost used to establish an order of magnitude for the rehabilitation of the
Newark Bay Bridge for the Alternative Analysis portion of the Study.  The following major work items
were factors contributing to the rehabilitation cost:

Repair/replacement of structural steel
Demolition and reconstruction of the entire Newark Bay Bridge deck slab, which includes the
deck of Structure Nos. N2.01W, N2.01 and N2.01E
Installation of all new deck joints
Installation of all new (seismic isolation) bearings
Cleaning and painting of all structural steel throughout the bridge
Reconstruction of bearing pads/pedestals
Repair of substructure cracks in piers
Repair of substructure spalls (above and below water line) in piers
Repointing of stone masonry facing on piers
Installing rip rap at pier locations

In addition to the repair items identified above, a $50M contingency ($25M superstructure and $25M
substructure) was included to account for miscellaneous work items not identified.

The above repair measures address the majority of the deficiencies identified in the Biennial Inspection
Reports and, when completed, should render the existing structure in a condition that will be free of
major rehabilitation for 40+ years beyond the completion of the program, as stipulated during Scoping

1 Costs of the Goethals Bridge demolition were not averaged into the other demolition costs.  The costs were
obtained from a Value Engineering Study and were substantially lower than the actual contract costs for
demolition of the other structures considered.
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meetings.  It should be noted that the repairs contemplated for the structural steel would eliminate
current deficiencies due to deterioration and would maintain the HS-20 design load rating.  This level of
rehabilitation would not significantly improve the overall live load capacity of the existing structural
members not compromised by deteriorated physical conditions.  This level of rehabilitation would not
increase the live load capacity to the current HL-93 standard.

From the Biennial Inspection Reports, the truss spans appear to have the greatest number of structural
issues reported, followed by the girder/floorbeam spans and the stringer spans.  Therefore, for
estimating purposes, 25%, 10%, and 5% of the total structural steel weight for the truss spans,
girder/floorbeam spans and stringer spans, respectively, was used to estimate the approximate quantity
of replacement steel required for repairs in those respective spans.  A unit cost of $15/lb, $10/lb, and
$6/lb was used for the cost of repair steel for the truss spans, girder/floorbeam spans and stringer
spans, respectively, to reflect the complexities of framing details and accessibility in each type of span.
It is assumed that the deteriorated tie-chord members will be replaced during the rehabilitation.

It is anticipated that this major rehabilitation would be performed after traffic has been relocated to a
portion of the new structure built adjacent to the existing structure, helping to reduce the cost and
expedite the rehabilitation schedule versus performing said repairs under traffic.  With the deck slab
completely removed, repair/replacement of structural steel and bearings will be easier to perform.
Without additional study and analysis, it cannot be determined whether installation of seismic isolation
bearings alone will bring the structure into full compliance with current AASHTO seismic criteria.

The breakdown and backup for the costs associated with the rehabilitation of the existing structure are
presented in Appendix F.
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The following segments of the NBHCE Mainline, from Interchange 14 to the eastern terminus
approaching the Holland Tunnel, were studied and alternative horizontal alignments were developed
based on existing physical and environmental constraints as well as traffic maintenance requirements
during construction and in the final configurations.  Upon completion of the Pulaski Skyway
rehabilitation, shoulder use as a temporary travel lane during peak periods of traffic is expected to
cease, and two lanes of mainline traffic in each direction must be maintained at all times (during all peak
hours of traffic) during reconstruction of the entire length of the NBHCE under this program.

Traffic demand as projected by this study has identified the need for four travel lanes in each direction
from Interchange 14 east through Interchange 14A.  From east of Interchange 14A to east of the
Interchange 14C toll plaza at the eastbound exit to Columbus Drive, three travel lanes are needed in
each direction.  East of this point, based upon the future traffic operations simulation models and
recognition that the Holland Tunnel would continue to represent a significant downstream bottleneck, it
was determined that two lanes in each direction on the NBHCE Mainline will meet the project need;
however, full-width shoulders, not currently present, would be required.  These lane requirements
during and after construction have been incorporated into the development of alternative alignments
that can be constructed while meeting traffic needs during replacement of expansive lengths of bridges,
interchange ramps, and sections of roadway on embankment.  A standard 26 ft wide median between
the NBHCE EB and WB Mainlines is proposed from the Interchange 14 area to the vicinity of Interchange
14C.  East of the Interchange 14C, existing development on both sides of the roadway constrains
development; consequently, a standard 7 ft wide median is proposed to minimize impacts in this
segment of the project.

To develop the mainline alternative alignments with respect to traffic management, the study area was
broken into six sections, or segments.  These segments are not synonymous with potential construction
contract breakdown as suggested elsewhere in this report.  They are based on constraints unique to
each segment regarding alignment shifts to the east or west of the existing NBHCE Mainline to
accommodate new construction while maintaining traffic as required.  The sections are listed below, and
the following discussion describes the reasoning leading to recommended alignments in each section.
Key design elements and other considerations are discussed as well.  Graphic representations of each
alternative discussed are presented in Appendix G.

Section 1 – Newark Bay Bridge (including approach and main span structures)
Section 2 – Interchange 14 Area
Section 3 – Interchange 14A area (vicinity Structure No. N3.00 to N4.12)
Section 4 – Interchange 14B Area (vicinity structure No. N4.12) to Interchange 14C (Liberty
Science Center Ramps)
Section 5 – Interchange 14C to the 11th Street Area
Section 6 – 11th Street Area to Jersey Avenue
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A range of alternative typical cross-sections were considered in evaluating the methodology of replacing
or repairing and retaining the Newark Bay Steel Arch Bridge and its approach spans (Structure Numbers
N0.75, N2.01W, N2.01 and N2.01E).  These typical sections, illustrated in Appendix G, include the
following:

   

As shown in Figure CS-1, this alternative would create new two-lane NBHCE EB and WB roadways on
structure, rehabilitating and re-using the existing bridge for passenger car use only.  This concept was
considered as a means of extending the life of the existing structure through rehabilitation and
lightened live loading (restriction of heavy trucks to the new NBHCE EB and WB structures which will be
designed for HL-93 loading).  This concept proposes four lanes eastbound and westbound in the final
configuration as two lanes in each direction would be maintained on the new outer structures while the
existing structures are rehabilitated and reinforced.  This concept represents a wide “footprint” on the
approaches and over the Newark Bay (approximately 204 ft in width).  Staging of this concept would be
relatively simple as the new structures would be configured clear of the existing structures.

   

As shown in Figure CS-2, this alternative would demolish the existing structures in their entirety and
create new four-lane NBHCE EB and WB structures.  This concept provides ease of staged construction,
using the existing structures to maintain traffic while the new eastbound and westbound structures
would be built clear of the existing structures.  New Interchange 14 Ramps NOH, SH, and HNO would be
tied into the new outer roadways in sequenced construction.  This concept represents one of the widest
“footprints” of alternatives considered (approximately 266 ft in width).

   

As shown in Figure CS-3, this alternative would create new four-lane NBHCE EB and WB structures.  Two
lanes in each direction would be constructed and opened to traffic, and the third and fourth inner lanes
would be constructed following demolition of the existing structures.  This concept accommodates two
lanes of traffic in each direction during construction and results in a narrower “footprint” of the final
configuration (approximately 198 ft in width) as compared to CS-2.  Construction staging would be
similar to that of CS-2.

   4

As shown in Figure CS-4, this alternative would create a new NBHCE EB four-lane structure and
rehabilitate the existing structure for four-lane NBHCE WB.  This concept represents an “over-build” of
the new NBHCE EB structure to accommodate two lanes of traffic in each direction during the
rehabilitation, reinforcement and seismic retrofitting of the existing structures.  Upon establishment of
the final traffic configuration, four lanes in each direction would be realized.  This concept represents a
“footprint” of reduced width (approximately 180 ft in width) versus the previously described concepts.
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Staged construction of this configuration would be straightforward, with new structures built clear of
the existing structures and the maintenance of two lanes of traffic in each direction during rehabilitation
and reinforcement activities on the existing structures.  The new eastbound Ramps SH and NOH would
be tied into the new outer roadway in sequenced construction.

As a sub-alternative, this concept could be considered with the new structures proposed on the north
side of the existing structures to accommodate final westbound traffic and with eastbound traffic
utilizing the existing structures.

   

As shown in Figure CS-5, this alternative would create new NBHCE EB and WB mainlines with four lanes
in each direction, and demolition of the existing structures.  This concept accommodates maintenance
of two lanes of traffic in each direction on the existing structure during construction and new bridge
with four lanes of traffic in each direction with no “overbuild” of the new structures required.  Staging of
new connecting ramps at Interchange 14 and 14A would be sequenced requiring the use of the existing
structures for maintenance of all ramp movements that would skew across the existing structure.
Temporary structures would be needed to some extent until new ramp connections are completed.  This
concept represents a narrow final “footprint” (approximately 152 ft in width), considering that the
footprint of the existing structures are outside of the new NBHCE EB and WB Mainline and would be
demolished.

As a sub-alternative, this concept could be considered with the new NBHCE Mainline structures
proposed on the north side of the existing structure.

r  e  er e 

As shown in Figure CS-6, this alternative would create new NBHCE EB and WB Mainlines, initially
constructed to accommodate two lanes of traffic in each direction during demolition of the existing
structures and four lanes of traffic in each direction upon final construction.  This concept “overlaps” the
new NBHCE Mainline with the existing NBHCE Mainline and represents a narrow final footprint
(approximately 152 ft in width).  This concept minimizes the extent of “new” and “existing footprint” on
the approaches to and in Newark Bay.  Staging would be similar to CS-5.  This concept is limited to short
spans with a reduced navigational channel width as long span options cannot be stage-constructed.

As a sub-alternative, this concept could be considered with the new NBHCE Mainline structures
proposed on the south side of the existing structure.

   7

As shown in Figure CS-7, this alternative would create new NBHCE EB and WB Mainlines, initially
constructed to accommodate two lanes of traffic in each direction during demolition of the existing
structures and four lanes of traffic in each direction upon final construction.  Due to the potential that
the narrowing of the navigational channel beneath the bridge is not possible, a long-span alternative will
be required.  Any cable-stayed or extradosed type structure will require separation between the spans
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to accommodate the towers and provide space for construction.  This concept still “overlaps” the new
NBHCE Mainline with the existing NBHCE Mainline, but represents a wider final footprint (approximately
181 ft in width).  Staging would be similar to CS-5.

     

Figures CS-8 and CS-9 are included as possible “re-purposing” of the existing structures in the above
concepts that involve rehabilitation and reinforcement of the existing structures.  However, due to the
additional cost of rehabilitation versus replacement of the existing structure, these alternatives are not
recommended for advancement as the IPA.
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This interchange requires reconfiguration due to the need to replace structures N0.28A and N0.28G
while maintaining traffic during construction as well as addressing congestion on ramps merging onto
the NBHCE mainline.  Alternative ramp alignments and merge scenarios have been developed (see
Figures N-1 and N2 in the appendix of this report) and evaluated.

 e  e

Ramp SH represents a challenge in vertical design.  The critical clearance point for the new alignment
crossing over the service road and rail tracks immediately to the east side of Ramp SH would move
approximately 100 ft to the south of the current critical point for the existing ramp alignment.  The
current Ramp SH gradient is an upgrade of 5.05% based on as-built plans.  Because of the shifted critical
clearance point for the new Ramp SH alignment, a 7% upgrade will be required, which is the absolute
maximum allowable gradient per NJTA Design Criteria.  Based on an approximate tangent length of 200
ft from the north fascia of the Port Street Bridge to the new critical clearance point for the new Ramp SH
alignment, reconstruction of Ramp SH to a 7% gradient would gain between 3 ft and 4 ft of additional
vertical clearance at the new crossing.  This is expected to provide the required clearances since the
roadway and tracks below are not likely to significantly increase in elevation in 100 ft distance.  More
detailed survey and design would be required to better determine the vertical design of Ramp SH.  This
investigation would occur in preliminary engineering.

Staging of Ramp SH construction is difficult because of the confined corridor of existing Ramp SH.  The
reconstruction of the two lane tangent segment of the ramp while maintaining traffic would require
reduction to one lane on the left while the new shoulder and new right lane are constructed at
increased elevation to meet the new curved structure over the service road and rail corridor.  Staging
will require sheeting in areas where walls are to be reconstructed to higher elevation and where vertical
differential will be developed between the existing and new Ramp SH pavement.

Reduction of Ramp SH to one lane of traffic can be accomplished by merging the ramp from the New
Jersey Turnpike’s mainline Outer Roadway with the one lane ramp from the Inner Roadway.  However,
traffic impact on these heavily traveled ramps is likely to be undesirable.  In addition to the temporary
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ramp merge, traffic from all points south destined for the NBHCE could be advised via signing to use the
Inner Roadway only, which may serve to better distribute traffic into the temporary one lane until the
initial stage of construction is complete and two lanes can be opened, using the shoulder as a temporary
travel lane.

Based upon available as-built data, the proposed new Ramp NOH can be accomplished by employing up-
grade and down-grade gradients of less than 5% while providing standard 15 ft clearances over the
proposed Loop Ramp (Ramp HS) and the NBHCE eastbound and westbound mainline roadways.  Ramp
NOH can be vertically designed to exceed 35 mph design speed at its exit termini with the southbound
outer ramps and 30 mph at the central horizontal curve of the 280 ft radius.  The new Ramp HS can be
vertically designed to 25 mph and at a down gradient under 5% to meet clearance requirements under
the new overpassing Ramp NOH and under the new NBHCE eastbound and westbound mainline
roadways.

Staging of these ramps is uncomplicated with construction and opening of the new Ramp HS occurring
first.  The second phase would include construction of the new Ramp NOH and connection to the
partially-built new NBHCE eastbound roadway.  The final phase would be to open the new Ramp NOH,
remove existing Ramp NOH, and complete the NBHCE eastbound mainline roadway in this section.

The need to replace Structure Numbers N0.16A, N0.28A, N0.28D, N0.28C and portions of N0.75 (see
Figure N-1 in Appendix G) within Interchange 14 while maintaining traffic presents a challenge.
However, the following sequence of construction staging will facilitate accomplishing ramp
replacements in an efficient manner in a configuration that can tie into either the long span or the short
span alternatives for the replacement bridge.

First, the replacement of Ramp NOH and Ramp SH must be accomplished.  Ramp NOH staging is
straightforward as it is proposed on a new alignment; however, Ramp SH is more complicated.  As
described in the vertical design discussion above, Ramp SH must be constructed by reducing from two
lanes to one lane of traffic and reconstructed in multiple phases.  A raised profile of 7% upgrade is
required to clear roadway and rail infrastructure below.  Ramps NOH and SH design speeds will meet or
exceed existing ramps being replaced.  These new ramps would join with a subsequent lane drop to
connect with the new NBHCE eastbound mainline as shown in Figure N-1.  The two new NBHCE
eastbound lanes would be constructed to the south and clear of the existing NBHCE mainline.  Heading
further east, the new NBHCE eastbound roadway would temporarily meet with the existing NBHCE
eastbound mainline for maintenance of eastbound traffic, while the new NBHCE eastbound and WB
mainline is under construction (Structure Number N0.75, N2.01W, N2.01 and N2.01E replacements), as
described in the following section of this report.

The existing Ramp HS does not meet the NJTA’s desirable minimum radius of 150 ft (current radius is
125 ft); therefore, realignment of Ramp NOH affords the opportunity to replace the existing Ramp HS
with an alignment that meets the minimum design criteria.  Initial study indicates that the profile of
Ramp NOH and the new Ramp HS can be designed well within the NJTA’s desirable standards.  This new
Ramp HS alignment passes under the new Ramp NOH structure and can be constructed via typical
staging.  The new Ramp HS would diverge from the newly constructed NBHCE westbound roadway as
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shown in Figure N-1.  The new NBHCE westbound roadway is proposed clear of and north of the existing
NBHCE Mainline.  Section A-A, located on Figure N-1 and depicted on Figure Section A-A in Appendix G
conveys the proposed configurations of the new NBHCE eastbound and westbound roadways on
structure.

e  e s

An alternative was considered for reconstruction of Ramp SH where the merged Ramp NOH and NBHCE
eastbound Mainline would cross over Ramp SH.  This configuration would enable a vertical upgrade of
less than 7% for the new Ramp SH; however, this configuration would result in an undesirable left side
merge of Ramp SH with the NBHCE eastbound Mainline.  This concept was not pursued further.

Another alternative alignment for Ramp NOH was developed (Figure N-2).  This alignment did not pass
over the new Ramp HS but was aligned to the west.  The alignment required the relocation of adjacent
ramps that lead to the Interchange 14 toll plaza and also required a wall along Ramp NOH to avoid the
need for right-of-way.  This configuration resulted in the ramps entering the toll plaza approach to be
skewed to the longitudinal centerline of plaza resulting in a curved alignment on the approach to the
plaza and striped ramp noses moving closer to the barrier plaza, thereby reducing the desired 1/2-length
of plaza approach.  This reduction in 1/2-length was considered undesirable for traffic operations in the
plaza and this alternative was not developed in greater detail for presentation in this report.

z   

The proposed NBHCE eastbound and westbound Mainline alignments are set to be constructed to the
south and north of and clear of the existing NBHCE Mainline to facilitate staged construction (see
Section A-A).  The alignments of the NBHCE eastbound and westbound roadways that tie into the
Interchange 14 toll plaza approach are set parallel to Structure Number N0.28 and begin their reversed
curve alignment just west of the abutment of the structure.  The reversed curve alignment will meet the
60 mph design speed or could be designed to a lower speed into the toll plaza approach, if appropriate.
Alternatively, speed can be reduced in this section through posting of advisory speed limit signs.

The alignments of the new Loop Ramp NOH will meet the NJTA’s minimum of a 150 ft central radius. The
new Ramp HS and Ramp NOH will meet appropriate design speeds of 25 mph and 30 mph respectively.

Traffic operational analysis as presented in Chapter 6 resulting in the optimal ramp merge and
sequencing of lane additions as shown on Figure N-1.  The layout of the successive merges of Ramp NOH
and Ramp SH with the eastbound NBHCE Mainline should meet AASHTO’s 1,000 ft minimum separation
of ‘like points’ for ramp entrance termini.  This layout is proposed to add the one lane Ramp NOH as a
third lane to the two-lane NBHCE eastbound Mainline.  The two-lane Ramp SH would enter to form a
five lane section, with the right lane merging over a 1,200 ft length, resulting in a four lane eastbound
NBHCE Mainline heading east.

The layout of Ramps HNO and HLT in the westbound direction incorporates a standard single
deceleration lane of 1,200 ft length, and the Ramps HNO and HT split is  set to meet the AASHTO 1,000 ft
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‘like point’ distance from the mainline deceleration lane nose on the mainline.  Ramps HNO and HT
geometry meet 30 to 35 mph design speeds (see Figure N-1 for central radii).

   c   

This section of the NBHCE Mainline includes Structure Numbers N3.00, N3.24, N3.39C, N3.39, N3.53B,
N3.53D, and the expansive N3.53D.  All but N3.53C require complete replacement while maintaining
two lanes of traffic in each direction on the NBHCE Mainline and maintenance of all ramp movements at
Interchange 14A during construction.

Study of alternatives in this interchange included evaluations of impacts associated with providing
enough new structural width on the main line to maintain two lanes of traffic in each direction during
demolition of existing structures and completion of new structures.  Initial alignments were developed
for a new main line configured to the north and to the south of the existing NBHCE Mainline.  It became
apparent that any alignment to the north would severely encroach upon and impact Ramps TW and ET
of Interchange 14A.  The central radius of existing Ramp ET is 150 ft and any attempt to realign the ramp
to the north while meeting the minimum 150 ft central radius criteria would have severe impacts on
Ramp TW, the Route 440 Mainline, and associated ramps to Route 440.  Existing rail lines would also be
impacted as they are adjacent to Route 440.  These impacts were considered extensive and “last resort,”
and further development of a north side alignment was discontinued.

Subsequent study of the less disruptive south side mainline alignment became the focus of our
conceptual alternative alignment for development and presentation.

V   

The proposed shift of the NBHCE Mainline to the south of the existing alignment (see Figure 14A-1 in
Appendix G) requires the reconstruction of Ramp TE.  This ramp can be slightly realigned and re-profiled
to maintain clearance over the adjacent light rail by employment of a 7% upgrade and a reduction of
design speed to 20 mph at the divergence from the toll plaza.  This reduction is practical considering
plaza speed is limited to 15 mph (EZ Pass lane speed) and the close proximity of the Ramp TE terminal to
the barrier plaza (approximately 275 ft).  The existing Ramp TE divergence terminal profile exhibits a sag
vertical curve of 45mph K value and an upgrade of 6.27%.  By reducing the terminal sag curve to a 20
mph K value, increasing the upgrade to absolute maximum of 7% and minimizing the depth of new
bridge over the light rail, proposed realignment of Ramp TE appears viable.  The reduction in K value of
sag curve at the Ramp TE terminal is not controlled by headlight sight distance since the plaza and ramps
are lighted; therefore, the 20 mph terminal speed would be appropriate.
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Staging of Ramp TE reconstruction can be accomplished in three phases by reducing existing ramps to
one lane without shoulder and construction of the new Ramp TE shoulder and partial lane to
accommodate one traffic lane to the east of the existing ramp, and employing sheeting to address grade
difference along the interface of existing and new facilities.  The new curved bridge over the light rail
and ramp tie into the shifted eastbound mainline would be completed.  The new Ramp TE tangent
segment from the toll plaza would tie into the new shifted NBHCE eastbound mainline and open to one
lane of traffic from the toll plaza.  The remainder of new Ramp TE would be completed including walls
along the plaza approach and the new bridge over the light rail.

    

As previously noted, the north side alignment alternative for the NBHCE mainline was not considered
viable, with the south side alignment being advanced.  Section C-C of Figure 14A-1 in Appendix G (also
shown in detail on Figure Section C-C) illustrates the proposed NBHCE Mainline alignment and indicates
that enough of the new structure and roadway can be constructed clear of the existing mainline to
accommodate two lanes of traffic in each direction during demolition of the Structure Number 3.53D.
However, construction of a new structure over the historic Morris Canal presents challenges in the
placement of foundations to support the new structure. New Ramp TE presents a challenging vertical
design as described.  New Ramp WT can be staged via straightforward sequencing.  New Ramps TW and
ET can be staged using segments of the existing mainline structures while the final new ramps are
constructed to meet the completed NBHCE mainline.

The north side alignment of the NBHCE Mainline in the Newark Bay section would need to transition to
the south side alignment in the Interchange 14A Area Section.  This crossover by the new NBHCE
Mainline across the existing NBHCE Mainline would be accomplished east of the Newark Bay Structure
Number N2.01E abutment, in the area between Structure Numbers N3.00 and N3.39.  This crossover can
be accomplished mostly on embankment between these structures.  The replacement of Structure
Numbers N3.00, N3.24, and N3.39 would be staged in sequence with the NBHCE Mainline staging in up
to three stages as required.  The new Ramp TE would be constructed to maintain one lane of traffic at all
times and be connected to the new NBHCE EB roadway in the final configuration during the demolition
of the existing mainline structures and the existing Ramp TE structure.  Refer to the vertical design
section of this report for a further description of Ramp TE replacement sequencing.

z   

Replacement of the existing NBHCE Mainline on the south side will result in larger radii than the existing
alignment.  The approximate horizontal curves proposed for the new alignment and provision of the
superelevation in conformance with current standards will not fully meet the 60 mph desired design
speed if NJTA design criteria is strictly adhered to.  Speeds through this curve can be reduced through
posting of advisory speed limit signs as needed. Refer to Figure 14A-1 for the approximate central radii
for the horizontal curves and tangent lengths of the section.  Tangent lengths exceed the minimum
lengths for superelevation runout between reverse curves.
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e  

This alternative ramp alignment (Figure 14A-2 in Appendix G) is proposed as an alternate to existing
Ramp WT only in the event that the expansion of trucking activities on the peninsula exceeds current
projections.  Most heavy trucks will access the Global Terminal and other existing and potential new
warehousing/shipping facilities from points west via Ramp WT.  Should increases in truck traffic obstruct
traffic flow into the plaza (Ramp WT terminal distance to the barrier plaza is approximately 225 ft),
Alternative Ramp WT could be employed to provide a plaza approach length of over 600 ft, which is in
excess of the desirable ½ plaza length of 500 ft per NJTA standards.

Conceptual evaluation of horizontal and vertical design of Alternative Ramp WT indicates an NBHCE EB
ramp terminal speed of 40 mph and ramp proper speed of 35 mph is viable.  Gradients can be 4% or less
and vertical clearances of 15 ft over and under the NBHCE Mainline and over Garfield Avenue can be
easily achieved.

Staging of Alternate Ramp WT is straightforward.  The only areas requiring phased construction are the
ramp divergence from the NBHCE EB Mainline (overlaps with the existing Ramp WT terminal) and the tie
into the plaza approach.  Staging to maintain one lane of traffic at all times in these areas would be
routine.

e   e e r

In the process of developing modifications to Interchange 14A to address the circumstances that future
freight activities exceed current projections, two alternatives are offered for consideration.  Alternate
Ramp WT, as described earlier, in combination with either of these alternatives would significantly
divert traffic from Interchange 14A.  The diverted traffic would include heavy truck traffic as well as
passenger vehicles of those employed or destined for freight terminals such as Greenville Yard and
Global Container Terminal.  Both of these alternatives require a toll plaza separate from Interchange
14A and could be candidates for all electronic toll plazas (AET’s).  The direct access to the NBHCE
provided by these alternatives for freight operations in the Bayonne waterfront area presents a case for
a cost share arrangement with freight service providers as a suggested funding strategy.

The additional sub-options to supplement the improvement in this section provide access from the
eastbound and westbound NBHCE Mainline to the vicinity of the Global Container Terminal.  As shown
on Figure 14A-3, this concept consists of four direct connection ramps that provide full access to and
from the NBHCE EB and WB Mainline and a new toll plaza east of the mainline roadway.  New
distribution roads would be required east of the toll plaza based on terminal needs.

This sub-alternative requires no building displacements although new right-of-way would be required.
Vertical design must be studied and developed along with the new weaves created with Ramp ET in the
WB direction.  Ramps TE in the EB direction require additional evaluation to assess viability of this
concept.  As a further sub-option of the recommended improvement option for the Interchange 14A
area, only the ramps to and from the west would be constructed since the vast majority of heavy
trucking is to and from the west.  Access to and from the east would continue to use Interchange 14A.



OPS T3634 Newark Bay – Hudson County Extension
Needs Assessment and Alternatives Study

Page |5-25

Figure 14A-4 in Appendix G depicts another alternative for providing direct connections into the Global
Marine Terminal.  While similar to the option depicted in Figure 14A-3, direct connection ramps are
provided to and from the east and entering the NBHCE to the west.  A long viaduct structure would be
constructed to accommodate eastbound exiting vehicles destined for Global marine terminal.  This
option also requires a separate toll plaza (or AET sensors).  Additionally, this option would have
significant impacts on the existing Jersey City Department of Public Works facilities.

4     4    4

This section of the NBHCE Mainline is bordered on the west side by industrial/commercial facilities and
intermittent freight rail and light rail tracks.  The east side is bordered by Jersey City’s Caven Point Park
and athletic fields/facilities, Liberty National Golf Club, the Liberty Science Center/Liberty State Park, and
industrial/commercial facilities near the Communipaw Avenue exit ramps.  The public properties along
the east side of the NBHCE Mainline are protected by NJDEP Green Acres program and would require
costly and hard to find mitigation if impacted.  Potential wetland areas along the east side would also
require permitting and mitigation.  Initial study of an alignment to the east versus to the west of the
existing NBHCE Mainline yielded the substantial advantages of proposing the replacement alignment
along the west side in this section and became of the focus of our study (Figure B/C-1 in Appendix G).

The need to maintain two lanes of traffic in each direction for the NBHCE Mainline while minimizing
impacts and need for right-of-way along the west side led to the development of a three phase
sequence of staged construction as conveyed in Figure Section D-D.  Additionally, because the
Interchange 14A area new mainline alignment is proposed along the east (or south) side of the existing
NBHCE Mainline and this section of the new alignment is proposed along the west side, a mainline
alignment crossover area must occur.  This crossover is proposed to be accomplished in the segment of
roadway that is mostly on embankment.  Structure Numbers N4.12 and N4.52 would be staged in three
phases in sync with the roadway sequencing.

Relocation of a short section of light rail, replacement of the freight rail bridge over Johnston Avenue
and relocation a length of freight rail along the west side of the NBHCE Mainline would be required (see
Appendix I – Recommended Alternative Figures 11 and 12).  Although rail relocations are often difficult
to achieve, light rail is a publicly-owned facility which should help expedite this relocation.  The freight
line bridge appears to be in poor condition and bridge replacement along with new track may serve to
encourage CSX (the freight rail provider) cooperation regarding the relocation of its facilities.  It is also
important to note that minor right-of-way may be required from the existing warehouse property just
southwest of Interchange 14B, along Bayview Avenue, but provision of a wall along NJTA new right-of-
way would avoid any need to impact that facility’s parking lot operation.  No impact on this property’s
critical infrastructure is anticipated.
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The former service area located just south of Interchange 14B is currently being used by NJTA for
storage.  The proposed alignment for the NBHCE Mainline would require some re-arrangement of
storage activities, internal driveways and lots on the west side of the facility.  Auxiliary lanes to and from
the facility are proposed to be upgraded to current standards as part of this program of improvements
to facilitate a possible re-activation of the service area or re-use for other purposes.

Traffic analysis indicates that the provision of Express E-ZPass lanes in both the eastbound and
westbound direction through the Interchange 14C barrier toll plaza would significantly improve traffic
capacity and operation of the NBHCE Mainline.  As shown in Figure B/C-1 (Appendix G), two lane
eastbound and westbound Express E-ZPass lanes have been proposed.  Traffic demand requires three
lanes in both directions on the NBHCE Mainline west of the Christopher Columbus Avenue exit and
entrance ramps.  In the eastbound direction, the two Express E-ZPass lanes would join with two lanes
from the eastbound barrier plaza to form a four-lane NBHCE EB Mainline and one lane from the barrier
plaza would exit to Communipaw Avenue.  The four-lane eastbound mainline is proposed to continue
east to the Columbus Avenue exit where two lanes would exit and a two-lane NBHCE EB Mainline would
continue east.

In the westbound direction, the two-lane Express E-ZPass lanes would continue westbound and the
westbound barrier plaza traffic would merge into two lanes with the outer lane becoming an “exit only”
lane to Interchange 14B.  Because of the close proximity of the Interchange 14B westbound exit ramp
terminal to the toll plaza, it is proposed to extend the Express E-ZPass lanes divider that separates the
lanes from the barrier plaza to prohibit exiting to Interchange 14B from the Express E-ZPass lanes.
Signing well in advance of the toll plaza would be required directing all Interchange 14B exiting traffic to
use the barrier plaza only.

   

The number of environmentally sensitive properties bordering the east side of the NBHCE Mainline and
the likely impacts on these facilities by an easterly alignment resulted in a westerly concept plan
becoming our focus of study and has been developed for presentation.  The affected properties, types of
impacts and other factors have led to the recommendation of the westerly alignment as the IPA for this
section.  An easterly alignment has not been developed; however, application of Section D-D with the
same sequence of staged construction but on the east side of the NBHCE Mainline enabled assessment
of impact on sensitive infrastructure and environmental areas.  Development of a Concept Plan of
Improvements to the east was not pursued.

z  e  

Significant deviation from the existing mainline alignment is not proposed because of adjacent
infrastructure and sensitive environmental features bordering the existing NBHCE Mainline.  This section
consists of a series of reversed curves separated by a long tangent on the west and shorter tangents to
the east.  Applying a desirable design speed of 60 mph indicates that the mainline radii are adequate
and tangent lengths are adequate to accommodate superelevation rates upgraded to current NJTA
standards for the new NBHCE Mainline alignments.  Tangent lengths will accommodate the NJTA’s



OPS T3634 Newark Bay – Hudson County Extension
Needs Assessment and Alternatives Study

Page |5-27

absolute minimum criteria required for superelevation run out between curves.  An analysis of the
achievable design speed for the recommended alternative is presented in Chapter 6.   Regardless, it is
recommended that advisory signing be posted to reduce travel speeds approaching the Interchange 14C
toll plaza and reduce differences in speed between vehicles utilizing the express E-ZPass and the barrier
tolls.

   c    h 

This section exhibits substantial commercial, industrial, institutional, and residential development along
both the east and west sides of the existing NBHCE Mainline from the vicinity of Grand Street to
Columbus Drive.  North of Columbus Drive, sensitive properties exist primarily along the east side,
including Green Acres protected athletic fields and infrastructure, while the west side is bordered by
mostly vacant property with some segments of freight rail line service.  Because of the development
that borders the NBHCE Mainline on both sides of the existing NBHCE Mainline south of Columbus Drive,
new conceptual alignments were studied both to the east and to the west sides.

For a new alignment proposed to the east side and the need to maintain two lanes of mainline traffic in
both directions at all times during construction, a three phase sequence of staging south of the Center
Street area has been developed as shown in Figure COL-1 in Appendix G.  This easterly alignment
proposes to configure the NBHCE Mainline over a re-aligned Center Street/Columbus Drive to avoid
taking of right-of-way and properties east of the existing Center Street roadway (Figure Section E-E East
Side Alignment in Appendix G).  This concept would maintain the two-lane eastbound exit movement to
Columbus Drive and the one-lane westbound entrance movement from Columbus Drive via
reconstructed ramps.

Staging of the easterly alignment in the Center Street area would be complex, requiring multiple phases
involving construction and opening of the new eastbound exit ramp and the NBHCE EB Mainline first,
followed by demolition of the existing NBHCE EB structure (partial removal of Structure Number
N6.80E), construction and opening of the new westbound entrance ramp and demolition the existing
ramp, and finally construction and opening of the new NBHCE WB Mainline and demolition of the
existing NBHCE WB Mainline.  Several temporary ramp – mainline connections would be required as this
segment is entirely on structure.

A westerly alignment was also developed and evaluated as shown in Figure COL-2.  This alignment
proposes to configure the new NBHCE WB Mainline over a re-aligned Merseles Street from Columbus
Drive to the vicinity of Bright Street, where it would shift from beneath the new NBHCE WB Mainline
and lead to a new westbound entrance ramp south of Pacific Avenue.  This concept would require
complex staged construction similar to that described above for the easterly alignment but with
sequencing reversed from west to east (Figure Section E-E West Side Alignment in Appendix G).
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Both the easterly and westerly alignments encroach on existing adjacent development although neither
would require right-of-way or acquisition of buildings or infrastructure.  Both sides exhibit
environmentally sensitive properties including contamination and low income housing.

Moving to the north of Columbus Drive, the constraints and sensitive properties that exist along the east
side led to the identification of a westerly alignment as the focus of the study.  A Conceptual Plan was
developed for this segment as shown in Section F-F, Figure COL-2, and an easterly alignment was not
pursued based on application of a typical cross-section and potential impacts on sensitive properties.

    

Based upon the west side alignment of IPA of Section 4, and the segment north of Columbus Drive also
proposed to the west of the existing mainline, the advantages of the west side alignment from vicinity of
14C to Columbus Drive became apparent.  By aligning the new NBHCE Mainline to the west, the need for
two areas of mainline cross-over can be eliminated.  These cross-overs, associated with the transitioning
from a west side to an east side and back to a west side alignment, would be across the existing
Structure Numbers N7.13 and N7.52, requiring temporary structures at both cross-over areas where
new mainline viaducts would skew across the existing viaducts maintaining two lanes of two directional
traffic at all times.  A westerly alignment throughout this Section 5 eliminates the need for these costly
temporary structures and the complex staging associated with their construction.

z   

Section 5 consists of reversed curves separated by a short tangent and followed by a long tangent
leading to curves to 11th Street and 14th Street.  The radii for central curves are shown in Figure COL-2
and with appropriate superelevation can meet the desirable 60 mph design speed.  The tangent length
will accommodate the superelevation run-out distance required by the absolute minimum NJTA criteria,
incorporating upgraded superelevation on the new alignment curves as required.  The long tangent
leading to 11th Street and 14th Street will accommodate a normal crown section in both eastbound and
westbound directions until superelevation transitions are introduced for the curves to the east in the
next Section 6 for 11th Street and 14 Street area connections.  An analysis of the achievable design
speed for the recommended alternative is presented in Chapter 6.

Although the west fascia of the new NBHCE Mainline moves closer to development along the west side,
the realigned Merseles Street under the new westbound structure would create more space for a
potential buffer at ground level.   This coupled with sound attenuation on the west fascia parapet may
soften impacts.  Based on the equivalency of the operational improvement that would result from either
alignment considered and the relative ease of mitigating the impacts associated with the western
alignment, the alignment depicted on Figure COL-2 is recommended for advancement as the IPA for this
section.

 e  e

The NBHCE crosses over several passenger and freight rail corridors.  West of the eastbound exit ramp
to Columbus Drive, the NBHCE crosses over NJ Transit’s Hudson Bergen Light Rail Line.  Along the north
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side of Columbus Drive, the NBHCE crosses over tracks owned by the PANYNJ.  Conrail previously held
an easement from the PANYNJ for the two freight tracks that run beneath the NBHCE in this location.
However, in 2015, Conrail released the easement back to the PANYNJ.  The Valuation Map defining this
easement is presented in Appendix H.

While this is not currently an active through line, the portion of the track beneath the NBHCE is utilized
for equipment and material storage, thus requiring full access be maintained along this line.  Further
east the NBHCE crosses over Conrail’s National Docks Secondary Line in two locations generally in line
with 9th Street and 11th Street.  This is an active line moving freight between the ports and rail terminals
to the south and the CSX River Line which runs north to New York State and provides a major freight
connection to the national freight rail network.

Conrail maintains a policy of requiring a minimum of 23 ft of vertical clearance from the top of rail to the
low point of any structure passing overhead.  A copy of the policy is presented in Appendix H.   This is
the desirable clearance to allow the movement of double-stacked shipping containers.  While this
minimum clearance must be maintained in the future, the potential exists to substantially lower the
existing profile of the NBHCE along this section. A lowering of the profile would yield economic
efficiencies in construction of the proposed replacement structures.

Early coordination with the rail owners, Conrail and NJ TRANSIT, is recommended to define the final
profile of the NBHCE corridor prior to initiation of the next stage of project design.

   h   J  v

This section is complex in that it includes a dense mixture of urban development uses (residential,
commercial, industrial, and transportation) and infrastructure that imposes constraints on alternative
alignments, particularly in the eastbound direction leading to the Holland Tunnel.  In the westbound
direction, reconstruction of Structure Number N7.90W is relatively straight forward, employing a typical
three-phase construction staging sequence that shifts the alignment to the west but closely follows the
alignment of the current NBHCE WB roadway.

The following describes the nine alternatives studied in the eastbound direction as depicted on Figures
EAST-1 through EAST-9.

 

 

This alternative proposes the replacement of the NBHCE EB Mainline and merges with Route 139 with a
new eastbound mainline viaduct that would be elevated over the existing Route 139 and NBHCE as they
exist in the 12th Street corridor (see Figure EAST-1 in Appendix G).  The eastbound mainline would
remain elevated to the crossing of Jersey Avenue where it would shift to the west of the 12th Street
corridor and descend to meet ground level at the signalized Erie Street intersection, adjacent to the
current multi-lane approach to the Holland Tunnel.  This concept requires new right-of-way, one
building acquisition, relocation of a segment of 12th Street, parking displacement on the west side of
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12th Street between Erie Street and Marin Boulevard, and new signalization at the Erie, Grove, and
Marin intersections.

Staging of this Alternative would be complex.  With the new NBHCE Mainline proposed to be aligned to
the west of existing, traffic would be maintained on the existing NBHCE eastbound structure while the
new eastbound mainline is constructed at the raised elevation adjacent to existing.  A new eastbound
viaduct would be constructed above the existing NBHCE EB roadway and the Route 139 roadway in the
12th Street corridor.  Because of the tight clearance at the Cold Storage building,  construction of an
elevated viaduct for the new NBHCE eastbound mainline would be challenging to accomplish with traffic
maintained below.  Columns for the viaduct would need to penetrate the existing NBHCE eastbound
roadway and the Route 139 structures below while maintaining the integrity of the bridges carrying
traffic during construction.  Upon completion of the viaduct and NBHCE EB Mainline, eastbound traffic
would be shifted to the new viaduct and the existing NBHCE eastbound roadway would be abandoned.
An advantage of this concept is that upon completion of the NBHCE eastbound roadway, the existing
roadway could be demolished, leaving room for NJDOT expansion of the Route 139 approach in the 12th
Street Corridor to the Holland Tunnel.

 

This alternative (see Figure EAST-2) is similar to Alternative EAST-1 but proposes the segregation of
NBHCE EB traffic bound for local streets from traffic headed to the Holland Tunnel.  The local street
connector would tie to the 11th Street corridor at ground level and new signalized intersections would
be provided at Monmouth Street, Coles Street, and Jersey Avenue intersections with a new connector
extended to serve as access to the Newport Center.  Two-way traffic is proposed east of Monmouth
Street.  Staging and impacts of the new 12th Street NBHCE viaduct would be similar to Alternative EAST-
1.

 

This alternative (see Figure EAST-3) proposes segregation of local eastbound traffic from Holland Tunnel
bound traffic as does Alternative EAST-2.  However, the new NBHCE EB roadway would connect to the
existing NBHCE eastbound roadway and run parallel with Route 139 in its current alignment.
Replacement of Structure Number N7.90E in the 12th Street corridor would require diversion of traffic
to local streets via the new connector that is part of this concept via Columbus Drive.  The proposed
connector to local streets would pass below the Route 139 corridor structures and connect to
Monmouth Street at a new intersection, as shown in Figure EAST-3.  The divergence point of the new
NBHCE EB Mainline and the new connector road must be moved to the south to provide enough
distance to the Route 139 underpass for vertical grade to be accomplished at the maximum allowable
5% downgrade.  Impacts to existing infrastructure and right-of-way requirements are minimal for this
concept; however, the local street connection to Monmouth Street is a change in Jersey City traffic
circulation in this area.  The skewed crossing of the new connector road under the Route 139
westbound viaduct may require reconstruction of part of the Route 139 viaduct to relocate piers that
would obstruct the under-passing connector road.
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r  -4

This alternative (see Figure EAST-4) is similar to Alternative EAST-3; however, the connector road to
Monmouth Street is aligned to cross under the Route 139 viaduct at the existing Monmouth Street
underpass.  This eliminates the potential pier relocation and Route 139 viaduct reconstruction of
Alternative EAST-3.  Reconfiguration of local traffic patterns may be of concern to Jersey City as in
Alternative EAST-3 as mentioned above.

 

This alternative (see Figure EAST-5) proposes a new local street connection to the 10th Street corridor
via a new traffic signal at Monmouth Street and replacement of Structure Number N7.90E in its current
12th Street alignment.  The proposed connector road would provide two-way traffic east of Monmouth
Street and would increase traffic along 10th Street that is currently the site of a new residential
development between Jersey Avenue and Coles Street, the front of which is on 10th Street.  The two
adjacent blocks to the west also appear to be under development.  The replacement of Structure
Number N7.90E would require diversion of traffic during construction, as described above for
Alternative EAST-3 via temporary connection of the existing NBHCE eastbound to the new connector
road and Columbus Drive.

r  -

This alternative (see Figure EAST-6) proposes the provision of a new connector to local roads aligned in
the 11th Street corridor similar to that described in Alternative EAST-2.  The proposed NBHCE eastbound
roadway would require replacement of Structure Number N7.90E in its current alignment, which would
also require diversion of traffic via Columbus Drive and staging of this new local road connector as
described for Alternative EAST-3.

 7

This alternative (see Figure EAST-7) proposes a new NBHCE EB Mainline constructed to occupy the 11th
Street corridor.  The existing NBHCE EB structure would be demolished.  This concept proposes a ground
level, three-lane, one-way roadway with the third lane provided for turning and/or for storage capacity
as well as a connection to Jersey Avenue and Newport Center.  This alternative would run behind the
new and ongoing residential developments facing the 10th Street corridor and provide access to new
parking lots associated with that development and the Monmouth Street and Coles Street intersections.
Access to the Cold Storage facility would be maintained as it exists.

 

This alternative (see Figure EAST-8) is similar in horizontal alignment to EAST-7; however, the new
NBHCE EB roadway would be elevated to cross over Monmouth Street and Coles Street.  On the east
end of the alignment, the roadway would curve to the north and descend to meet Jersey Avenue at
ground level and a new realigned approach to the Holland Tunnel.  The existing NBHCE EB roadway in
the 12th Street Corridor would be abandoned or demolished.
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This concept would not provide access to the parking areas of the new development between the 10th
Street and 11th Street corridor; however, this access could be maintained via Monmouth Street and
Coles Street.  Access to the east side of the Cold Storage building would require reconfiguration based
on conference with and needs of the owner.  Minor encroachment on parking and access would need to
be negotiated and resolved.

For a number of reasons, this alternative is considered a very viable alternative and is recommended for
advancement as part of the Initially Preferred Alternative.  Construction of an eastbound exit along the
11th Street corridor is considered in the Circulation Element of the Master Plan of the City of Jersey City.
This alternative provides three lanes on the approach to Jersey Avenue and the Holland Tunnel Plaza,
similar to the configuration that exists today, increasing vehicle storage space for queuing at the
approach to Jersey Avenue.  No additional at-grade intersections would be created and no modification
to existing at-grade intersections would be required, thus maintaining the existing traffic patterns on the
local street network.

This alternative avoids the need to acquire the Cold Storage facility and frees up the existing alignment
for rehabilitation and use as a detour route during periods of maintenance or reconstruction.
Alternatively, NJDOT may have an interest in utilizing a portion of this vacated right of way for
improvements to Route 139, allowing discussion of some level of cost sharing to defray the cost of the
new construction along 11th Street.

This alternative is expected to be less costly than the options that contemplate elevated structures
above the existing alignment or above Route 139, and also avoids impacts to existing land uses along the
12th Street corridor.

Staging of construction would be similar to that of Alternative EAST-3.

 

This alternative (see Figure EAST-9) proposes a new NBHCE EB elevated roadway aligned directly to the
Holland Tunnel approach.  The proposed NBHCE EB roadway could be elevated over or meet at ground
level with Monmouth Street and Coles Street pending traffic circulation studies and Jersey City
preference.  This most direct alignment would require the acquisition of the Cold Storage facility, most
likely in its entirety, along with substantial private right-of-way.  However, this alignment affords
creation of vacated property along 11th Street that may be made available for new development.
Staging of construction would be similar to that of Alternative EAST-3.

z      A

Based on NJTA Interchange Ramp Design criteria, all of the considered new alignments of the NBHCE
eastbound roadway will exceed the 40 mph mainline speed (minimum radius of 485 ft), and the
reversed curves approaching Jersey Avenue would be designed to a reduced design speed of 30 mph
with minimum radii of 450 ft.  These reversed curves would be designed to AASHTO Urban Road Criteria
and not require superelevation, but be designed to normal crown standards to discourage high speeds
on green lights through the signalized intersection with Jersey Avenue.  Based on more detailed traffic
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analysis, the new two-lane NBHCE EB roadway would widen to three lanes for storage at a point along
the alignment approaching the Holland Tunnel.
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