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4.13 Traffic, Pedestr ians, Transit, Parking and Rail 
 
This section of the EIS describes the existing and future traffic operations and travel characteristics, 
parking and pedestrian conditions, and transit service, in the study area of the proposed 
Meadowlands Railroad and Roadway Project.  
 

4.13.1 Methodologies 

 
4.13.1.1  Traffic Modeling Methodology 
 
The existing transportation planning model developed for NJSEA was modified for this study and 
subsequently used to quantify exiting and future traffic volumes. The Meadowlands 
Transportation Planning Model (MTPM) utilized a sub-area extraction of the regional 
transportation model developed as part of the Portway Extensions Concept Development Study, 
completed for the NJDOT in September of 2003.  The Portway Extensions model, in turn, was 
based upon a compilation of the North Jersey Regional Transportation Model (NJRTM) and the 
NJDOT Statewide Truck Model, with significant study-specific roadway enhancements 
incorporated. The Portway Extensions model represents the latest, most refined roadway network 
model available that maintains consistency in format and applicability with the regional planning 
models. 
 
The extracted MTPM covers a geographic area beyond the study area extending from the Hudson 
River to the east, NJ Route 21 Corridor to the west, I-80 to the north and I-280 to the south. The 
Traffic Analysis Zone (TAZ) structure and roadway network in the study area was refined with 
considerably more detail provided for access to and circulation within the Sports Complex. 
 
The existing condition MTPM contains approximately 5,000 roadway segments, or links, and a 
total of 470 TAZs. Each TAZ represents a relatively homogeneous producer and attractor of 
vehicle trips including population centers as well as significant site-specific generators. The 
MTPM was refined and calibrated based on 2003 AM and PM peak hour traffic counts. The 
MTPM was subsequently factored to a 2004 Base Year using a two percent per year annual 
growth rate. The extracted, calibrated and factored 2004 base year model accounts for 261,592 
and 245,728 one-way vehicle trips during the AM and PM peak hours, respectively. 
 
The base year trips were adjusted for background growth of one percent per year compounded 
with trips generated from the following developments: Meadowlands Xanadu Redevelopment 
Project, EnCap Golf (Phase 1) development, Highland Cross reconfiguration, DeMasse Cadillac 
site development, Paterson Plank Road redevelopment, Baker housing development, Route 3 
redevelopment, and Lowe’s development.  The precise completion date of the four components 
(family entertainment, retail, office and hotel) of the proposed Meadowlands Xanadu 
Redevelopment Project are not known at this time. A worst-case scenario approach was taken, 
whereby the traffic volumes generated by all four of the components were included in the 2007 
No-Action and Build Alternatives.  
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In the Build Alternative the MTPM network was modified to reflect the relocated Plaza A / 
Berry’s Creek Road intersection with Paterson Plank Road, the revised access to the backstretch 
area and the realigned West Service Road.  The TAZ representing Parking Lot Number 4 was 
subdivided and a portion was assigned to the newly created parking lot between southbound NJ 
Route 120 and realigned West Service Road. 
 
4.13.1.2  Traffic Capacity Analysis Methodology 
 

Detailed capacity analyses were conducted at the critical signalized intersections, ramps and ramp 
junctions, and weaving sections of the study area using the analytical procedures described in the 
Highway Capacity Manual (HCM) (Transportation Research Board 2000).  The criteria used to 
define level of service (LOS) for each type of facility are described below. 
 
Signalized Intersections 
 
The LOS of a signalized intersection is defined in terms of control delay per vehicle (seconds per 
vehicle). Control delay is the portion of total delay experienced by a motorist that is attributable to 
the traffic signal. It is comprised of initial deceleration delay, queue move-up time, stopped delay, 
and final acceleration delay. The LOS criteria for signalized intersections, as defined in the HCM, 
are provided in Table 4.13-1. 
 

Table 4.13-1 
Signalized Intersection  

Level of Service (LOS) Cr iter ia 
 

LOS Control Delay Per  Vehicle 
(Seconds) 

A < 10 
B >10.0 to 20.0 

C >20.0 to 35.0 
D >35.0 to 55.0 
E >55.0 to 80.0 
F > 80.0 

Source: Highway Capacity Manual, 2000. 
 
LOS A describes operations with minimal delays, up to 10 seconds per vehicle, while LOS F 
describes operations with delays in excess of 80 seconds per vehicle.  Under LOS F, excessive 
delays and longer queues are common as a result of over-saturated conditions (i.e., demand rates 
exceeding the capacity).  Delays experienced at LOS A, B, C, or D (below 55 seconds per vehicle) 
are generally considered acceptable.  LOS E and F represent unacceptable operating conditions. 
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Ramp Junctions 
 
The LOS for ramp junctions (merge and diverge areas) is determined based on the density 
(passenger cars per mile per lane) in the influence area of the ramp.  Density calculates the 
passenger cars per mile per lane.  The LOS criteria for ramp freeway junctions, as defined in the 
HCM, are provided in Table 4.13-2. 

 
Table 4.13-2 

Ramp Junction 
Level of Service (LOS) Cr iter ia  

 
LOS Density 

A < 10 
B >10 to 20 
C >20 to 28 
D >28 to 35 
E >35 
F Demand exceeds capacity 

Source: Highway Capacity Manual, 2000. 
 

4.13.2 Existing Conditions  

 
4.13.2.1  Roadways 
 
Several key roadways are located within close proximity to the Meadowlands Sports Complex.  
In the vicinity of the Meadowlands Sports Complex, NJ Route 3 has major interchanges with NJ Route 
17, NJ Route 120, and the western spur of the NJ Turnpike.  The western spur of the NJ Turnpike is a 
major north/south interstate highway facility that consists of two to three lanes of roadways in 
each direction.  In the vicinity of the Continental Airlines Arena, Interchange 16W provides 
connections to NJ Route 3 and the Meadowlands Sports Complex roadway network, while 
Interchange 18W ramps serve the Sports Complex only during events.  
 
NJ Route 3 is a major east/west, limited access highway, with three to four lanes of roadway in 
each direction.  NJ Route 120 is a north/south highway consisting of three lanes per direction 
between NJ Route 3 to the south and Washington Avenue to the north.  Grade-separated 
interchanges are provided at its crossings with NJ Route 3, the Meadowlands Sports Complex, 
and Washington Avenue/Paterson Plank Road.  West of Washington Avenue, Paterson Plank 
Road is a divided east/west arterial roadway connecting to NJ Route 17 to the west.  This section 
of Paterson Plank Road is designated as NJ Route 120.  To the east, Paterson Plank Road is a 
local east/west roadway traversing along the northern frontage of Continental Airlines Arena, 
connecting Washington Avenue to the west with the Hackensack River to the east.  The primary subject 
roadways that were the focus of this section of the EIS include the intersection of Paterson Plank Road 
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and Berry’s Creek Road, and the Route 120 southbound movements to North Connector Roadway and 
Ramps E, F, K and L. 
 
Intersection of Paterson Plank Road and Berry’s Creek Road 
 
Access to the Meadowlands Sports Complex from points north along NJ Route 17 is provided 
through an intersection of Paterson Plank Road with Berry’s Creek Road leading through Plaza 
A.  Inbound movement from the west is provided by a free-flow ramp while the outbound 
movements both to the west and east are through a signalized intersection. Inbound movement 
from the east is not possible at this location.  
 
The signalized intersection of Paterson Plank Road with Berry’s Creek Road has two exclusive 
through lanes on the eastbound and westbound approaches, a left and left / right lanes in the 
northbound approach and an off-set left turn lane on the southbound approach serving only 
westbound u-turns.  The eastbound u-turns are served by a ramp joining the northbound approach. 
The signal operates in a semi-actuated mode with a 70 second cycle length.  The eastbound right 
turns are accommodated by an exclusive ramp approximately 1,000 feet west of the traffic signal. 
 
NJ Route 120 Southbound and Ramps E, F, K, and L 
 
Ramp E is a loop ramp connecting the westbound North Connector Road to southbound NJ Route 
120.  Ramp F connects the eastbound North Connector Road and the northbound West Peripheral 
Road to southbound NJ Route 120 approximately 300 feet south of the Ramp E terminus.  The 
next ramp, located approximately 800 feet south of Ramp F is an off-ramp designated as Ramp K 
that connects NJ Route 120 southbound to West Peripheral Road northbound.  The last ramp 
analyzed is Ramp L.  This on-ramp connects the northbound West Peripheral Road to NJ Route 
120 southbound just north of the pedestrian overpass.   
 
4.13.2.2  Traffic 
 
Traffic analysis was performed for the AM and PM peak traffic hours for signalized intersections 
and ramps.  Peak hour traffic volumes were gathered and the level of delay, level of service and density 
were calculated using Highway Capacity Software (HCS).  
 
Intersection of Paterson Plank Road and Berry’s Creek Road 
 
Automatic Traffic Recorder (ATR) counts were conducted on Paterson Plank Road, Berry’s 
Creek Road and Murray Hill Parkway. Along Paterson Plank Road the recorders were installed 
just east of the bridge over Berry’s Creek.  The Murray Hill Parkway installations was just south 
on Paterson Plank Road and on Berry’s Creek Road the installation was just north of Plaza A. All 
counts were taken for a period of one week and traffic counted in both directions. These counts 
were conducted in October 2004.  
 
Vehicle turning movement counts were conducted at the intersection of Murray Hill Parkway 
with Paterson Plank Road in October and at the intersection of Berry’s Creek Road with Paterson 
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Plank Road in July 2004. All vehicles were categorized as light, medium and heavy for 
subsequent capacity analysis. The turning movement counts covered the morning and evening 
peak travel periods. Counts were taken at Murray Hill Parkway before it was known if the rail 
alignment would travel at-grade or on a bridge structure over this roadway.  Since bridge 
structure has been selected as the preferred alternative over Murray Hill Parkway, the analysis of 
this location was not conducted, as the railroad would not affect traffic on Murray Hill Parkway. 
 
Detailed vehicle classification counts were also conducted at all ATR locations during the 
morning and evening peak hours. A 45-minute sample was taken at each location and directions 
and the vehicles were classified into 15 types. The classification counts were also conducted in 
October 2004. 
 
During the morning peak hour, the predominant traffic flow on Paterson Plank Road is in the 
eastbound direction while during the evening peak hour the flow is reversed. Traffic counts 
conducted in October 2004 indicate a morning peak hour flow of 1,453 vehicles eastbound and 
799 westbound while during the evening peak hour the volume was 587 vehicles eastbound and 
1,677 westbound (Table 4.13-3). 
 

Table 4.13-3 
Intersection of Paterson Plank Road and Berry’s Creek Road 

Existing Conditions Approach Volumes 
 

Location  Approach AM Peak 
Hour  

PM Peak 
Hour  

NB 209 429 

SB 18 16 

EB 1,453 587 

Paterson Plank Road 
and Berry©s Creek Road 

WB 799 1,677 

 Total 2,479 2,709 

SB (Inbound) 138 182 
Berry©s Creek Road 

NB (Outbound) 185 413 
Source: Edwards and Kelcey, 2005 

 
Traffic volumes on Berry’s Creek Road during the morning peak were 185 northbound 
(outbound) and 138 southbound (inbound). During the evening peak the northbound and 
southbound volumes were 413 and 182, respectively. These volumes indicate that Berry’s Creek 
Road is being used as a through route to bypass congestion on adjacent roadways.  
 
Access to the backstretch area located between the horse paddocks and Paterson Plank Road is 
also provided from Paterson Plank Road through an off-on ramp pair. This access is from the 
eastbound direction only. Under the proposed Project, this access would be relocated to Berry’s 
Creek Road just east of Plaza A.  A total of 93 vehicles access the backstretch area during the 
morning peak hour. During the evening peak hour the volume was 149. The predominant flow 
was inbound (73 percent) in morning and outbound (64 percent) in the evening. 
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As shown in Table 4.13-4, the signalized intersection of Paterson Plank Road and Berry’s Creek 
Road currently operates at an acceptable LOS during each of the peak periods analyzed. The overall 
intersection presently operates at a LOS A during the morning peak and LOS B during the 
evening peak. All individual approaches operate at LOS C or better during both peak hours. 

 
Table 4.13-4 

Intersection of Paterson Plank and Berry’s Creek Road 
Existing Conditions Level of Service (LOS) and Delay (Seconds) Summary 

 
AM Peak Hour  PM Peak Hour  Intersection Approach 

LOS Delay LOS Delay 

NB C 27.8 C 29.5 

SB C 27.0 C 24.4 

EB A 6.3 A 4.8 

Paterson Plank Road 
and Berry©s Creek Road 

WB A 4.3 B 11.6 

 Total A 7.6 B 13.1 

Source: Edwards and Kelcey, 2005 

 
Route 120 Southbound and Ramps E, F, K and L  
 
As is shown in Table 4.13-5, the mainline of NJ Route 120 southbound currently carries a traffic 
volume of 2,056 and 2,144 during the AM and PM peak traffic hours, respectively. Traffic 
volumes on the ramps are very low in both the AM and PM peak traffic periods.  These ramps 
carry minimal traffic during the morning and evening peak hours. Based on traffic volumes 
presented in Appendix C of the Traffic Impact Study prepared for the proposed Meadowlands 
Xanadu Redevelopment Project by TRC Raymond Keyes Associates, the evening peak hour 
volumes for these ramps range from 40 to 180 vehicles per hour. The morning peak hour volumes 
are considerably less. 

 

Table 4.13-5 
Route 120 SB, Ramps E, F, K  and L 
Existing Conditions Traffic Volumes 

 

Location Segment 
Type 

AM Traffic 
Volumes 

PM Traffic 
Volumes  

Route 120 SB  Mainline 2,056 2,144 
Ramp E On-Ramp 26 180 
Ramp F  On-Ramp 15 40 
Ramp K Off-Ramp 41 79 
Ramp L  On-Ramp 11 55 
Source: Edwards and Kelcey, 2005 



Meadowlands Railroad and Roadway Improvement Project Final Environmental Impact Statement 
 

NJSEA  August 2005 

J:\2005 Projects\050011.033\Documents\13 - Environmental Analysis\Environmental\FEIS\04.0 Environ Cond., Impacts, Mitigation\4.13 Traffic, Pedestrian, Transit, and Parking\FEIS 4.13 Transportation with 

map.doc 

4-73 

 
The ramp merges and diverges indicate that these locations currently operate at a very good level 
of service and are able to accommodate the vehicles utilizing them in a sufficient manner.  Table 
4.13-6 shows a LOS “B”  for all ramps with the density of passenger cars per mile per lane 
ranging from 11.2 to 15 in the morning peak hour and 12.9 to 16.5 in the evening peak hour.   

 
Table 4.13-6 

Ramps E, F, K  and L  
Existing Conditions Level of Service (LOS) and Density*   

 
  AM Peak Hour  PM Peak Hour  

Location Analysis 
Type 

LOS Density LOS Density 

Ramp E Merge B 14.8 B 16.5 

Ramp F  Merge B 11.7 B 13.2 

Ramp K Diverge B 11.2 B 12.9 

Ramp L  Merge B 15.0 B 16.2 
*Passenger cars per mile per lane 

Source: Edwards and Kelcey, 2005 

 

4.13.2.3  Transit 
 
The northern New Jersey region is served by a comprehensive system of passenger rail lines and 
buses primarily operated by NJ TRANSIT. The Meadowlands Sports Complex is situated near 
several existing NJ TRANSIT rail lines, including the Bergen County Line and Pascack Valley 
Line. The new Frank R. Lautenberg Station at Secaucus Junction is located approximately four 
miles south of the Meadowlands Sports Complex. This new rail station opened in the Fall 2003 
and provides connections to the 11 passenger rail lines serving northern New Jersey. Although 
within close proximity, none of these rail facilities currently provide direct service connections to 
the Meadowlands Sports Complex.  Of the approximately 50 bus routes that serve Bergen 
County, six NJ TRANSIT routes serve East Rutherford. Currently, the only direct transit service 
to the Sports Complex is via bus.  Several NJ TRANSIT bus routes serve the Meadowlands 
Sports Complex, including routes #351, #164 and #703.   
 
The NJ TRANSIT Route #351 bus operates directly between the Port Authority Bus Terminal 
(PABT) in Midtown Manhattan and the Meadowlands Sports Complex. This route serves major 
events at the Sports Complex. Route #351 stops at designated locations within the Meadowlands 
Sports Complex, depending on the event. For events at Giants Stadium, the bus stop is located at 
Gate D. At the Continental Airlines Arena, the bus stop is located in Parking Lot 20 outside of 
Gate C. Service from New York begins two hours in advance of events held at these venues. 
Return service begins immediately after the event ends and continues for up to one hour. For the 
Meadowlands Racetrack, the bus stop is located in Parking Lot 5. Night racing event bus service 
is provided between New York and the Meadowlands Sports Complex two or three times an 
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evening, depending on the day of the week. Sunday and daytime bus service operates twice daily 
between New York and the Meadowlands Sports Complex.   
 
NJ TRANSIT Route #164 bus operates from Hackensack to the PABT in New York City. This 
route serves the Meadowlands Sports Complex seven days a week. NJ TRANSIT Route #164 
operates once an hour on weekdays between the hours of 7:30 AM and 6:30 PM Monday through 
Friday, and once an hour between the hours of 7:00 AM and 10:00 PM on weekends.  Within the 
Meadowlands Sports Complex, stops are made at the following locations: opposite the Racetrack, 
Giants Stadium between Gates A and B, and the west end of the pedestrian bridge that connects 
the Giants Stadium and Continental Airlines Arena parking lots. However, Route #164 buses do 
not enter the Meadowlands Sports Complex during football games, soccer matches and special 
events held at Giants Stadium.  
 
NJ TRANSIT Route #703 bus operates from Haledon to the Meadowlands Sports Complex on 
weekdays and Saturdays every 30 to 60 minutes between the hours of 9:30 AM and midnight. On 
Sundays service operates every 60 minutes between the hours of 11:00 AM and 7:00 PM.  This 
route stops within the Meadowlands Sports Complex in Parking Lot 5.   
 
Two private bus companies provide limited service to the Meadowlands Sports Complex. 
Academy Lines provides commuter service between the Meadowlands Sports Complex and 
adjacent areas and the PABT every half hour during the AM and PM peak periods from Monday 
through Friday. This service is not operated on weekends.  The service is primarily oriented for 
park-and-ride commuters and does not provide convenient times for attending evening events. 
Stops are located at Meadowlands Plaza, the Meadowlands Sheraton Hotel, the Meadowlands 
Park-and-Ride and the Meadowlands Sports Complex (Lots 9C and 11C).  DeCamp Bus Lines 
operates limited service between locations in the West Caldwell/West Orange area and the 
Meadowlands Racetrack seven days a week. On weekday and Sunday evenings, one trip is 
provided between the off-site locations and the Racetrack prior to the racing and a return trip is 
provided after the racing is completed. On Saturday, two trips are provided to the Racetrack from 
West Caldwell and one is provided from West Orange. One return trip is provided to each off-site 
location at the completion of the racing (NJSEA, 2004).  
 
In addition to bus service connecting the Meadowlands Sports Complex to off-site locations, the 
NJSEA provides an on-site shuttle bus service during certain events. Prior to and after certain 
events at Giants Stadium and the Continental Airlines Arena, the on-site shuttle buses transport 
patrons from distant parking areas to the event building. 
 
4.13.2.4  Pedestrian 
 
Pedestrian circulation within the Meadowlands Sports Complex is provided through the 
numerous parking lots with pedestrian walkways and the pedestrian bridge that crosses over NJ 
Route 120 and connects the Continental Airlines Arena with Giants Stadium and the 
Meadowlands Racetrack.  Numerous fences and pavement line striping at the Meadowlands 
Sports Complex direct pedestrians to the most secure path.  
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4.13.2.5  Parking 
 
The Meadowlands Sports Complex currently has a significant number of parking spaces to 
accommodate patrons attending events. An existing pedestrian bridge that crosses over NJ Route 
120 provides pedestrian access between Continental Airlines Arena and the Giants Stadium 
parking lot.  During events held at Giants Stadium or the Continental Airlines Arena the other venue is 
used for overflow parking when necessary. 
 
4.13.2.6  Rail 
 
The NJ TRANSIT Pascack Valley Line is located along the western border of the EIS study area. 
The Pascack Valley Line merges onto the NJ TRANSIT Bergen County Line at Pascack Junction, 
just to the southwest of the study area. The Pascack Valley Line provides commuter rail service 
for northeastern Bergen County and southeastern Rockland County, New York, with service 
between Spring Valley, NY and Hoboken, NJ.  There are a total of 18 rail stations along the 
Pascack Valley Line. 
 
Morning and evening peak hour service is provided on the Pascack Valley Line. Off-peak service 
is currently not provided.  The first morning inbound train leaves Spring Valley, NY at 5:11 AM, 
while the last morning train leaves at 7:58 AM.  The first evening outbound train leaves Hoboken 
at 1:55 PM, while the last evening train leaves at 10:55 PM.  
 
The Pascack Valley Line stops at the Frank R. Lautenberg Rail Station at Secaucus Junction, 
where a transfer can be made to trains with service to Penn Station, NY. Connections can also be 
made at the station to trains serving other locations along NJ TRANSIT’s extensive 11-line 
Northern New Jersey regional rail network. From the terminus of the Pascack Valley Line at 
Hoboken, transfers can be made to PATH or ferry services to New York City and to Hudson 
Bergen Light Rail for points along the Hudson County waterfront. 
 
Norfolk Southern provides freight rail service along the Pascack Valley Line. On average, 
Norfolk Southern provides one local round-trip per day serving freight customers along the 
Pascack Valley Line. 
 

4.13.3 No-Action Alternative 

 
The No-Action Alternative represents transportation conditions at the Meadowlands Sports 
Complex and the surrounding area that reflect background traffic growth and other local projects 
anticipated to be constructed through 2007.  In both the No-Action and Preferred Alternative it is 
assumed that the EnCap Golf (Phase 1) development, Highland Cross reconfiguration, DeMasse 
Cadillac site development, Paterson Plank Road redevelopment, Baker housing development, 
Route 3 redevelopment, Lowe’s development and all four phases of the proposed Meadowlands 
Xanadu Redevelopment Project are fully completed and operational.  Improvements anticipated on 
NJ Route 3 as part of the No-Action Alternative and numerous improvements to the Arena Roads, 
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Route 120 and New Jersey Turnpike Interchange 18W were also assumed to be constructed and 
operational before the end of 2007. 
 
4.13.3.1  Roadways 
 
The roadways evaluated under the No-Action Alternative consist of the current network 
supplemented by on-site and adjacent roadway improvements planned for the Meadowlands 
Sports Complex between the years 2006 and 2009.  The following proposed roadway 
improvements were included in the model that was utilized to project future traffic conditions 
under both the No-Action and Preferred Alternative of this EIS. 
 
� � Twenty-four hour, seven day a week access between the existing northbound and southbound 

NJ Turnpike Interchange 18W on/off-ramps and the Arena Ring Road.   
 
� � Relocation and widening to four through lanes on the west side of the Arena Ring Road. At 

the Arena Ring Road Ramp to the Stadium Ring Road, two lanes would continue to the left 
along the Arena Ring Road and two lanes would be provided on the ramp to the stadium. 

 
� � Addition of a 300-foot acceleration lane from the Arena Ring Road and Ramp from NJ Route 

120 Northbound. 
 
� � Restriping of the ramp from the stadium Arena Road to provide two through lanes and two 

shoulder lanes.  The two shoulder lanes would be utilized as through lanes during peak event 
periods. A traffic signal would be installed to control downstream weaving movements on the 
Arena Ring Road.  

 
� � Reconstruction of the Arena Ring Road and ramp to the Stadium to maintain the existing 

number of lanes (two to the ramp and two to the Arena Ring Road) at this diverge.  
 
� � Reconstruction of the unsignalized Arena Ring Road and Arena Driveway to Paterson Plank 

Road intersection and the installation of a traffic signal.  
 
� � Reconstruction of the ramp merge at Arena Ring Road and ramp from NJ Turnpike 

Interchange 18W into a standard “T”  intersection and the installation of a traffic signal.  
 
� � Widening of the east side of the Arena Ring Road to four through lanes. This would require 

the reconstruction of the Arena Ring Road and ramp to the NJ Turnpike Interchange 18W to 
accommodate the widening. At the diverge, the four lanes would split and two lanes would 
continue to both the Arena Ring Road and the ramp to the NJ Turnpike as they are currently 
configured. 

 
� � Relocation of the existing Meadowlands Sports Complex entrance/exit ramps located on 

northbound NJ Route 120 to a new location approximately 575 feet to the north to allow for 
the construction of a parking deck to serve the Meadowlands parking requirements. The 
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acceleration lane for the northbound NJ Route 120 on-ramp from Arena Ring Road would be 
increased to 700 feet. 

 
� � Construction of a new two-lane flyover beginning at the NJ Route 3 eastbound service road 

off-ramp to northbound NJ Route 120 and extending onto a new service road along 
northbound NJ Route 120. The proposed flyover would result in a ramp junction (diverge) 
with the existing ramp.  The right-most ramp lane would be dedicated to the new flyover and 
the left-most ramp lane would have the option of entering the new flyover/service road or 
continuing on the ramp towards northbound NJ Route 120.  

 
� � Construction of a new two-lane service road along northbound NJ Route 120 to connect the 

proposed flyover from NJ Route 3 to the relocated northern entrance ramp to the Sports 
Complex. The two-lane service road would terminate at the northbound NJ Route 120 off-
ramp to the Arena (northern).  
 

� � Improvements to the northbound NJ Route 120 and its off-ramp to the Arena (southern) 
diverge by the construction of a new two-lane service road. At the diverge, one of these travel 
lanes would continue north as the service road and the other would be a dedicated lane to the 
Arena ramp. 

 
� � Widening of southbound NJ Route 120 to provide a fourth through lane extending from the 

ramp from the Stadium Ring Road to the ramp from NJ Route 120 to westbound NJ Route 3.  
 

� � Restriping of the two-lane ramp from southbound NJ Route 120 to eastbound NJ Route 3 to 
retain two lanes by permitting vehicles in the right ramp lane to merge directly with the NJ 
Route 3 mainline traffic.  
 

� � Widening of the Stadium Ring Road to provide an acceleration lane for the ramp from NJ 
Turnpike Interchange 16W. This ramp is generally closed except during periods prior to a 
major event at the Sports Complex. 

 
� � Widening of the ramp from southbound NJ Route 120 to westbound NJ Route 3 to two lanes. 
 
� � Construction of a new entrance ramp to the Sports Complex from northbound NJ Route 120. 

 
� � Reconstruction and relocation of the existing ramp from Paterson Plank Road to NJ Route 

120 westbound to accommodate the new entrance ramp to the Sports Complex. 
 

� � Extension of the acceleration lane for northbound NJ Route 120 on-ramp from the Arena 
Ring Road as an auxiliary lane to the north, continuing along the off-ramp to NJ Route 120 
westbound and terminating at the new entrance to the Arena. 
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4.13.3.2  Traffic Analysis 
 
Traffic operations were analyzed using version 4.1e of the Highway Capacity Software (HCS). 
Future year 2007 peak hour traffic volumes were generated using the Meadowlands 
Transportation Planning Model (MTPM). Trip tables resulting from the rail ridership estimates 
provided by NJ TRANSIT were assigned to No-Action Alternative and the Preferred Alternative. 
Future volumes were derived using the existing counts to which were added the difference 
between existing model volumes and future model volumes.  
 
Intersection of Paterson Plank Road and Berry’s Creek Road 
 
Table 4.13-7 indicates the Existing Conditions and 2007 No-Action traffic volumes for the AM 
and PM peak traffic hours.  From the Existing Conditions to the No-Action Alternatives, nearly 
40 percent and 43 percent increases in overall traffic are projected during the AM and PM peak 
hours at the Paterson Plank Road and Berry’s Creek Road locations. The greatest increases in 
traffic would occur during the AM peak hour for the northbound approach at the intersection of 
Paterson Plank Road and Berry’s Creek Road (96 percent) and the outbound Berry’s Creek Road 
(108 percent).  During the PM peak hour, the largest increases in traffic would occur eastbound at 
the Paterson Plank Road and Berry’s Creek Road intersection (92 percent) and southbound 
(inbound) on Berry’s Creek Road (71 percent). 
 
At the intersection of Paterson Plank Road and Berry’s Creek Road, there would be an increase of 
approximately 1,000 vehicles between the Existing Conditions and the No-Action Alternative 
during both peak hours. In 2007, the overall intersection is projected to operate at LOS B during 
the morning peak hour and LOS C during the PM peak hour (Table 4.13-8). All individual 
approaches are projected to operate at LOS D or better during both peak hours. Overall both the 
AM and PM No-Action level of service would decrease one level of service from the Existing 
Conditions. For additional information, refer to the Highway Capacity Software printouts that are 
located in the Appendix B. 
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Table 4.13-7 

Intersection of Paterson Plank Road and Berry’s Creek Road 
Existing Conditions (E.C.) and No-Action (N.A.) Alternative  

Approach Volumes and Percent Change 
 

 AM Peak Hour  PM Peak Hour  

Location Approach E.C. 
Volumes 

N.A. 
Volumes 

% 
Change 

E.C. 
Volumes 

N.A. 
Volumes 

% 
Change 

NB 209 409 96 429 511 19

SB 18 19 6 16 17 6

EB 1,453 1,939 33 587 1,128 92

Paterson Plank 
Road and 
Berry©s Creek 
Road WB 799 1,096 37 1,677 2,208 32

Total 2,479 3,463 40 2,709 3,864 43

SB (Inbound) 138 180 30 182 312 71Berry©s Creek 
Road NB (Outbound) 185 385 108 413 494 20
Source: Edwards and Kelcey, 2005 

 
Table 4.13-8 

Intersection of Paterson Plank Road and Berry’s Creek Road 
Existing Conditions (E.C) and No-Action (N.A.) Alternative  

Level of Service (LOS) and Delay (Seconds) 
 

 AM Peak Hour  PM Peak Hour  

Intersection Approach E.C. 
LOS  

N.A. 
LOS 

E.C.  
Delay 

N.A. 
Delay 

E.C. 
LOS 

N.A. 
LOS 

E.C. 
Delay 

N.A.  
Delay 

NB C D 27.8 42.0 C D 29.5 35.8 

SB C C 27.0 27.1 C C 24.4 24.4 

EB A B 6.3 10.3 A A 4.8 6.5 

Paterson Plank 
Road and Berry©s 
Creek Road 

WB A A 4.3 5.2 B C 11.6 30.1 

Total  A B 7.6 12.5 B C 13.1 24.1 
Source: Edwards and Kelcey, 2005 

 
Route 120 Southbound and Ramps E, F, K and L 
 
Future year 2007 No-Action Alternative traffic volumes were based on the MTPM described 
previously. Table 4.13-9 lists the existing and projected volumes for the NJ Route 120 
southbound mainline located just to the north of the North Connector Road and the four ramps 
under evaluation. Under the No-Action Alternative, Ramp E volumes are projected to increase 
significantly compared to the Existing Conditions while the other ramps are projected to 
experience modest increases. 
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Table 4.13-9 
Route 120 SB, Ramps E, F, K  and L 

Existing Conditions (E.C.) and No-Action (N.A.) Alternative Approach Volumes 
 

 AM Peak Hour  PM Peak Hour  

Location Segment 
Type 

E.C. AM 
Volume 

N.A. AM 
Volume 

E.C. PM 
Volume 

N.A. PM 
Volume 

Route 120 SB  Mainline 2,056 2,090 2,144 2,378 

Ramp E On-Ramp 26 235 180 857 

Ramp F  On-Ramp 15 26 40 43 

Ramp K Off-Ramp 41 58 79 128 

Ramp L  On-Ramp 11 56 55 493 
Source: Edwards and Kelcey, 2005 

 
The four ramps were evaluated for traffic operations during the AM and PM peak hours using the 
HCS.  The results of this analysis are summarized in Table 4.13-10.  However, as indicated in this 
table, the AM and PM peak hour results for the ramps are projected to operate in the LOS B 
range, especially with the widening of this section of NJ Route 120 to four through travel lanes.  
The diverge analysis performed at Ramp K shows an improvement in the AM peak hour from 
LOS B in the Existing Conditions to LOS A in the No-Action Alternative. 
 

Table 4.13-10 
Ramps E, F, K , and L 

Existing Conditions (E.C) and No-Action (N.A.) Alternative 
Level of Service (LOS) and Density*  (Seconds)  

 
 AM Peak Hour  PM Peak Hour  

Location Analysis 
Type 

E.C. 
LOS 

N.A.  
LOS 

E.C. 
Density*  

N.A. 
Density*  

E.C. 
LOS 

N.A.  
LOS 

E.C. 
Density*  

N.A. 
Density*  

Ramp E Merge B B 14.8 11.3 B B 16.5 16.0 

Ramp F  Merge B B 11.7 12.5 B B 13.2 18.1 

Ramp K Diverge B A 11.2 7.2 B B 12.9 12.4 

Ramp L  Merge B B 15.0 10.9 B B 16.2 15.2 
*Passenger cars per mile per lane 
Source: Edwards and Kelcey, 2005 

 
4.13.3.3  Transit 
 
It is anticipated that NJ TRANSIT and private bus services identified in the existing conditions 
would continue to serve the Meadowlands Sports Complex.  There could be an increased demand 
for public and charter bus service serving the Meadowlands Sports Complex once the proposed 
Meadowlands Xanadu Redevelopment Project is completed. It is anticipated that some bus 
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service would be developed to help fill in any gaps of service to the proposed Meadowlands 
Xanadu Redevelopment Project. Although increased bus service would lower the overall vehicular 
traffic projected to travel to Meadowlands Sport Complex, it was conservatively assumed that no 
bus credit would be applied to reduce the vehicular trips that are projected to be generated by the 
proposed Meadowlands Xanadu Redevelopment Project in 2007.   
 
4.13.3.4  Pedestrian 
 
At the Meadowlands Sports Complex west of NJ Route 120 pedestrian access would remain the 
same as described in the existing conditions.  Adequate pedestrian circulation would remain 
between the various parking areas and facilities of the Meadowlands Sports Complex.  The existing 
pedestrian bridge over NJ Route 120 that connects the Continental Airlines Arena to Giants 
Stadium parking lot would remain to allow access between the eastern and western portions of the 
Meadowlands Sports Complex. 
 
4.13.3.5  Parking 
 
As described in the existing conditions section, the Meadowlands Sports Complex currently has a 
sufficient number of parking spaces to accommodate patrons attending events at the complex.  
The level of parking at the Meadowlands Sports Complex is predicted to remain adequate under 
the No-Action Alternative. 
 
4.13.3.6  Rail 
 
It is anticipated that NJ TRANSIT commuter rail and Norfolk Southern freight rail services along 
the Pascack Valley Line will continue to operate under the No-Action Alternative similar to 
operations under existing conditions. There will be some physical improvements to the Pascack 
Valley Line under the No-Action Alternative. NJ TRANSIT is undertaking the Long Siding 
Project, which will provide rail access improvements through this area. The purpose of the project 
is to facilitate better operations for NJ TRANSIT commuter rail and Norfolk Southern freight rail. 
The Long Siding Project is a freight capacity replacement project that will provide additional freight 
switching capacity clear of the main line that will permit passenger trains to utilize this segment of the 
line during the off-peak period.  
 

4.13.4 Prefer red Alternative Impacts 

 
4.13.4.1  Roadways 
 
The Preferred, or Build, Alternative requires roadway improvements at two locations in order to 
accommodate the proposed rail alignment: 1) Intersection of Paterson Plank Road and Berry’s 
Creek Road 2) Route 120 Southbound and Ramps E, F, K and L. 
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Intersection of Paterson Plank Road and Berry’s Creek Road 
 
One of the Build Alternative roadway improvements is proposed at the intersection of Paterson 
Plank Road and Berry’s Creek Road. Due to the proposed rail alignment, Berry’s Creek Road / 
Plaza A access drive would have to be realigned approximately 800 feet to the west. This would 
create a new signalized intersection with Paterson Plank Road (Figure 4.13-1). The proposed rail 
alignment would also curtail access to the backstretch area between the horse paddocks and 
Paterson Plank Road. Access is presently provided via right turn in and right turn out ramps from 
Paterson Plank Road. Under the Build Alternative, traffic destined to the backstretch would be 
accommodated via Berry’s Creek Road east of Plaza A. 
 
Route 120 Southbound and Ramps E, F, K and L 
 
The second and more extensive area of Meadowlands roadway improvements is proposed in the 
immediate area surrounding the proposed rail station. Ramp B from the North Connector Road to 
southbound NJ Route 120 would be eliminated and the West Service Road would be realigned 
(Figure 4.13-2). Overall, these internal roadways carry negligible traffic during commuter hours 
and have minimal effect on adjacent highways. 
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More specifically, a raised North Connector Road would provide access to the Meadowlands 
Sports Complex on the west side of NJ Route 120 to enable the Meadowlands Rail Project to pass 
under as it approaches the new station area.  This elevated roadway would require the lengthening 
of Ramp A to enable a five percent downgrade to NJ Route 120 southbound.  Toll Plaza B would 
be reconstructed further to the east than the existing plaza to enable a five percent gradient on the 
reconstructed Connector Road and a minimal gradient for 200-feet approaching the new toll plaza 
B.  Vertical gradients would be limited to a five percent maximum on all roadways and a 23-foot 
clearance over the proposed Meadowlands Rail Project. 
 
An existing egress ramp from the North Connector Road to NJ Route 120 southbound via Ramp B 
would be closed to increase the elevation of the raised North Connector Road, which is necessary to 
vertically clear the proposed Meadowlands Rail Project.  This ramp would be replaced by the new 
Ramp B that would connect to a NJ Route 120 Southbound “hook ramp” existing several hundred feet 
to the South of the existing Ramp B.  This improvement would require revisions to the Meadowlands 
Racetrack valet parking circulation and some reconfiguration of the parking lot access and egress lanes 
immediately adjacent to the North Connector Road. 
 
Traffic operations at this reconfigured interchange with NJ Route 120 would be generally equal to 
current operations.  All traffic movements that currently exist at this interchange would be 
provided in the new configuration.  However, the one egress movement currently using Ramp B 
would be directed to a new Ramp B and combine with West Service Road exiting traffic destined 
to NJ Route 120 southbound on the southerly most “hook ramp”  near the existing pedestrian 
overpass.  The volume of traffic originating from the Plaza B area currently using Ramp B is 
relatively small, and the new Ramp B would easily be able to handle this egress movement.  The 
proposed widening of NJ Route 120 southbound to the merge with NJ Route 3 would enhance 
this egress movement via Ramp B onto NJ Route 120 Southbound, especially during events. 
 
Traffic currently gaining access from NJ Route 120 southbound onto the West Service Road 
would continue to do the same via the existing “hook ramp”  from NJ Route 120 Southbound onto 
a new west service road leading to and from the 500-space replacement parking lot.  The new 
west service road leading to and from this new parking lot would provide egress from the lot to 
NJ Route 120 Southbound via the “hook ramp”  adjacent to the North Connector Road. In 
addition, an access ramp from NJ Route 120 Southbound to the North Connector Road would 
provide access to either the Arena side or the Stadium side of the Meadowlands Sports Complex. 
 
The proposed Meadowlands rail alignment and station would temporarily displace parking spaces 
as a result of the patron staging area adjacent to the station platform, the space occupied by the 
rail line itself, and the isolation of a segment of Parking Lot 4 between the existing West Service 
Road and the proposed rail station.  To restore some permanent parking spaces, the West Service 
Road located adjacent to the proposed Ramp B would be realigned to create a 500-space parking 
lot.  This parking lot would require a new toll plaza for entering vehicles. A pedestrian overpass 
would connect to the new Meadowlands rail station and the west side of the station in order to 
afford patrons full site access.   
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Construction of this improvement could be staged in the vicinity of the new parking lot because 
proposed grades would be close in elevation to the existing grades.  Construction of the new West 
Service Road and parking lot would be constructed while maintaining operations on the existing 
West Service Road.  Once the essential new service road is completed (except for connection to 
the North Connector Road), traffic could be redirected to the new West Service Road and parking 
lot. Minor repaving would be required where the service roads overlap. 
 
The elevated North Connector Road would be constructed to elevations approximately 20 feet 
higher than the existing roadway. This would require the construction of a new Toll Plaza B, 
removal of the Existing Plaza B, and maintenance of traffic on one-half of the existing roadway 
while the adjacent half is raised.  Temporary sheeting along the centerline of the North Connector 
Road would be used to enable staged construction to occur immediately adjacent to the existing 
roadway. This would occur nearly eight feet below grade of the new roadway. 
 
Upon completion of the elevated half of the roadway and bridge, traffic would be shifted to use 
the completed half while the remaining roadway is raised and completed to meet final elevations.  
Ramp A reconstruction would require the use of Ramp B for access to NJ Route 120 Southbound 
until the raised Ramp A is completed.  This interchange would provide a 25 mph speed limit on 
Ramps A and B, and 30 mph on the North Connector Road. 
 
4.13.4.2  Traffic Analysis  
 
The MTPM network was modified to reflect the relocated Plaza A / Berry’s Creek Road 
intersection with Paterson Plank Road, the revised access to the backstretch area, and the 
realignment of West Service Road. The traffic analysis zone (TAZ) representing Parking Lot 4 
was subdivided and a portion assigned to the newly created parking lot between southbound 
Route 120 and the realigned West Service Road. Since service on the proposed Meadowland Rail 
Project would initially begin operating at 9:00 AM, which is after the morning commuter peak 
period, the following analysis was conducted to project some of its benefits based on the PM peak 
hour period. 
 
According to the Meadowlands Xanadu Redevelopment Project EIS, 3,401 trips are related to 
family entertainment during the evening peak hour (NJSEA, 2004). NJ TRANSIT estimated the 
proportion of these trips that would divert from private automobile to rail from the five major 
access corridors (Table 4.13-11).  

 
 

 
 
 
 
 
 
 
 



Meadowlands Railroad and Roadway Improvement Project Final Environmental Impact Statement 
 

NJSEA  August 2005 

J:\2005 Projects\050011.033\Documents\13 - Environmental Analysis\Environmental\FEIS\04.0 Environ Cond., Impacts, Mitigation\4.13 Traffic, Pedestrian, Transit, and Parking\FEIS 4.13 Transportation with 

map.doc 

4-86 

Table 4.13-11 
Estimated Share of Rail Diversion Tr ips 

 % Diver ted Rail Tr ips 

Access Corr idor  Distr ibution 
of Tr ips 

High Medium Low 

Route 3 East 17% 14.0% 10.5% 6.0% 
Route 3 West 20% 11.0% 7.0% 3.0% 
Route 17 and Local 12% 11.0% 5.0% 1.5% 
NJ Turnpike North 17% 6.0% 3.0% 1.0% 
NJ Turnpike South 34% 15.5% 11.0% 6.0% 
Total 100% 12.2% 8.0% 4.0% 
Source: NJ TRANSIT, 2005 

 
Three ridership estimates were provided ranging from an overall low of 4.0 percent to a high of 
12.2 percent. For the detailed peak hour traffic level of service analysis conducted as part of this 
EIS, the medium estimates of diverted volumes were used.  The family entertainment trip table 
was segregated by access corridor and the estimated trip reduction applied. This was done for 
each of the three rail share estimates. The trip tables were then assigned to the modified MTPM 
network. The results are summarized in Table 4.13-12.  
 

Table 4.13-12 
PM Hour  Existing Conditions, No-Action Alternative and Build Alternative 

Tr ips, Vehicle Miles and Vehicle Hours  
 

 PM Peak Hour  
Condition Tr ips Vehicle Miles Vehicle Hours 

Existing 2004  245,728 1,211,865 63,931 

No-Build 2007  261,874 1,322,629 69,522 

Build 2007 Low Est.  261,735 1,321,288 69,382 

Change from NB  -139 -1,341 -140 

Build 2007 Med. Est.  261,602 1,320,357 69,300 

Change from NB  -272 -2,272 -222 

Build 2007 High Est.  261,460 1,319,401 69,202 

Change from NB  -414 -3,228 -320 
Source: Edwards and Kelcey, 2005 

 
The table indicates the total trips, vehicle miles and vehicle hours of travel for the PM Existing 
Conditions, No-Action and Build Alternative with three reduced trip level estimates.  The AM 
period was not included in this analysis because rail service would operate to the Meadowlands 
Sports Complex after 9:00 AM. This is after the peak commuter period. 
 
As compared to the No-Action Alternative, the implementation of the Build Alternative would 
result in a reduction in vehicle hours during the evening peak commuter hour ranges from 140 to 
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320 while the vehicle mile reduction would range from 1,341 to 3,228. On an annual basis, the 
time saving would range from over 400,000 to nearly 1,000,000 vehicle hours while the distance 
savings range from over four million to over 10 million vehicle miles of travel. 
 
Based upon a comparison between the Existing Conditions and Build Alternative, there would not 
be any appreciable difference in traffic operations in 2007. Roadway improvements are 
anticipated for the roadway network on the Continental Airlines Arena Site to meet the needs of 
the proposed Meadowlands Xanadu Redevelopment Project and in the vicinity of the 
Meadowlands Sports Complex, including existing regional roadways such as NJ Route 120, NJ 
Route 3 and the NJ Turnpike as part of the No-Action Alternative. Based on this analysis 
presented below, there would be no adverse impacts on traffic as a result of this Project. 
 
Intersection of Paterson Plank Road and Berry’s Creek Road 
 
In 2007, with or without the Meadowlands Rail Project, the overall intersection operation are 
projected to remain at LOS B during the AM peak hour and LOS C during the PM peak hour 
(Table 4.13-13). All individual approaches are projected to operate at LOS D or better during 
both peak hours. In the AM peak hour, the level of service is projected to decrease from an LOS 
A in the Existing Conditions to LOS B in the No-Action and Build Alternatives and would 
remain at LOS B in the PM peak hour for all three alternatives.  The LOS B projected in the PM 
peak hour for the Build Alternative is the same under the Existing Conditions, and an 
improvement over the LOS C for the No-Action Alternative.  For additional detail see the 
Appendix B. 

Table 4.13-13 
Paterson Plank Road Intersection with Berry’s Creek Road 

Existing Conditions (E.C.), No-Action (N.A.), and Build Alternative  
Level of Service (LOS) and Delay Summary 

 
AM Peak Hour  PM Peak Hour   

LOS Delay*  LOS Delay*  

Location Approach E.C. N.A. Build E.C. N.A. Build E.C. N.A. Build E.C. N.A. Build 

NB C D C 27.8 42.0 30.9 C D D 29.5 35.8 46.1 

SB C C - 27.0 27.1 - C C - 24.4 24.4 - 

EB A B B 6.3 10.3 17.1 A A A 4.8 6.5 6.9 

Paterson Plank Road 
with Berry©s Creek 
Road 

WB A A A 4.3 5.2 7.9 B C C 11.6 30.1 30.5 

*  Seconds 

Source: Edwards and Kelcey, 2005 

 
Based on this analysis, no adverse impacts on traffic are projected at this location as a result of 
the Project. 
 
 
 



Meadowlands Railroad and Roadway Improvement Project Final Environmental Impact Statement 
 

NJSEA  August 2005 

J:\2005 Projects\050011.033\Documents\13 - Environmental Analysis\Environmental\FEIS\04.0 Environ Cond., Impacts, Mitigation\4.13 Traffic, Pedestrian, Transit, and Parking\FEIS 4.13 Transportation with 

map.doc 

4-88 

Route 120 Southbound and Ramps E, F, K and L 
 
The proposed Meadowland Railroad and Roadway Improvement Project would relocate sections 
of the West Peripheral Road and potentially change the traffic patterns on four ramps on the 
southbound side of NJ Route 120. The Build Alternative would eliminate part of Ramp F. The 
connection from North Connector Road to NJ Route 120 southbound is proposed to be eliminated 
while the connection from northbound West Peripheral Road would remain the same. West 
Peripheral Road would become a two-way roadway between the North Connector Road and 
Ramp L providing the connection from eastbound North Connector Road to southbound NJ 
Route 120. A new parking lot would be provided between NJ Route 120 and the proposed 
Meadowlands rail station with access from the West Peripheral Road. The net effect of these 
roadway changes would be some rerouting of traffic that is anticipated to occur in conjunction 
with the projected shift in mode from automobile to rail. With the exception of Ramp L, this 
would result in a reduction of peak hour ramp volumes. 
 
Future year 2007 No-Action and the Build traffic volumes were based on the MTPM described 
previously. Table 4.13-14 shows the Existing, No-Action and Build projected volumes for the NJ 
Route 120 southbound mainline (just north of the North Connector Road) and the four ramps 
under evaluation. 

Table 4.13-14 
Route 120 SB, Ramps E, F, K  and L 

Existing Conditions (E.C.), No-Action (N.A.) and Build Alternative Traffic Volumes 
 

 AM Peak Hour  PM Peak Hour  

Location Segment 
Type 

E.C. N.A. Build E.C.  N.A. Build 

Route 120 SB Mainline 2,056 2,090 2,074 2,144 2,420 2,378 

Ramp E On-Ramp 26 235 189 180 967 857 

Ramp F On-Ramp 15 26 12 40 83 43 

Ramp K Off-Ramp 41 58 49 79 163 128 

Ramp L On-Ramp 11 56 73 55 385 493 
Source: Edwards and Kelcey, 2005 

 
As indicated in Tables 4.13-15 and 4.13-16, the ramp merges and diverges currently operate at an 
acceptable LOS during the AM and PM peak hour, respectively, and would continue to do so 
under both the No-Action and Build scenarios.  During the AM peak hour, the level of service of 
Ramp K is expected to improve from LOS B in the Existing Conditions to LOS A in the No-
Build and Build Alternatives. 
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Table 4.13-15 
Ramps E, F, K , and L 

Existing Conditions (E.C.), No-Action (N.A.), and Build Alternatives 
AM Peak Hour  Level of Service and Density 

 
 Level of Service Density *  

Location Analysis 
Type 

E.C. N.A. Build E.C. N.A. Build 

Ramp E Merge B B B 14.8 11.3 11.0 

Ramp F Merge B B B 11.7 12.5 12.1 

Ramp K Diverge B A A 11.2 7.2 6.8 

Ramp L Merge B B B 15.0 10.9 11.1 

*Passenger cars per mile per lane 

Source: Edwards and Kelcey, 2005 

 

 
Table 4.13-16 

Ramps E, F, K , and L 
Existing Conditions (E.C.), No-Action (N.A.), and Build Alternatives, 

PM Peak Hour  Level of Service and Density*   
 

 Level of Service Destiny 
Location Analysis 

Type 
E.C. N.A. Build E.C. N.A. Build 

Ramp E Merge B B B 16.5 16.0 15.4 

Ramp F Merge B B B 13.2 18.1 17.2 

Ramp K Diverge B B B 12.9 12.4 11.4 

Ramp L Merge B B B 16.2 15.2 15.2 

*Passenger cars per mile per lane 

Source: Edwards and Kelcey, 2005 

 
Based on this analysis, no adverse impacts on traffic are projected at this location as a result of 
the Project. 
 
4.13.4.3  Transit  
 
As part of the Meadowlands Railroad and Roadway Improvement Project, passenger rail service 
would be provided to the Meadowlands Sports Complex via a rail connection from the Pascack 
Valley Line. This project would result in a reduction in vehicular trips to Meadowlands Sports 
Complex.  Rail passenger service would operate on a daily basis to and from the Meadowlands 
Sports Complex at times that would best meet project ridership demands.  The service provided 
would vary depending on proposed events and activities at the Sports Complex. 
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It is projected that the bus service identified in the No-Build Alternative transit section (4.13.3.2) 
would continue to service the Meadowlands Sports Complex. Upon completion of the rail project, 
modifications to bus service would be evaluated in the future by NJ TRANSIT and private bus 
lines to meet the ridership demands  
 
4.13.4.4  Pedestrian 
 
An evaluation of pedestrian loads and movements at the proposed Meadowlands station was 
completed using simulation software to ensure that this facility could safely accommodate 
pedestrians traveling to and from a stadium event and emergency evacuation scenarios.  More 
specifically, this evaluation was completed to verify that the station conceptual design complies 
with Sections 5.5.2 and 5.5.3 of the National Fire Protection Association (NFPA) 130 – Standard 
for Fixed Guideway Transit and Passenger Rail Systems.  In addition, estimates of passenger 
arrival times to the station were developed to provide feedback on the adequacy of the width of 
the train station plaza areas. 
 
The Stadium Event Scenario considered two operational alternatives: the Constrained Alternative 
and Adjusted Alternative.  Both of these alternatives assume the same maximum pedestrian 
capacities of the trains and platforms and are considered equivalent. The Stadium Event Scenario 
assumed a peak-hour pedestrian demand of 12,000 riders. The Emergency Evacuation Scenario 
assumed a passenger demand level on the side platform where 2,000 riders would have to be 
evacuated at one time and 3,000 riders evacuated at one time from the island platform.  It was 
determined that the time required for all patrons to exit Giants Stadium after the completion of an 
event would be 35 minutes.   
 
The simulation model that was developed to evaluate the safety of the Meadowland rail station 
shows that it would comply with the National Fire Protection Association (NFPA) Code Number 
130 patron flow and occupancy requirements. As required under NFPA 130, the analysis 
indicates that all patrons would be able to clear each Meadowlands rail station platform in less 
than four minutes, no patron would walk more than 300 feet to a staircase exit, and all patrons 
would be able to reach a point of safety in no more than six minutes.  
 
Design and operations measures were developed as part of this project to ensure the safety of 
pedestrians.  The intended operation of the station would be to hold riders at the fare gates until a 
platform fills to its defined capacity, instead of allowing them to crowd onto the platform. At the 
Meadowlands rail station numerous pedestrian access locations would be provided to and from 
the station with directional signage placed in appropriate locations. The rail alignment from the 
vicinity of the Yonkers Parking Lot to the rail station would be enclosed with fencing to prevent 
the intrusion of pedestrians into the rail right-of-way. All pedestrian facilities would be fully 
complaint with the Americans with Disabilities Act (ADA.) NJSEA would act to ensure that any 
and all pedestrian safety performance measures are met or exceeded to ensure the safe movement 
of pedestrians to and from the proposed rail station.  
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4.13.4.5  Parking 
 
The Meadowlands Railroad and Roadway Improvement Project would result in the temporary 
displacement of parking spaces because of the patron staging area provided adjacent to the station 
platform, the space that would be occupied by the rail line itself, and the isolation of a segment of 
Parking Lot 4 between the existing westerly service road and the rail station. To restore these 
parking spaces, the West Service Road would be realigned to run adjacent to the new Ramp B. 
This would create an employee parking lot that would require a new toll plaza as well as a 
pedestrian overpass connection to any of the displaced parking spaces that would be replaced as 
part of this project. It is anticipated that no net loss of parking would occur. Therefore, there 
would not be any long-term reduction of parking spaces due to the construction of the Build 
Alternative. 
 
4.13.4.6  Rail 
 
Beyond the new connection to the Pascack Valley Line, the proposed Meadowlands rail service 
would operate over the NJ TRANSIT rail network to the Frank R. Lautenberg Rail Station at 
Secaucus Junction and to Hoboken. The implementation of the Meadowlands rail service has 
been planned to work in conjunction with current and future rail NJ TRANSIT operations along 
the Pascack Valley Line and Bergen County Line rail corridors. No negative impacts from this 
proposed project to passenger rail are anticipated.  
 
While with the implementation of the proposed project, freight service would have somewhat 
fewer opportunities to fit in between passenger trains, the project includes track improvements to 
allow NJ TRANSIT off-peak service to operate around a local freight train working in this 
territory.  Given the low level of freight activity, no negative impacts on freight service are 
expected. 
 

4.13.5 Mitigation 

 
The proposed Meadowlands Railroad and Roadway Improvement Project would not have 
significant negative impact transportation. The proposed Project would remove traffic from the local 
and regional roadways and provide an additional mode of transportation to the Meadowlands Sports 
Complex. Due the lack of impacts and the likely benefits to be realized from the proposed roadway 
and rail improvements considered in the Preferred Alternative, no mitigation measures are required. 


