DRAFT

Environmental & Preliminary Engineering
Bus Terminal Replacement Project

PORT AUTHORITY OF NEW YORK & NEW JERSEY
SCOPING DOCUMENT

DRAFT
4/30/2019

Version 25

Environmental & Preliminary Engineering Bus Terminal Replacement Program
04/30/2019 Version 25






DRAFT

CONTENTS

1 INTRODUGCTION.....ccciiiiitiiitietieitieteetetutateeesestetetetssseseseesmmmsemmetmtememmeeesetemtmtetemmetmtetemmetemtmmmmmmemmmmmmmmmmm 1
1.1 PROJECT OVERVIEW ..ttt ettt e e e e e e e e e e e e e aae e e e e e e nsaeaeeeanaannssnanaaeaaann 1
1.2 PROJECT BACKGROUND ...ttt e e e ee e e e e e ane e e e e e e snnsneaaeaeaeeannnnanaaeaeannn 4
1.2.1  INnAepenAent INIHQTIVES ......ce.eeeeeeeeeeeeeeeeee e en e n e 7
1.2.1.1 Curbside-INTEICItY SEIVICE .......eooeeeeeeeeeeeeeee et 7
IV BN [e) (o [o TSR AN (@ Lo 1 o USSR 8
1.2.1.3 Hell's Kitchen South Coalition PIAN ............oecieieeeeeeeee e 10
1.3 REGULATORY FRAMEWORK ... ..o e ade s e e e e ee e e eennmaaaeeeeeeenmnnnnsaaeeae e nnnnnsneeaaaann 10
1.4 SCOPING MEETINGS AND OPPORTUNITY FOR PUBLIC COMMENT ..o 11
1.5 DOCUMENT ORGANIZATION. . ... afeeemaae e e e e s anesbae e enseaeseesneeaeasnneaeassneeeensnneeeannnnaeannns 13
2 PURPOSE AND NEED.......oiiiiiiiiiiitieiiieesiees e siosssnsiessesssaesssesssssnsssiesessessssssssssssssssssssnessssassssessssns 14
2.1 INTRODUGCTION ....oiiieeeeeeieieeeeeeeseeeeasiensnasessessesessenessessese s sssanedineesessessssesaesssensessesnsesesnesens 14
2.2 PURPOSE AND NEED FOR THE PROJECT ... seeeaten e eeene e e see e eneenannens 14
2.2.1 The Need to Support Commuter and Intercity Bus and Passenger Travel
Demand Growth Crossing the HUQSON .....cccceeeeeeeeeeeeeeeeeeeeeeeieeeeeeeeeeeeeeen 15
2.2.2 The Need fo Address Functional and Physical Obsolescence............................ 16
2.2.3 The Need to address Bus Storage and STAQING ......c.cecveeueeeeeeeeeeeeieeeeeeeeeeeeeeenne 17
2.2.4 The Need to Provide for Private Development ............coeeeeeeeeeeeeeeeeeeeeeeee 18
2.3 GOALS AND OBUJECTIVES ... et me et i e e e e e ee e n s s e e e ae e e e snnsnaeeaeeennnnnnnneens 18
3 PROJECT ALTERNATIVES ...ttt cececeeeevasessine e e aeanasssesasastassssssssssssssssssssssssssssssasssssssssssassnsns 20
3.1 INTRODUGCTION ..ot e e dinmanaaaaaea s s n e s eeeaeeamaaSannaeeeeeeansnnsnnaseeaeaannnnsnnnaneeaeeennnns 20
3.2 ALTERNATIVES CONSIDERED AND ELIMINATED ... 20
3.2.1  LONG LiST Of AEINQTIVES....... oot e e e e 20
3.2.2  PrelimMiNQAIY SCIEEN ... e e e e e enn e e e e aennenns 22
3.2.2.1 Fatal Flaw: Forecasted DEMANA ..........ooeeeieeeeieeee e 22
3.2.2.2 Fatal Flaw: Use Of PrVATE PrOPEMY ...c..ceieeeeeeeee e 22
Alternative 3 (BUIIA-IN-PIACE) ccue.eeeneeeeeeeeee e 27
Alternative 9 (Perkins EQStMAN D&D) .....oueeeeeeeeieeeeeeeeeeeeeeeeeeeee e 29
Alternative 10 (RPA Terminal Under JAVItS) .......ooeoeeeieeeeeeeeeeee e 29
3.3  ALTERNATIVES DEVELOPMENT NEXT STEPS ..ot 30
3.3.1  NO ACHON AITEINQTIVE. ... e e e e 30
4 ENVIRONMENTAL ANALYSIS FRAMEWORK .....ccovviiiiiiiiiiiiieieieieeieieeeesessesssestsessssssssssssmssssmssssesmsssssees 32
4.1 INTRODUGCTION ...t eeeeee e e e e e eeaseeeesse e e e snsseeesssseeeaanaeeaessseeeesnsneeennsnaeeansnneseennneeenn 32
4.2 REGULATORY REQUIREMENITS.... ..o e e e e eaa e e e e enn e e e nnnaeeemsnne e e nneeean 32
4.3 ORGANIZATION OF THE ENVIRONMENTAL REVIEW ... 34
4.4 ENVIRONMENTAL REVIEW ANALYSIS YEAR. ....c et eae e e e e e 34
4.5 METHODOLOGY ... e et e e e ee e e aeaee e e e e e s saeaeaeaa s e snnsansaaeaaeasnnsnaeeneeennnnnnneeaes 34
4.5.1  ProjeCt STUAY ATEQ ..ottt ee e e e e e e e e 35
4.5.2 ANQIYTIC FIAMEWOIK ... ee e e e e esaaeseeasaenneenessnasnnenns 39
4.5.2.1 No BUIld (NO ACTION) SCENQAIIO ... 39
4.5.2.2 Build (With ACHON) SCENQAMO ..ot neas 39
4.5.2.3 Construction ANQIYSIS YEQI(S) ....ueeeeeeeeeieeieeeeeeeeeeee e e et eeneennennas 39
4.5.3  TECNNICAI STUQIES......eeeeeeeeeeeeeeeee e e s e e eeeneenneennens 39
5 AGENCY AND PUBLIC COORDINATION....ccuuiiiiirittitiiieiesrssessissssssssssesssssssssssssssssssssssssssssasssns 44

Environmental & Preliminary Engineering Bus Terminal Replacement Project
04/30/2019_ver25

Page | i



DRAFT

5.1 INTRODUCTION
5.2 AGENCY COORDINATION ACTIVITIES
5.3 PUBLIC COORDINATION ACTIVITIES

N
S

the

Environmental & Preliminary Engineering Bus Terminal Replacement Project
Page | ii 04/30/2019_ver25



DRAFT

FIGURES

FIGURE 1-1.

FIGURE 1-2.
FIGURE 3-1.

FIGURE 3-2
FIGURE 3-3
FIGURE 3-4

FIGURE 4-1.
FIGURE 4-2.

TRANSPORTATION NETWORK BETWEEN NEW JERSEY AND THE MANHATTAN CENTRAL BUSINESS

TABLES

TABLE 1-1.
TABLE 2-1.
TABLE 3-1
TABLE 3-2
TABLE 3-3
TABLE 3-4
TABLE 5-1.

(D] ] 1 [ SRS 3
EXISTING PORT AUTHORITY BUS TERMINAL FACILITY ...t eece e e e e e e e s e me e emeeeane 4
LONG LIST OF ALTERNATIVES LOCATION MAP ...t te et te e e e e e e e e e eme e e e emee e nneenne 21
ALTERNATIVES REMAINING AFTER FATAL FLAW SCREEN ....c.ennniiiieeeee e e e eee e e e eeeee e e e 26
POTENTIAL PRIVATE DEVELOPMENT ASSOCIATED WITH THE PABT . ... 28
POTENTIAL PRIVATE DEVELOPMENT ASSOCIATED WITH THE PABT . ... 28
PRIMARY PROJECT SERVICE AREA FOR COMMUTER SERVICE....... ..o e 36
ANTICIPATED MANHATTAN PROJECT AREA AND STUDY AREA ......oeiiieeeieece et et eeseae e e me e 37
SCOPING IMEETINGS ...t ee e e e eme e s e ee s eme e s cnamnasmeeeesceeemse e meeennseemseeeensaneamieeemeeesneenneeennean 11
GOALS AND OBUECTIVES ... ceieeeiieneeeaaeesaneeaaseeeansaaensasaeeeeeaseeaamsesanseeseeeanseesaneasanseeasneeanseeeaseeaaneaann 18
SCREENING CRITERIA. ...t eeie e ceseetan e e e e eeeae e s ee e samaesaeeeeseeeemse e maesnnseenseeeemeee st eeeneeensneenneaennean 22
FATAL FLAW SCREENING # 1: MEETS THESHOLD PEAK PERIOD ARRIVAL AND DEPARTURE TRIPS........... 24
FATAL FLAW SCREENING #2: AVOIDS NEED TO ACQUIRE PRIVATE PROPERTY .....coueemiameeeeeneenceneeas 24
FATAL FLAW SCREENING — REMAINING ALTERNATIVES... . cuneceeeeeianmeieaeeeeeeeneeeseescesseesseesneesneeeneeeneeas 24
PRELIMINARY LIST OF LEAD, COOPERATING AND PARTICIPATING AGENCIES .....ccccceeeeeeaeeenieeennneeenes 47

APPENDICES

Appendix A: Bus Terminal Replacement Alternatives Development & Public Engagement

Environmental & Preliminary Engineering Bus Terminal Replacement Project
04/30/2019_ver25

Page | iii



DRAFT

ABBREVIATIONS

AP E ettt a e e et et e esseatesesneentesneaenseesnent e sesaensensenannes Area of Potential Effect
ASTM e en e neeneenee American Society for Testing and Materials
B M. e eaeea eeeeeee———eeeeeeeaeeeeeeaeeeannnnnnnnaneeas Best Practices Model
B R ettt ettt e e e s e e s e e s aeaeeeaneeateaeeeseeeseeeseeenteensesaseesseesseesneesneesneeseenseeasennsnennen Bus Rapid Transit
LG USRS Council on Environmental Quality
CEQIR ettt et et e et ne et e eae e s e e e e nenne City Environmental Quality Review
DD ettt a e a e et e e e a e et e e e ee e seenneseseennenseadeeta e s ennennnns Design and Deliverability
DEIS .o ea e aeen e eeen e s e seennenneans Draft Environmental Impact Statement
B ettt ae e n e a e e s aesneeseeenaeneeeaniannnnnean Environmental Impact Statement
BV R et eas e e s e s e e s e e eneendennnennennn Newark Liberty International Airport
[ = N PP Final Environmental Impact Statement
FHW A et eaas Federal Highway Administration
S 17 U Federal Transit Administration
L TSRS Greenhouse Gas
HBLR ettt e e aee s e e e e e s e e s e e s sennSseeenteneeeneeennenseesnesneesneennenn Hudson-Bergen Light Rail
HTC et e e e ae e e e e s e ea e e s e enene e e s asananeseensesseessshanadneneeneennennnnnn Hudson Terminal Center
B PPt Journal Square
1Y [N SRR AN Lincoln Tunnel
Y| O S Metropolitan Planning Organization
T A et e e s e e eme s mn e Sneenneeeneeennennnenn Metropolitan Transportation Authority
NEC ettt e ae e et e s e e ae s e e e e aneaneseessensasanesSneseseeseenseseaaneansneeseeseeneesensennnen Northeast Corridor
NEPA e et e e e e e e e ae e e eneeeasmeananesneeseeenanennSeneeenseennen National Environmental Policy Act
N P A e e e North Jersey Transportation Planning Authority
NIRRT . L et et North Jersey Regional Transportation Model
NOIA e eee e eeae e ae s e e neaa e eeeseeanesneessaAneaeeaseeseenseaseseaneessesteneesesnensesenan Notice of Availability
[N L USSR Nofice of Intent
NYCDOT ..ttt et et et es e seeennenn New York City Department of Transportation
NYCDCP et et e New York City Department of City Planning
[N OSSPSR New York City Transit
[ B 1Y S New York Metropolitan Transportation Council
NYSDOT . .. New York State Department of Transportation
P A BT e e e e e e s aeaSanae e sneseeesaesneesneeeneeseenseeasnesneenaenns Port Authority Bus Terminal
PANYNU e e e e ee s sean e e s e e s e nnenneeas Port Authority of New York & New Jersey
P ATH ettt ee e e e e e s e e e e e see s e e s e anesneeneenneeaneennnenneennn Port Authority Trans-Hudson
Y NV s S OSSR Penn Station New York
RONM . L. e Roadway Construction Noise Model
ROD e s i e e e e e e e e e e e s e e e s e ae s e an et easeesseanenseneeneeneneesesnennennennennen Record of Decision
R A et e e e e ea e e aeeaeeeaeeeaseeateenaesneenneenteenseenseenseenneeneenneenneenne Regional Plan Association
SEQRA . <. New York State Environmental Quality Review Act
SHPO ettt a e ena e aene e s s e nnesnenensenen State Historic Preservation Office
TAC et e et eae e neeeneeneeaneeneense et e e neenneeneenneennn Technical Advisory Committee
1] 0] VS frains per hour
ULURP e en e e e messn s e e e s e s eennennennans Uniform Land Use Review Procedure
(0] 1@ J T U.S. Department of Transportation
WTC ettt e e e e s e s e e s s eae e seeaeesseneeseeseesnensesessensenseensenseseneennennn e e ene World Trade Center
4 R Exclusive Bus Lane

Environmental & Preliminary Engineering Bus Terminal Replacement Project
Page | iv 04/30/2019_ver25



DRAFT

1 Introduction

What is the Port Authority Bus Terminal Replacement Project?

What is the purpose of the agency and public scoping process and
how does it relate to the Port Authority Bus Terminal Replacement
Project?

Why is the proposed project subject to the National Environmental
Policy Act (NEPA) and what are the Act’s requirements?

This scoping process is the public’s first formal opportunity to comment
on the proposed project, its purpose and need, the screening of
alternatives, and the methodologies to be employed in assessing
potential project impacts.

1.1  PROJECT OVERVIEW

The Port Authority of New York & New Jersey (PANYNJ) is proposing to replace the existing Port
Authority Bus Terminal (PABT) and associated facilities, including terminal, ramp structure, and
storage and staging (the “Proposed Project” or "Replacement Project”). It is anticipated that the
Replacement Project will utilize private development opportunities created by making PANYNJ
land available to help fund the Replacement Project. The replacement PABT is anticipated to be
completed by 2030.

PANYNJ, as project sponsor, infends to seek funding from the Federal Transit Administration (FTA).
As such, PANYNJ is conductfing planning-level scoping. consistent with FTA's “Planning and
Environmental Linkages” process (23 C.F.R. 450.318), in advance of formal National Environmental
Policy Act (NEPA) scoping. This scoping document provides a summary of the project’s purpose
and need, goals and objectives, the initial alternatives screening assessment, and an overview of
the NEPA environmental review process.

The existing PABT operates in conjunction with its associated facilities: the ramp structure, 41st
Street underpass (Greyhound tunnel), and 41st Street Ventilation Building. Currently, bus storage
and staging occurs within the terminal, in street-level lots. The upper levels of the terminal directly
connect to the Lincoln Tunnel portals via a set of ramps that provide bus-only access and egress
to the third and fourth bus operating levels, while the lower level has access from the city sireet
network. There is also a direct ramp connection to a public auto parking garage on the upper
levels.

Environmental & Preliminary Engineering Bus Terminal Replacement Project
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The PABT facility is one of the major Midtown Manhattan transportation hubs. It connects regional/
commuter and intercity bus service to 12 New York City Transit (NYCT) subway lines and five NYCT
bus routes, and offers pedestrian access to some of Manhattan's densest employment locations—
including Midtown's office, shopping, and entertainment centers, the Fashion and Theater
Districts, and the emerging Hudson Yards development district. Figure 1-1 shows the regional
fransportation network serving travel between New Jersey and the Manhattan central business
district (defined as all Manhattan below West 60th Street). Buses comprise approximately 25
percent of peak-hour vehicles in the Lincoln Tunnel and carry approximately 90 percent of peak-
hour customers!. Most buses that use the Lincoln Tunnel are accommodated at the PABT. The PABT
serves an estimated 260,000 passenger trips on a busy weekday or 23 percent of trans-Hudson
trips entering or exiting the central business district.2 The PABT hosts routes for daily commuters
throughout New Jersey, eastern Pennsylvania, and the Lower Hudson Valley. It also
accommodates routes that provide frequent intercity services to and from locations such as
upstate New York, New England, the mid-Atlantic and Canada, as well as daily services to more
remote destinations. The PABT does not service many intercity buses (referred to as Curbside-
Intercity buses) that drop off and pick up from neighborhood streets. However, PANYNJ has
commenced, and will confinue, discussions with interested stakeholders fo address local concerns
about these buses; PANYNJ believes this could lead to a separate project with independent utility.

The growth in bus demand to the PABT facility has been robust, and passenger activity at the bus
terminal has been growing rapidly. Regional forecasts from the Metropolitan Planning
Organizations (MPO)—New York Metropolitan Transportation Council's Best Practices Model
(NYMTC BPM) and the North Jersey Transportation Planning Authority's (NJTPA) North Jersey
Regional Transportation Model (NJRTM), both from 2013, indicated that passenger activity at the
PABT would rise to 337,000 per day (30 percent) by 2040. 2018 forecasts prepared by PANYNJ and
New Jersey Transit show similar patterns of robust passenger growth by 2040. If the PABT is not
replaced, the PABT would not be able to accommodate forecasted bus demand which would
worsen conditions on area roadways leading fo and from the PABT. In addition, it could result in a
shift to auto, creating more congested conditions on the approach roadways, Hudson River
crossings and Manhattan streets.

This scoping process is the public’s first formal opportunity to comment on the proposed project,
its purpose and need, the screening of alternatives, and the approach to assessing project
impacts. A variety of outreach activities, as outlined in Section 5, are planned to engage public
stakeholders. The activities will be tied to support project development efforts.

T PANYNJ staff analysis, based on NYMTC Hub Bound Travel Report (2015 and 2016).
2 |bid.
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FIGURE 1-1. TRANSPORTATION NETWORK BETWEEN NEW JERSEY AND THE MANHATTAN CENTRAL BUSINESS DISTRICT
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erected over the South Wing. It was later expanded to the North Wing fifth floor, providing space
for a total of approximately 1,200 cars.

All vehicular entrances and exits to the two upper bus levels and public parking are
accommodated by direct ramp connections to and from the Lincoln Tunnel. The ramps are also
accessible from city streets. The Lower Level has three access points. The North Wing is accessible
through a tunnel under Ninth Avenue that connects to Dyer Avenue. The South Wing has an on-
street enfrance on West 40th Street and an on-sireet exit on West 41st Street.

The regional bus network relies on inferconnected infrastruciure comprising NJ Route 495 (which
incorporates the contraflow Exclusive Bus Lane (XBL), the Lincoln Tunnel (which includes
dedicated bus lanes), direct ramps and street-level connections between the Lincoln Tunnel and
the PABT, and configurable surface streets for handling Lincoln Tunnel traffic.

In recent years, the PANYNJ has studied the existing facility and options to address capacity
constraints, operational limitations, and the facility’s aging structure and building systems.
Engineering work has concluded that the existing South Wing floor slabs on the bus platform levels,
which are reaching the end of their useful life, could not be rehabilitated without triggering a
reconstruction of the entire facility to meet applicable codes and standards. Thus, incremental
rehabilitation to the facility would have significant operational impact during construction,
resulting in reduced capacity for bus operations than exists in the building today, without
alleviating many of its physical limitations, such as bottle necks on the interior terminal roadways
and inadequate vertical clearances. This would contribute tfo worsening congestion on
surrounding city streets, fo and from the Lincoln Tunnel.

Appendix A provides a detailed summary of the planning process undertaken by PANYNJ from
2013 to 2018 that led to the current initiative. PANYNJ planning efforts from 2013 to 2015 evaluated
numerous concepts for replacing the PABT facility. Some of the proposed concepts located the
terminal a block or more to the west from the existing terminal site. These concepts drew concern
for their increased walk time for passengers walking in the predominant origin/destination
direction, specifically to points north and east of the terminal, and potential impact on occupied
residential and commercial buildings in the vicinity.

The planning and community engagement process continued seeking to broaden the scope of
concepts. The PANYNJ Board of Commissioners authorized an International Design and
Deliverability (D&D) Competition in 2016 to solicit conceptual designs for a new PABT facility on a
site west of the current structure, between Ninth and Eleventh Avenues in Manhattan, as well as
suggestions of other potential alternative sites for a replacement PABT facility. Competitors’
designs were asked to allow for the following:

= Sequential construction of key elements (including terminal facilities and bus-staging facilities)
as estimates of future capacity needs are refined

Environmental & Preliminary Engineering Bus Terminal Replacement Project
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= Scalability of the terminal complex to meet developing capacity requirements
= Appropriate pedestrian connections to mass transit near the new terminal

=  Minimization of adverse impacts on the community and incorporation of sustainability and
urban design features

An infernational panel of experts, renowned for their professional skills in urban planning,
fransportation operations, consfruction management, engineering and other fields, were
responsible for selecting a group of D&D finalists and evaluating their final submissions. The panel
of experts also provided a series of recommendations, including the consideration of a
conceptual design for building a new terminal on the site of the current facility, while the existing
terminal remains in operation.3

To provide further support for the PABT planning effort, the PANYNJ also conducted the Trans-
Hudson Commuting Capacity Study in 2016 to examine a list of potentialinterstate tfransportation
network improvements that could reduce the 2040 forecast demand for bus service to a
replacement PABT.4 In addition, the study examined emerging constraints and potential remedies
in an updated analysis of the regional bus network, which relies on the integrated operation of
the Route 495 corridor, Lincoln Tunnel Helix and toll plaza, the PABT and associated ramps, and
dispersed bus parking and staging capacity. The study identfified strategies across the regional
fransportation network, which, if all successfully implemenied, could collectively divert as much
as 10 fo 20 percent of the projected interstate bus demand from the PABT. Achieving this result
would require expansion of Penn Station to allow a doubling of NJ TRANSIT peak-hour rail service,
as well as the relocation of somme PABT commuter bus operations to Manhattan streets. However,
there would still be a growing volume of commuter bus fravel demand. As such, the study team
recommended that the PANYNJ initiate planning to evaluate and phase deployment of new bus
operations technologies, seek locations for bus storage and staging that enhance bus service
reliability, pursue capacity solutions on other frans-Hudson modes and corridors, improve existing
peak-period bus operations, and plan ferminal replacement, expansion and modernization
options. Concurrently, the study recommended that the PANYNJ work with partner agencies and
private transportation operators to support expansion of alternative trans-Hudson commuting
options to provide additional capacity for frans-Hudson commutation on modes in addition o
bus service to the PABT.

The study’s overview of regional fransportation network prospects and trends reaffirmed previous
analyses that showed that even substantial expansion of NJ TRANSIT peak-period commuter rail
service to Penn Station New York (PSNY), an objective of the Gateway program, would divert
approximately six percent of projected total 2040 demand for PABT service. A panel of
fransportation experts consulted during the study also cautioned that there may be significant

3 |bid.
4 http://www.panynj.gov/about/pdf/Trans-Hudson_Commuting_Capacity_Study-Summary_Report_g-21-16.pdf; Port Authority of
New York and New Jersey, September 2016.
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latent demand in the west-of-Hudson region for trans-Hudson transit service, including bus service,
which could become evident with the wider availability of app-hailed car services, enhanced
options for fravelers to access information about transit options, and an improved bus facility that
provides a better customer experience.

In 2017, as a result of public input and feedback (see Appendix A), the PANYNJ undertook
additional planning efforts to evaluate the feasibility of rebuilding in place, with the goal of
building a new PABT facility that would avoid the need for private property acquisition, and would
maintain direct roadway connections to the Lincoln Tunnel and maintain pedesirian access to
the subway. Phasing would allow for continued operations to be maintained during construction.

1.2.1 Independent Initiatives
1.2.1.1 Curbside-Intercity Service

The PABT has historically accommodated a limited number of intercity private carriers whose
business plans and operations are compatible with the current facility. These private carriers
provide service from the PABT to other points in the northeast and mid-Atlantic. Such carriers
constitute approximately 20% of all buses utilizing the ferminal. The proposed project for the future
terminal includes the capacity to accommodate intercity service that cumrently utilizes the PABT
plus forecasted growth of these buses.

The proposed project does not include Curbside-Intercity services that now operate on local
streets. Over the past two decades, the Curbside-Intercity bus market in New York City has grown
rapidly in comparison to the terminal-based intercity bus volume. The growth of Curbside-Intercity
service throughout Manhattan, and with notable clusters of activity at key West Midtown locations
such as West 34th Street adjacent to the Jacob K. Javits Convention Center (Javits), has been an
increasingly important community concern raised during PANYNJ stakeholder outreach. The
Curbside-Intercity market has developed independent of the PABT for a variety of reasons:

e Cost: Use of PABT gates may not be consistent with the discounted financial structures used
by some intercity carriers, including carriers that moved out of the terminal based on
inability fo meet financial obligations.

e No statutory/regulatory basis: There are no governmental requirements that intercity buses
use an off-street terminal (on-street facilities are approved and permitted by the New York
City Department of Transportation).

e Business Models: The business models of some curbside intercity carriers are inconsistent
with the use of a single large terminal since their service requires frequent stops in key
office markets. These operators would be unlikely to risk losing these specialty customers
should they be required to board at PABT.

Environmental & Preliminary Engineering Bus Terminal Replacement Project
04/30/2019_ver25
Page | 7



DRAFT

Based on the vastly different nature of these private bus carriers, as reflected in the three factors
above, and the uncertainty that they would use a large bus terminal, the PA is not including such
buses as part of the proposed project. However, the Port Authority has commenced a separate
effort fo consider this issue as an independent project, including potential sources of funding for
such an independent project.

1.2.1.2 Storage & Staging

The PABT has historically accomplished storage and staging through utilization of the bus terminal
along with surface lots (owned or leased by the PANYNJ) in the vicinity. Recent operational
changes, including gate reassignments, tighter regulation in the supply of buses and in bus
movements inside the terminal, combined with additional surface bus parking spaces, have
improved terminal efficiency. These changes have resulted in reduced bus traffic on city streets.

The proposed project would provide for storage and staging within the terminal structure or by a
combination of on-site and off-site locations, and would provide for additional efficiencies as
compared to the existing terminal with respect to these operations. The proposed project would
meet the goal of minimizing impacts on city streets from bus services operating within the
replacement terminal and assuring that the use of city streets by these buses would not increase.

The Port Authority has commenced a separate effort looking at storage and staging capacity, in
response to community concerns relative o bus impacts on local city streets. This separate effort
could result in a bus storage and staging facility of independent utility that could proceed with or
without the Replacement Project. Galvin Plaza has been identified as a potential location for such
a facility. (see Figures 1-3 and 1-4). A major challenge to this potential independent project is
funding. The PANYNJ is exploring financing options for this separate project, including the use of
private development.

Storage and staging is further discussed in 2.2.3.

Environmental & Preliminary Engineering Bus Terminal Replacement Project
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1.2.1.3 Hell's Kitchen South Coalition Plan

PANYNJ is also evaluating the Hell's Kitchen South Coalition conceptual planning that utilizes
overbuild and value capture to provide new planning and community connectivity. PANYNJ
acknowledges that private development of PANYNJ properties is an opportunity to transform
these properties info neighborhood assets, including street-facing retail, commercial and
residential development, subway access improvements and pedestrian friendly open spaces.

These suggested initiatives are fully independent and not part of the Replacement Project. The
PANYNJ is exploring financing options for these initiatives including the use of private
development.

1.3 REGULATORY FRAMEWORK

The PANYNJ infends to seek federal funding from the FTA to support construction of the proposed
Bus Terminal Replacement Project, and other federal, state, and/or local regulatory reviews may
be undertaken for its implementation. Approvals or actions by federal agencies such as the FTA
are subject to environmental review under the National Environmental Policy Act (NEPA), and the
FTA is serving as the NEPA lead agency. NEPA and its implementing regulations (set forth in 40
C.F.R. §§ 1500-1508) and the FTA's Environmental Impact and Related Procedures (23 C.F.R.§771)
require federal agencies to consider the reasonably anticipated environmental impacts of their
actions, including direct, indirect, and cumulative effects. To date, the work has been completed
in accordance with 23 C.F.R. §450.318, with exiensive solicitation of public input on the project
purpose and need, goals and objectives, and potential alternatives. The environmental review
will be conducted through either an Environmental Assessment (EA) or an Environmental Impact
Statement (EIS) depending on the severity of the potential impacts. The environmental review in
either form would study the environmental impacts of the project, identify appropriate mitigation
measures and any adverse impacts that could not be avoided, and evaluate alternatives to the
project.

The NEPA environmental review would also be prepared to conform with the guidelines and
methodologies established under the New York State Environmental Quality Review Act (SEQRA)
and New York City Environmental Quality Review (CEQR), so that the environmental review could
be used for decision making by any state and/or local agencies from which discretionary permits
or approvals may be required.

The current scoping process is being conducted pursuant to 23 C.F.R. §450.318 and the FTA's
procedures for complying with NEPA contained in 23 C.F.R. §771. In accordance with 23 C.F.R.
§771.105, the FTA must make its decisions “... in the best overall public interest based upon a
balanced consideration of the need for safe and efficient transportation; of the social, economic,
and environmental impacts of the proposed transportation improvement; and of national, state,
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2 Purpose and Need

v" What is the purpose of the proposed project?

v Why is it needed?

v What goals and objectives have been defined to guide the
development and evaluation of alternatives?

2.1 INTRODUCTION

This section describes the physical, functional and operational limitations that challenge the
capabilities of the existing PABT facility to serve cumrent and forecasted demand for frans-Hudson
bus service, an essential element of the regional fransportation network. This section also describes
the principal needs for the Replacement Project and provides a preliminary explanation of how
the Replacement Project would address those needs (i.e., its “purpose and need"”). In discussing
the need for the Replacement Project, this section also notes other independent projects that are
under consideration in order to inform the public of these concepits.

2.2 PURPOSE AND NEED FOR THE PROJECT

The primary purpose of the Replacement Project is fo meet the forecasted trans-Hudson
commuter and intercity bus and passenger demand of bus services that operate within the PABT
facility. In addition, the Replacement Project is heeded to address capacity constraints and
operational limitations of the existing PABT facility, and to improve bus storage and staging to
reduce bus idling, on-street congestion, and improve bus network reliability. Specific information
on operating constraints and operational limitations (i.e., circulation bottlenecks and tight internal
roadway geometries) is explained in the following subsections. Timely completion of a
replacement facility is needed because structural slabs for the existing PABT South Wing bus
operating levels will be functionally obsolete for the purpose they were constructed unless
significant investments are made in the 2027 to 2037 timeframe — whether or not a replacement
facility is built.

Currently, the PABT facility suffers from the pressures of accommodating growing fravel demand
with aging infrastructure and systems, increasingly problematic functional and physical
obsolescence of assets and facilities, and fundamental capacity challenges. The system of
roadways, tunnel, facilities and services connecting tfo the Midtown core and the PABT are
increasingly sensitive to disruption, and reliability will be difficult to sustain without significant new
long-term investments and ongoing expenditure of resources to maintain assets during
construction.

Environmental & Preliminary Engineering Bus Terminal Replacement Project
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The PABT facility is an essential trans-Hudson transit link for travelers to Midtown Manhattan; a new
facility is needed to support growth in regional fravel demand with a flexible and scalable solution
within a diverse network of fransportation facilities and services.

2.2.1 The Need to Support Commuter and Intercity Bus and Passenger Travel
Demand Growth Crossing the Hudson

With its inifial construction in 1950, and expansions in 1963 and the early 1980s, the existing PABT
facility struggles daily fo meet the current burgeoning demand of both buses and passengers,
and is not capable of meeting projected long-term demands. The PABT facility suffers from various
circulation bofttlenecks and constraints that inhibit efficient bus operations and pedestrian
circulation. Because of its critical role in regional mass transit, the PABT facility is forced to operate
beyond its design capacity in the peak hours, both for bus movements to and within the PABT
facility and passenger handling at the terminal bus gates. The inadequate capacity presents an
ongoing challenge to address street-level traffic congestion, delays, crowding, and service
reliability failures.

Today's PABT facility operations benefit from an operationally flexible Lincoln Tunnel, and the
efficiencies provided by the contraflow XBL. The XBL alone accommodates more than 72,000
weekday 6 a.m. to 10 a.m. passenger tripss; when coupled with local bus traffic, the Lincoln Tunnel
handles nearly 100,000 weekday morning peak period bus passenger frips across the Hudson
River, more than any other trans-Hudson tfransit- connection, including commuter rail to PSNY.
However, demand along ramps and at the ferminal exceeds design capacity, creating
congested conditions and unreliable service, despite the facility’'s innovative operations and
flexible infrastructure.

The growth in bus demand to the PABT facility has been robust, and passenger activity at the bus
terminal has been growing rapidly. Regional forecasts from the Metropolitan Planning
Organizations (MPO)—New York Mefropolitan Transportation Council’s Best Practices Model
(NYMTC BPM) and the North Jersey Transportation Planning Authority's (NJTPA) North Jersey
Regional Transportation Model (NJRTM), both from 2013, indicated that passenger activity at the
PABT would rise to 337,000 per day (30 percent) by 2040. Based on data and projections by
PANYNJ Planning in coordination with bus operators this represents about 41,000 evening peak
hour riders. With an average occupancy of about 40 passengers per bus (given differences in bus
sizes and with higher occupancy for evening peak hour commuter and intercity departures), this
results in a projection of about 1,000 peak-hour buses. If the PABT is not replaced, the projected
bus demand would worsen conditions on area roadways leading fo and from the PABT. In
addition, it could result in a shift to auto, creating more congested conditions on the approach
roadways, Hudson River crossings and Manhattan streets.

S PANYNJ staff analysis, based on NYMTC Hub Bound Travel Report (2015 and 20146).
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The strong, long-term growth in bus ridership is paralleled by projected growth across all transit
modes in the trans-Hudson transportation network, much of which is also currently operating at or
near capacity. The Trans-Hudson Commuting Capacity Study demonsirated that opportunities to
shift bus passengers to other modes are limited, given the geographic distribution of regional
residences and the constraints of the regional transit networks. This suggests that despite capacity
additions planned throughout the network, and efficiencies afforded by advances in fechnology,
a replacement PABT facility will require a design that can serve a growing bus passenger market.
The near-term growth is equally a challenge, in light of required construction and lack of capacity
and reliability on other modes. The PANYNJ recognizes that significant new bus facility investment
is needed to adequately serve today's customers and prepare for growing regional commuter
bus travel demand. Technology investments are expected fo improve operating efficiency and
facility productivity—both in the short term and incorporated in the future replacement project—
but they will not obviate the need for a new or replaced PABT facility.

222 The Need to Address Functional and Physical Obsolescence

Recent PANYNJ efforts evaluating replacement options to address the capacity constraints and
operational limitations highlighted the facility’'s aging structure and limitations of the building
systems. Engineering work indicates that a replacement terminal or slab replacement project
would be needed in the next two decades.

Maintenance data.also indicated a substantial yearly increase in required repairs and decreased
capacity during the period prior to the replacement. The building's electrical and mechanical
systems are also nearing the end of their useful lives. In addition, the PABT facility is functionally
and operationally obsolete based on (1) current bus size and weight standards, (2) Americans
with Disabilities Act requirements, and (3) lack of adequate flexibility and capacity to support
forecasted growth in bus demand. Solutions that might address capacity constraints—such as
double-decker buses or a greater number of longer arficulated buses—cannot be achieved in
much of the terminal given its height restrictions and tight internal roadway geometries.

In addition, the passenger experience within the PABT, passenger environment (e.g., ticketing
areas, gates and queuing areas, and restrooms), and aesthetic features (e.g., building design and
wayfinding features) have failed to keep pace with the revitalized character of the surrounding
Times Square, Hell's Kitchen, and Hudson Yards neighborhoods and are unfitting for a gateway
transit facility for the nation’s largest city. The PANYNJ has committed over $375 million in the 2017-
2026 Capital Plan toward interim improvements including a Quality of Commute Programsé to
address today's most crifical needs in the existing terminal building, including building systems
improvements, communications enhancements, and improvements in operational reliability,
while a new PABT facility replacement project is advanced and delivered; however, these are

8 http://www.panynj.gov/bus-terminals/pabt-quality-of-commute-program.html; Port Authority of New York
and New Jersey, September 2014.
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measures that do not address the fundamental functional and operational deficiencies of the
PABT facility (such as wayfinding and real time schedule and gate updates). Accordingly, a new
modern facility is needed to alleviate the need for continuous and substantial capital investments
to maintain the existing outdated PABT facility.

223 The Need to address Bus Storage and Staging

Bus storage and staging is an important aspect of the existing and future Bus Terminal operations.
The PABT has historically provided for bus storage and staging by use of the bus terminal together
with surface lots (owned or leased by the PANYNJ) in the vicinity. More recently, bus gate
reassignments, tighter regulation of the supply of buses and of bus movements inside the terminal,
combined with additional surface bus parking spaces, have improved terminal efficiency. These
operational changes have resulted in reduced bus traffic on city streets.

Storage and staging functions provide two distinct benefits:

= Bus storage is defined as midday bus parking and pstorage for multiple hours between the AM
and PM peak periods. Today, only a portion of the fleet is optimally stored in Manhattan since
operators still need to balance fleets (i.e., NJ TRANSIT returns most of its fleet fo New Jersey so
buses are available if an issue occurs with trans-Hudson accessibility), and have midday
passenger service requirements, bus maintenance needs and emergency service
contingencies.

= Bus staging is defined as the short-term dwelling of buses waiting to enter the PABT (dwell fime
of less than an hour; typically, 20 minutes) whereby the bus cannot be left unattended; the
bus driver must remain with the bus except for short breaks for personal need.

The proposed project would provide for storage and staging within the terminal structure, or at a
combination of on-site and off-site surface lot locations; it would provide for additional efficiencies
as compared to the existing terminal with respect to bus operations. The proposed project seeks
to meet the goal of minimizing impacts on city streets from bus services operating within the
replacement terminal and of assuring that the use of city streets by bus terminal buses would not
increase.

The Port Authority, in response to this project’s planning analysis and community concerns, is
considering a separate storage and staging project of independent utility. This would be an
alternate means of addressing and potentially increasing storage and staging. Accordingly, the
Port Authority has initiated a separate effort to address this issue. Galvin Plaza has been identified
as a potential location for such operations (see Figures 1-3 and 1-4). A major challenge to this
potential independent project is funding. The PANYNJ is exploring financing options, including the
use of private development.
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3.2.2 Preliminary Screen

Criteria were developed based on the project goals and objectives to screen the Long List of
Alternatives. The Preliminary Screen (presented in greater detail in Appendix A) is based on
qualitative and quantitative information currently available for each alternative. It focuses on the
characteristics that an alternative must possess to meet key project objectives. Criteria developed
are directly tied to the project goals and objectives (Table 3-1).

3.2.2.1 Fatal Flaw: Forecasted Demand

Any of the Long List of Alternatives that does not meet a minimum threshold of providing capacity
for forecasted peak hour arriving and departing buses (combination of commuter and intercity
buses currently utilizing the PABT) was considered fatally flawed, as they would not meet the
purpose and need for the project. The terminal currently serves roughly 860 peak hour arriving and
departing buses. The forecast of 2040 passenger demand estimates that, accommodating for bus
occupancy rates, approximately 1,000 peak hour arriving and departing buses would be needed
to meet passenger demand.

Of the 13 alternatives included in the Long List of Alternatives, eight alternatives were considered
fatally flawed because they do not provide sufficient capacity to meet this demand. As shown in
Table 3-2, below, the five remaining alternatives are: Alternative 2: Archilier Design + Deliverability,
Alternative 3: Rebuild in Place, Alternative é: HTC Design + Deliverability, Alternative 9: Perkins
Eastman Design + Deliverability, and Alternative 10: RPA Terminal Under Javits.

3.2.2.2 Fatal Flaw: Use of Private Property

In planning for this important infrastructure project, PANYNJ is committed to working closely with
local and regional stakeholders. For instance, based on extensive community coordination with
elected officials, community boards, and civic groups it was made evident that the substantial
use of private property would be highly controversial and contrary to maintain consistency of the
district character and cohesion.?

TABLE 3-1 SCREENING CRITERIA

Goals Criteria

1. Improve trans-Hudson 1a. Provides similar or improved connection to existing Lincoln Tunnel
bus operations portal infrastructure.

1b. Provides improved connection fo an independent bus storage &
staging facility or storage & staging integrated to the Terminal.

2. Improve the passenger No criteria established for this goal for the initial screening — all alternatives

experience within the are anticipated to achieve the goal/objectives.
Terminal
3. Provide seamless 3a. Maintains level of connectivity to NYCT north-south subway (at Eighth

passenger accessibility Avenue).

7 Manhattan Community Board 4 Letter. May 4, 2016
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TABLE 3-2 FATAL FLAW SCREENING #1: MEETS THESHOLD PEAK PERIOD ARRIVAL AND DEPARTURE TRIPS
1 2 3 4 5 6 7 8 9 10 11 12 13
Westward Westward
i . . . J - Westward Exp. Expansion of Expansion of
ArcadisDap | Archilier Build-in-Place | COMPIN€d 1 ¢ ivin only G S Teminal felll Cionka farkin RPA Terminal | ¢ South | ShiftedSouth | Shiffed South
D&D Galvin & Dyer D&D w/Bus Shuttle Pelli D&D Eastman D&D Under Javits € =
Wing Wing w/ Dyer | Wing w/ Galvin
Stomge Siorage
2040 Pl pedichouy bus 896 1,128 998 954 660 1,068 e unknown 1,176 > 1,000 984 864 864
rips (capacity) (new mode)
Does not meet threshold of ~1000 trips/peak period
Meets threshold of ~1000 frips/peak period
As shown in Table 3-2, Alternatives 2, 3, 6, 2, and 10 meet the initial fatal flaw criteria.
TABLE 3-3 FATAL FLAW SCREENING #2: AVOIDS NEED TO ACQUIRE PRIVATE PROPERTY
2 3 é 9 10
Archilier P HTC Perkins RPA Terminal
D&D Bulidin:Flace D&D Eastman D&D | Under Javits
Utilizes currently owned
Port Authorn‘y _reol estate No o No Vs Vi
and avoids private
property acquisition
Requires private property acquisition
Avoids private property acquisition
Following the second fatal flaw analysis (Table 3-3). three alternatives will be advanced:
TABLE 3-4 FATAL FLAW SCREENING - REMAINING ALTERNATIVES
3 9 10
Remaining Alternatives Build-in-Place Perkins Eastman RPA Terminal
ik D&D Under Javits
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= Providing the adequate amount of passenger queuing space at gates and within the
facility.
=  Accommodating more flexible floor plate and a more efficient gate configuration.

Additionally, it relies upon a wide range of fransportation investments in new rail tunnels and rail
service over time and therefore assumes a reduction in bus ridership that is not supported by
forecasting models.

As noted for the Perkins Eastman D+D alternative, the RPA alternative would have the same
challenges from a design, construction, and accessibility basis.

This alternative requires the approval of the New York Convention Center Operating Corporation
(NYCCOC), at a minimum. (NYCCOC has expressed doubt with the practicability of
accommodating intercity buses and storage and staging operations in the Javits lower level-
NYCCOC to provide comments).

The concept of creating a new far west side terminal for intercity bus operations does provide a
new approach for a long-term strategy to accommodate Curbside-Intercity buses. It could also
potentially optimize PABT commuter operations by separating out all intercity service to such a
new facility. This concept would require careful evaluation of critical factors such as operational
practicality, accessibility and connectivity to mass transit, jurisdictional responsibilities and overall
constructability. Such strategic planning could be part of the future discussion of identifying a
potential separate and independent project to address Curbside-Intercity and other curbside
boarding from neighborhood streets.

3.3  ALTERNATIVES DEVELOPMENT NEXT STEPS

The three alternatives identified earlier will be advanced into the public scoping process and short
list evaluation. Any new/modified alternatives identified through this process will be evaluated
against the same criteria to which other alternatives were compared and, if warranted, would be
advanced as appropriate. It is possible that based on public input and further analysis, the
alternatives to be considered in the environmental review document will be further limited and/or
refined.

A Summary Report will summarize the scoping process, respond to public comment, and identify
the alternatives proposed to be considered in the environmental review document.

3.3.1 No Action Alternative

The No Action Alternative establishes a future baseline condition against which to evaluate the
proposed project. The No Action Alternative would retain the existing PABT footprint but would
require substantial maintenance and repairs to continue its safe use. As described in Section 1.2,
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this would require the replacement of existing floor slabs, which would impact operations and
reduce capacity to make the terminal ADA compliant. Operational deficiencies and capacity
constrictions of the existing ferminal would increase. Regional growth and anticipated demand
for bus travel is forecasted into the future with or without the Bus Terminal Replacement Project.
Thus, the expected future growth in demand could not be accommodated at the existing facility
given its already constrained capacity. Other trans-Hudson transit modes lack the capacity to
accommodate substantial diversions from the regional commuter bus market using the PABT. In a
worst-case scenario, declining bus capacity could begin to shift travel to other modes such as
auto, worsening congestion on area roadways and crossings.

Included in the assessment of the No Action Alternative is consideration of independent projects
likely to be implemented by the project’s analysis years of 2030 and 2040 (see Section 4.4)
regardless of whether a Build Alternative is consiructed. This includes projects identified in the
PANYNJ 2017-2026 Capital Plan; an independent storage and staging facility at Galvin Plaza with
ancillary private development,® other fransportation projects by NJDOT, NJ TRANSIT, Amirak, New
York City Department of Transportation (NYCDOT), New York State Department of Transportation
(NYSDOT), and the Metropolitan Transportation Authority (MTA); and non-transportation
development projects that currently are underway or are expected to be undertaken in the study
areq.

8 The storage and staging facility at Galvin Plaza has independent ufility relative fo both current and future
condifions even if a replacement terminal were not consfructed.
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4 Environmental Analysis Framework

In addition to NEPA, what federal regulations will be satisfied by the
environmental review?

What are the project limits and study area for the environmental
analysis?

What future years will be studied in the environmental review?

How will the environmental review be organized and what topics will be
studied?

4.1 INTRODUCTION

This section describes the framework for conducting the anticipated Bus Terminal Replacement
Project environmental review. It includes regulatory requirements, the organization of
environmental analysis, description of the study areas, analysis year, and topics to be studied.

4.2 REGULATORY REQUIREMENTS

Several different federal laws, rules and regulations govern the environmental review of federally
assisted transportation  projects. NEPA establishes an umbrella process for coordinating
compliance with these laws by preparing a single environmental document. Other special-
purpose statutes and procedures may apply as well, depending on the specific project and its
setting. In accordance with federal and state law, the NEPA documentation may be adopted or
used by any federal, state, or local agency making an approval associated with the proposed
project. While additional approvals and agency actions may be identified as part of the NEPA
process, it is anficipated that the following actions and regulatory processes may be required:

e UNITED STATES DEPARTMENT OF TRANSPORTATION (USDOT) AcT SECTION 4(f) — United States DOT
agencies cannot approve the use of land from publicly owned parks, wildlife and waterfowl
refuges, or public and private historic sites on or eligible for the National Register of Historic
Places, unless the use is determined to be de minimis, or there is no feasible and prudent
avoidance alternative to the use of the land and the action includes all possible planning to
minimize harm. The environmental review will include information relevant to decision-makers
regarding applicable Section 4(f) resources.

e NATIONAL HISTORIC PRESERVATION ACT, SECTION 106 —The National Historic Preservation Act
requires federal agencies to evaluate projects for potential direct and indirect effects on
resources included on, or eligible for listing on, the National Register of Historic Places and
requires Section 106 consultation with the State Historic Preservation Office (SHPO) and other
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452 Analytic Framework

The proposed Bus Terminal Replacement Project involves a complex array of elements and
requires a comprehensive analytic framework to ensure that a thorough environmental review
can be completed that encompasses the variability of project elements and potential
implementation fimeframes.

4.5.2.1 No Build (No Action) Scenario

2030 and 2040 No Action baselines will be established for the project study area that identifies the
known and proposed projects anticipated to be completed with or without the proposed Bus
Terminal Replacement Project. The No Action will include:

= Private and public development projects expected in the continuing build-out of Hudson
Yards, as well as other known development projects;

= Local and regional transportation and infrastructure projects expected in the project study
area by 2030 and 2040;

= An independent storage and staging facility at Galvin Plaza with ancillary private
development.

The environmental review will consider scenarios with and without the storage and staging facility
constructed prior to or concurrent with the analysis year for the terminal.

4.5.2.2 Build (With Action) Scenario

By the 2030 analysis year it is anficipated that the bus terminal would be completed. As noted
above, the environmental review will consider scenarios with and without the storage and staging
facility constructed prior to or concurrent with the analysis year for the terminal.

By the 2040 analysis year it is anticipated that the private real estate development included in the
Replacement Project would be completed and operational and the full demand for PABT would
be realized. The analysis would incorporate the range of options for storage and staging as noted
above.

4.5.2.3 Construction Analysis Year(s)

As the sequencing and phasing of proposed project elements is further detailed as part of the
environmental review, a representative reasonable worst case construction impact analysis
framework will be established to identify reasonable mitigation strategies and to consider the
potential cumulative effects of multiple project elements (potentially including the independent
storage and staging facility at Galvin Plaza) or other separate projects under construction at the
same time.

453 Technical Studies

The environmental review will include evaluations of the full range of technical areas needed to
comply with NEPA. Any potential environmental impacts and concerns identified during the
scoping process would be considered and included in the environmental review document as
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appropriate. At a minimum, the following bullets identify the key environmental topics that could
result in potential adverse impacts that will be studied with potential mitigation strategies
identified, as necessary:

e LAND USE, ZONING, AND PuBLIC PoLICY: This chapter will assess land use, zoning, and public policy.
This chapter will identify reasonably foreseeable development projects in the study area in the
No Action Alternative. Changes in land use that may result from the proposed project, either
directly or indirectly, will be described and impacts to land uses will be evaluated. In addition,
this chapter will evaluate consistency with any applicable local or regional policies. It is noted
that the western-most portion of the Project Area and Study Area lies within the city's coastal
zone and, as a result, any alternative that emerges during the scoping process that is in the
coastal zone would require an evaluation of consistency with the City's Waterfront
Revitalization Program.

e SOCIOECONOMIC CONDITIONS: This chapter will examine the potential effects of the proposed
project on socioeconomic conditions in the study area. It will consider key demographic and
economic factors that are typically used o characterize social and economic conditions,
including population demographics, employment and real estate. A description of existing
conditions, changes that are expected to occur in the future independent of the proposed
project, and the potential impacts of the proposed project will be presented. Potential
economic impacts related to any full and partial property acquisitions and easements,
changes in access to local businesses and residences (if any), and changes in customer
activities that could occur due to a potential new terminal will also be identified. Where
applicable, this chapter will address requirements related to property acquisitions under the
Uniform Relocation Assistance and Real Property Acquisition Policies Act of 1970.

e  ENVIRONMENTAL JUSTICE: This chapter will identify low-income and minority populations to inform
the Environmental Justice analysis required by Executive Order 12898 and whether the
proposed project will result in-any disproportionately high and adverse impacts on minority or
low-income populations. This chapter will also describe the public outreach efforts undertaken
toinform and involve minority and low-income populations who may be affected by the
proposed project.

e NATURAL RESOURCES: The proposed project is located in a dense urban environmental with limited
natural resources. Existing natural resources within the Study Area will be characterized and
any potential adverse impacts on natural resources resulting from the proposed project would
be identified and assessed. Baseline information will be collected including inquiries on
threatened or endangered species to the New York State Department of Environmental
Conservation Natural Heritage Program and the U.S. Fish and Wildlife Service Information for
Planning and Consultation online information service.

e OPEN SPACE: This chapter will identify and describe any open spaces within the Study Areaq,
including any existing or new parks and informal open space. Any direct effects to open
spaces (e.g.. removal of existing open spaces) or indirect effects (e.g., additional use of open
space from new residential or daytime worker populations) would be assessed.

e HISTORIC AND CULTURAL RESOURCES: This chapter will document the proposed project’s impact on
these resources, as well as the FTA's compliance with Section 106 of the National Historic
Preservation Act for the project. An Area of Potential Effect (APE) will be defined for this
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analysis and the chapter will identify the potential for the proposed project to affect known
historic properties (i.e., those listed or eligible for listing on the New York and and/or National
Registers of Historic Places and any properties designated as New York City Landmarks and
contained within New York City Historic Districts) within the APE. During field visits, architectural
historians will identify historic structures that are potentially eligible for listing on the State and/or
National Registers of Historic Places (“potential resources”) in the APE. The environmental
review will document any potential adverse effects on historic structures, including potential
resources identified during field visits, and will identify any measures to minimize or mitigate
reasonably antficipated adverse effects.

The environmental review will also include an evaluation of the proposed project’s potential
to affect land that may have buried archaeological resources. If through consultation with
the New York State Historic Preservation Office it is determined that an archaeological
evaluation should be undertaken, a professional archaeologist will prepare a Phase TA
documentary study, which will assess the potential archaeological sensitivity of areas that
would be disturbed for the Project based on research. The environmental review will
document any potential adverse effects on areas of potential archaeological sensitivity and
will identify measures to minimize or mitigate reasonably anticipated adverse effects.

e URBAN DESIGN AND VISUAL RESOURCES: The proposed project may cause changes to how
pedestrians experience the study area. To document changes to the visual landscape, the
environmental review will consider the appearance of any new siructures and the potential
visual effects of any new structures or infrastructure. The visual character in the area of visual
effect will be documented by describing natural and manmade features and identifying
visual resources, such as nearby historic buildings and views to the waterfront. The analysis will
be prepared in accordance with the CEQR Technical Manual as well as the U.S. Department
of Transportation Guidelines for the Visual Impact Assessment of Highway Projects (DOT 2015),
which represents cumrent best practices for conducting a thorough evaluation of visual
impacts caused by a fransportation project. Measures to mitigate adverse effects or visual
enhancement measures will be identified.

e SHADOWS: In New York City, environmental review of projects including new buildings of 50 feet
in height or taller typically includes an analysis of potential shadow impacts to determine if
any adverse impacts would result to sunlight sensitive features like open space or historic
resources. This chapter will be prepared following guidance in the CEQR Technical Manual.

e TRANSPORTATION: The proposed project is intended to address long-term bus fransportation
needs within a service area covering much of northern New Jersey, New York west of the
Hudson River, and many points beyond. This chapter will discuss the potential beneficial
aspects of the project on regional mobility and transportation services. The analysis will utilize
regional travel demand models to describe any changes in ridership numbers, logistics, or
circulation that would result from the proposed project. This chapter will also assess potential
impacts associated with additional ancillary residential or commercial development and/or
changes to vehicular traffic and pedestrian/bicycle traffic on the local streets and transit
systems serving the PABT in New York City.

e AR QuALTY: The proposed project may result in modifications to circulation patterns on the
local streets and ramps serving the PABT. This chapter will assess mobile source and stationary
source air emissions from the proposed project and will determine whether any regional or
localized adverse impacts would result from the proposed project.
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5 Agency and Public Coordination

v" What is the purpose of the agency and public coordination program?

v" How will the public stay informed throughout the project?

v" What is the Public and Agency Coordination Plan and where can it be
viewed?

5.1 INTRODUCTION

Agency and public coordination is an integral component at all stages of planning and project
development. Federal regulations require that projects include a comprehensive public
involvement program, and PANYNJ is commitied to providing the public an active role in the
planning and development of the Bus Terminal Replacement Project. The contemplated public
and agency participation efforts for this project are in compliance with NEPA and CEQ regulations
implementing NEPA (40 C.F.R. §§ 1500-1508), FTA policies and regulations, including 23 C.F.R.
§450.318), Section 4(f) of the Department of Transportation Act of 1966, Section 106 of the National
Historic Preservation Act of 1966, and Executive Order 12898 on Environmental Justice, Federal
Actions to Address Environmental Justice in Minority Populations and Low-Income Populations.

5.2 AGENCY COORDINATION ACTIVITIES

Prior to the issuance of the scoping document, PANYNJ has conducted meetings with key
agencies and stakeholders to get early feedback that has helped shape the purpose and need,
goals and objectives, and alternative development process (see Appendix A). Informational
meetings have been conducted with: Community Board 4 and 5 Leadership, New York and New
Jersey elected officials, NJ TRANSIT, private bus carriers, NYCDOT, NYC City Planning Commission,
New York City Mayor's office, and both regional MPO's (NJTPA and NYMTC).

Coordination will confinue with these key stakeholders. The agency coordination process will
include coordination with various federal, state, and city agencies (Table 5-1), in addition to those
noted above, as well as any private transportation companies that provide service to the PABT.
As lead agency for this project, FTA will work closely with PANYNJ to develop the agency
coordination plan that will identify cooperating and participating agencies to be informed and
involved throughout the environmental review. A “cooperating agency,” according to CEQ
regulations (40 C.F.R. §1508.5), means any federal agency, other than a lead agency, that has
jurisdiction by law or special expertise with respect to any environmental impact involved in a
proposed project or project alternative. If a state or local agency has similar qualifications or when
the proposed action may have effects on lands of tribal interests, a state or local agency or a
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1 Introduction

This document summarizes the FTA “Planning and Environmental Linkage" process consistent with
23 C.F.R. §450.318 as undertaken by the Port Authority of New York & New Jersey (PANYNJ)
throughout the course of study of the future of the Port Authority Bus Terminal (PABT), which began
in 2013 and is still underway. PANYNJ used a robust and iterative planning process to receive and
respond to public input on project purpose and need, goals and objectives, and long list of
alternatives. Specifically, the alternatives screening criteria was strongly influenced by reactions
and feedback from the public received throughout the course of study.

Section 2 of this Appendix provides an overview and succinct outcomes of prior planning efforts.
The current PABTR study is heavily informed by the collective outcomes of prior study efforts since
2013. Section 3 provides details regarding alternatives development and screening for the Port
Authority Bus Terminal (PABT) Replacement study. Section 4 provides a more detailed summary of
all public engagements and meetings as led by the PANYNJ since 2013. Finally, Section 5 highlights
the current process of engagement for the PABT Replacement study currently underway.

1.1  PUBLIC OUTREACH AND ENGAGEMENT IN THE PLANNING PROCESS

The initial planning study for the future of the Port Authority Bus Terminal was the Midtown Bus
Master Plan Study, which began in 2013. The study sought to cast a wide net of possibilities to best
address the need to meet growing bus demand.

In September 2014, the Port Authority Board of Commissioners approved a $20 million Quality of
Commute program! to improve on-time performance, upgrade the customer experience and
enhance the condition of the bus ferminal. One feature of this program is PANYNJ's quarterly
Commuter Chats with customer surveys (ongoing since 3Q 2014), which result in direct, meaningful
customer feedback on targeted improvements needed at the terminal. Understanding current
customer needs will allow planning of the future terminal to provide significant improvement over
existing reliability and comfortissues that they experience.

In December 2014, a Special Panel Report "Keeping the Region Moving"2reinforced the PANYNJ's
commitment to “providing for more transparency to the public” via the second of its two
Governance Recommendations, which is to “Promote Culture of Transparency and Ethical
Conduct”.

Over the subsequent years, Port Authority staff engaged the general public, leadership of
community groups and public agencies at various decision-making points regarding the future of

1 http://www.panynj.gov/bus-terminals/pabt-quality-of-commute-program.htmi
2 http://www.panynj.gov/pdf/SpecialPanelReporttotheGovernors.pdf
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TRANS-HUDSON COMMUTING CAPACITY STUDY (2016): This study set out to evaluate a range of
strategies for meeting and managing the anticipated increases in frans-Hudson commuter
demand to 2040, to inform its deliberations on conceptual planning for replacement of the Port
Authority Bus Terminal (PABT). During the study, numerous stakeholder engagement events took
place, including meetings with Metropolitan Planning Organizations (MPOs), Community Boards,
Neighborhood groups, and Congressional briefings. The study concluded that in order to meet
growing regional commuting needs, a replacement PABT with expanded peak-period operations
capacity would be required, regardless of planned improvements to other transit modes.

2017-2026 CAPITAL PLAN — PROJECT APPROVAL (2017): With the Port Authority’'s commitment to
“restart” the planning process (as of October 18, 2018), the 2017-2026 capital plan denoted funds
for rebuilding the Port Authority Bus Terminal.

BUILD-IN-PLACE FEASIBILITY STUDY (2017): In 2016, the D&D Competition Panel of experts made a
recommendation to explore a terminal on the footprint of the existing PABT. Further, with 2017-
2026 Board authorization and having received feedback from the community and commuters
about the desire to maintain connectivity to the many fransit fransfer opportunities available at
Eighth Avenue, this study was advanced to explore this concept. It concluded that it would be
feasible, and that the Build-in-Place concept should be advanced to the next phase of analysis
and that further study would be required to determine design and construction approach.

BUS TERMINAL REPLACEMENT PROJECT (2018-PRESENT): The current study is advancing the work
inifiated in the Build-in-Place feasibility study and other prior studies, with conceptual engineering
and design, as well as environmental analysis. It has built off of all prior studies, and responded to
feedback from elected officials, the community and existing bus commuters, and PANYNJ
leadership.

TRANS-HUDSON RAPID TRANSIT STUDY (2018-present): This is an ongoing study in response to
community concerns, specifically from Community Boards 4 and 5. The intent is fo consider long-
term development and workplace trends in New York City and the surrounding region, and
implications of emerging transportation technologies. It will develop concepts that add additional
frans-Hudson transit capacity to meet forecast travel needs beyond 2040 and improve resiliency.
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3 Alternatives Screening Process

The Bus Terminal Replacement Project alternative development and screening process is closely
fied to the project’s purpose and need, and goals and objectives as set forth in this study and
described in the Scoping Document, and building upon all prior studies as shown in the
Chronology graphic, Figure 2-1. A multimodal analysis reviewed other modal (non-bus) options
that would theoretfically help meet growing commuter demand. However, it was determined
through initial analysis that none of these other modes would sufficiently meet demand from bus
passengers, leading the PANYNJ to proceed with study of a replacement bus terminal. Following
the discussion about other modal alternatives, this chapter describes the preliminary alternatives
development and analysis, and the initial screening of the Long List of Alternatives. Public and
agency stakeholders have the opportunity to comment on the alternatives identification and
screening process as part of the Planning and Environmental Linkages process.

3.1 OTHER MODAL ALTERNATIVES

The consideration of multimodal alternatives to address trans-Hudson travel needs is an important
complement to the overall Bus Terminal Replacement Project; however, as evaluated in the Trans-
Hudson Commuting Capacity Study, on their own and together, these modes are not viable
alternatives to the PABT Replacement Project. There are several active projects and proposals in
the region, including new ferry services, gondola systems, investments to expand peak-period
capacity of the Port Authority Trans-Hudson (PATH) system, and a Hudson-Bergen Light Rail
extension, that could affect future frans-Hudson travel. The Trans-Hudson Commuting Capacity
Study analyzed a range of multimodal network strategies and their potential effect on trans-
Hudson demand.? The study found that when all factors affecting future demand for buses to
access PABT are considered, including multimodal strategies, there would still be a need for a
replacement bus ferminal to meet the forecast demand. The study further predicted that latent
demand could emerge when improved and emerging technologies and services could make
frans-Hudson transit more convenient and easily accessible.

NEW FERRY SERVICES — Potential growth in ferry ridership may be captured from the infroduction of
new trans-Hudson ferry routes such as South Amboy to Lower Manhattan; Edgewater to West
125th Street — West Harlem Piers; Hoboken to a new West 34th Sireet Ferry Terminal, and Carteret
to midtown Manhattan. The commuter bus and ferry markets have a different customer base and
there may not be significant numbers of inland bus customers who would find additional multiple
infermodal connections with a ferry to be an attractive daily commutation choice given that bus
customers already have longer commutes than current ferry customers. Moreover, bus-to-ferry

3 http://www.panynj.gov/about/pdf/Trans-Hudson_Commuting_Capacity_Study-Summary_Report_9-21-
16.pdf (Appendix B - Multimodal Network Strategies)
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commutation would require multiple transfers, which is well beyond the number experienced by
today's bus passenger. Additionally, the trans-Hudson ferry operations have faced considerable
challenges in New Jersey accommodating effective vehicular access and adequate parking for
expanded service. However, ferries do offer flexible opportunities as interim commutation
capacity should rail or bus capacity be constrained during the construction of the replacement
PABT. The ferry companies already have experience working with public authorities on emergency
fransportation planning through leases of additional vessels and arrangements for shuttle
connections at park-and-ride lots and locations such as Liberty State Park, which may be useful in
planning PABT interim construction-related capacity.

GONDOLA SYSTEM — A 2.6- to 3.0-mile trans-Hudson gondola system could be constructed from the
North Bergen, NJ, park-and-ride, across the Hudson River following a parallel path to the existing
Lincoln Tunnel, and terminating in Manhattan along the waterfront. Five to seven towers would
be required to support the gondola system, including two within the Hudson River. Additional
studies would need to be conducted to determine whether the gondola system could extend to
the PABT due to conflicts with existing buildings. According to its sponsors, a private consortium of
engineers and fransportation entrepreneurs, such a system could serve approximately 3,000
people per direction per hour (the equivalent of about 50 commuter buses). One challenge for
this project is access on the New Jersey side and the infroduction of an additional transfer for
passenger parking in North Bergen or transferring from bus. Similar to other trans-Hudson initiatives,
this would not obviate the need for a replacement bus terminal, but could provide an option to
address demand beyond the capacity of the PABT.

EXPANSION OF PATH PEAK PERIOD CAPACITY- To address capacity constraints along various PATH Lines
(Hoboken-33rd Street, Hoboken-World Trade Center (WTC), Journal Square (JSQ)-33rd Street and
Newark-WTC), two initiatives are underway as part of the PANYNJ Capital Program: (1) PATH Signal
System Replacement Program/Purchase of Additional Cars and (2) improved service on PATH
Newark-WITC line. The replacement of an outdated signal system with a computerized automatic
frain control system using communications-based train control fechnology will increase PATH
capacity service on the Hoboken-33rd Street Line from 9 frains per hour (tph) to 10 tph. Service on
the JSQ-33rd Street Line will remain unchanged at 15 tph. The increased capacity along all lines
would require approximately 50 additional cars. While increasing PATH capacity would be a
beneficial investment, it would not change the capture area of PATH service. The 2016 Trans-
Hudson study concluded that this strategy would not have a sizable effect on peak-hour PABT
demand because of the different markets served by the PATH system and bus network.

NEW INTERMODAL TRANSFER FACILITY AT PATH-EWR RAIL LINK STATION - This project proposes an extension of
PATH service to the Northeast Corridor (NEC) Rail Link Station at Newark Liberty International Airport
(EWR), and the creation of a new intermodal transfer facility at this location. The current proposed
scope includes consideration of the potential to leverage the PATH extension to the airport by
adding bus service to the new intermodal transfer station at EWR on selected local and commuter
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bus routes. By way of a transfer to the PATH system at the Rail Link Station, this new connection
may offer additional frans-Hudson commuters the option of avoiding both the Lincoln Tunnel and
PABT. However, since existing commuting options from New Jersey already include frans-Hudson
bus service directly to Wall Street as well as bus-to-PATH service at downtown Newark, this
proposed project is not anticipated to play a substantial role in serving the trans-Hudson bus
market.

HUDSON-BERGEN LIGHT RAIL (HBLR) EXTENSION — The New Jersey Transit Northern Branch Corridor Project
would extend the existing HBLR service from its current northern terminus at Tonnelle Avenue in
North Bergen to Englewood Hospital and Medical Center in Englewood. This service would offer
certain commuters to Manhattan the option of using the HBLR to access either the Port Imperial
Ferry Terminal or Hoboken Terminal and fransfer to a frans-Hudson mode other than the bus (i.e.,
ferry at Port Imperial; ferry or PATH at Hoboken) fo reach their destination. The potential PABT
demand reduction associated with the Northern Branch Corridor Project would be minimal since
this new service would require additional transfers versus the current bus service one-seat ride.
Another project—the proposed Route 440 Extension—would extend the HBLR system
approximately 0.7 mile west from the West Side Avenue Station in Jersey City to a new station that
would serve the planned Bayfront development in Jersey City near Culver Avenue, west of Route
440. This project would provide a new fransit option for commuters from the western waterfront of
Jersey City, who could subsequently transfer to ferry or PATH to cross the Hudson River. However,
the potential PABT demand reduction associated with the Route 440 Extension is not anficipated
to be substantial, in part because the target neighborhood is not part of a major trans-Hudson bus
corridor.

NO. 7 LINE EXTENSION TO SECAUCUs? — This project would extend the NYCT No. 7 Line from its current
terminus at West 34" Street and Eleventh Avenue in New York City fo an expanded No. 7/Bus
Multimodal Facility at Frank R. Lautenberg Station in Secaucus, New Jersey. It would provide cross-
Midtown distribution from New Jersey by linking Secaucus with West Midtown, East Midtown, and
Queens. The project has the potential fo divert an estimated 200 peak-hour buses from the PABT
to an expanded No. 7/Bus Multimodal Facility in Secaucus, though it would not obviate the need
to replace the functionally obsolete PABT. This project is being evaluated by PANYNJ in
cooperation with other regional and New York City agencies as part of a broad scan of longer-
term, post-2040 trans-Hudson improvements and would not be available to meet the need for a
replacement bus terminal. However, as this project is not included in any MPO long-range plans,
it is not likely that such a rapid-transit extension would be available within the time frame
established for the PABT Replacement project.

GATEWAY PROGRAM — The Gateway Program includes the addition of a new two- track Hudson River
tunnel, expanding the existing mainline to four fracks between Newark and PSNY, replacement

4 https://www.nycedc.com/sites/default /files/filemanager/Resources/Studies/
No_7_Secaucus_Extension_Final_Report_April_2013.pdf
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of the Sawtooth Bridge, a new Portal Bridge, loop tracks at Secaucus, and expansion of PSNY, with
new fracks, platforms, and concourses. Some specific projects contained in the Gateway
Program are related to current state of good repair conditions that have been advanced as early
action priorities to protect existing levels of service, while others would enable increased peak-
period train capacity with a long-term implementation horizon. Most notably, the new Hudson
Tunnel and Portal Bridge projects are essential fo maintain existing trans-Hudson capacity since
the existing tubes require complete closure for renovation and post-Sandy storm damage. The
larger Gateway Program with anticipated frans-Hudson capacity increases would not occur until
PSNY is expanded with new tracks and platforms. For example, the Trans-Hudson Commuting
Capacity Study concluded, in part, that even substantial expansion of NJ TRANSIT peak-period
commuter rail service to Penn Station New York (PSNY), an objective of the Gateway program,
would divert only approximately six percent of projected 2040 demand for PABT service.
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3.2.1 Fatal Flaw Screening

Criteria were developed based on the project goals and objectives to screen the Long List of
Alternatives. The screening is based on qualitative and quantitative information currently
available for each alternative. It focuses on the characteristics that an alternative must possess to
meet key project objectives.

3.2.1.1 Fatal Flaw: Forecasted Demand

Any of the Long List of Alternatives that does not meet a minimum threshold of providing capacity
for forecasted peak hour arriving and departing buses (combination of commuter and intercity
buses currently utilizihg the PABT) was considered fatally flawed, as they would not meet the
purpose and need for the project. The terminal currently serves roughly 860 peak hour arriving and
departing buses. The forecast of 2040 passenger demand estimates that, accommodating for bus
occupancy rates, approximately 1,000 peak hour arriving and departing buses would result to
meet passenger demand.

Of the 13 alternatives included in the Long List of Alternatives, eight alternatives were considered
fatally flawed because they do not provide sufficient capacity to meet the purpose and need.
As shown in Table 3-1 through Table 3-3, below, the five remaining alternatives are: Alternative 2:
Achillier Design + Deliverability, Alternative 3: Rebuild in Place, Alternative 6: HTC Design +
Deliverability, Alternative 9: Perkins Eastman Design + Deliverability, and Alternative 10: RPA
Terminal Under Javits.

3.2.1.2 Fatal Flaw: Use of Private Property

In planning for this important infrastructure project, PANYNJ is committed fo working closely with
local and regional stakeholders. For instance, based on extensive community coordination with
elected officials, community boards, and civic groups it was made evident that the substantial
use of private property would be highly controversial and confrary to maintain consistency and
cohesiveness of the district character.s

Therefore, a second fatal flaw analysis was applied for any alternative that required substantial
acquisition of private property (i.e.. acquisition that would change the utility of the property
through demolition or restrictions on access). Community Board 4 and New York elected officials
expressed strong opposition to a bus terminal requiring use of private property, so only those
alternatives that can be constructed on currently-owned public property remain for final
evaluation. As shown in Table 3-2, of the five alternatives that passed the first fatal flaw analysis,
two required substantial acquisition of private property and were eliminated from further
consideration (Alternative 2: Achillier Design + Deliverability and Alternative é6: HTC Design +
Deliverability).

5 Manhattan Community Board 4 Letter. May 4, 2016
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TABLE3-1.  FATAL FLAW SCREENING #1: MEETS THESHOLD PEAK PERIOD ARRIVAL AND DEPARTURE TRIPS
1 2 3 4 5 é 7 8 9 10 11 12 13
[Weviwond E)!rv)zsr::i'gr:dof
Arcadis pap | Archilier Build.in-Place | _Combined i G HIC NJ Terminal Pelli Clarke Perkins RPA Terminal w::":"s’:uf’;p' g:%:’;“:;‘u:’; Shifted South
D&D ik Galvin & Dyer £ D&D w/Bus Shuttle Pelli D&D Eastman D&D Under Javits S Wing w/
Wing Wing w/ Dyer Galvin
Storage
Storage
2040 EM peak howrbus 896 1,128 998 954 660 1,068 N/A unknown 1176 > 1,000 984 864 864
frips (capacity) (new mode)

Does not meet threshold of ~1000 frips/peak period

Meets threshold of ~1000 trips/peak period

As shown in Table 3-1. Alternatives 2, 3, 6, 2, and 10 meet the inifial fatal flaw criteria.

TABLE 3-2. FATAL FLAW SCREENING #2: AVOIDS NEED TO ACQUIRE PRIVATE PROPERTY
2 3 6 9 10
Archilier — HTC Perkins RPA Terminal
D&D BURd-In-Flach D&D Eastman D&D | Under Javits
Utilizes currently owned
Port Authority real estate No Yes No Yes Yes

and avoids private
property acquisition

Requires private property acquisition

Avoids private property acquisition

Following the second fatal flaw analysis (Table 3-2), three alternatives will be advanced:

TABLE 3-3. FATAL FLAW SCREENING - REMAINING ALTERNATIVES

3 9 10

Remaining Atlefnatives Perkins Eastman RPA Terminal

Build-in-Place D&D Under Javits

D | 578
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intercity buses between the Lincoln Tunnel portal infrastructure and the facility. Alternatives
partially meet this criterion if they provide an improved direct connection for either commmuter or
intercity buses. Alternatives that would require major modification to the Lincoln Tunnel system do
not meet this criterion.

1b. Provides improved connection to an independent bus storage & staging facility — Alternatives
fully meet this criterion if the proposed facility provides improved connections to an independent
storage and staging facility or storage and staging is incorporated into the design of the terminal
that accommodates at least 350 buses, which is the current volume of off- and on-street bus
storage and staging. Alternatives that partially meet this criterion would provide capacity for
storage and staging for fewer than 350 buses. Alternatives do not meet this criterion do not provide
connections fo an independent storage and staging facility or accommodation for storage and
staging within the terminal.

3a. Maintains level of connectivity to NYCT north-south subway (at Eighth Avenue) — The current
PABT—located on Eighth Avenue between West 40th and West 42nd Sireets—provides direct,
indoor, underground passenger connections to twelve NYCT subway lines. Alfernatives that fully
meet this criterion would maintain the convenience of this existing connection. Alternatives that
partially meet this criterion would have ferminals west of Ninth Avenue, which would require a
longer walk for passengers transferring to the subway; however, these alternatives would provide
an enclosed pedestrian walkway through publicly available space. Alternatives do not meet this
criterion if the enclosed pedestrian walkway would pass through private development, which may
not be available in the future.

3b. Provides direct accessibility to current passenger origins and destinations (fo Eighth
Avenue/West 42nd Sireef) — Currently, approximately 50 percent of all arriving passengers walk to
their final destinations. Most of whom walk foward Midtown Manhattan, north and east of the
PABT. These patterns are anficipated to continue in the future. Alternatives that fully meet this
criterion would have terminals located at or close to Eighth Avenue and would not increase travel
time for pedestrians. The alternatives that shift the terminal west of Ninth Avenue would partially
meet this criterion because the walking time would increase slightly. Alternatives that increase
walk time by five minutes or more do not meet this criterion.

4a. Utilizes currently owned Port Authority real estate and avoids private property acquisition — The
PANYNJ owns multiple properties on the west side of Midtown Manhattan near the existing PABT.
Alternatives fully meet the criterion if they utilize PANYNJ owned properties. Alternatives that would
require substantial acquisition of private property; i.e. acquisition that would change the utility of
the property (demolition or restrictions on access) do not meet this criterion. Note that this criterion
is reflected in the fatal flaw screen.

To understand each alternative’s ability to meet the screening criteria, a high-level assessment
was conducted as part of project study. Each alternative was assessed on how well it met each
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evaluation criterion. A narrative describing how each of the 13 alternatives were initially assessed

S
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ALTERNATIVE 13 — WESTWARD EXPANSION OF SHIFTED SOUTH WING W/ GALVIN
STORAGE (Eighth Avenue)

Terminal near Eighth Avenue maintains passenger accessibility.

Fatal Flaw #1: Does not provide capacity for full forecast commuter bus demand,
accommodating 864 bus arrivals and departures in the peak period.

Fatal Flaw #2: Requires private property acquisition.

e 1la. Provides similar or improved connection to Lincoln Tunnel infrasiructure — Provides direct
connection to the existing Lincoln Tunnel portal infrastructure and allows for commuter buses
to connect directly from the tunnel to the facility. Intercity bus connection is not improved
and buses would be required to run on street. This alternative partially meets the criterion.

e 1b. Provides improved connection to an independent bus storage & staging facility — Bus
storage and staging would be provided in a new facility over Galvin Plaza.

e 3a. Maintains level of connectivity to NYCT north-south subway (at Eighth Avenue) — Maintains
direct connection to Eighth Avenue subway level by placing pedestrian walkway in the
current Lower Level (PANYNJ retains ownership). It provides an enclosed pedestrian walkway
through publicly available space, which partially meets the criterion.

e 3b. Provides direct accessibility to cumrent passenger origins and destinations (to Eighth
Avenue/West 42nd Sireet) — Keeps the terminal near Eighth Avenue and fully meets the
criterion.

e 4a. Utilizes currently owned Port Authority real estate and avoids private property acquisition —
Does not meet the criterion because it requires private property acquisition of three properties,
which include 92 residential units that would have to be demolished.

N

3.2.3 Evaluation of Remaining Alternatives

There are advantages to each of the remaining three alternatives. As described below.

ALTERNATIVE 3 (BUILD-IN-PLACE):

This proposed alternative would meet evaluation criteria that tie to Purpose and Need. For
example, it would maintain connectivity to the Lincoln Tunnel in essentially the present
configuration; the addition of a new Ninth Avenue underpass would provide direct connection
from the Lower Level to the Lincoln Tunnel network to improve trans-Hudson bus operations.
Additionally, this alternative would provide for storage and staging at off-site locations and with
capacity in the new terminal, and would provide for additional efficiencies as compared to the
existing terminal with respect to these operations (A separate storage and staging facility of
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5 Detailed Summary of Public Engagement
Meetings and Milestones

5.1 OVERVIEW

In its effort to initiate the redevelopment of the Port Authority Bus Terminal, the Port Authority
advanced planning and feasibility studies with evolving levels of public engagement throughout
the conception of alternatives under consideration in this document. To the extent practicable,
the overall development of the Bus Terminal Replacement planning studies has involved
consultation with, or joint efforts among, the MPO(s), State(s), and/or public transportation
operator(s), where appropriate.

This detailed summary appendix is provided to outline the following:

= Provides a detailed outline of public review meetings throughout the advancement of
planning studies, where applicable;

= Describes the outreach methods employed at the various phases in planning and project
development;
=  Summarizes the comments received from various survey processes;

= Provides formal documented stakeholder correspondences that were considered by the
Port Authority.

5.2 BACKGROUND

Launched in 2013, the Midtown Bus Master Plan effort was infended to create a non-binding
development strategy that would incorporate near-term and long-term solutions to address the
region’s mobility problems, and support opportunities to create new revenues for the Port
Authority. Although external engagement throughout this period was widely limited to key
stakeholders, the International Design + Deliverability Competition and subsequent studies along
with the Trans-Hudson Commuting Capacity Study, Build-In-Place Feasibility study, planning
authorization for the Bus Terminal Replacement Project, and Trans-Hudson Rapid Transit Study
illustrate a transition in cooperative public and stakeholder involvement.

Additionally, the Quality of Commute Program, a $90-million-dollar near-term investment
designed to enhance and improve the passenger commuting experience has remained at the
backdrop of long-term planning processes. This initiative set forth a regulated framework for
soliciing comments from commuters through the Quarterly Commuter Chat which was
implemented parallel to the replacement efforts.
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Developed at the beginning of the planning process through a comprehensive iterative process,
the goals and objectives served as a basis for identifying, assessing and selecting alternatives.
They addressed a range of issues - including market growth, transportation network capacity,
reliability, connectivity, and commercial development potential of the Bus Terminal.

The project goals provided a broad measure of characteristics required to meet the project
purpose. The objectives, in turn, defined a series of more specific metrics to allow for an objective
comparison among alternatives. Used throughout the analysis phases, the goals and their specific
objectives informed the development of criteria and performance measures and lent coherence
fo the process.

At an early stage of development, working level meetings and/or overview briefings were
conducted with key stakeholders including but not limited fo:

Office of Congressman Jerry Nadler

Office of New York State Senator Espaillat

New York City Department of Transportation

City Hall/New York City Department of City Planning
Manhattan Community Board 4

Hudson Yard's Hell's Kitchen BID

Economic Development Corporation (EDC)

5.3.1 Public Board Presentation (March 2015)

On March 19, 2015, key Port Authority staff addressed the Port Authority Board during a public
session on the status of the then 18-month Midtown Bus Master Plan effort, as available to date.
The presentation infroduced the five (5) options for the Board's consideration and was led by
former Port Authority leadership including—Cedrick Fulton, TB&T Director; Andrew Lynn, Director
of Planning and Regional Development; and Peter Zipf, Chief Engineer. The address to the Board
both affirmed the need for replacement along with current initiatives underway to preserve
existing bus network operations.

This presentation marks the first time that Port Authority staff publicly established that incremental
rehabilitation efforts would be futile—as supported by the Visioning Workshop among
stakeholders. Additional options to rehab the bus terminal while simultaneously maintaining
operations was considered impractical due to the closures required, potential impact to daily bus
operations, and inefficiency of the construction process which was estimated to take 15 to 20
years, at the time. In addition, a rehabilitation approach was considered costly and expected to
yield a loss in capacity due to the building requirements necessary to bring the existing
infrastructure to ADA standards for accessible design. This process and construction fechnique for
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Video Presentation of Proceedings: htips://www.panynj.gov /vital-link/videostream.html
Event Program: https://www.panynj.gov/vital-link/pdf/Trans-Hudson-Program-5-7-15.pdf
Event Presentations: hitps://www.panynj.gov/vital-link/presentations.html

533 Public Board Presentation (September 2015)

Following the March 2015 Board meeting in which staff presented five (5) options in which the
Board was not prepared to endorse, a Board constituted Working Group convened several fimes
over the intervening period and submitted to the board, for its consideration a draft resolution. In
its proceeding. the Board stated that they were cognizant of the importance of this discussion, in
which would require deliberation and careful consideration. In light of this understanding, the
Commissioners opted to conduct this meeting as an open floor discussion, with the intent to defer
for further discussion and consideration any vote that may come about on the topic until the
October 2015 meeting.

As a second review by the full Board during public session, the Director of Planning and Regional
Development, Andrew Lynn once more provided a presentation of all five proposed concepts
along with their respective opportunities and challenges. Subsequently, Chairman Degnan posed
draft recommendations of the Board Working Group in which consisted of the following based on
the information and preliminary analysis performed to date, the Working Group concluded that
the most promising approach to replacing the PABT would involve:

1. Constructing a new bus terminal on available Port Authority-owned property one block west
of the current structure, between Ninth and Eleventh Avenues;

2. Constructing facilities, that may include people-moving technology, to connect the new
terminal with subway and other mass transit connections;

3. Preserving the opfion of an additional "bus staging facility” appurtenant to the new terminal
as future needs dictate;

4. Operating the existing PABT continuously until the new terminal is completed, thereby
minimizing disruption for commuters; and

5. Exploring innovative financing strategies (consistent with the Authority’s obligations to its
bondholders) to help finance the construction of the new terminal, including the disposition of
real estate owned by the Port Authority at or adjacent to the existing PABT site.

The following specific recommendations were published in the draft resolution for consideration
by the full Board by way of the Working Group. Although tabled in September, the resolution
would be voted and advanced at the following pubilic session in October 2015. The below parallel
actions the Port Authority would later advance included the following:

A “design competition” inviting private design firms and other interested organizations to
submit concepts for the design and construction of a new Port Authority bus terminal in
the Ninth Avenue location, including its connections with nearby mass transit; and

Environmental & Preliminary Engineering Bus Terminal Replacement Project
04/28/2019 Page | A-45




































DRAFT
APPENDIX A: BUS TERMINAL REPLACEMENT ALTERNATIVES DEVELOPMENT AND PUBLIC ENGAGEMENT

5.4.11 Public Board Meeting (September 2014)

At the September 22, 2016, public board meeting, Port Authority staff presented the findings and
recommendations of the Trans-Hudson Commuting Capacity Study. An evaluation of available
strategies to meet and manage trans-Hudson demand over the next thirty-years. Conducted as
an independent assessment of previous planning efforts, the study focused on rail, ferry, and other
modes; impact of new technologies; congestion mitigation; workplace flexibility; and relative
benefits of trans-Hudson alternatives.

Projects of mention included the Gateway Program, 7-line exiension with bus terminal on NJ side
of Hudson. More specifically, recommendations encompassed the following:

develop partnerships for NJ corridor improvement to compliment PABT operations in long
and short term,
ensure new PABT can serve 2040 forecast, and support demand management strategies.

Next steps described a robust public outreach program to the review study with NYCDOT, NJ
Transit, private bus operators, community stakeholders, and concerned agencies; identify
alternate crossing of bus services; monitor related transit projects; develop interagency strategy
to evaluate bus technologies; and investigate potential for regional effort to promote flexible work
schedules to ease peak-hour demand.

Board Presentation: hitps://corpinfo.panynj.gov/documents/Trans-Hudson-Commuting-
Capacity-Study/
Transcript: https://corpinfo.panynj.gov/documents/Transcript-5039/

5.4.12 Public Board Presentation/NY &NJ Elected Group Created (October 2014)

At the October 20, 2016 Board session, International Design + Deliverability Competition Panel
Chair, Martin Wachs presented a recommended summary report. The submissions were described
as illustrative ideas to inform stakeholders, planners and policymakers as they consider options for
the future of the PABT. All typical planning and regulatory processes and required reviews are still
fo be addressed (e.g., scoping., alternatives analysis, environmental impact review, public
engagement, federal/state/local requirements, etc.) and will be done in the context of an official
planning authorization by the Port Authority.

The panel chair led a detailed discussion about inherent “tradeoffs” of a replacement facility--
including footprint and height of a building, needs of bus storage and staging. additional
fransportation network improvements across the Hudson river, proximity to travelers’ origins and
destinations, single vs. multiple terminals, tfechnology improvements, and customer experience.

The finalists of the Design and Deliverability Competition are listed including; Arcadis, Archilier
Architecture Consortium, Hudson Terminal Center Collaborative, and Perkins Eastman.
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is a need to connect New Jersey and New York City effectively as all fransit modes are
increasingly experiencing capacity constraints.

Following a presentation on the intent of the study, each of the county and agency
representatives were given an opportunity to provide input on where development is occurring
and envisioned in the future, land use changes and planning considerations for this study.

KEY TAKEAWAYS

= Somerset, Union, Middlesex, Bergen and Hudson counties are experiencing increased
development and densification in their downtown areas and around rail stations through
transit-oriented development (TOD).

= In addition, areas of large single land uses (i.e., office campuses, shopping centers,
manufacturing sites) are being repurposed into mixed-use developments. These conversions
will result in increased transit demand.

= There is a concern that as growth and development continues, fransit service has not kept
pace with demand, and this could affect the counties’ ability to sustain further growth. This
concern was voiced with regard to both communities that currenily are served by Trans-
Hudson fransit services, and emerging centers that are not directly served.

= Transit accessibility was identified as an area of concern.
Towns without transit service that are experiencing growth are requesting improved access
fo existing transit services/infrastructure.

For towns served by transit, improvements to first mile-last mile connection options are
being explored. For example, several towns in Union County are exploring Uber and Lyft
as alternatives for improving connectivity fo bus nodes and rail stations.
=  New centers of economic activity are emerging in Hudson County, particularly in western
Jersey City, Journal Square, Bayonne, and Harrison around PATH and Hudson-Bergen Light Rail

stations. New Brunswick in Middlesex County was cited as an emerging center. Passaic County
anticipates growth in development as other areas in nearby counties are built out.

= Orange County is seeing a growth in warehouse development and transit access to these
emerging job centers within the county is a challenge.

= Technology may make mobility more efficient —e.g., autonomous vehicles, re-use of
underutilized roadways.

5.9.2 Metropolitan Planning Organization (MPO) - NYMTC Briefing (December 2018)

On December 7, 2018, the Port Authority led a Planner's Workshop #2, hosted by the New York
Metropolitan Transportation Council (NYMTC) in support of the Trans-Hudson Rapid Transit Study.
For this regional effort, the Port Authority is collaborating with its Agency Partners (NJ TRANSIT, NYC
City Planning Department, and the Metropolitan Transportation Authority,) and seeking input from
stakeholders, starting with Planners’ Workshops for governmental agencies involved in
metropolitan transportation planning for the bi-state region.

Following a presentation on the intent of the study, participants were asked to envision the trans-
Hudson transportation network post-2040 and provide input on where transportation connections
should be made and/or what types of modes technologies should be considered.
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KEY TAKEAWAYS:

Growth areas west-of-Hudson, including Rockland and Orange counties in New York State
need to be considered as part of this study.

Brooklyn continues to grow as an employment center. Consider a New Jersey to Staten Island
to Brooklyn corridor as a future travel market.

New Jersey has many existing commuter rail and former rail lines and Manhattan has an
extensive subway system. How can these systems be better integrated? Also, think about
repurposing existing transportation corridors, such as converting abandoned freight rail lines
to commuter rail lines and/or converting a highway corridor into a rail line.

For any Trans-Hudson proposal/alternative developed as part of this study, the capacity
limitations of both the route or line's infrastructure and its stations need to be considered.
Consider the distribution of passengers to their trip end points rather than only focusing on
connections to transit facilities, for example, the PANYNJ Bus Terminal and Penn Station. In the
future, it may be difficult to accommodate passenger volumes at a limited number of major
fransit facilities. Instead, the study should consider creating multiple connections between
New lJersey and Manhattan.

Consider capacity at transit nodes and the number of nodes that will be needed in the future.
How will passengers be distributed among those nodes or would creating an entirely new
system be feasible?

The inventory of past proposals is mostly rail-focused. All fransit modes should be considered.
Given the commuter patierns that might be assumed in northern New Jersey, buses or a similar
type of technology may be more effective than rail.

Consider limiting land-use intensity within the most constrained areas of New York City.

How much additional employment growth in the future can Manhattan accommodate?2 How
can future employment growth be shifted to other areas outside of Manhattan?e

When developing concepis, consider fransportation needs from the customer perspective as
opposed to only by mode or corridor. Aim to make the trip from origin to destination as
seamless as possible. With emerging technology, explore opportunities o make connections
between modes and between systems more seamless.

Currently, mass transit is experiencing decline in ridership in favor of driving, which leads to
increased traffic congestion. Explore micro-transit solutions to help address this trend.

Consider the Secaucus transfer station in a post-2040 world and whether it will be at capacity
or constrained.

593 Manhattan Community Board 4 & 5 Briefing (March 2019)

A similar presentation was provided to Manhattan Community Boards 4 and 5 as a briefing on the
status of the Trans-Hudson Rapid Transit on March 18, 2019. Community members were eager to
hear about the parallel study underway along with the replacement of the Bus Terminal.
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CITY OF NEW YORK
MANHATTAN COMMUNITY BOARD FOUR

330 West 42™ Street, 26" floor New York, NY 10036
tel: 212-736-4536 fax: 212-947-9512
www.nyc.gov/mcb4

Burt Lazarin

Chair

Jesse Bodine
District Manager

July 31, 2018

Kevin J. O’Toole

Chairman

The Port Authority of New York and New Jersey
4 World Trade Center

150 Greenwich Street — 22nd Floor

New York, NY 10006

Rick Cotton,

Executive Director

The Port Authority of New York and New Jersey
4 World Trade Center

150 Greenwich Street — 22nd Floor

New York, NY 10006

re: Bus Terminal Replacement Project — Statement of Purpose and Needs
Dear Mr. O’Toole and Mr. Cotton,

Manhattan Community Board 4 (MCB4) is pleased with the progress made on the Bus Terminal
Replacement Project (“Project”), particularly in the areas of transparency and community
participation.

As we approach the release of the Statement of Purpose and Needs, which will set the stage for
the scoping phase of the Project, we must re-emphasize the critical importance of three key needs
for the Board, needs which have been described in conversations between the Port Authority of
New York and New Jersey (PANYNY) and MCB4 and relayed in previous MCB4 letters.
Without incorporating these needs, the Project would not only be incomplete; it risks
environmental challenges that could delay its implementation. At its July 25" Full Board
meeting, MCB4 approved this letter with a vote of 29 in favor, 0 against, 0 abstaining and 0
present but not eligible to vote.

These three key needs must be included in the statement of purpose and needs that is being
drafted for the Project.



1. Regional Bus Facility
The purpose of the Project must be to deliver a regional bus facility that satisfies the growth of
the various buses currently operating in the terminal and in the surrounding streets.

A number of interstate, commuters and tour and charter buses currently operate or park at the
curb because the capacity in the current terminal or in parking lots controlled by the Port
Authority has not kept up with the rapid expansion of the demand. As early as 2005, the Port
Authority was working with the City to accommodate these vehicles in a dedicated facility.
These buses should have been accommodated by the Port Authority all along.

Curbside drop-off, pick-up, and parking is incompatible with the residential nature of the local
neighborhood and contributes significantly to traffic congestion, safety issues and the worsening
of the air quality in the area.

2. Improved Air Quality
The Project must address the need to significantly improve the community’s air quality.

Community District 4 has the third worst air quality in the City of New York. For the
community, this is a paramount health concern, especially considering PANYNJ’s projection for
increased bus traffic to Hell’s Kitchen South in the coming decades.

Air pollution, such as fine particles (PM2.5), can cause health problems, particularly among the
very young, seniors, and those with preexisting health conditions. According to New York City
health reports, in Clinton and Chelsea levels of PM , the most harmful air pollutant, are 11.4
micrograms per cubic meter; Manhattan District 4 ranks third-highest in the city.

Motor vehicles contribute about 48% of emissions that lead to the formation of fine particulates.
Buses idling at curb side, in parking lots, and in the terminal or on its ramps, and trucks and cars
idling in queues waiting to access the Lincoln tunnel are major contributors to pollution. With
thousands of new families settling in the area and 47 schools within a mile of the facility, this
public health issue must be addressed with pollution-reduction strategies, including enclosing,
ventilating, and filtering the air in all bus facilities and ramps.

3. Repaired Community Damage
The project must address the need to repair the damage inflicted to this community by previous
Port Authority projects.

Over the past 110 years, Hell’s Kitchen was ravaged by the largest transportation infrastructure
projects in the City of New York, including building Penn Station and its rail yards (1906); the
construction of the Lincoln Tunnel (1938); the extension of the Lincoln Tunnel Dyer Avenue
approaches (1957 and the mid-1970s); and, the construction of the Port Authority Bus Terminal
and its ramps (1949-1950).

Each successive project required the demolition of scores of apartment buildings and the
displacement of hundreds of neighborhood families. Also shattered were community institutions
and organizations which held the neighborhood together. These projects tore the fabric of the
community apart with road cuts and ramps and left vast areas of abandoned no man's land in the



heart of the community. The resulting transportation infrastructure of roadways, access ramps,
bus lots, and tunnel entrances and egresses still deface and divide the neighborhood today.

Restoring small-scale commercial businesses on the streets and avenues, managing and calming
traffic, creating residential development and open spaces, are essential — and smart — strategies
to repair the devastation visited on a once thriving New York City neighborhood.

Fruitful Cooperation

The Board is grateful for your attention to using only Port Authority properties to expand the
new facilities, thus ensuring that key structures and services will be maintained in in our
neighborhood.

In addition to multiple working meetings held with the community and the formal bi- state
meetings, the Port Authority team attended two tours of the Hell’s Kitchen South neighborhood
to understand the context of the Project and the potential benefit working with the community
and the Board offers. We believe these fruitful exchanges contribute to the future success of the
Project.

We look forward to continued cooperation.

Sincerely,

Burt Lazarin
Chair

Manhattan Community Board 4

cc: Hon. Jerrold Nadler, U.S. Congress
Hon. Corey Johnson, Speaker, City Council
Hon. Gale A. Brewer, Manhattan Borough President
Hon. Brad Hoylman, New York State Senate
Hon. Linda Rosenthal, New York State Assembly
Hon. Richard Gottfried, New York State Assembly
Manhattan Community Board 5
NYC Dept. of Transportation
NYC Dept. of City Planning



