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3.11.4 Construction Transportation
3.11.4.1 Introduction

The analyses in this chapter have been prepared following the guidance of the City Environmental Quality
Review (CEQR) Technical Manual and the methodologies for transportation impact assessments. The
chapter examines the potential temporary construction period significant adverse impacts of project
construction on traffic, parking, and pedestrian conditions (significant adverse operational impacts are
presented in Chapter 3.8, “Transportation”)._The peak activity for construction workers and trucks,
Maintenance and Protection of Traffic (MPT) in all reaches for construction of the floodwall and Early
Works Packages (EWP), and MPT for construction of the State Route 9A/West Street and Harrison Street
gate crossings in Reach 1 would not occur simultaneously. To assess the potential for significant adverse
impacts for combinations of these components overlapping, different scenarios have been assessed. The
peak activity for construction workers and trucks at intersections where there would be no MPT is
evaluated. The peak activity for construction workers and trucks overlapping with intersections affected
by MPT for construction of the floodwall and EWP is evaluated. Finally, the peak activity for construction
workers and trucks at intersections affected by MPT for the State Route 9A/West Street and Harrison
Street gate crossings in Reach 1 is evaluated. These evaluations have been conducted for traffic, parking,

and pedestrian operations. A gualitative analysis of pedestrian and bicycle diversions due to open space
closures has also been conducted.

As the first step in this analysis, peak construction activities during the standard construction peak period
hours of 6:00 AM to 7:00 AM and 3:00 PM to 4:00 PM (“Peak Construction Analysis”) were considered.
Transportation screening assessments were undertaken using construction worker and truck activity for
the highest peak quarter that is forecasted to occur during the Peak Construction Analysis scenario.
Additionally, locations that are projected to have a reduced capacity during construction (such as
removing a moving lane or narrowing a travel lane/pedestrian/bicycle pathway) or where traffic and
pedestrian diversions are proposed due to full street and sidewalk closures as part of the construction

project’s Maintenance-and-Protection-of Fraffie{MPT} during the commuter weekday AM, midday, and

PM and Saturday peak hours (“Construction MPT Analysis”) were considered. As described above, the

Construction MPT Analysis considers intersections affected by MPT for the floodwall and EWP separately
from intersections affected by MPT for the State Route 9A/West Street and Harrison Street gate crossings

in Reach 1. This has been done because MPT in Reach 1 for construction of the floodwall and EWP would

affect the same intersections as MPT for the State Route 9A/West Street and Harrison Street gate
crossings but would have lesser effects. The peak activity for construction workers and trucks has been
added to both scenarios as a conservative assumption. Therefore, these two scenarios have been

evaluated for significant adverse transportation impacts and potential mitigation for those periods of
construction. A Hati j j j j j

been-conducted-For the Construction MPT Analysis scenario, transportation screening assessments were
undertaken using the latest-MPT plan that is anticipated to be in place. Both the Peak Construction
Analysis and Construction MPT Analysis scenarios were used to evaluate the potential for significant
adverse transportation impacts during construction. Key data used in this analysis (e.g., phasing,
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construction, and worker trips) were developed based on project build-out data developed by the design
build team (e.g., Turner construction).

The transportation analyses reflected in this chapter, as well as the recommended mitigation measures

in Chapter 4.0, “Mitigation,” were based on the construction worker and truck activity by reach from the
initial construction schedule of 66 months. That schedule assumed construction activities in Reaches 3, 5
6 and 7, and drainage improvements in 2030, resulting in peak worker and truck activity. Since the Draft
Environmental Impact Statement gDEIS!! there were refinements to construction phasing, and the and-the
} 8-peak quarter in 2030 for peak-to-the 66-
mmm#%WMWWWW%
updated to a peak quarter in 2028-byreach. Comparisons were made between the construction schedule
with a 2028 peak to the schedule with a 2030 peak considering peak quarter construction workers and
trucks by reach. Htwasdetermined-that-the-Based on the comparisons, the previous transportation
analyses presented in the DEIS which-reflect a more conservative scenario for transportation significant
adverse impact purposes than the latest schedule with a 2028 peak. Therefore, the construction phasing
refinements would result in the same conclusions for traffic and pedestrian significant adverse impacts
and mitigation. Fhi j 1 with-the peakguarterof
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Since the publication of the DEIS, the BPCA has advanced the project design and made modifications to
the Proposed Project as described in Chapter 1, “Project Description.” The two swing gates crossing State
Route 9A/West Street would be stored in the median north of Chambers Street: one for the southbound
side and one for the northbound side. Further description of the State Route 9A/West Street gate crossing
finished condition and an evaluation of significant adverse traffic impacts related to geometric
modifications of the street are presented in Chapter 3.8, “Transportation.” To construct the State Route
9A/West Street gate crossing, the design build team has proposed an MPT plan which would have a
duration of approximately 36 months and maintain three southbound lanes and reduce the northbound
direction from four to three lanes during the daytime and reduce both directions to two lanes overnight.
The State Route 9A/West Street gate crossing construction would not affect pedestrians or bicyclists.
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The gates crossing Harrison Street would be flip-up gates stored in the street bed just east of State Route
9A/West Street. The final curb-to-curb width of Harrison Street would not be reduced by the flip-up gates
but construction would be accomplished with two phases that would narrow travel lanes and divert
pedestrians from one side of Harrison Street to the other between State Route 9A/West Street and
Greenwich Street. The first phase would involve MPT activities in the south half of the street and close
the south sidewalk, and the second phase would involve MPT activities in the north half of the street and
close the north sidewalk. Since a 10-foot travel lanes for eastbound and westbound Harrison Street would
be maintained during both phases, the Harrison Street gate crossing MPT is therefore analyzed for traffic
as one condition. The construction of the Harrison Street gate crossing may happen concurrently with the
State Route 9A/West Street gate crossing construction and has been analyzed to overlap. Consistent with
the analysis framework for other MPT activities in this chapter and the DEIS, traffic analysis of the gate
crossing is assumed for the 2030 traffic condition, concurrent with the peak quarter for construction
worker and truck activity to represent a reasonable worst-case scenario for traffic growth.

As stated in Chapter 4.0 “Mitigation,” the proposed mitigation measures would be subject to approval by
theNew YorkCity Department-of Transportation{(NYCDOT} and the-New York-State Departmentof
Franspertation{(NYSDOT} prior to implementation._Specific signal timing changes recommended as
mitigation will be evaluated, based on in-field operations, and reviewed by NYCDOT for approval. If the
recommended mitigation is deemed infeasible and no alternative mitigation measure can be identified,
then the identified significant adverse traffic impact would be unmitigated.

As part of the design advancement since the DEIS, the “tie-back” to higher ground at an upland location
was refined to end approximately 50 feet south of the corner of North Moore Street instead of midblock
between Franklin Street and North Moore Street. The refined sidewalk construction plans were evaluated
and determined to either provide the same or improved conditions as presented in the DEIS, as the
analysis relied on the narrowest point along the sidewalk during construction, which remains unchanged
with the new design.

As part of the design advancement since the DEIS, Battery Park City Authority (BPCA) coordinated with

Independence Plaza and the Borough of Manhattan Community College (BMCC) to address concerns
related to the interface of the proposed flood barrier system with the property frontages along North
Moore Street, Harrison Street and State Route 9A/West Street. This chapter includes an updated design
approach for North Moore Street that widens the sidewalk by approximately 9 feet to allow additional
operational space for pedestrians and Independence Plaza functions. This is achieved by converting the
parking lane in North Moore Street to a widened sidewalk between State Route 9A/West Street on the
west and Greenwich Street on the east. The curbside parking lane along the south curb of North Moore
Street would be maintained but the number of on-street parking spaces would be reduced from
approximately 14 to 8 spaces to install curb extensions. The construction effects on pedestrian operations
of the widened sidewalk would be the same as those presented in the DEIS since construction would be
achieved in the same manner. However, the construction effects on traffic operations at the intersection
of North Moore Street and State Route 9A/West Street would require additional narrowing as compared
to the DEIS. The DEIS analyzed North Moore Street with a width of 42 feet, which included parking on
both sides of the street during construction. The 42-foot width consisted of two 13-foot-wide travel lanes
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and two 8-foot-wide parking lanes. The construction of the sidewalk extension option would narrow the
width of North Moore Street to 25 feet measured from the construction fence to the north curb, which
would allow for two travel lanes, but no parking. This chapter presents a traffic analysis of the 25-foot
width during construction on North Moore Street at the intersection of State Route 9A/West Street. The
conclusions of the sidewalk extension design refinement differ from those presented in the DEIS, such
that the Proposed Project would not result in significant adverse traffic impacts on the westbound
approach of North Moore Street during any peak hour during the 2030 peak construction condition. This

difference is attributable to the additional delays from parking maneuvers which would occur under the
42-foot-wide construction condition without a sidewalk extension, but not under the sidewalk extension

construction condition.

For the purposes of advancing the Proposed Project and reducing potential conflicts and interferences
with the flood barrier system installation, it is proposed to initiate several construction subtasks that are
referred to as Early Works Packages (EWP). These include the following: relocation of critical utilities that
are in direct interference with the alignment of the flood protection system; upgrading tide gate chambers
to improve overall drainage system performance with the added benefit of providing protection against
storm events in advance of the completed flood protection system; and select interior drainage
improvements related to the interceptor, such as installing sluice gate and securing manholes to improve
the overall drainage system performance and to also provide early protection against storm events. The
DEIS presented the preliminary construction phasing details for the EWP and stated that they would have
a_duration of approximately 7 months and would require temporary lane closures. Qualitative
descriptions of the traffic, bicycle, and pedestrian effects of EWP were included in the DEIS in this chapter.
Since the DEIS, refinements to the MPT plan for EWP were made. The EWP descriptions have subsequently
been updated to include detailed analyses in this chapter, where applicable. Specifically, refined
assumptions of temporary street and travel lane closures in this chapter are presented in Section 3.11.4.6,
“Construction MPT Analysis.”

Per a request from NYCDOT to guantify the amount and type of on-street parking that would be
temporarily removed during construction, the FEIS provides the total number of temporary parking space
losses and corresponding parking regulations in this chapter in Section 3.11.4.7 “Parking Assessment.”

New York City's Central Business District (CBD) Tolling Program, also known as "Congestion Pricing," is an

electronic toll system that charges drivers to enter Manhattan’s CBD. The program aims to reduce traffic
and air pollution, enhance street safety, raise revenues to improve the transit system, and encourage the
use of public transportation. The program went into effect on January 5, 2025. Initial data collected by
the Metropolitan Transportation Authority (MTA)/New York City Transit (NYCT) and NYCDOT indicate a
decrease in the number of vehicles entering the CBD, suggesting that the program is already reducing
citywide traffic volumes. Early signs also show that some drivers are shifting their travel times to off-peak
hours to avoid the toll, which could lead to a reduction in peak-hour traffic as commuters either switch to
transit or adjust their schedules. While some bus and subway lines indicate an increase in ridership in
response to the implementation of Congestion Pricing, the program’s early effects on the pedestrian and
transit networks are less clear. Other factors, such as shifts to in-office work and lingering pandemic-
related trends, may also be influencing these patterns. The transportation data presented in this
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document were collected prior to implementation of the Congestion Pricing program. The data were not
adjusted to account for the implementation of the program, nor have any improvements to the transit
system been considered, because the long-term effects of the program are unknown at this time. Over
time, as commuters adapt and public transportation options improve, transportation patterns are
expected to evolve and eventually settle into a new equilibrium. However, the timeline for this transition
remains uncertain. Adding to this uncertainty is the position of the current federal administration, which
has expressed a desire to halt Congestion Pricing. This introduces an additional layer of unpredictability
and the program's long-term impact on New York City's transportation landscape.

3.11.4.2 Principal Conclusions
3.11.4.2.1 Traffic

Traffic conditions were evaluated at 14 intersections for the Peak Construction Analysis for the
construction weekday AM and PM peak hours. Based on that analysis, during project construction
significant adverse traffic impacts were identified at two intersections during the construction weekday
AM peak hour and four intersections during the construction weekday PM peak hour. Table 3.11.4-1
summarizes these projected significant adverse traffic impacts. Fo—address—these-impacts—pPotential
improvement measures that may be implemented to mitigate these impacts are presented in Chapter 4.0,
“Mitigation.” Since the significant adverse impacts identified in this analysis are construction-related, the
potential measures to address these identified traffic and pedestrian impacts will be implemented as part
of the Proposed Project’s MPT plans. Potential measures are presented in Chapter 4.0, “Mitigation” and
will be reviewed with the relevant agencies for feasibility and implementation._Specific signal timing
changes recommended as mitigation will be evaluated, based on in-field operations, and reviewed by
NYCDOT for approval. If the recommended mitigation is deemed infeasible and no alternative mitigation
measure can be identified, then the identified significant adverse traffic impact would be unmitigated.

Table 3.11.4-1

Summary of Peak Construction Analysis Significant Adverse Traffic Impacts
Intersection

NB/SB Street EB/WB Street Weekday AM Peak Hour | Weekday PM Peak Hour
North End Avenue Vesey Street SB-LT
State Route 9A/West Murray Street EB-L
Street WB-LT
State Route 9A/West
Street Laight Street WB-L
State Route 9A/West ) EB-DefL
"~ Street Liberty Street NB-L NB-L
State Route 9A/West
Street Albany Street EB-LTR

Note:
L = Left Turn, T = Through, R = Right Turn, DefL = Defacto Left Turn, EB = Eastbound,
WB = Westbound, NB = Northbound, SB = Southbound

Traffic conditions were evaluated at five intersections for the Construction MPT Analysis scenario related
to construction of the floodwall and EWP. Traffic analysis of MPT for gate crossings for State Route
9A/West Street and Harrison Street are presented as a separate subsection and were also evaluated traffic
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at five intersections. For the traffic locations affected by the MPT plan_for the floodwall and EWP, five

intersections were analyzed for six peak hours, comprising the commuter weekday AM, midday, and PM
and Saturday peak hours, and the construction weekday AM and PM peak hours. According to analyses
conducted under the MPT Construction Analysis scenario, potential significant adverse traffic impacts
would occur at twe-intersections-coutd-result-State Route 9A/West Street and Harrison Street( uring the

AM peak hour}a : . d
Saturday—peak—hours}. Table 3.11.4-2a summarizes these—this impact. The potential improvement
measures that may be implemented to mitigate thesethis significant adverse traffic impacts are—is
discussed in Chapter 4.0, “Mitigation,” which consists of a signal timing changes-fertraffic-and-relocation
ef-moveable-ebstructions{for-pedestrians. While it is unlikely that all of the closures presented in Table
3.11.41-3 in Chapter 3.11.1, “Construction Overview,” would occur simultaneously with the peak quarter
of construction conditions in 2030, in order to provide a conservative analysis of the traffic effects at MPT

locations and flexibility should construction staging or durations be modified, it is assumed in this
Environmental Impact Statement (EIS) that all areas impacted by closures would occur simultaneously and
overlap with the peak quarter of construction.

Table 3.11.4-2a
Summary of Construction MPT Analysis Significant Adverse Traffic Impacts

Intersection Weekday | Weekday | Weekday Construction Construction
NB/SB EB/WB AM Peak Midday PM Peak | Saturday Weekday AM Weekday PM
Street Street Hour Peak Hour Hour Peak Hour Peak Hour Peak Hour
State
Route

9A/West | Harrison
Street Street NB-TR
-Route North WB-L WB-L
9A M est Moore
Street Street WB-R WB-R
Note:

L = Left Turn, T = Through, R = Right Turn, DefL = Defacto Left Turn, EB = Eastbound, WB = Westbound,
NB = Northbound, SB = Southbound

Traffic conditions were evaluated at five intersections for the same peak hours as the Construction MPT
Analysis for construction of the floodwall and EWP, considering construction of the gate crossings for
State Route 9A/West Street and Harrison Street.

Table 3.11.4-2b summarizes the significant adverse traffic impacts of the State Route 9A/West Street Gate
Crossing Construction MPT.
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Table 3.11.4-2b
Summary of Construction MPT Analysis for State Route 9A/West Street Gate Construction:

Northbound and Southbound Lane Closure for 36 months
Significant Adverse Traffic Impacts

Intersection Weekday Weekday Weekday Construction Construction
NB/SB EB/WB AM Peak Midday PM Peak | Saturday Weekday AM Weekday PM
Street Street Hour Peak Hour Hour Peak Hour Peak Hour Peak Hour

WB-LT
State WB-R WB-R
Route NB-L NB-L NB-L NB-L
9A/West Murray NB-TR NB-TR NB-TR NB-TR NB-TR
Street Street SB-R
State
R EB-LTR EB-LTR
9A/West | Warren
Street Street NB-TR NB-TR NB-TR
EB-LTR EB-LTR
State WB-LT WB-LT
Route NB-TR NB-TR NB-TR NB-TR NB-TR NB-TR
9A/West | Chambers B-T B-T B-T B-T B-T
Street Street SB-R SB-R
Note:
NB = North n B = h n

All significant adverse traffic impacts associated with the gate crossing MPT plans have been identified as
unmitigable without considering mitigation from the Traffic Management Plan (TMP) referenced in this
chapter. Given the Design Build nature of the Proposed Project, final, approved MPT plans are not
available. Following the EIS, BPCA and its contractors will apply for permits to partially or fully close the
roadways evaluated and analyzed in the EIS. At that time, NYSDOT and NYCDOT’s Office of Construction
Mitigation and Coordination (OCMC) Unit will request detailed MPT plans for each construction phase
and BPCA and its contractors will provide the requested MPT plans. Next, NYSDOT and NYCDOT’s OCMC
Unit will review and approve the detailed MPT plans. Once final, approved MPT plans are available, a TMP
including mitigation will be scoped with NYSDOT and NYCDOT. All proposed partial- and full-roadway
closure conditions along State Route 9A/West Street between Chambers Street and Harrison Street and
other streets analyzed in the EIS would be subject to the TMP that will be coordinated among the relevant
agencies, and subject to their review and approval, including BPCA, NYSDOT, NYCDOT and the New York
City Police and Fire Departments, (NYPD) and (FDNY), to ensure construction is implemented with the
least impact to travel lanes, while still providing the necessary pre-construction notifications and

alternative diversion routes options through signage and other outreach means. This plan will also detail
the deployment and placement plans for Traffic Enforcement Agents (TEAs) and Variable Message Signs

VMS). This TMP_may include additional data collection and analysis to sufficiently address relevant
agencies’ requirements. If so, the additional traffic data collection and analysis would include the use of
Synchro software on State Route 9A/West Street and other nearby intersections. The analysis would be
used to identify the extent of delays and effectiveness of improvement measures identified in the EIS as
mitigation, and modify those conclusions if necessary to further improve traffic conditions under the final,
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approved MPT plans. Mitigation to partially or fully address the significant adverse traffic impacts
identified in this EIS may include but is not limited to temporary traffic signal phasing and timing
adjustments, parking prohibitions or lane restriping to facilitate temporary through or turning lanes, turn
prohibitions to eliminate conflicts with through-vehicles and improve through-vehicle traffic flow, and
TEAs who can better react to changing traffic conditions.

3.11.4.2.2 Transit

The incremental subway, Port Authority Trans-Hudson Corporation (PATH) and bus trips generated during
project construction would be well below the respective CEQR Technical Manual thresholds. Therefore,
detailed transit analyses are not warranted, and the Proposed Project would not result in any significant
adverse transit impacts.

3.11.4.2.3 Citywide Ferry Service

Given its location and trip generation characteristics, the Proposed Project is not expected to generate
any incremental Citywide Ferry Service (CWFS) trips during construction. Therefore, an analysis of ferry
facilities is not warranted, and the Proposed Project would not result in any significant adverse ferry
impacts. 3

3.11.4.2.4 Pedestrians

The incremental pedestrian trips generated during construction per pedestrian element for the Peak
Construction Analysis would be well below the CEQR Technical Manual analysis threshold of 200
pedestrians per hour. Therefore, a detailed pedestrian analysis is not warranted, and the Proposed Project
would not result in any significant adverse pedestrian impacts for the Peak Construction Analysis scenario.

To determine the_significant adverse pedestrian impacts under the MPT Analysis scenario of narrowed
sidewalks/walkways and sidewalk closures, pedestrian conditions were evaluated at eightten
sidewalks/walkways, feursix corners, and twethree crosswalks for the commuter weekday AM, midday,

and PM and Saturday peak hours. Based on this analysis, significant adverse pedestrian impacts during
construction were identified at five pedestrian elements during the weekday AM peak hour, two elements
during the weekday midday peak hour, five elements during the weekday PM peak hour, and two
elements during the Saturday peak hour. Table 3.11.4-3 summarizes these projected significant adverse
pedestrian impacts and the potential mitigation measures that may be implemented to address these
impacts are discussed in Chapter 4.0, “Mitigation.”

3 While the project worker trips originating New Jersey may also use NY Waterway, these trips were conservatively
assumed in the vehicle or transit modes.
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Table 3.11.4-3
Summary of Construction MPT Analysis Significant Adverse Pedestrian Impacts

Weekday | Weekday | Weekday
AM Midday PM Saturday
Pedestrian Element Peak Hour |Peak Hour| Peak Hour |Peak Hour
West Walkway along State Route 9A/West Street between
Hayrison gtreet and Chambers Street Impacted Impacted | Impacted
East Sidewalk along Greenwich Street between North Moore Impacted Impacted
Street and Franklin Street P P
Greenwich Street and Franklin Street Northeast Corner Impacted | Impacted | Impacted | Impacted
Greenwich Street and North Moore Street South Crosswalk Impacted Impacted
Greenwich Street and Franklin Street North Crosswalk Impacted | Impacted | Impacted

To determine the significant adverse impacts of open space closures on pedestrians and bicyclists, a
gualitative analysis of alternate routes bypassing closed open spaces and routes to other available open
spaces was conducted. Based on this analysis, the potential for temporary unmitigated significant adverse
effects on pedestrians and bicyclists would result in 26272028, the peak year of construction activity, and
would result at lesser levels throughout the duration of the construction schedule.

3.11.4.2.5 Parking

The Proposed Project would generate a daily parking demand of 104 vehicles during peak construction
activities. This demand could be fully accommodated by nearby off-street facilities within % mile of the
Project Area. Therefore, the Proposed Project would not result in any potential significant adverse parking
impacts.

3.11.4.3 Screening Assessment

As defined in the CEQR Technical Manual, a two-tiered screening analysis is performed to determine
whether a quantified traffic, transit, ferry, pedestrian, or parking analysis is needed to evaluate the
potential for significant adverse transportation impacts. The methodology begins with the preparation of
a trip generation analysis to determine the volume of person and vehicle trips associated with the
Proposed Project. The results are then compared with the CEQR Technical Manual-specified thresholds
(Level 1 screening analysis) to determine whether a Level 2 screening analysis is needed. If the Proposed
Project would result in 50 or more vehicle trips, 50 or more CWFS trips, and/or 200 or more
transit/pedestrian trips during a given peak hour (a “Level 1” screening), a Level 2 screening analysis is
undertaken.

For the Level 2 screening analysis, project-generated trips are assigned along specific streets and through
intersections, into transit modes and along pedestrian routes. For a typical Level 2 screening, if the results
of this analysis show that the Proposed Project (in Manhattan) would result in 50 or more vehicle trips at
an intersection, 25 or more passenger ferry trips in a single direction on a single route, 50 or more bus
riders on a route in one direction, 200 more subway trips at a station, or 200 or more pedestrian trips at
a crosswalk, street corner, or sidewalk segment, quantified analyses may be warranted to analyze the
potential for significant adverse traffic, transit, pedestrian, and/or parking impacts.
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As stated above, separate assessments/analyses were prepared for the Peak Construction Analysis and
the Construction MPT Analysis scenarios; both are presented below.

3.11.4.3.1 Construction Worker and Delivery Projections

The Proposed Project is to be constructed in a single phase, with construction anticipated to begin in 2025
and be completed in 2031.8- The analyses in this chapter were based on the peak worker and truck trips
during project construction that were developed based on several factors including construction vehicle
and worker projections by reach, modal split, vehicle occupancy and trip distribution, truck passenger car
equivalents (PCEs), and arrival/departure patterns which were then reviewed to determine the peak
quarter of construction. This analysis included projecting construction workers and trucks for average
weekdays by construction quarter on a rolling basis and selecting the highest (or peak) quarter of
combined workers and truck PCEs, which is based on standard CEQR Technical Manual guidance. Based
on this analysis, as shown in Table 3.11.3-4, the peak quarter of construction activity is projected to be in
the first quarter of 2030.

Table 3.11.4-4
Average Number of Daily Workers and Trucks by Year and Quarter

Year 2025 2026 2027 2028 2029 2030
Quarter [3Q[40[10[20[30[40[10[20[30[40[10/2Q3Q[40[10[20[30[40[10[20[30[40Q
Daily Workers

Reach 1 10 30 40 60 70 80 85 80 70 60 25 10
Reach 2 10 65 | 110 110| 25 25 75 |1 120 120 | 120 | 95 10 - - - - - - - - -
Reach 3 - - - 10 10 20 70 40 30 | 100 | 80 40

Reach 4 10| 10| 10 ] 10| 75| 75| 30| 20 ( 30 | 40 [ 110] 110 10| 10 - - - - = - - -
Reach 5 10 10 [ 10| 35 ] 40| 50 | 60 | 65| 70 [ 100 125) 130 110| 80 | 45 | 45 [ 160 170) 180| 55 [ 20 | 10

Reach 6 35| 70| 40 | 25 | 55 | 160| 150 95 | 110 100| 80 | 385 | 30 - -
Reach 7 - - - - 40 [ 40 | 80 | 85| 80 | 70 | 110| 85 | 30 | 20 | 10
Drainage

Improvements | 10 | 15 | 15 [ 15 | 15 | 20 { 20 | 30 | 30 | 20 | 20 | 20 | 20 { 20 | 20 | 20 | 20 | 20 | 20 | 20 | 15 [ 15
Total Workers | 50 [ 130 | 185 ] 230 225| 250 | 270 | 350 | 390 | 380 | 400 | 375 350 | 350 | 265 ( 325| 390 | 410| 420 | 215| 95 | 35

Daily Trucks
Reach 1 5 15| 20 [ 30| 35 | 40| 40| 40| 35| 30 [ 15 5 -
Reach 2 5 30 | 50 | 50 | 15| 15| 35 | 55 | 55 | 55 | 45 5 -
Reach 3 - - - - - - - - - - - 5 5 10 | 35| 20| 15| 45| 40 [ 20
Reach 4 5 5 5 5 35| 35| 15[ 10| 15| 20 | 50 [ 50 5 5 - - - - - - - -
Reach 5 5 5 5 20 | 20 | 25 [ 30| 30| 35| 45| 60 | 60 | 50 [ 40 | 25 | 25 | 75| 80 | 85 | 25 [ 10 5
Reach 6 - - - - - - - 20 | 35 | 20| 15| 25| 75| 70 [ 45| 50 | 45| 40 [ 20 | 15 - -
Reach 7 - - - - 20 | 20| 40 | 40| 40| 35| 50 | 40 | 15| 10 5
Drainage

Improvements | 5 10|l 10| 10 10| 10 10f 15 ) 15| 10 10| 10 ) 10| 10 ) 10| 10| 10| 10| 10| 10| 10| 10
Total Trucks | 25 | 65 | 90 [ 115] 115] 125 130 170) 190| 180 195| 175] 165 170 130 | 160 | 185 195| 200 | 105| 50 [ 20
Note: Highlighted text indicates peak guarter of construction.

3.11.4.3.2 Hours of Work

It is expected that the majority of construction activities would be performed in accordance with New York
City laws and regulations, which allow weekday construction between 7 AM and 6 PM. Construction work
typically begins at 7 AM on weekdays, with most workers arriving between 6 AM and 7 AM. Normally the
work day ends at 3:30 PM, but may be extended beyond normal work hours to complete certain critical
tasks (e.g., finishing a concrete pour). Any extended workdays generally last until approximately 6 PM and
would not include all construction workers on-site, but only those involved in the specific task requiring
additional work time. Additionally, overnight and weekend work may be necessary, but would be the
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exception of less intensity and potential for significant adverse transportation impacts than the normal
weekday 7 AM to 3:30 PM workday.

Based on the above, it was determined that the most conservative conditions for this construction
significant adverse impact analysis were a 7 AM to 3:30 PM workday.

3.11.4.3.3 Deliveries and Access

Based on specific construction logistics developed by the Proposed Project’s design build team,
construction trucks/workers are expected to access/egress each reach at the following locations (on a
relative basis):

e Reach1:
- North Moore Street at the corner of State Route 9A/West Street — 75%
- North Moore Street at the corner of Greenwich Street — 25%

e Reach2:

- State Route 9A/West Street at the corner of Stuyvesant Plaza — 100%
e Reach 3:

- River Terrace and Chambers Street —25%

- River Terrace and Warren Street — 25%

— River Terrace and Murray Street — 25%

- River Terrace and River Terrace — 25%
e Reach4:

- Vesey Street and North End Avenue — 100%
e Reach5:

- Vesey Street and North End Avenue — 50%

- Liberty Street and South End Avenue — 50%
e Reach6:

Liberty Street and South End Avenue —25%
Albany Street and South End Avenue —25%
Rector Place and South End Avenue — 25%

West Thames Street and South End Avenue —25%
e Reach7:

- South End Avenue at Southern Turnaround — 50%
- South End Avenue and Third Place — 20%

- South End Avenue and Second Place — 20%

- South End Avenue and First Place — 10%

e Drainage Improvements:

- State Route 9A/West Street at Chambers Street (north side) — 15%
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- State Route 9A/West Street at North Esplanade — 14%
— North End Avenue at Vesey Street — 14%

- State Route 9A/West Street at Vesey Street — 15%

- South End Avenue at Albany Street — 14%

- South End Avenue at Rector Place —13%

- State Route 9A/West Street at Albany Street — 15%

3.11.4.3.4 Transportation Planning Assumptions

The temporal distribution of construction worker and truck trips is assumed to follow the patterns
summarized in Table 3.11.4-5. As shown, construction workers typically arrive in the early morning and
depart in the mid-afternoon, while truck deliveries typically peak in the early morning and diminish
through the balance of the work day.

Table 3.11.4-5
Temporal Distributions of Construction Worker and Truck Trips

Construction Workers Construction Trucks
Beginning Hour Arrival Departure Arrival Departure
6 AM 80% 0% 25% 25%
7 AM 20% 0% 10% 10%
8 AM 0% 0% 10% 10%
9 AM 0% 0% 10% 10%
10 AM 0% 0% 10% 10%
11 AM 0% 0% 10% 10%
Noon 0% 0% 10% 10%
1PM 0% 0% 5% 5%
2 PM 0% 5% 5% 5%
3 PM 0% 80% 5% 5%
4 PM 0% 15% 0% 0%
Daily Total 100% 100% 100% 100%

For the construction workers modal splits, the latest available U.S. Census reverse journey-to-work (RJTW)
data for workers in the construction and excavation industry (2000 Census data) were reviewed. The
census tracts within and adjacent to the Project Area (south to north from North Moore Street to First
Place and east to west from State Route 9A/West Street to Greenwich Street) were included, New York
County tracts 13, 21, 33, 39, 317.03, and 317.04. Travel demand assumptions for the Proposed Project’s
peak construction worker person and vehicle trips and truck trips are summarized in Table 3.11.4-6 for
the standard construction peak hours of 6:00 AM to 7:00 AM and 3:00 PM to 4:00 PM.

Table 3.11.4-6
Travel Demand Assumptions—Proposed Project Peak Construction

Construction Workers
Total 420 workers
Daily Person Trips 2.0 trips / worker
6 AM=7 AM 3 PM-4 PM

Temporal (1) 1)
40.0% 40.0%

Direction (1) 1)

In 100% 0%
Out 0% 100%
Total 100% 100%

3.11.4: Construction Transportation 3.11.4-13 May 2025



North/West Battery Park City Resiliency Project Final Environmental Impact Statement

Table 3.11.4-6
Travel Demand Assumptions—Proposed Project Peak Construction

Modal Split (2) (2)
Auto 29.0% 29.0%
Taxi 0.0% 0.0%
Subway 47.0% 47.0%
Railroad (PATH)! 13.0% 13.0%
Bus 8.0% 8.0%
Walk 3.0% 3.0%
Total 100% 100%

Vehicle Occupancy 2) )

Weekday Weekday
Auto 1.18 1.18
Construction Trucks
Total 200 trucks
Daily Truck Trips 2.0 trips / truck
6 AM-7 AM 3 PM-4 PM

Temporal 1) (1)
25.0% 5.0%

Delivery Direction (1) @)
In 50% 50%
Out 50% 50%
Total 100% 100%

Sources:

(1) Hourly construction worker and truck trips were derived from an estimated quarterly average number of construction workers
and truck deliveries per day, with each truck delivery resulting in two daily trips (arrival and departure).

(2) U.S. Census Bureau, 2000 Estimates -RJTW Data for Construction and Excavation Occupations: New York County census
tracts 13, 21, 33, 39, 317.03, and 317.04.

Note:

1 PATH = Port Authority Trans-Hudson railroad. Per the 2000 census RIJITW data for workers in the construction and excavation
industry, railroad and ferry trips are grouped together. General 2012-2016 RJTW data were reviewed for the same census
tracts identified above to estimate the percentage of ferry trips compared to railroad trips. Based on the 2012-2016 RJITW
data, approximately 2-percent of the construction worker trips would be made by ferry. However, it is expected that those ferry
trips would be mainly via the Staten Island Ferry (where analysis is not required) rather than the Citywide Ferry Service
(CWES). Therefore, it is proposed that the construction worker PATH trips will conservatively include all ferry trips.

Daily Workforce and Truck Deliveries

The combined daily construction workforce and truck trip projections in the peak quarter of 2030 were
used as the basis for estimating peak hour construction trips. Project construction is estimated to have a
peak of approximately 420 workers and 200 truck deliveries per day. Based on 2000 RJITW data from the
U.S. Census, it is anticipated that approximately 29 percent of construction workers would commute to
each reach using private autos at an average occupancy of approximately 1.18 persons per vehicle. The
modal split of 29 percent and vehicle occupancy rate of 1.18 persons per vehicle is the latest available
data for workers in the construction and excavation industry and its usage for construction workforce trip
projection follows standard CEQR Technical Manual guidance.

Like other construction projects in New York City, the majority of the construction activities are expected
to begin at 7:00 AM and end at 3:30 PM. While construction truck trips would be distributed throughout
the day (with more trips during the morning), and most trucks would remain in the area for short durations,
construction workers would commute during the hours before and after the work shift. For analysis
purposes, each truck delivery was assumed to result in two truck trips during the same hour (one “in” and
one “out”), whereas each worker vehicle was assumed to arrive near the work shift start hour and depart

3.11.4: Construction Transportation 3.11.4-14 May 2025



North/West Battery Park City Resiliency Project Final Environmental Impact Statement

near the work shift end hour. Further, in accordance with the CEQR Technical Manual, the traffic analysis
assumed that each truck has a PCE of two standard vehicles for transportation analysis purposes.

The estimated daily vehicle trips were then distributed throughout the workday based on projected work
shift allocations and likely arrival/departure patterns for construction workers and trucks (see Table
3.11.4-5). For construction workers, the majority (approximately 80 percent of total workers) of the arrival
and departure trips are expected during the hour before and after each work shift (6:00 AM to 7:00 AM
for arrival and 3:00 PM to 4:00 PM for departure on a regular day shift). Construction truck deliveries
typically peak during the hour before each shift (25 percent of total truck trips), overlapping with
construction worker arrival traffic.

3.11.4.3.5 Level 1 Screening

Based on the travel demand assumptions presented in Table 3.11.4-6, the Proposed Project’s construction
peak hour person and vehicle trips during peak construction were developed and are shown in Table
3.11.4-7.

Table 3.11.4-7
Peak Quarter of 2030 Construction Trip Generation Summary: Proposed Project

Person Trip Vehicle Trips (PCEs)

Peak Hour | In/Out | Auto Taxi Subway PATH Bus Walk | Total | Auto Taxi Truck Total

In 98 0 158 44 27 9 336 83 0 100 183

Cumulative 6-7 AM Out 0 0 0 0 0 0 0 0 0 100 100
Construction Total 98 0 158 44 27 9 336 83 0 200 283
Trips for all In 0 0 0 0 0 0 0 0 0 20 20
Reaches 3-4 PM Out 98 0 158 44 27 9 336 83 0 20 103
Total 98 0 158 44 27 9 336 83 0 40 123

Note: PCE = Passenger Car Equivalent. A PCE factor of 2.0 has been applied to truck trips for transportation screening
assessment purposes.

Traffic

As shown in Table 3.11.43-7, the Proposed Project’s construction vehicle-generated trips during peak
construction activities are projected to be a PCE of 283 and 123 vehicle trips during the weekday AM and
PM construction peak hours, respectively. Therefore, since the vehicle trips during the weekday AM and
PM construction peak hours exceed the CEQR Technical Manual analysis threshold of 50 peak hour vehicle
trips, a Level 2 screening assessment (presented in the section below) was conducted to determine if
there is a need for additional quantified traffic analysis during the weekday AM and PM construction peak

hours.

Transit

Public transit options to and from the Project Area are shown in Appendix H-%. The Project Area is well
served by transit (comprised of both rail and bus service) with the New York City Transit (NYCT) Franklin
Street (No. 1/2/3 trains) Station, Chambers Street (No. 1/2/3 trains) Station, Park Place (No. 2/3 trains)
Station, Cortlandt Street (R/W trains) Station, Bowling Green (No. 4/5 trains) Station, Rector Street (No. 1
train) Station, Rector Street (R/W trains) Station, Fulton Street (No. 4/5 trains) Station, Wall Street (No.
4/5 trains) Station, WTC Cortlandt Street (No. 1 train) Station, and World Trade Center (E train) Station
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included within the Study Area. Local NYCT bus service is provided by the M9, M20, M22, M55, and M103
bus routes. Public transportation connections to New Jersey are also available via the PATH World Trade
Center Station.

Based on the modal splits derived from the 2000 reverse-journey-to-work data for construction and
excavation occupations from the U.S. Census Bureau, it is anticipated that approximately 47 percent, 13
percent, and 8 percent of workers would commute to the project area via subway, PATH, and bus,
respectively, which is the equivalent of a peak quarter of 420 average daily construction workers, with 80
percent of these workers arriving or departing during the construction peak hours. As shown in Table
3.11.4-7, the incremental subway, PATH, and bus trips generated during construction would be 158, 44,
and 27 trips during both the weekday AM and PM construction peak hours. Therefore, since all modes of
transit would be expected to incur incremental peak hour trips well below respective CEQR Technical
Manual thresholds, detailed analyses are not warranted, and the Proposed Project would not result in any
significant adverse impacts on transit systems.

Citywide Ferry Service

The Project Area is served by the St. George Route of the Citywide Ferry Service, stopping at Battery Park
City/Vesey Street (see figure in Appendix H-1). As shown in Table 3.11.4-7, the Proposed Project is not
expected to generate any incremental construction worker trips on the Citywide of NJ Ferry Service.
Therefore, an analysis of ferry facilities is not warranted, and the Proposed Project would not result in any
significant adverse ferry impacts.

Pedestrians

As shown in Table 3.11.4-7, the projected number of incremental pedestrian trips generated by project
construction is 336 during both the weekday AM and PM construction peak hours. Since the incremental
pedestrian trips would be greater than 200 person trips during the weekday AM and PM construction
peak hours, a Level 2 screening assessment was conducted to determine pedestrian elements where
qguantified analysis may be warranted during construction, if any.

3.11.4.3.6 Level 2 Screening

As part of the Level 2 screening assessment, construction-generated trips are assigned to specific
intersections and pedestrian elements near the project site. As stated above, a further quantified
construction period transportation analyses would be warranted if the trip assignments identify key
intersections with 50 or more project-generated peak hour PCE vehicle trips or pedestrian elements with
200 or more project-generated peak hour pedestrian trips.

Traffic

As shown in Table 3.11.4-7, incremental vehicle trips resulting from project construction would exceed
the CEQR Level 1 screening threshold during the weekday AM and PM peak hours. These vehicle trips
were then assigned to area intersections based on the most likely travel routes to and from the Project
Area, prevailing travel patterns, commuter origin-destination (O-D) summaries from the 2000 census data
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and the locations of off-street parking facilities. Trucks are expected to follow NYCDOT-designated truck
routes and enter each reach at the locations detailed above under “Deliveries and Access.”

As shown in Appendix H-1, there are approximately 35 off-street parking facilities (garages and lots)
located within % mile of the Project Area. Level 2 traffic trip assignments were individually developed for
the construction worker vehicle trips and truck trips by reach (see Appendix H-1). Construction worker
vehicle trips were assigned to five nearby off-street parking facilities by reach based on the locations
detailed above under “Deliveries and Access” (see Table 3.11.4-8).

Table 3.11.4-8
Existing Off-Street Parking Supply and Utilization

Garage License |Licensed Utilization Rate Utilized Spaces Available Spaces
# Name/Address Number | Capacity | AM [MD | PM | ON [SAT| AM [ MD | PM | ON [SAT| AM [ MD | PM | ON
T__| Patriot Parking LLC. / 308 Greenwich Street] 1159592| _ 232 | 80% | 90%] 80%] 40%] 75%] 186 ] 209 | 186 93 | 174| 46 | 23 | 46 | 139
2 MP 400 LLC. / 400 Chambers Street__| 1367106 | _ 123 | 75% | 85%] 85%] 30%] 75%| 92 | 105 | 105| 37 | 92 | 31 | 18 | 18 | 86
3 SP Plus Corporation / 250 Vesey Street | 2021912 | 371 __| 70% | 80%] 80%] 20%]| 75%| 260 | 297 | 297 | 74 | 278 | 111| 74 | 74 | 297
4 | MP Batery GateWAa\}’ehtg'/s“E’ South End | 5095748| 415 | 80% | 85%)| 80% | 50% | 70%| 332 | 353 | 332 | 208| 201| 83 | 62 | 83 | 207
5 MP Battery 70 LLC. / 70 Little West Street | 2087595 100 70% | 85%| 80% | 50% | 70%| 70 85 80 | 50| 70| 30| 15| 20 50

Totals - T.241 | 76% | 85%] 81%)] 37%] 73%] 940 | 1049 | 1000] 462 905 | 301] 102 241] 779

Notes: MD = Midday; SAT = Saturday; ON = Overnight
Sources: Survey conducted by AKRF Inc. June 2023

As shown in Table 3.11.4-9 and Figure 3.11.4-1, based on the construction-generated traffic assignments,
14 intersections were selected for detailed construction traffic analysis.

Table 3.11.4-9
Traffic Level 2 Screening Analysis Results—
Selected Traffic Peak Construction Analysis Locations: Peak Construction Analysis

| Weekday Vehicle Trips
Intersection 6—7 AM 3-4 PM Selected Analysis Locations
North End Avenue and Warren Street 39 24
North End Avenue and Murray Street (South) 36 24
North End Avenue and River Terrace 36 24
North End Avenue and Vesey Street 62 26 v
South End Avenue and Liberty Street 54 21 v
South End Avenue and Albany Street 46 35
South End Avenue and W Thames Street 30 21
Battery Place and W Thames Street 30 19
Battery Place and Third Place 28 17
Battery Place and Second Place 36 25
Battery Place and First Place 30 12
Little W Street and Battery Place 37 12
State Route 9A/West Street and Laight Street 108 59 v
State Route 9A/West Street and Hubert Street (East)** 30 55
State Route 9A/West Street and Hubert Street (West)** 78 4
State Route 9A/West Street and N Moore Street 108 59 v
State Route 9A/West Street and Harrison Street v
(East) 30 55
State Route 9A/West Street and Harrison Street (West)* 78 4
State Route 9A/West Street and Chambers Street 118 61 v
State Route 9A/West Street and Warren Street 119 69 v
State Route 9A/West Street and Murray Street 143 67 v
State Route 9A/West Street and Barclay Street (East) 45 34
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Table 3.11.4-9
Traffic Level 2 Screening Analysis Results—
Selected Traffic Peak Construction Analysis Locations: Peak Construction Analysis

| Weekday Vehicle Trips
Intersection 6—7 AM 3-4 PM Selected Analysis Locations
State Route 9A/West Street and Barclay Street (West)** 78 11
State Route 9A/West Street and Vesey Street 99 41 v
State Route 9A/West Street and Liberty Street 95 43 v
State Route 9A/West Street and Albany Street 99 46 v
State Route 9A/West Street and Carlisle Street (East) 39 6
State Route 9A/West Street and Carlisle Street (West) 44 22
State Route 9A/West Street and Rector Street (East) 39 6
State Route 9A/West Street and Rector Street (West) 44 22
State Route 9A/West Street and Joseph P Ward Street 40 6
State Route 9A/West Street and West Thames Street 44 22
State Route 9A/West Street and Hugh Carey Tunnel 65 27 v
State Route 9A/West Street and Morris Street (East) 38 7
State Route 9A/West Street and Morris Street (West) 27 20
State Route 9A/West Street and Battery Place (East) 82 23 v
State Route 9A/West Street and Battery Place (West) 61 17 v
Washington Street and Laight Street 25 0
Washington Street and Battery Place* 82 23
Greenwich Street and Laight Street 25 0
Greenwich Street and Murray Street 34 13
Greenwich Street and Park Place 28 13
Greenwich Street and Barclay Street 24 4
Hudson Street and Laight Street and Holland Tunnel 25 1

Notes:

Intersections with fewer than 20 project-generated vehicle trips in both peak hours are not presented in this table

v' denotes intersection recommended for detailed traffic analysis

* denotes an intersection with 50 or more incremental peak hour vehicle trips that consist of only through movements
where no conflicting pedestrians or conflicting vehicles can affect traffic capacity or delays

** denotes intersections with 50 or more incremental peak hour vehicle trips that cannot be analyzed using the 2000
Highway Capacity Manual (HCM) methodology (not signalized or stop-controlled)

Pedestrians

As shown in Table 3.11.4-7, the incremental pedestrian trips generated by construction of the Proposed
Project would exceed the CEQR analysis threshold of 200 pedestrians during the weekday AM and PM
construction peak hours. Therefore, Level 2 pedestrian trip assighments were developed for the
construction-generated worker trips walking to and from (see also Appendix H).

e Parking Garages—Construction workers arriving by vehicle would primarily park at off-street parking
facilities in the Study Area and then walk to and from these off-street parking facilities and the
construction site.

e City Bus Trips—Construction workers using City buses would arrive and depart from City bus stops
along State Route 9A/West Street, South End Avenue, North End Avenue, Murray Street, Vesey Street,
Trinity Place, Battery Place, West Thames Street, and Broadway.
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e Subway and PATH Trips—Subway riders were assigned to the Chambers Street (No. 1/2/3 trains)
Station, Park Place (No. 2/3 trains) Station, Cortlandt Street (R/W trains) Station, Rector Street (No. 1
train) Station, Rector Street (R/W trains) Station, WTC Cortlandt Street (No. 1 train) Station, World
Trade Center (E train) Station, and PATH WTC Station.

e Walk-Only Trips—Walk-only trips were developed by distributing construction-generated person trips
to the study area pedestrian elements (i.e., sidewalks, corner reservoirs, and crosswalks).

As summarized in Table 3.11.4-10, none of the surrounding pedestrian elements would incur 200 or more

incremental person trips during construction. Further assessment of detailed pedestrian analyses during

construction is presented in the section below “Construction MPT Analysis.”

Table 3.11.4-10
Construction Pedestrian Level 2 Screening Analysis Results: Peak Construction Analysis

Incremental Pedestrian
Trips
Pedestrian Elements AM | PM
North End Avenue and Murray Street
Northwest Corner | 54 | 55
State Route 9A/West Street and Vesey Street
Southwest Corner | 62 | 62
State Route 9A/West Street and Liberty Street
Northwest Corner 66 66
North Sidewalk along Liberty Street between State Route 9A/West Street and South 64 65
End Avenue
Note: Pedestrian elements with fewer than 50 incremental pedestrian trips in all peak hours were not presented in
this table.

Parking

As discussed above, construction workers would park at nearby off-street parking facilities within %_mile
of the Project Area. The construction worker parking demand was calculated to determine if the Proposed
Project would result in a parking shortfall.

3.11.4.4 Transportation Analysis Methodologies
3.11.4.4.1 Traffic Operations

The construction period operations of all the signalized and unsignalized intersections in the study area
were assessed using methodologies presented in the 2000 HCM using the-Highway Capacity Software
(HCS+ 5.5)_and Synchro Software (Synchro 11). The HCM procedure evaluates the levels of service (LOS)
for signalized and unsignalized intersections using average stop control delay, in seconds per vehicle, as
described below.

Signalized Intersections

The average control delay per vehicle is the basis for LOS determination for individual lane groups
(grouping of movements in one or more travel lanes), the approaches, and the overall intersection. The
levels of service are defined in Table 3.11.4-11.
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Table 3.11.4-11

Level of Service Criteria for Signalized Intersections

LOS Average Control Delay
< 10.0 seconds
>10.0 and < 20.0 seconds
>20.0 and < 35.0 seconds
>35.0 and < 55.0 seconds
>55.0 and < 80.0 seconds
>80.0 seconds
Source: Transportation Research Board. Highway Capacity Manual, 2000.
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Although the HCM methodology calculates a volume-to-capacity (v/c) ratio, there is no strict relationship
between v/c ratios and LOS as defined in the HCM. A high v/c ratio indicates substantial traffic passing
through an intersection, but a high v/c ratio combined with low average delay represents the most
efficient condition in terms of traffic engineering standards, where an approach or the whole intersection
processes traffic close to its theoretical maximum capacity with minimal delay. However, very high v/c
ratios—especially those approaching or greater than 1.0—are often correlated with a deteriorated LOS.
Other important variables affecting delay include cycle length, progression, and green time. LOS A and B
indicate good operating conditions with minimal delay. At LOS C, the number of vehicles stopping is higher,
but congestion is still fairly light. LOS D describes a condition where congestion levels are more noticeable
and individual cycle failures (a condition where motorists may have to wait for more than one green phase
to clear the intersection) can occur. Conditions at LOS E and F reflect poor service levels, and cycle
breakdowns are frequent. The HCM methodology also provides for a summary of the total intersection
operating conditions. The analysis chooses the two critical movements (the worst case from each roadway)
and calculates a summary critical v/c ratio. The overall intersection delay, which determines the
intersection’s LOS, is based on a weighted average of control delays of the individual lane groups. Within
New York City, LOS D or better (average control delay less than or equal to 55.0 seconds of delay) is
considered to reflect acceptable operations.

Significant Adverse Impact Criteria

According to the criteria presented in the CEQR Technical Manual, adverse impacts are considered
significant and require examination of mitigation if they result in an increase in the Proposed Action
condition of 5 or more seconds of delay in a lane group over No Action levels within LOS E. For No Action
LOS F, a 4-second increase in delay is considered significant. In addition, adverse impacts are considered
significant if levels of service deteriorate from acceptable A, B, C, or D in the No Action condition to
unacceptable LOS E or F in the Proposed Action condition.

Unsignalized Intersections

For unsignalized intersections, the average control delay is defined as the total elapsed time from which
a vehicle stops at the end of the gueue until the vehicle departs from the stop line. This includes the time
required for the vehicle to travel from the last-in-queue to the first-in-queue position. The average control
delay for any particular minor movement is a function of the service rate or capacity of the approach and
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the degree of saturation. The LOS criteria for unsignalized intersections are summarized in Table 3.11.4-
12,

Table 3.11.4-12

Level of Service Criteria for Unsignalized Intersections
Average Control Delay
<10.0 seconds
>10.0 and < 15.0 seconds
>15.0 and < 25.0 seconds
> 25.0 and < 35.0 seconds
> 35.0 and < 50.0 seconds
> 50.0 seconds

Source: Transportation Research Board. Highway Capacity Manual, 2000.
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The LOS thresholds for unsignalized intersections are different from those for signalized intersections. The
primary reason is that drivers expect different levels of performance from different types of
transportation facilities. The expectation is that a signalized intersection is designed to carry higher traffic
volumes than an unsignalized intersection; hence, the corresponding control delays are higher at a
signalized intersection than at an unsignalized intersection for the same LOS. In addition, certain driver
behavioral considerations combine to make delays at signalized intersections less onerous than at
unsignalized intersections. For example, drivers at signalized intersections are able to relax during the red
interval, whereas drivers on minor approaches to unsignalized intersections must remain attentive to the
task of identifying acceptable gaps and vehicle conflicts. Also, there is often much more variability in the
amount of delay experienced by individual drivers at unsignalized intersections. For these reasons, the

corresponding delay thresholds for unsignalized intersections are lower than those of signalized
intersections. As with signalized intersections, within New York City, LOS D or better (average control

delay less than or equal to 35.0 seconds of delay) is considered as acceptable operation.

Significant Adverse Impact Criteria

The same sliding scale of significant delays described for signalized intersections applies for unsignalized
intersections. For changes in intersections on minor streets to trigger significant adverse impacts, at least
90 PCEs must be identified in the With Action condition in any peak hour.

3.11.4.4.2 Pedestrian Operations

The adequacy of the study area’s sidewalk, crosswalk, and corner reservoir capacities is evaluated based
on the methodologies presented in the 2010 HCM and the procedures detailed in the CEQR Technical
Manual.

The primary performance measure for sidewalks and walkways is pedestrian space, expressed as square
feet per pedestrian (SFP), which is an indicator of the quality of pedestrian movement and comfort. The
calculation of the sidewalk SFP is based on the pedestrian volumes by direction, the effective sidewalk or
walkway width, and average walking speed. The SFP forms the basis for sidewalk LOS analysis.
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Crosswalks and street corners are not easily measured in terms of free pedestrian flow, as they are
influenced by the effects of traffic signals. To that end, corners should provide sufficient space for a mix
of standing pedestrians (i.e., queued to cross a street) and circulating pedestrians (i.e., crossing the street
or moving around the corner). The HCM methodologies apply a measure of time and space availability
based on the area of the corner, the timing of the intersection signal, and the estimated space used by
circulating pedestrians.

The total “time-space” available for these activities, expressed in square feet-seconds, is calculated by
multiplying the net area of the corner (in square feet) by the signal’s cycle length. The analysis then
determines the total circulation time for all pedestrian movements at the corner per signal cycle
(expressed as pedestrians per second). The ratio of net time-space divided by the total pedestrian
circulation volume per signal cycle provides the LOS measurement of SFP.

Crosswalk LOS is also a function of time and space. Similar to the street corner analysis, crosswalk
conditions are first expressed as a measurement of the available area (the crosswalk width multiplied by
the width of the street) and the permitted crossing time. This measure is expressed in square feet-second.
The average time required for a pedestrian to cross the street is calculated based on the width of the
street and an assumed walking speed. The ratio of time-space available in the crosswalk to the total
crosswalk pedestrian occupancy time is the LOS measurement of available square feet per pedestrian.
The LOS analysis also accounts for vehicular turning movements that traverse the crosswalk.

The LOS standards for sidewalks, crosswalks, and corner reservoirs are summarized in Table 3.11.4-13.
The CEQR Technical Manual-specified acceptable LOS in Central Business District (CBD) areas is mid-LOS
D or better (minimum of 31.5 SFP for sidewalks; minimum of 19.5 SFP for corners and crosswalks), which
includes the Proposed Project’s Study Area.

Table 3.11.4-13
Level of Service Criteria for Pedestrian Elements

LOS Sidewalks Corner Reservoirs and Crosswalks
A > 530.1 SFP 2> 60.1 SFP
B 90.1 — 530.0 SFP 40.1 — 60.0 SFP
C 40.1 — 90.0 SFP 24.1 — 40.0 SFP
D 23.1 —40.0 SFP 15.1 — 24.0 SFP
E 11.1 — 23.0 SFP 8.1 —15.0 SFP
F <11.0 SFP < 8.0 SFP
Note: SFP = square feet per pedestrian
Source: New York City Mayor’'s Office of Environmental Coordination, CEQR Technical Manual, 2021

Significant_Adverse Impact Criteria

Determining significant adverse pedestrian impacts considers the level of predicted decrease in
pedestrian space between the No Action and Proposed Action conditions. For different pedestrian
elements, flow conditions, and area types, the CEQR Technical Manual procedure for assessing these
impacts corresponds with various sliding-scale formulas, as further detailed below.
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Sidewalks

The sliding-scale formula for determining sidewalk significant adverse impacts is Y > X/(9.5—-0.321), where
Y is the decrease in pedestrian space in SFP and X is the No Action pedestrian space in SFP. Since a decrease
in pedestrian space within acceptable levels would not constitute a significant_adverse impact, these
formulas would apply only if the Proposed Action pedestrian space falls short of mid-LOS D in CBD areas
or LOS C in non-CBD areas. Table 3.11.4-14 summarizes the sliding scale guidance provided by the CEQR
Technical Manual for determining potential significant_adverse sidewalk impacts.

Table 3.11.4-14

Significant_Adverse Impact Guidance for Sidewalks
Sliding Scale Formula: Y * X/9.5 - 0.321

Non-CBD Areas CBD Areas
No Action Proposed Action No Action Pedestrian Proposed Action
Pedestrian Space Pedestrian Space Reduction Space Pedestrian Space Reduction
(X, SFP) (Y, SFP) (X, SFP) (Y, SFP)
>44.3 Proposed Action Condition < 40.0

43.51t0 44.2 >4.3 - -
42.5t043.4 >4.2 - -
41.6t042.4 >4.1 - -
40.6t0 41.5 >4.0 - -
39.71t0 40.5 >3.9 - -
38.7 10 39.6 >3.8 - -
37.810 38.6 >3.7 - -
36.810 37.7 >3.6 - -
35.91t0 36.7 >3.5 - -
34.9t0 35.8 >3.4 >34.7 Proposed Action Condition < 31.4
34.0t0 34.8 >3.3 34.0to0 34.6 >3.3
33.0t0 33.9 >3.2 33.0t0 33.9 >3.2
32.1t032.9 >3.1 32.1t0 32.9 >3.1
31.1t0 32.0 >3.0 31.1t0 32.0 >3.0
30.2t0 31.0 >2.9 30.2t0 31.0 >2.9
29.210 30.1 >2.8 29.2t0 30.1 >2.8
28.31029.1 >2.7 28.31029.1 >2.7
27.31028.2 >2.6 27.31028.2 >2.6
26.410 27.2 >25 26.410 27.2 >2.5
25.410 26.3 >2.4 25.410 26.3 >2.4
24.510 25.3 >2.3 24.510 25.3 >2.3
23.5t024.4 >2.2 23.5t024.4 >2.2
22.610 23.4 >2.1 22.61t023.4 >2.1
21.6t0 225 >2.0 21.6t0 225 >2.0
20.7t0 21.5 >1.9 20.7t0 21.5 >1.9
19.7 to 20.6 >1.8 19.7 to 20.6 >1.8
18.8t0 19.6 >1.7 18.8t0 19.6 >1.7
17.8t0 18.7 >1.6 17.8t0 18.7 >1.6
16.9t0 17.7 >15 16.9t0 17.7 >1.5
15.9t0 16.8 >1.4 15.9t0 16.8 >1.4
15.0to0 15.8 >1.3 15.0to 15.8 >1.3
14.0to 14.9 >1.2 14.0to 14.9 >1.2
13.1t0 13.9 >1.1 13.1t0 13.9 >1.1
12.1to0 13.0 >1.0 12.1to0 13.0 >1.0
11.2t0 12.0 >0.9 11.2t0 12.0 >0.9
10.2to 11.1 >0.8 10.2to 11.1 >0.8
9.31010.1 >0.7 9.31010.1 >0.7

8.3t109.2 >0.6 8.3t09.2 >0.6

7.4108.2 >0.5 7.41t08.2 >0.5

6.4t07.3 >0.4 6.4t07.3 >0.4

< 6.3 >0.3 < 6.3 >0.3

Notes: SFP = square feet per pedestrian; Y = decrease in pedestrian space in SFP; X = No Action pedestrian space in SFP.
Sources: New York City Mayor’s Office of Environmental Coordination, 2021 CEQR Technical Manual.
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Corner Reservoirs and Crosswalks

The determination of significant_adverse corner and crosswalk impacts is also based on a sliding scale
using the following formula: Y > X/9.0 — 0.31, where Y is the decrease in pedestrian space in SFP and X is
the No Action pedestrian space in SFP. Since a decrease in pedestrian space within acceptable levels would
not constitute a significant adverse impact, this formula would apply only if the Proposed Action
pedestrian space falls short of mid-LOS D in CBD areas or LOS C in non-CBD areas. Table 3.11.4-15
summarizes the sliding scale guidance provided by the CEQR Technical Manual for determining potential
significant adverse corner reservoir impacts.

Table 3.11.4-15
Significant Adverse Impact Guidance for Corners and Crosswalks

Sliding Scale Formula: Y 3 X/9.0-0.31
Non-CBD Areas CBD Areas
No Action Pedestrian Space Proposed Action Pedestrian No Action Pedestrian Space Proposed Action Pedestrian
(X, SFP) Space Reduction (Y, SFP) (X, SFP) Space Reduction (Y, SFP)
> 26.6 Proposed Action Condition < 24.0
25.8t0 26.5 >2.6 - -
24.9to0 25.7 >25 - -
24.0to0 24.8 >24 — —
23.1t0 23.9 >2.3 - —
22.210 23.0 >2.2 >21.5 Proposed Action Condition < 19.4
21.3t022.1 >2.1 21.3t021.4 >2.1
20.4t021.2 >2.0 20.4t021.2 >2.0
19.5t0 20.3 >19 19.51t0 20.3 >1.9
18.6t0 19.4 >1.8 18.6t0 19.4 >1.8
17.7t0 185 >1.7 17.7t0 18.5 >1.7
16.8t0 17.6 >1.6 16.8t0 17.6 >1.6
15.9t0 16.7 >1.5 15.91t0 16.7 >1.5
15.0t0 15.8 >1.4 15.0to0 15.8 >1.4
14.1t0 14.9 >1.3 14.1t0 14.9 >1.3
13.2t0 14.0 >1.2 13.2t0 14.0 >1.2
12.3t0 13.1 >1.1 12.3t0 13.1 >1.1
11.4t012.2 >1.0 11.4t012.2 >1.0
10.5t0 11.3 >0.9 10.5t0 11.3 >0.9
9.6t010.4 >0.8 9.61t0 10.4 >0.8
8.7109.5 >0.7 8.7t09.5 >0.7
7.810 8.6 >0.6 7.8t0 8.6 >0.6
6.9t0 7.7 >0.5 6.9t07.7 >0.5
6.0t0 6.8 >0.4 6.0t0 6.8 >0.4
5.1t05.9 >0.3 5.1t05.9 >0.3
<5.0 >0.2 <5.0 >0.2

Notes: SFP = square feet per pedestrian; Y = decrease in pedestrian space in SFP; X = No Action pedestrian space in SFP
Sources: New York City Mayor’s Office of Environmental Coordination, 2021 CEQR Technical Manual

3.11.4.4.3 Parking Conditions Assessment

The parking analysis identifies the extent to which on- and off-street parking is available and occupied
under existing and future conditions. It takes into account anticipated changes in area parking supply and
provides a comparison of parking needs versus availability to determine if a parking shortfall is likely to
result from parking displacement attributable to or additional demand generated by a proposed project.
Typically, this analysis encompasses a study area within a %-mile of the Project Area unless a shortfall is
identified in which case the study area may be extended to a %-mile to account for additional parking
facilities.
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Under the CEQR Technical Manual guidance, for proposed projects located in Manhattan or other areas
near CBDs (Parking Zones 1 and 2), the absence of sufficient parking is considered a parking shortfall, but
not a significant adverse impact given the range of available alternative modes of transportation. Since
the Proposed Project is located in Lower Manhattan, any identified parking shortfall would not be
considered a significant_ adverse CEQR impact.

3.11.4.5 Detailed Peak Construction Traffic Analysis
3.11.4.5.1 Existing Conditions
Project Area

As described in greater detail in Chapter 1.0, “Project Description,” the Project Area is comprised of 7
design reaches. Reach 1 includes the project segments along Greenwich Street, North Moore Street, the
westernmost segment of Harrison Street, and State Route 9A/West Street; the balance of the Project Area

and six remaining reaches are in Battery Park City and includes segments along the Battery Park City North
Esplanade, Rockefeller Park, and North and South Coves.

Traffic Operations

As the first step in this analysis, traffic data were collected in June 2023 and March 2024 for the weekday
construction 6:00 AM to 7:00 AM and 3:00 PM to 4:00 PM peak hours via a combination of video
intersection counts and 24-hour Automatic Traffic Recorder (ATR) counts. Existing peak hour traffic
volumes were developed based on these counts as shown in Appendix H-1.

Inventories of roadway geometry, traffic controls, bus stops, and parking regulations/activities were
recorded to provide appropriate inputs for the analyses. Official signal timings were also obtained from
NYCDOT for use in the analysis.

A summary of the existing conditions traffic analysis results is presented in Table 3.11.4-16. Details on
level-of-service, v/c ratios, and average delays are presented in Table 3.11.4-17.

Table 3.11.4-16
Summary of Construction Existing Traffic Analysis Results

Analysis Peak Hours
Level of Service Construction AM Construction PM

Lane Groups at LOS A/B/C 41 30
Lane Groups at LOS D 22 24
Lane Groups at LOS E 8 14
Lane Groups at LOS F 2 5
Total 73 73

Lane Groups with v/c = 0.90 1 8

Notes: LOS = Level-of-Service; v/ic = volume-to-capacity ratio.
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Table 3.11.4-17
Construction Existing Conditions Level of Service Analysis

Construction AM Construction PM
Lane vic Delay Lane v/c Delay
Intersection Group Ratio (sec) LOS Group Ratio (sec) LOS
North End Avenue and Vesey Street
Westbound LR 0.17 11.2 B LR 0.20 11.7 B
Northbound TR 0.05 24.1 C TR 0.09 24.5 C
Southbound LT 0.28 27.6 C LT 0.92 74.0 E
Intersection 18.7 B Intersection 50.2 D
South End Avenue and Liberty Street

Westbound LR 0.32 20.7 C LR 0.46 23.1 C
Northbound TR 0.21 315 C TR 0.54 40.3 D
Southbound LT 0.04 28.4 C LT 0.15 30.1 C
Intersection 23.0 C Intersection 28.8 C

State Route 9A/West Street and Laight Street
Westbound L 1.05 124.6 F L 0.88 77.3 E
R 0.70 69.7 E R 0.62 57.6 E
Northbound T 0.43 12.5 B T 0.72 20.2 C
Southbound T 0.50 13.6 B T 0.73 21.2 C
Intersection 25.8 C Intersection 26.1 C

State Route 9A/West Street and North Moore Street

Westbound L 0.11 42.1 D L 0.59 51.1 D
R 0.13 42.5 D R 0.69 57.0 E
Northbound T 0.45 12.7 B T 0.65 18.6 B
Southbound T 0.61 154 B T 0.87 27.0 C
Intersection 14.8 B Intersection 25.7 C

State Route 9A/West Street and Harrison Street
Westbound R 0.05 41.0 D R 0.08 38.0 D
Northbound TR 0.48 13.1 B TR 0.71 20.2 C
Southbound T 0.61 154 B T 0.94 33.8 C
Intersection 14.4 B Intersection 27.1 C

State Route 9A/West Street and Chambers Street

Eastbound LTR 0.20 43.4 D LTR 0.34 41.1 D
Westbound LT 0.47 50.9 D LT 0.53 47.0 D
R 0.40 32.6 C R 0.51 32.4 C
Northbound TR 0.56 27.3 C TR 0.81 37.9 D
Southbound L 0.84 89.4 F L 1.05 139.1 F
T 0.53 15.0 B T 0.86 29.7 C
R 0.37 59.4 E R 0.55 72.0 E
Intersection 29.0 C Intersection 40.2 D

State Route 9A/West Street and Warren Street
Eastbound LTR 0.19 45.1 D LTR 0.40 50.3 D
Northbound L 0.23 70.2 E L 0.53 84.6 F
TR 0.52 21.2 C TR 0.71 25.4 C
Southbound T 0.62 23.5 C T 0.95 41.6 D
R 0.14 54.7 D R 0.14 54.8 D
Intersection 23.5 C Intersection 34.8 C

State Route 9A/West Street and Murray Street
Eastbound L 0.14 42.2 D L 0.54 57.0 E
TR 0.14 42.0 D TR 0.34 47.1 D
Westbound LTR 0.44 50.1 D -
LT 0.98 109.3 F
R 0.44 50.3 D
Northbound L 0.59 75.0 E L 0.81 89.6 F
TR 0.57 25.4 C TR 0.75 29.7 C
Southbound L 0.20 65.5 E L 0.18 66.1 E
T 0.65 28.3 C T 1.00 55.3 E
R 0.27 64.2 E R 0.33 66.8 E
Intersection 31.1 C Intersection 48.3 D

State Route 9A/West Street and Vesey Street
Eastbound LT 0.17 41.7 D LT 0.45 50.4 D
R 0.11 40.0 D R 0.56 54.8 D
Westbound LT 0.01 38.3 D LT 0.02 38.5 D
R 0.00 38.2 D R 0.00 38.2 D
Northbound T 0.44 14.8 B T 0.54 16.4 B
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Table 3.11.4-17
Construction Existing Conditions Level of Service Analysis

Construction AM Construction PM
Lane vic Delay Lane vic Delay
Intersection Group Ratio (sec) LOS Group Ratio (sec) LOS
Southbound T 0.53 16.4 B T 0.87 27.3 C
R 0.39 51.3 D R 0.41 56.0 E
Intersection 17.7 B Intersection 24.8 C
State Route 9A/West Street and Liberty Street
Eastbound DefL 0.17 43.1 D DefL 0.77 76.1 E
TR 0.03 40.1 D TR 0.05 40.4 D
Westbound LT 0.02 40.0 D LT 0.02 39.9 D
R 0.06 40.8 D R 0.12 42.2 D
Northbound L 0.60 79.4 E L 1.05 153.5 F
T 0.51 24.8 C T 0.73 29.2 C
R 0.02 18.0 B R 0.02 17.1 B
Southbound L 0.17 62.7 E L 0.11 63.2 E
T 0.59 26.7 C T 1.00 53.8 D
R 0.40 50.1 D R 0.68 66.9 E
Intersection 29.2 C Intersection 48.7 D
State Route 9A/West Street and Albany Street
Eastbound LTR 0.36 45.3 D LTR 0.72 55.2 E
Northbound TR 0.50 20.2 C TR 0.66 26.2 C
Southbound T 0.39 185 B T 0.76 29.2 C
R 0.10 15.2 B R 0.13 18.1 B
Intersection 20.4 C Intersection 29.5 C
State Route 9A/West Street and Hugh Carey Tunnel
Westbound L 0.58 28.8 C L 0.67 43.7 D
R 0.53 27.4 C R 0.69 43.8 D
Northbound T 0.37 36.2 D T 0.44 25.3 C
R 0.16 0.2 A R 0.64 1.4 A
Southbound T 0.47 32.4 C T 0.48 21.0 C
Intersection 27.9 C Intersection 25.5 C
State Route 9A/West Street and Joseph P Ward Street
Westbound R |  0.04 20.3 C R | 025 35.6 D
Intersection 20.3 C Intersection 35.6 D
State Route 9A/West Street and Hugh Carey Tunnel Reversal Lane
Westbound L | 059 29.4 C | -
Intersection 29.4 C Intersection
State Route 9A/West Street and Battery Place (East)
Eastbound LT 0.26 13.0 B LT 0.25 13.0 B
Westbound TR 0.34 30.7 C TR 0.82 50.6 D
R 0.25 29.3 C R 0.77 46.8 D
Southbound L 0.13 18.1 B L 0.16 18.4 B
Intersection 19.5 B Intersection 35.4 D
State Route 9A/West Street and Battery Place (West)
Eastbound T 0.05 24.7 C T 0.15 25.9 C
Westbound T 0.16 26.0 C T 0.28 27.7 C
Southbound L 0.52 28.7 C L 0.43 26.4 C
LR 0.43 26.6 C LR 0.38 25.5 C
Intersection 27.4 C Intersection 26.3 C

Notes: DeflL = Defacto Left Turn, L = Left Turn, T = Through, R = Right Turn, LOS = Level of Service

The capacity analysis indicates that most of the study area’s intersection approaches/lane groups operate
acceptably—at LOS D or better (i.e., with delays of 55 seconds or less per vehicle for signalized
intersections)—during both peak hours. Approaches/lane groups operating beyond LOS D and those with
v/c ratios of 0.90 or greater are listed below.

e Southbound approach at the North End Avenue and Vesey Street intersection (LOS E with a v/c ratio
of 0.92 and a delay of 74.0 seconds per vehicle [spv] during the construction PM peak hour);
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e Westbound left-turn at the State Route 9A/West Street and Laight Street intersection (LOS F with a
v/c ratio of 1.05 and a delay of 124.6 spv during the construction AM peak hour and LOS E with a v/c
ratio of 0.88 and a delay of 77.3 spv during the construction PM peak hour);

e Westbound right-turn at the State Route 9A/West Street and Laight Street intersection (LOS E with a
v/c ratio of 0.70 and a delay of 69.7 spv during the construction AM peak hour and LOS E with a v/c
ratio of 0.62 and a delay of 57.6 spv during the construction PM peak hour);

e Westbound right-turn at the State Route 9A/West Street and North Moore Street intersection (LOS E
with a v/c ratio of 0.69 and a delay of 57.0 spv during the construction PM peak hour);

e Southbound left-turn at the State Route 9A/West Street and Chambers Street intersection (LOS F with
a v/cratio of 0.84 and a delay of 89.4 spv during the construction AM peak hour and LOS F with av/c
ratio of 1.05 and a delay of 139.1 spv during the construction PM peak hour);

e Southbound right-turn at the State Route 9A/West Street and Chambers Street intersection (LOS E
with a v/c ratio of 0.37 and a delay of 59.4 spv during the construction AM peak hour and LOS E with
a v/cratio of 0.55 and a delay of 72.0 spv during the construction PM peak hour);

e Northbound left-turn at the State Route 9A/West Street and Warren Street intersection (LOS E with a
v/c ratio of 0.23 and a delay of 70.2 spv during the construction AM peak hour and LOS F with a v/c
ratio of 0.53 and a delay of 84.6 spv during the construction PM peak hour);

e Eastbound left-turn at the State Route 9A/West Street and Murray Street intersection (LOS E with a
v/c ratio of 0.54 and a delay of 57.0 spv during the construction PM peak hour);

e Westbound left-turn/through at the State Route 9A/West Street and Murray Street intersection (LOS
F with a v/c ratio of 0.98 and a delay of 109.3 spv during the construction PM peak hour);

e Northbound left-turn at the State Route 9A/West Street and Murray Street intersection (LOS E with a
v/c ratio of 0.59 and a delay of 75.0 spv during the construction AM peak hour and LOS F with a v/c
ratio of 0.81 and a delay of 89.6 spv during the construction PM peak hour);

e Southbound left-turn at the State Route 9A/West Street and Murray Street intersection (LOS E with a
v/c ratio of 0.20 and a delay of 65.5 spv during the construction AM peak hour and LOS E with a v/c
ratio of 0.18 and a delay of 66.1 spv during the construction PM peak hour);

e Southbound through at the State Route 9A/West Street and Murray Street intersection (LOS E with a
v/c ratio of 1.00 and a delay of 55.3 spv during the construction PM peak hour);

e Southbound right-turn at the State Route 9A/West Street and Murray Street intersection (LOS E with
a v/c ratio of 0.27 and a delay of 64.2 spv during the construction AM peak hour and LOS E with a v/c
ratio of 0.33 and a delay of 66.8 spv during the construction PM peak hour);

e Southbound right-turn at the State Route 9A/West Street and Vesey Street intersection (LOS E with a
v/c ratio of 0.41 and a delay of 56.0 spv during the construction PM peak hour);

e Eastbound defacto left-turn at the State Route 9A/West Street and Liberty Street intersection (LOS E
with a v/c ratio of 0.77 and a delay of 76.1 spv during the construction PM peak hour);

e Northbound left-turn at the State Route 9A/West Street and Liberty Street intersection (LOS E with a
v/c ratio of 0.60 and a delay of 79.4 spv during the construction AM peak hour and LOS F with a v/c
ratio of 1.05 and a delay of 153.5 spv during the construction PM peak hour);
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e Southbound left-turn at the State Route 9A/West Street and Liberty Street intersection (LOS E with a
v/c ratio of 0.17 and a delay of 62.7 spv during the construction AM peak hour and LOS E with a v/c
ratio of 0.11 and a delay of 63.2 spv during the construction PM peak hour);

e Southbound right-turn at the State Route 9A/West Street and Liberty Street intersection (LOS E with
a v/c ratio of 0.68 and a delay of 66.9 spv during the construction PM peak hour); and

e Eastbound approach at the State Route 9A/West Street and Albany Street intersection (LOS E with a
v/c ratio of 0.72 and a delay of 55.2 spv during the construction PM peak hour).

3.11.4.5.2 No Action Conditions

No Action condition traffic volumes were estimated by increasing existing traffic levels to reflect expected
growth in overall travel through and within the study area. As per CEQR guidelines, an annual background
growth rate of 0.25 percent was assumed for the first five years (2025 to 2029) and 0.125 percent was
assumed for the following year (2030). As approved by NYCDOT, an additional growth rate of 3.0 percent
was also assumed to account for volume increases resulting from No Build projects within % mile of the
Project Area. These growth rates together represent a cumulative increase of 4.4 percent over existing
conditions.

The 2030 No Action volumes are shown in Appendix H. A summary of the 2030 No Action condition traffic
analysis results is presented in Table 3.11.4-18. Details on level-of-service, v/c ratios, and average delays
are presented in Table 3.11.4-19.

Table 3.11.4-18
Summary of 2030 Construction No Action Traffic Analysis Results

Analysis Peak Hours
Level of Service Construction AM Construction PM

Lane Groups at LOS A/B/C 41 29

Lane Groups at LOS D 22 23

Lane Groups at LOS E 7 13

Lane Groups at LOS F 3 8

Total 73 73

Lane Groups with v/c = 0.90 1 12

Notes:

LOS = Level-of-Service; v/c = volume-to-capacity ratio.

Based on the analysis results presented in Table 3.11.4-19, the majority of the approaches/lane-groups in
the No Action condition will operate at the same LOS as in the existing conditions or at LOS D or better
(i.e., with delays of 55 seconds or less per vehicle for signalized intersections) for both peak hours. The
following approaches/lane groups in the No Action condition are expected to operate at deteriorated LOS
when compared with existing conditions:

e Southbound approach at the North End Avenue and Vesey Street intersection will deteriorate to LOS
F with a v/c ratio of 0.98 and a delay of 88.3 spv during the construction PM peak hour;

e Westbound left-turn at the State Route 9A/West Street and Laight Street intersection will deteriorate
to LOS F with a v/c ratio of 0.92 and a delay of 83.5 spv during the construction PM peak hour;
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to LOS E with a v/c ratio of 0.59 and a delay of 56.2 spv during the construction PM peak hour;

Eastbound right-turn at the State Route 9A/West Street and Vesey Street intersection will deteriorate

Eastbound de facto left-turn at the State Route 9A/West Street and Liberty Street intersection will

deteriorate to LOS F with a v/c ratio of 0.81 and a delay of 81.6 spv during the construction PM peak
hour; and

to LOS F with a v/c ratio of 0.63 and a delay of 81.4 spv during the construction AM peak hour.

Table 3.11.4-19
Construction Existing and 2030 No Action Conditions Level of Service Analysis

Northbound left-turn at State Route 9A/West Street and Liberty Street intersection will deteriorate

Construction AM Construction PM
2024 Existing 2030 No Action 2024 Existing 2030 No Action
Lane | vi/c |Delay Lane | v/c |Delay Lane | v/c |Delay Lane | v/c |Delay
Intersection | Group | Ratio | (sec) |LOS|| Group |Ratio | (sec) [LOS] Group |Ratio | (sec) |LOS| Group |Ratio | (sec) |LOS
North End Avenue and Vesey Street
Westbound LR 0.17 | 11.2 B LR 0.18 | 11.3 B LR 0.20 | 11.7 B LR 0.21 | 11.8 B
Northbound TR 0.05 | 24.1 C TR 0.06 | 24.1 C TR 0.09 | 245 C TR 0.09 | 24.6 C
Southbound LT 028 | 276 | C LT 029 | 278 | C LT 092|740 | E LT 098] 883 | F
Intersection | 18.7 | B Intersection | 18.8 | B Intersection | 50.2 | D Intersection | 58.9 | E
South End Avenue and Liberty Street
Westbound LR 0.32 | 20.7 C LR 0.33 | 20.9 C LR 0.46 | 23.1 C LR 0.47 | 23.4 C
Northbound TR 0.21 | 315 C TR 0.22 | 31.8 C TR 0.54 | 40.3 D TR 0.55 | 41.0 D
Southbound LT 0.04 284 | C LT 0.04 | 284 | C LT 015301 | C LT 0.16 | 30.2 | C
Intersection | 23.0 | C Intersection | 23.2 | C Intersection | 28.8 | C Intersection | 29.2 | C
State Route 9A/West Street and Laight Street
Westbound L 1.05 (1246 | F L 1.10 |139.7| F L 0.88 | 77.3 E L 0.92 | 83.5 F
R 0.70 | 69.7 E R 0.74 | 72.4 E R 0.62 | 57.6 E R 0.65 | 58.8 E
Northbound T 0.43 | 125 B T 0.45 | 12.8 B T 0.72 | 20.2 C T 0.75 | 21.2 C
Southbound T 0.50 | 13.6 B T 0.52 | 13.9 B T 0.73 | 21.2 C T 0.77 | 22.3 C
Intersection | 25.8 | C Intersection | 27.5 | C Intersection | 26.1 | C Intersection | 27.5 | C
State Route 9A/West Street and North Moore Street
Westbound L 0.11 | 42.1 D L 0.12 | 42.3 D L 0.59 | 51.1 D L 0.62 | 52.5 D
R 0.13 | 425 D R 0.13 | 42.6 D R 0.69 | 57.0 E R 0.73 | 59.4 E
Northbound T 0.45 | 12.7 B T 0.47 | 13.0 B T 0.65 | 18.6 B T 0.68 | 19.3 B
Southbound T 061|154 | B T 063|160 | B T 087270 | C T 0911299 | C
Intersection | 14.8 B Intersection | 15.2 B Intersection | 25.7 | C Intersection | 27.5 | C
State Route 9A/West Street and Harrison Street
Westbound R 0.05 | 41.0 D R 0.05 | 41.1 D R 0.08 | 38.0 D R 0.08 | 38.1 D
Northbound TR 0.48 | 13.1 B TR 0.50 | 134 B TR 0.71 | 20.2 C TR 0.75 | 21.1 C
Southbound T 061|154 | B T 063|160 | B T 0941338 | C T 098] 410 | D
Intersection | 14.4 B Intersection | 14.9 B Intersection | 27.1 | C Intersection | 31.2 | C
State Route 9A/West Street and Chambers Street
Eastbound LTR | 0.20 | 43.4 D LTR | 0.21 | 43.6 D LTR | 0.34 | 41.1 D LTR | 0.36 | 41.9 D
Westbound LT 0.47 | 50.9 D LT 0.49 | 515 D LT 0.53 | 47.0 D LT 0.56 | 48.2 D
R 040 | 326 | C R 042 | 331 | C R 051|324 | C R 054|331 | C
Northbound TR 0.56 | 27.3 C TR 0.58 | 27.9 C TR 0.81 | 37.9 D TR 0.85 | 39.6 D
Southbound L 0.84 | 89.4 F L 0.88 | 94.2 F L 1.05 (139.1| F L 1.09 (1516 F
T 053|150 | B T 055|154 | B T 086 | 29.7 | C T 090|326 | C
R 0.37 | 59.4 E R 0.39 | 59.9 E R 0.55 | 72.0 E R 0.58 | 73.3 E
Intersection | 29.0 | C Intersection | 29.8 | C Intersection | 40.2 | D Intersection | 42.8 | D
State Route 9A/West Street and Warren Street

Eastbound LTR | 0.19 | 45.1 D LTR | 0.19 | 45.3 D LTR | 0.40 | 50.3 D LTR | 0.42 | 50.7 D
Northbound L 0.23 | 70.2 E L 0.24 | 70.5 E L 0.53 | 84.6 F L 0.55 | 85.9 F
TR 0.52 | 21.2 C TR 0.54 | 21.6 C TR 0.71 | 25.4 C TR 0.74 | 26.3 C
Southbound T 062|235 | C T 065|242 | C T 095|416 | D T 1.00 | 505 | D
R 0.14 | 54.7 D R 0.15 | 54.8 D R 0.14 | 54.8 D R 0.15 | 54.9 D
Intersection | 23.5 | C Intersection | 24.0 | C Intersection | 34.8 | C Intersection | 39.6 | D
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Table 3.11.4-19
Construction Existing and 2030 No Action Conditions Level of Service Analysis

Construction AM Construction PM
2024 Existing 2030 No Action 2024 Existing 2030 No Action
Lane | vic |Delay Lane | v/c |Delay Lane | v/c |Delay Lane | v/c |Delay
Intersection | Group | Ratio | (sec) |LOS|| Group |Ratio | (sec) [LOS] Group |Ratio | (sec) |LOS| Group |Ratio | (sec) |LOS
State Route 9A/West Street and Murray Street
Eastbound L 0.14 | 42.2 D L 0.14 | 424 D L 0.54 | 57.0 E L 0.58 | 60.1 E
TR 0.14 | 42.0 D TR 0.15 | 42.2 D TR 0.34 | 47.1 D TR 0.36 | 47.7 D
Westbound LTR [ 044 | 501 | D LTR | 0.47 | 51.2 | D
— | =] LT |098|10903| F LT |1.03|1225| F
R 0.44 | 50.3 D R 0.46 | 51.0 D
Northbound L 059 | 750 | E L 062 | 76.0 | E L 081|896 | F L 084|938 | F
TR 0.57 | 25.4 C TR 0.61 | 26.4 C TR 0.75 | 29.7 C TR 0.81 | 32.2 C
Southbound L 0.20 | 65.5 E L 0.21 | 65.7 E L 0.18 | 66.1 E L 0.18 | 66.1 E
T 065|283 | C T 068|291 | C T 1.00 | 55.3 | E T 1.04 | 68.0 | E
R 0.27 | 64.2 E R 0.29 | 64.7 E R 0.33 | 66.8 E R 0.34 | 67.3 E
Intersection | 31.1 | C Intersection | 32.0 | C Intersection | 48.3 | D Intersection | 55.5 | E
State Route 9A/West Street and Vesey Street
Eastbound LT 0.17 | 41.7 D LT 0.19 | 42.0 D LT 0.45 | 50.4 D LT 0.48 | 51.5 D
R 0.11 | 40.0 D R 0.11 | 40.1 D R 0.56 | 54.8 D R 0.59 | 56.2 E
Westbound LT 0.01|383| D LT 001|383 | D LT 0.02 385 | D LT 0.02 | 385 | D
R 0.00 | 382 | D R 0.00 | 382 | D R 0.00 | 382 | D R 0.00 | 382 | D
Northbound T 0.44 | 14.8 B T 0.46 | 15.1 B T 0.54 | 164 B T 0.56 | 16.8 B
Southbound T 053|164 | B T 055|168 | B T 087|273 | C T 091|303 ]| C
R 0.39 | 51.3 D R 0.41 | 51.8 D R 0.41 | 56.0 E R 0.42 | 56.5 E
Intersection | 17.7 B Intersection | 18.1 B Intersection | 24.8 | C Intersection | 26.5 | C
State Route 9A/West Street and Liberty Street
Eastbound DefL | 0.17 | 43.1 D DefL | 0.18 | 43.3 D DefL | 0.77 | 76.1 E DefL | 0.81 | 81.6 F
TR 0.03 | 40.1 D TR 0.03 | 40.1 D TR 0.05 | 40.4 D TR 0.05 | 40.4 D
Westbound LT 0.02 | 40.0 D LT 0.02 | 40.0 D LT 0.02 | 39.9 D LT 0.02 | 39.9 D
R 0.06 | 408 | D R 0.06 | 40.8 | D R 012|422 | D R 0.13| 424 | D
Northbound L 0.60 | 79.4 E L 0.63 | 81.4 F L 1.05 |1535| F L 1.10 (167.2| F
T 0.51 | 24.8 C T 0.54 | 25.2 C T 0.73 | 29.2 C T 0.77 | 30.7 C
R 002 | 180 | B R 002|180 | B R 002|171 | B R 002|171 | B
Southbound L 0.17 | 62.7 E L 0.18 | 62.7 E L 0.11 | 63.2 E L 0.11 | 63.2 E
T 0.59 | 26.7 C T 0.62 | 27.3 C T 1.00 | 53.8 D T 1.04 | 66.5 E
R 0.40 | 50.1 D R 0.41 | 50.5 D R 0.68 | 66.9 E R 0.71 | 68.9 E
Intersection | 29.2 | C Intersection | 29.7 | C Intersection | 48.7 | D Intersection | 56.2 | E
State Route 9A/West Street and Albany Street
Eastbound LTR | 0.36 | 45.3 D LTR | 0.38 | 45.7 D LTR | 0.72 | 55.2 E LTR | 0.76 | 57.8 E
Northbound TR 050|202 | C TR 052 | 206 | C TR 066 | 262 | C TR 068|270 | C
Southbound T 039|185 | B T 041|187 | B T 076 | 29.2 | C T 079 | 304 | C
R 0.10 | 15.2 B R 0.10 | 15.3 B R 0.13 | 18.1 B R 0.14 | 18.2 B
Intersection | 20.4 | C Intersection | 20.8 | C Intersection | 29.5 | C Intersection | 30.6 | C
tate Route 9A/West Street and Hugh Carey Tunnel
Westbound L 0.58 | 28.8 C L 0.61 | 29.4 C L 0.67 | 43.7 D L 0.70 | 44.7 D
R 053|274 | C R 055|279 | C R 069|438 | D R 0.72 | 448 | D
Northbound T 037|362 | D T 039|365 | D T 044 | 253 | C T 0.46 | 256 | C
R 0.16 | 0.2 A R 0.16 | 0.2 A R 0.64 1.4 A R 0.67 1.6 A
Southbound T 047 | 324 | C T 049 | 328 | C T 048 1210 | C T 050] 214 | C
Intersection | 27.9 | C Intersection | 28.4 | C Intersection | 25,5 | C Intersection | 26.0 | C
State Route 9A/West Street and Joseph P Ward Street
Westbound R [004]203] C R [004]204] C R [025]356] D R ]026]358] D
Intersection | 20.3 C Intersection | 20.4 | C Intersection | 35.6 D Intersection | 35.8 | D
tate Route 9A/West Street and Hugh Carey Tunnel Reversal Lane
Westbound L Jos9[294] C L Jo61[301] C o | = [ =TT - 1 =71 —T1T-=
Intersection | 29.4 | C Intersection | 30.1 | C Intersection --- || Intersection
tate Route 9A/West Street and Battery Place (East)
Eastbound LT 0.26 | 13.0 B LT 0.27 | 13.1 B LT 0.25 | 13.0 B LT 0.27 | 13.1 B
Westbound TR 0.34 | 307 | C TR 035|309 | C TR 0.82 | 506 | D TR 0.86 | 54.6 | D
R 025|293 | C R 026 | 295 | C R 0.77 | 468 | D R 0.80 | 49.7 | D
Southbound L 0.13 | 18.1 B L 0.13 | 18.2 B L 0.16 | 18.4 B L 0.16 | 18.5 B
Intersection | 19.5 B Intersection | 19.7 B Intersection | 35.4 D Intersection | 37.6 | D
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Table 3.11.4-19
Construction Existing and 2030 No Action Conditions Level of Service Analysis

Construction AM Construction PM
2024 Existing 2030 No Action 2024 Existing 2030 No Action
Lane | vic |Delay Lane | v/c |Delay Lane | v/c |Delay Lane | v/c |Delay

Intersection | Group | Ratio | (sec) |LOS|| Group |Ratio | (sec) [LOS] Group |Ratio | (sec) |LOS| Group |Ratio | (sec) |LOS
State Route 9A/West Street and Battery Place (West)

T 005|248 | C T 0.15 | 25.9
T 0.16 | 26.1 | C T 0.28 | 27.7
L 054294 | C L 0.43 | 26.4
LR 0.43 | 26.6 LR |044]270]| C LR ]0.38 | 255
Intersection | 27.4 Intersection | 27.8 | C Intersection | 26.3
Notes: DeflL = Defacto Left Turn, L = Left Turn, T = Through, R = Right Turn, LOS = Level of Service

T 0.15 | 26.0
T 0.29 | 279
L 0.44 | 26.8
LR 0.40 | 25.8
Intersection | 26.6

Eastbound T 0.05 | 24.7
Westbound T 0.16 | 26.0
Southbound L 0.52 | 28.7

00000
elleNeNeNe!
elleNeNeNe!

3.11.4.5.3 Proposed Action Conditions: Peak Construction Analysis

The 2030 Proposed Action traffic volumes, provided in Appendix H-1, were constructed by layering on
top of the No Action condition traffic volumes the incremental vehicle trips associated with project
construction. A summary of the 2030 Proposed Action condition traffic analysis results is presented in
Table 3.11.4-20. Details on level-of-service, v/c ratios, and average delays are presented in Tables 3.11.4-21.

Table 3.11.4-20
Summary of 2030 Construction Proposed Action Peak Construction Analysis Traffic Analysis

Results
Analysis Peak Hours
Level of Service Construction AM Construction PM

Lane Groups at LOS A/B/C 41 29
Lane Groups at LOS D 20 21

Lane Groups at LOS E 9 15

Lane Groups at LOS F 3 8

Total 73 73

Lane Groups with v/c = 0.90 1 13

Notes: LOS = Level-of-Service; v/c = volume-to-capacity ratio

Table 3.11.4-21

2030 Construction No Action and Proposed Action Peak Construction Analysis Conditions
Level of Service Analysis

Construction AM Construction PM
2030 No Action 2030 Proposed Action 2030 No Action 2030 Proposed Action
Lane | vic |Delay Lane | v/c |Delay Lane | v/c |Delay Lane | v/c |Delay
Intersection | Group | Ratio | (sec) [LOS| Group | Ratio | (sec) |LOS] Group |Ratio | (sec) [LOS|[Group | Ratio | (sec) |LOS
North End Avenue and Vesey Street
Westbound LR 0.18 | 11.3 | B LR 022|117 | B LR [ 021|118 | B LR [ 022|119 | B
Northbound TR | 006|241 | C TR | 008|243 | C TR [ 009|246 | C TR (014|251 | C
Southbound LT 029 | 278 | C LT 029 | 280 | C LT 098 | 883 | F LT 1.02 | 98.0 | F+
Intersection | 18.8 | B Intersection | 18.6 | B Intersection | 58.9 | E Intersection | 62.3 | E
South End Avenue and Liberty Street
Westbound LR 033|209 | C LR 041 | 222 | C LR [047 ]| 234 | C LR |[048| 236 | C
Northbound TR | 022|318 ]| C TR | 022|318 | C TR [ 055|410 | D TR [ 063|445 | D
Southbound LT 0.04 | 284 | C LT 0.04 | 284 | C LT 0.16 | 30.2 | C LT 0.17 | 304 | C
Intersection | 23.2 | C Intersection | 23.9 | C Intersection | 29.2 | C Intersection | 30.8 | C
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Table 3.11.4-21
2030 Construction No Action and Proposed Action Peak Construction Analysis Conditions
Level of Service Analysis

State Route 9A/West Street and Laight Street

Westbound L 1.10 |139.7| F L 1.17 |163.9 | F+ L 0.92 | 83.5 F L 0.92 | 83.5 F
R 0.74 | 724 | E R 0.74 | 724 | E R 065|588 | E R 0.65 | 588 | E
Northbound T 0.45 | 12.8 B T 0.46 | 12.8 B T 0.75 | 21.2 C T 0.76 | 21.6 C
Southbound T 0.52 | 13.9 B T 0.54 | 14.2 B T 0.77 | 22.3 C T 0.77 | 22.3 C
Intersection | 27.5 | C Intersection | 30.3 | C Intersection | 27.5 | C Intersection | 27.7 | C
State Route 9A/West Street and North Moore Street
Westbound L 0.12 | 423 | D L 0.12 | 423 | D L 062|525 | D L 062 | 525 | D
R 0.13 | 42.6 D R 0.13 | 42.6 D R 0.73 | 59.4 E R 0.73 | 59.4 E
Northbound T 047 | 130 | B T 047 | 130 | B T 068 | 193 | B T 070 | 19.7 | B
Southbound T 063|160 | B T 066 | 165 | B T 0911299 | C T 091|300 | C
Intersection 15.2 B Intersection | 15.5 B Intersection | 27.5 C Intersection | 27.6 | C
State Route 9A/West Street and Harrison Street
Westbound R 0.05 | 41.1 D R 0.05 | 41.1 D R 0.08 | 38.1 D R 0.08 | 38.1 D
Northbound TR 0.50 | 134 B TR 0.50 | 13.5 B TR 0.75 | 21.1 C TR 0.76 | 21.6 C
Southbound T 0.63 | 16.0 B T 0.66 | 16.6 B T 0.98 | 41.0 D T 0.98 | 41.2 D
Intersection 14.9 B Intersection | 15.2 B Intersection | 31.2 C Intersection | 31.4 | C
State Route 9A/West Street and Chambers Street

Eastbound LTR | 0.21 | 43.6 D LTR | 0.21 | 43.7 D LTR | 0.36 | 41.9 D LTR | 0.36 | 41.9 D
Westbound LT 0.49 | 515 D LT 0.53 | 53.3 D LT 0.56 | 48.2 D LT 0.56 | 48.4 D
R 042|331 | C R 042 | 331 | C R 054 |331]| C R 054|331 | C
Northbound TR 058 | 279 | C TR 058 | 280 | C TR 085|396 | D TR 0.87 | 40.8 | D
Southbound L 0.88 | 94.2 F L 0.88 | 94.7 F L 1.09 (1516 F L 1.09 (1516 F
T 055|154 | B T 058 | 159 | B T 090 | 326 | C T 090 | 327 | C
R 0.39 | 599 | E R 0.40 | 60.1 | E R 058 | 733 | E R 058 | 733 | E
Intersection | 29.8 | C Intersection | 29.9 | C Intersection | 42.8 | D Intersection | 43.3 | D

State Route 9A/West Street and Warren Street
Eastbound LTR | 0.19 | 45.3 D LTR | 0.21 | 45.7 D LTR | 0.42 | 50.7 D LTR | 0.50 | 53.2 D
Northbound L 0.24 | 705 | E L 029 | 724 | E L 055|859 | F L 055|859 | F
TR 0.54 | 21.6 C TR 0.55 | 21.7 C TR 0.74 | 26.3 C TR 0.75 | 26.7 C
Southbound T 065|242 | C T 067 | 248 | C T 1.00 | 505 | D T 1.00 | 50.7 | D
R 0.15 | 54.8 D R 0.26 | 57.4 E R 0.15 | 54.9 D R 0.16 | 55.1 E
Intersection | 24.0 | C Intersection | 24.7 | C Intersection | 39.6 | D Intersection | 39.9 | D

State Route 9A/West Street and Murray Street
Eastbound L 0.14 | 424 | D L 0.18 | 432 | D L 058 | 60.1 | E L 0.69 | 69.0 | E+
TR 0.15 | 42.2 D TR 0.18 | 42.7 D TR 0.36 | 47.7 D TR 0.38 | 48.1 D
Westbound LTR | 0.47 | 51.2 D LTR | 0.52 | 53.6 D - - - -
LT 1.03 |1225| F LT 1.05 [129.9 | F+
R 0.46 | 51.0 D R 0.48 | 51.8 D
Northbound L 062 | 76.0 | E L 068 | 79.1 | E L 0.84 | 938 | F L 085|948 | F
TR 061|264 | C TR 062 | 265 | C TR 081|322 | C TR 083|327 | C
Southbound L 0.21 | 65.7 E L 0.21 | 65.7 E L 0.18 | 66.1 E L 0.18 | 66.1 E
T 0.68 | 29.1 C T 0.71 | 29.8 C T 1.04 | 68.0 E T 1.05 | 69.1 E
R 0.29 | 647 | E R 0.29 | 647 | E R 034|673 | E R 034 | 673 | E
Intersection | 32.0 | C Intersection | 32.9 | C Intersection | 55.5 E Intersection | 56.7 | E

State Route 9A/West Street and Vesey Street
Eastbound LT 0.19 | 42.0 D LT 0.19 | 42.2 D LT 0.48 | 51.5 D LT 0.48 | 51.8 D
R 0.11 | 40.1 D R 0.12 | 40.2 D R 0.59 | 56.2 E R 0.60 | 56.8 E
Westbound LT 0.01 | 38.3 D LT 0.01 | 38.3 D LT 0.02 | 38.5 D LT 0.02 | 38.5 D
R 0.00 | 382 | D R 0.00 | 382 | D R 0.00| 382 | D R 0.00 | 382 | D
Northbound T 0.46 | 15.1 B T 0.46 | 15.2 B T 0.56 | 16.8 B T 0.57 | 17.0 B
Southbound T 055|168 | B T 056 | 170 | B T 091|303 | C T 091|306 | C
R 0.41 | 51.8 D R 0.52 | 55.1 E R 0.42 | 56.5 E R 0.43 | 56.8 E
Intersection | 18.1 | B Intersection | 18.7 | B Intersection | 26.5 | C Intersection | 26.7 | C
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Table 3.11.4-21
2030 Construction No Action and Proposed Action Peak Construction Analysis Conditions
Level of Service Analysis

State Route 9A/West Street and Liberty Street

Eastbound DefL | 0.18 | 43.3 D DefL | 0.19 | 43.6 D DefL | 0.81 | 81.6 F DefL | 0.92 [100.4 | F+
TR 0.03 | 401 | D TR 0.03 | 401 | D TR [ 005|404 | D TR [ 005|405 | D

Westbound LT 0.02 | 40.0 D LT 0.02 | 40.0 D LT 0.02 | 39.9 D LT 0.02 | 40.0 D
R 0.06 | 40.8 D R 0.06 | 40.8 D R 0.13 | 42.4 D R 0.13 | 424 D

Northbound L 063|814 | F L 0.80 | 97.6 | F+ L 1.10 |167.2| F L 1.11 (1734 | F+
T 054 | 252 | C T 054 | 253 | C T 0.77 | 30.7 | C T 078 311 | C

R 0.02 | 18.0 B R 0.02 | 18.0 B R 0.02 | 17.1 B R 0.02 | 17.1 B

Southbound L 0.18 | 62.7 | E L 0.18 | 62.7 | E L 011 | 632 | E L 0.11 | 63.2 | E
T 062 | 273 | C T 062 | 275 | C T 1.04 | 665 | E T 1.04 | 674 | E

R 0.41 | 50.5 D R 0.48 | 52.5 D R 0.71 | 68.9 E R 0.71 | 68.9 E

Intersection | 29.7 | C Intersection | 31.1 | C Intersection | 56.2 | E Intersection | 57.7 | E

State Route 9A/West Street and Albany Street

Eastbound LTR | 0.38 | 45.7 D LTR | 0.45 | 47.9 D LTR | 0.76 | 57.8 E LTR | 0.84 | 66.0 | E+
Northbound TR 052 | 206 | C TR 053 | 207 | C TR (068|270 | C TR [ 069|270 | C
Southbound T 041 | 187 | B T 042 | 188 | B T 079|304 | C T 079 | 305 | C
R 0.10 | 15.3 B R 0.10 | 15.3 B R 0.14 | 18.2 B R 0.14 | 18.2 B

Intersection | 20.8 | C Intersection | 21.2 | C Intersection | 30.6 | C Intersection | 31.4 | C

State Route 9A/West Street and Hugh Carey Tunnel

Westbound L 0.61 | 294 C L 0.61 | 29.5 C L 0.70 | 44.7 D L 0.70 | 44.7 D
R 0.55 | 279 C R 0.55 | 279 C R 0.72 | 44.8 D R 0.72 | 44.8 D

Northbound T 0.39 | 365 | D T 041|369 | D T 0.46 | 256 | C T 0.46 | 25.7 | C
R 0.16 | 0.2 A R 0.16 | 0.2 A R 0.67 1.6 A R 0.67 1.7 A

Southbound T 049 | 328 | C T 050 | 330 | C T 050|214 | C T 050 | 215 | C
Intersection | 28.4 | C Intersection | 28.6 | C Intersection | 26.0 | C Intersection | 26.0 | C

State Route 9A/West Street and Joseph P Ward Street
Westbound R [004[204] C R [004]204] C R [026][358] D R [026][358] D
Intersection | 20.4 | C Intersection | 20.4 | C Intersection | 35.8 | D Intersection | 35.8 | D
State Route 9A/West Street and Hugh Carey Tunnel Reversal Lane
Westbound L Jo61]301] C L Jo61]301] C - | - — | - ] -
Intersection | 30.1 | C Intersection | 30.1 | C Intersection --- || Intersection -—-
tate Route 9A/West Street and Battery Place (East)

Eastbound LT 0.27 | 13.1 B LT 0.29 | 13.3 B LT 0.27 | 13.1 B LT 0.28 | 13.2 B
Westbound TR 035|309 | C TR 041|322 | C TR [ 086|546 | D TR [087|563 | E
R 0.26 | 295 | C R 029|301 | C R 0.80 | 497 | D R 0.81 | 50.0 | D

Southbound L 0.13 | 18.2 B L 0.13 | 18.2 B L 0.16 | 185 B L 0.16 | 185 B
Intersection | 19.7 | B Intersection | 20.4 | C Intersection | 37.6 | D Intersection | 38.1 | D

tate Route 9A/West Street and Battery Place (West)

Eastbound T 0.05| 248 | C T 0.07 | 250 | C T 015|260 | C T 0.17 | 26.2 | C
Westbound T 0.16 | 26.1 | C T 020 | 266 | C T 029|279 | C T 0.30 | 280 | C
Southbound L 054 | 294 | C L 0.56 | 30.0 | C L 0.44 | 268 | C L 045|269 | C
LR 0.44 | 27.0 C LR 0.47 | 27.6 C LR 0.40 | 25.8 C LR 0.41 | 25.9 C

Intersection | 27.8 | C Intersection | 28.3 | C Intersection | 26.6 | C Intersection | 26.8 | C

Notes: DefL = Defacto Left Turn, L = Left Turn, T = Through, R = Right Turn, LOS = Level of Service
+ Denotes a significant adverse impact

Based on the above analysis, the following five intersections would have significant adverse traffic impacts
during at least one peak hour (two in the AM peak hour and four in the PM peak hour) in the 2030 analysis
year:

e The southbound approach at the North End Avenue and Vesey Street intersection would deteriorate
within LOS F (v/c ratio of 0.98 and 88.3 spv of delay to a v/c ratio of 1.02 and 98.0 spv of delay), an
increase in delay of more than four seconds, during the construction PM peak hour.

e The westbound left-turn at the State Route 9A/West Street and Laight Street intersection would
deteriorate within LOS F (v/c ratio of 1.10 and 139.7 spv of delay to a v/c ratio of 1.17 and 163.9 spv
of delay), an increase in delay of more than four seconds, during the construction AM peak hour.
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e The eastbound left-turn at the State Route 9A/West Street and Murray Street intersection would
deteriorate within LOS E (v/c ratio of 0.58 and 60.1 spv of delay to a v/c ratio of 0.69 and 69.0 spv of
delay), an increase in delay of more than five seconds, during the construction PM peak hour.

e The westbound left-turn/through at the State Route 9A/West Street and Murray Street intersection
would deteriorate within LOS F (v/c ratio of 1.03 and 122.5 spv of delay to a v/c ratio of 1.05 and 129.9
spv of delay), an increase in delay of more than four seconds, during the construction PM peak hour.

e The eastbound de facto left-turn at the State Route 9A/West Street and Liberty Street intersection
would deteriorate within LOS F (v/c ratio of 0.81 and 81.6 spv of delay to a v/c ratio of 0.92 and 100.4
spv of delay), an increase in delay of more than four seconds, during the construction PM peak hour.

e The northbound left-turn at the State Route 9A/West Street and Liberty Street intersection would
deteriorate from within LOS F (v/c ratio of 0.63 and 81.4 spv of delay to a v/c ratio of 0.80 and 97.6
spv of delay) and from within LOS F (v/c ratio of 1.10 and 167.2 spv of delay to a v/c ratio of 1.11 and
173.4 spv of delay), increases in delay of more than four seconds during the construction AM and PM
peak hours.

e The eastbound approach at the State Route 9A/West Street and Albany Street intersection would
deteriorate within LOS E (v/c ratio of 0.76 and 57.8 spv of delay to a v/c ratio of 0.84 and 66.0 spv of
delay), an increase in delay of more than five seconds, during the construction PM peak hour.

e To address these impacts, potential mitigation measures are presented in Chapter 4.0, “Mitigation.”

Specific_signal timing changes recommended as mitigation will be evaluated, based on in-field
operations, and reviewed by NYCDOT for approval. If the recommended mitigation is deemed
infeasible and no alternative mitigation measure can be identified, then the identified significant
adverse traffic impact would be unmitigated. As previously described, these impacts were based on
the 66-month construction schedule_with a peak in 2030 which was refined following the DEIS to a
construction schedule with a peak in 2028. It was determined that the previous transportation
analyses presented in the DEIS reflect a more conservative scenario for transportation significant
adverse impact purposes than the latest schedule with a 2028 peak. Therefore, the construction
phasing refinements would result in the same conclusions for traffic and pedestrian significant
adverse impacts and mitigation.After-evaluating-the revised-traffic patternsforworkervehiclesand
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3.11.4.6 Construction MPT Analysis

As previously stated, transportation screening assessments were undertaken using the fatest-MPT plan

that is anticipated to be in place (see Appendix H-1). This plan includes estimated durations for affected
locations, i.e., those traffic intersections and pedestrian elements that are projected to have a reduced
capacity during construction (such as removing a moving lane or narrowing a travel
lane/pedestrian/bicycle pathway) or where traffic and pedestrian diversions are proposed due to full
street and sidewalk closures. Based on the preliminary-MPT plan_that is anticipated to be in place for
construction of the floodwall and EWP, travel lanes would be removed/narrowed at two intersections, a
detour route would divert non-local vehicular traffic at three intersections, two sidewalks would be fully

closed diverting pedestrians to the other side of the street, and six pedestrian sidewalks/walkways would
be narrowed. These affected locations were therefore selected for detailed analysis during the commuter
weekday AM, midday, and PM and Saturday peak hours for traffic and pedestrians. Additionally, a detailed
traffic analysis was also prepared for the construction weekday AM and PM peak hours. The existing and
No Action results for the traffic Construction MPT Analysis would be the same as the traffic Peak
Construction Analysis for both analysis intersections along State Route 9A/West Street for both
construction peak hours shown in Tables 3.11.4-16 through 3.11.4-19). Even though the schedule of the
proposed closures/sidewalk/walkway width reductions would vary, a future analysis year of 2030
overlapping with the greatest number of construction worker and truck activity was assumed to provide

a conservative analysis of significant adverse impacts._This same analysis framework was followed to
evaluate MPT plans for the construction of gates crossing State Route 9A/West Street and Harrison Street.

The below “Traffic Operations” and “Pedestrian Operations” sections detail the potential_significant
adverse impacts of the proposed closures/sidewalk/walkway width reductions according to CEQR
Technical Manual methodologies, which address locations alongside and within streets. As described in
Chapter 3.8, “Transportation,” pathways for pedestrians and bicycles separated from streets, such as
those in park areas in Reaches 2 to 7, are not defined in the CEQR Technical Manual as warranting detailed
analysis. The two-way bikeway along State Route 9A/West Street would be maintained during

construction. For other pathways, there would be temporary closures to accommodate construction

which would divert pedestrians and bicycles to nearby, open access points.

permitted-along-the-highway-by-NYSBOT-According to CEQR Technical Manual guidance, weekday and

weekend daytime peak hour significant adverse impacts associated with construction activities that would

occurpersist-for-approximatelytwo-years—ormeore have been quantitatively analyzed in this chapter;

overnight work which is outside of these periods is addressed qualitatively.
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As described in Chapter 3.11.1, “Construction Overview,” the project construction elements along the
State Route 9A/West Street corridor would include utility relocations and drainage installations as part of
the EWPs and the proposed flood barrier system gate crossing. Construction of the EWPs is proposed to
include overnight closures of travel lanes along both State Route 9A/West Street and other nearby streets;
this would last several weeks for each of the EWP utility relocations or drainage project installations that
would cumulatively total 7 months. The EWP overnight travel lane closures on State Route 9A/West Street
would not affect daytime peak hour highway capacities or necessitate full roadway closures or traffic
diversions, narrow any pedestrian elements, or detour any pedestrians or bikes. Similar EWP temporary
significant adverse traffic impacts and parking effects, i.e., overnight travel lane closures, are expected on
City street segments along Albany, West Thames, Vesey, and Chambers Streets, Rector Place, and River
Terrace to implement the EWPs. With these EWPs, staging or storage space would be restricted and/or
minimized along State Route 9A/West Street, subject to review and approval by NYCDOT’s OCMC Unit.

Construction of the gates crossing State Route 9A/West Street and the bikeway between Chambers and

Harrison Streets would require temporary overnight partial and full lane closures of State Route 9A/West
Street and the parallel bikeway. Similar closures are expected to be necessary for construction of the gate
crossing Harrison Street east of State Route 9A/West Street. In addition to overnight closures described
above, there would be narrowed travel lanes or fewer travel lanes maintained to construct the two gate
crossings during daytime peak traffic periods (i.e., construction AM, weekday AM, midday, construction
PM, weekday PM, and Saturday peak hours). Section 3.11.4.1, “Introduction,” provides descriptions of
the State Route 9A/West Street swing gate construction MPT plan and the Harrison Street flip-up gate

construction MPT plan. See the subsection titled “State Route 9A/West Street and Harrison Street Gate
Crossing MPT” in the section titled “Traffic Operations: Construction MPT Analysis” for the potential
significant adverse traffic impacts that would temporarily occur during construction.

Construction of the Harrison Street gate crossing would also necessitate alternating closures of the north
and south sidewalks along Harrison Street between State Route 9A/West Street and Greenwich Street.
These closures would be staged so that both sidewalks would not be closed at one time. Pedestrian
diversions from one sidewalk to the other at the corners of State Route 9A/West Street and Greenwich
Street have been analyzed. See the section titled “Pedestrian Operations: Construction MPT Analysis” for
a_description of the MPT plan and the potential significant adverse pedestrian impacts that would
temporarily occur during construction.

Given the Design Build nature of the Proposed Project, final, approved MPT plans are not available. The
draft MPT plans described above have been evaluated and analyzed in the EIS. Following the EIS, BPCA
and its contractors will apply for permits to partially or fully close the roadways evaluated and analyzed
in the EIS. At that time, NYSDOT and NYCDOT’s OCMC Unit will request detailed MPT plans for each
construction phase and BPCA and its contractors will provide the requested MPT plans. Next, NYSDOT and
NYCDOT’s OCMC Unit will review and approve the detailed MPT plans. Once final, approved MPT plans
are available, a TMP will be scoped with NYSDOT and NYCDOT.

All proposed partial- and full-roadway closure conditions along State Route 9A/West Street between
Chambers Street and Harrison Street and other streets analyzed in the EIS would be subject to the TMP
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that will be coordinated among the relevant agencies, and subject to their review and approval, including
BPCA, NYSDOT, NYCDOT and the NYPD and New York City Fire Department (FDNY), to ensure construction
is implemented with the least impact to travel lanes, while still providing the necessary pre-construction
notifications and alternative diversion routes options through signage and other outreach means. This
plan will also detail the deployment and placement plans for TEAs and VMS. This TMP may include
additional data collection and analysis to sufficiently address relevant agencies’ requirements. If so, the
additional traffic data collection and analysis would include the use of Synchro software on State Route
9A/West Street and other nearby intersections. The analysis would be used to identify the extent of delays
and effectiveness of improvement measures identified in the EIS as mitigation, and modify those
conclusions if necessary to further improve traffic conditions under the final, approved MPT plans.

3.11.4.6.1 Traffic Operations: Construction MPT Analysis

The intersections of State Route 9A/West Street and North Moore Street, State Route 9A/West Street and
Harrison Street, State Route 9A/West Street and Chambers Street, State Route 9A/West Street and
Warren Street, State Route 9A/West Street and Murray Street, Chambers Street and North End Avenue,

Warren Street and North End Avenue, and Warren Street and River Terrace were selected for detailed

analysis (see Figure 3.11.4-2). The proposed geometric modifications at these intersections are detailed
below:

e The parking lane and travel lane adjacent to the parking lane along the east side of Route 9A/West
Street between Chambers Street and North Moore Street would be closed for approximately 24

months_for construction of the floodwall. As such, parking along the east curb and one northbound

travel lane at the State Route 9A/West Street and North Moore Street, and State Route 9A/West

Street and Harrison Street analysis intersections would be removed in the Proposed Action condition;

e The westbound approach of State Route 9A/West Street and North Moore Street would be narrowed
for construction of the sidewalk extension along the south curb between State Route 9A/West Street
and Greenwich Streetby-eightfeet, reducing the width from the construction fence to the north curb
to 25traveHane-widthsfrom-16feetto-13- feet in the Proposed Action condition;

e No geometric modifications would occur at Chambers Street and North End Avenue, Warren Street
and North End Avenue, and Warren Street and River Terrace, but these streets would be affected by
traffic using a detour route. West of North End Avenue on Chambers Street and north of Warren
Street on River Terrace, the construction of the EWPs may require a daytime and nighttime (full time)
road closure for up to four months. The MPT plan would maintain vehicular and pedestrian access to
adjacent building frontages on the north and south sides of Chambers Street and east side of River

Terrace, but divert non-local vehicular traffic through a detour involving North End Avenue and
Warren Street; and

e MPT from the State Route 9A/West Street and Harrison Street gate crossing construction has been
evaluated for potential significant adverse traffic impacts at State Route 9A/West Street and North
Moore Street, Harrison Street, Chambers Street, Warren Street, and Murray Street. It is assumed that

construction of the sidewalk extension on westbound North Moore Street would happen concurrent
with the State Route 9A/West Street and Harrison Street gate crossing construction as a conservative
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condition. Fhe—chapterSection 3.11.4.1, “Introduction,” describes the State Route 9A/West Street
swing gate construction MPT plan and the Harrison Street flip-up gate construction MPT plan.

Existing Conditions

Traffic data were collected in June 2023 and March 2024 for the weekday hours of 6:00 AM to 10:00 AM,
11:00 AM to 2:00 PM, and 3:00 PM to 7:00 PM, and the Saturday hours of 12:00 PM to 5:00 PM via a
combination of video intersection counts and 24-hour ATR counts. Existing peak hour traffic volumes were
developed based on these counts as shown in Appendix H-%.

A summary of the existing conditions traffic analysis results is presented in Table 3.11.4-22. Details on
level-of-service, v/c ratios, and average delays are presented in Tables 3.11.4-23a and 3.11.4-23b.

Table 3.11.4-22
Summary of Construction MPT Analysis Existing Traffic Conditions

Analysis Peak Hours

Weekday| Weekday | Weekday [Saturday[Construction Construction

Level of Service AM Midday PM Weekday AM Weekday PM
Lane Groups at LOS A/B/C 14 15 14 15 14 14
Lane Groups at LOS D 3 2 2 1 3 2
Lane Groups at LOS E 0 0 0 1 0 1
Lane Groups at LOS F 0 0 1 0 0 Q
Total 17 17 17 17 17 17
Lane Groups with v/c = 0.90 0 0 2 1 0 1

Notes:
LOS = level of service; v/ic = volume-to-capacity ratio

Table 3.11.4-23a

Construction MPT Analysis Existing Conditions Level of Service Analysis
Operational Peak Hours

- lized -
State Route 9A/West Street and North Moore Street

Westbound L 034|473 | D L |066|484 | D L |052|493 | D L |080|585 | E

. R 039|486 | D R 034|379 | D R |09 |88 | E R |054|424 | D

Northbound I |071)174 | B I |05 ]130| B I |071]20]| C I 060|147 | B

Southbound I 078 | 203 | C I 0.75 | 17. B I 083|251 | C I 082209 | C
_ Intersection | 20.1 | C | Intersection | 174 | B | Intersection | 27.2 | C | Intersection | 20.9 | C |

State Route 9A/West Street and Harrison Street

Westbound R 008|417 | D R 007|339 | C R |018|398 | D R (008|312 C

Northboun IR |078| 196 | B | IR (061|130 B | TR |076|21l5| C | TR | 067|161 | B

Southbound I 0.82 | 21. C I 0.79 | 17 B I 911299 | C I 0.90 | 24 C
. Intersection | 20.7 | C | Intersection | 15.3 | B | Intersection | 25.8 | C | Intersection | 20.7 | C |

North End Avenue and Warren Street (East)

Eastbound LT |0l17 198 | B LT (012|193 | B LT (016|197 | B LT 013|194 | B

Westbound | TR | 017|201 | C | TR (010|182 | B | TR 008|190 | B | IR |014 | 197 | B

Northbound | LTR | 037 | 182 | B LTR 1020 | 16.0 | B LTR | 022|162 | B LTR 22| 162 | B
. Intersection | 19.0 | B | Intersection | 17.6 | B | Intersection | 17.8 | B | Intersection | 179 | B |

North End Avenue and Warren Street (West

Eastbound IR (015|199 | B | IR (019|204 | C | TR |0.08| 189 | B | IR |0Q14 | 197 | B

Westbound LT |016|198 | B LT (008|189 | B LT 009|190 | B LT |0l11|193 | B

Southbound | LTR 2 168 | B LTR 1018 | 156 | B LTR 1025|165 | B LTR 27 | 168 | B

_ Intersectio 183 | B Intersection | 178 | B Intersection | 173 | B Intersection | 17.8 | B
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Table 3.11.4-23a

Construction MPT Analysis Existing Conditions Level of Service Analysis
Operational Peak Hours

i Weekday AM Weekday Midday Weekday PM Saturday
_ Lane | v/ic |Delay| . | Lane | v/ic |Delay| . | Lane | v/ic |Delay| _ | Lane | vic |[Delay| _
River Terrace and Warren Street
Westbound LR | 006|100 | B LR | 005|102 | B LR |0.03| 9.9 A LR | 006|102 | B
Southbound | LT |0.03 | 7.8 A LT ]1003]| 7.8 A LT |001| 7.7 A LT 1003)| 78 | A
North End Avenue and Chambers Street

Westbound LT |(012 | 87 A LT |0.08| 82 A LT |014 | 91 A LT |015| 88 | A
Northbound LR 1025|123 | B LR 1008|102 | B LR 1016|117 | B LR 1015|125 | B
Notes:

L = ng Turn, T = ThrOQh R = Righ; Turn, LOS = Lgvgl gf §grvigg

Table 3.11.4-23b

Construction MPT Analysis Existing Conditions Level of Service Analysis
Construction Peak Hours

_ Lane vic Delay _ Lane vic Delay -
Signalized Intersections
State Route 9A/West Street and North Moare Street®
Westbound L 0.11 42.1 D L 0.59 51.1 D
. R 0.13 42.5 ] R 0.69 57.0 E
Northbound I 0.45 12.7 B I 0.65 18.6 B
Southbound I 0.61 154 B I 0.87 27.0 [of
_ Intersection 14.8 B Intersection 25.7 C
State Route 9A/West Street and Harrison Street?
Westbound R 0.05 41.0 D R 0.08 38.0 D
Northbound IR 0.48 131 B IR 0.71 20.2 Cc
Southbound I 0.61 154 B I 0.94 33.8 [of
_ Intersection 14.4 B Intersection 27.1 C
North End Avenue and Warren Street (East)
Eastbound LT 0.09 19.0 B LT 0.14 19.5 B
Westhound IR 011 193 B IR 0.19 204 c
Northbound LTR 0.08 14.7 B LTR 0.19 159 B
_ Intersection 17.6 B Intersection 18.2 B
North End Avenue and Warren Street (West)
Eastbound IR 0.12 104 B IR 0.14 19.7 B
Westhound LT 0.11 19.2 B LT 0.15 19.7 B
Southbound LTR 0.12 15.1 B LTR 22 16.2 B
_ Inter: ion 175 B Inter: ion 17.9 B
Unsignalized Intersections
River Terrace and Warren Street
Westbound LR 0.03 9.3 A LR 0.05 9.8 A
Southbound LT 0.02 7.4 A LT 0.02 7.7 A
North End Avenue and Chambers Street
Westbound LT 0.05 79 A LT 0.10 8.5 A
Northbound LR 0.06 10.0 A LR 0.12 10.7 B
Notes:
L = Left Turn, T = Through, R = Right Turn, LOS = Level of Service
i iction weekda ] PM ! Ir results a e same a

The capacity analysis indicates that most of the study area intersection approaches/lane groups operate
acceptably—at LOS D or better (delays of 55 seconds or less per vehicle for signalized intersections)—
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during all analysis peak hours. Approaches/lane groups operating beyond LOS D and those with v/c ratios
of 0.90 or greater during the weekday AM, midday, and PM and Saturday peak hours are listed below.

e Westbound left-turn at the State Route 9A/West Street and North Moore Street intersection (LOS E
with a v/c ratio of 0.80 and a delay of 58.5 spv during the Saturday peak hour); and

Westbound right-turn at the_State Route 9A/West Street and North Moore Street intersection (LOS F with
a v/cratio of 0.95 and a delay of 89.8 spv during the weekday PM peak hour and LOS E with a v/c ratio of
0.69 and a delay of 57.0 spv during the construction PM peak hour).

No Action Conditions

No Action condition traffic volumes were estimated by increasing existing traffic levels to reflect expected
growth in overall travel through and within the study area. As per CEQR guidelines, an annual background
growth rate of 0.25 percent was assumed for the first five years (2025 to 2029) and 0.125 percent was
assumed for the following year (2030). Consistent with the Peak Construction Analysis methodology, an
additional growth rate of 3.0 percent was also assumed to account for volume increases resulting from
No Build projects within % mile of the Project Area. These growth rates together represent a cumulative
increase of 4.4 percent over existing conditions.

The 2030 No Action volumes are shown in Appendix H-%. A summary of the 2030 No Action condition
traffic analysis results is presented in Table 3.11.4-24. Details on level-of-service, v/c ratios, and average
delays are presented in Tables 3.11.4-25a and 3.11.4-25b.

Table 3.11.4-24
Summary of 2030 Construction MPT Analysis No Action Traffic Analysis Results

Analysis Peak Hours

Weekday| Weekday Weekday [Saturday|Construction Construction

Level of Service AM Midday PM Weekday AM Weekday PM
Lane Groups at LOS A/B/C 14 15 14 15 14 13
Lane Groups at LOS D 3 2 2 1 3 3
Lane Groups at LOS E 0 0 0 1 0 1
Lane Groups at LOS F 0 0 1 6] 0] 0
Total 17 i 1 17 7 7
Lane Groups with v/c = 0.90 0 0 2 1 0 2

Notes:
LOS = level of service; v/ic = volume-to-capacity ratio

Based on the analysis results presented in Tables 3.11.4-24, all of the approaches/lane-groups in the No
Action condition will operate at the same LOS as in the existing conditions or within LOS D or better (delays
of 55 seconds or less per vehicle for signalized intersections) for all six peak hours.

Proposed Action Conditions: Construction MPT Analysis

The 2030 Proposed Action traffic volumes (provided in Appendix H) were constructed by layering the
incremental construction worker auto and truck trips over the No Action condition traffic volumes.
Construction worker auto and truck trips would overlap with the construction weekday AM and PM peak
hours, while only construction truck trips would overlap with the commuter weekday AM and midday
peak hours. The No Action/Proposed Action volumes would be the same for the commuter PM and
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Saturday peak hours since there would be no overlap with construction worker auto and truck trips during
those periods. A summary of the 2030 Proposed Action condition traffic analysis results is presented in
Table 3.11.4-26 for the Construction MPT scenarios for the floodwall and EWP. A subsection follows for
the Construction MPT scenarios for the State Route 9A/West Street and Harrison Street gate crossings.
Details on level-of-service, v/c ratios, and average delays are presented in Tables 3.11.4-27a and 3.11.4-
27b.
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Table 3.11.4-25a

Existing and 2030 Construction MPT Analysis No Action Conditions Level of Service Analysis
Operational Peak Hours

_ Weekday AM Weekday Midday Saturday
- 2024 Existing 2030 No Action 2024 Existing 2030 No Action 2024 Existing 2030 No Action 2024 Existing 2030 No Action
Intersection | Group | Ratio LOS||Group | Ratio LOS|Group | Ratio LOS||Group |Ratio LOS]Group | Ratio LOS Ratio LOS|Group | Ratio LOS Ratio LOS
State Route 9A/West Street and North Moore Street

[Westbound L 034|473 | D L 036|479 | D L 0.66 | 484 | D L 0.69 | 50.7 | D L 0521493 | D L 054 | 502 | D L 080|585 | E L 085|636 | E

| R 039|486 | D R 041|493 | D R 034|379 | D R 036|384 | D R 095|898 | F R 1.01 (1041| E R 054 (424 | D R 057 (438 | D

Northbound T 071|174 | B T 074|183 | B T 055(13.0| B T 057 (133 | B T 071|200 ]| C T 074|209 | C T 060|147 | B T 062|152 | B

[Southbound T 0.78 203 | C T 082217 | C T 075173 | B T 078183 | B T 083|251 | C T 087|272 | C T 082209 | C T 0.86 | 22.7 | C

| Intersection | 20.1 | C || Intersection | 21.2 | C | Intersection | 17.4 | B || Intersection | 18.1 [ B | Intersection | 27.2 | C || Intersection | 29.4 | C | Intersection | 20.9 | C || Intersection | 22.2 | C

State Route 9A/West Street and Harrison Street

[Westbound R 0.08| 417 | D R 009|417 | D R 007|339 | C R 007 (339]| C R 018|398 | D R 0.19 | 400 | D R 008312 | C R 008|312 | C

Northbound TR | 078|196 | B TR | 082|209 | C TR [061|130(| B TR [0.64| 134 | B TR [076|215| C TR 079|226 | C TR (067|161 | B TR (070|168 | B

[Southbound T 082|216 | C T 0.85[235]| C T 079173 | B T 082|186 | B T 091299 | C T 095|345 | C T 090[249 | C T 094|287 | C
Intersection | 20.7 | C || Intersection | 22.2 | C | Intersection | 15.3 | B || Intersection | 16.2 | B | Intersection | 25.8 | C || Intersection | 28.5 | C |] Intersection | 20.7 | C || Intersection | 23.0 | C

North End Avenue and Warren Street (East

[Eastbound LT (017|198 | B LT |018|199| B LT (012|193 | B LT 013|194 | B LT (016)|19.7 | B LT 017199 | B LT (013|194 | B LT |014|195| B

[Westbound TR | 017|201 | C TR [(018| 202 | C TR (010|192 | B TR (011|193 | B TR [0.08]|190| B TR [0.09]| 190 | B TR (014 ]| 197 | B TR (014|197 | B

Northbound LTR [037]| 182 | B LTR [039]| 185 | B LTR [0.20 | 16.0 | B LTR [0.21]16.1 | B LTR [0.22]16.2 | B LTR [023]| 163 | B LTR | 0.22]16.2 | B LTR [0.23] 164 | B
Intersection | 19.0 | B || Intersection | 19.2 | B | Intersection | 17.6 | B || Intersection | 17.7 | B | Intersection | 17.8 | B | Intersection | 17.9 | B ] Intersection | 17.9 | B || Intersection | 18.0 | B

North End Avenue and \

Eastbound TR 015(199 | B TR 0.16 [ 200 | C TR 019|204 | C TR 020|205 | C TR 0.08| 189 | B TR 0.08 (190 | B TR 014|197 | B TR 0.15| 198 | B

[Westbound LT (016|198 | B LT |017 (199 | B LT (008|189 | B LT 0.09(19.0| B LT [009]|190| B LT 009191 | B LT (011|193 | B LT |012|193| B

[Southbound LTR [0.26| 168 | B LTR [028| 170 | B LTR [0.18 | 156 | B LTR [0.18 | 157 | B LTR [0.25] 165 | B LTR [0.26]| 166 | B LTR | 0.27 ] 168 | B LTR [0.28] 169 | B
Intersection | 18.3 | B || Intersection | 18.4 | B | Intersection [ 17.8 | B || Intersection | 17.9 | B | Intersection | 17.3 [ B || Intersection | 17.4 [ B | Intersection | 17.8 | B [ Intersection | 18.0 | B

River Terrace and Warren Street
Westbound | LR ‘ 0.06 1oo " ‘ 0.07 101 B LR ‘ 005[102[ B " LR [0.05[103[ B | LR [003] 99 [ A " LR ‘ 0.03 AJ] LR Joo6[102] B " LR ‘ 0.06 103 B
ﬂhbound LT A 7.8 A LT 0.03 [ 7.8 A LT [0.01]| 7.7 A LT A LT |003( 7.8 A LT A
orth End Avenue and Chambers Street

Jslb_o_undll_'[‘ " ‘ A ‘ 8.2A|LIQ.Q88.2A|LI QJ.A‘ELl A"LI‘ A LIO_.‘LSB.BA"LI‘ A

Northbound LR 0.25 12 3 0.27 12 7| B LR 0.08 [ 10.2 | B LR 0.09 [ 10.2 | B LR 0.16 | 11.7 | B LR 0.18 12 0| B LR 0.15| 125 | B LR 0.17 12 9| B

[Notes.

L = Left Turn, T = Through, R = Right Turn, LOS = Level of Service
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Table 3.11.4-25b
Existing and 2030 Construction MPT Analysis No Action Conditions Level of Service Analysis

Construction Peak Hours

- 2024 Existing 2030 No Action 2024 EXisting 2030 No Action
- Lane vic Delay _ Lane vic Delay - Lane vic Delay _ Lane vic Delay _
State Route 9A/West Street and North Moaore Street®
Westbound L 0.11 42.1 D L 0.12 42.3 D L 0.59 51.1 D L 0.62 525 D
_ R 0.13 425 D R 0.13 42.6 D R 0.69 57.0 E R 0.73 59.4 E
Northbound I 0.45 12.7 B I 0.47 13.0 B I 0.65 18.6 B I 0.68 19.3 B
Southbound T 0.61 154 B I 0.63 16.0 B I 0.87 27.0 C I 0.91 29.9 C
i Intersection 14.8 B Intersection 15.2 B Intersection 25.7 C Intersection 27.5 C
State Route 9A/West Street and Harrison Street®
Westbound R 0.05 41.0 D R 0.05 41.1 D R 0.08 38.0 D R 0.08 38.1 D
Northbound IR 0.48 13.1 B IR 0.50 134 B IR 0.71 20.2 C IR 0.75 21.1 C
Southbound T 0.61 154 B I 0.63 16.0 B I 0.94 33.8 C I 0.98 41.0 D
i Intersection 14.4 B Intersection 14.9 B Intersection 27.1 C Intersection 312 C
North End Avenue and Warren Street (East)
Eastbound LT 0.09 19.0 B LT 0.10 19.0 B LT 0.14 195 B LT 0.15 19.6 B
Westbound IR 0.11 19.3 B IR 0.12 19.3 B TR 0.19 20.4 C IR 0.20 20.5 C
Northbound LTR 0.08 14.7 B LTR 0.09 14.7 B LTR 0.19 159 B LTR 0.20 16.0 B
| Intersection 17.6 B Intersection 17.7 B Intersection 18.2 B Intersection 18.3 B
North End Avenue and Warren Street (East)
Eastbound IR 0.12 194 B IR 0.12 195 B IR 0.14 19.7 B IR 0.15 19.8 B
Westbound LT 0.11 19.2 B LT 0.11 19.3 B LT 0.15 19.7 B LT 0.16 19.8 B
Southbound LTR 0.12 15.1 B LTR 0.13 15.1 B LTR 0.22 16.2 B LTR 0.23 164 B
B Intersection 17.5 B Intersection 17.6 B Intersection 17.9 B Intersection 18.0 B_|
Unsignalized Intersections
River Terrace and Warren Street
Westbound LR 0.03 9.3 A LR 0.03 9.4 A LR 0.05 9.8 A LR 0.06 9.9 A
Southbound LT 0.02 7.4 A LT 0.02 7.4 A LT 0.02 Y A LT 0.02 Y A
North End Avenue and Chambers Street
Westbound LT 0.05 7.9 A LT 0.05 79 A LT 0.10 8.5 A LT 0.11 8.6 A
Northbound LR | o006 | 100 | A | IR |o07 | 101 | B ] LR |o012] 107 | B LR |013] 200 | B
Notes:
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Table 3.11.4-26
Summary of 2030 Construction MPT Analysis Proposed Action Traffic Analysis Results

| | Analysis Peak Hours
_ Weekday We_ekday Weekday Saturday Construction | Construction
Level of Service AM Midday PM Weekday AM | Weekday PM
Lane Groups at LOS A/B/C 12 15 12 15 14 12
Lane Groups at LOS D 4 12 4 1 3 34
Lane Groups at LOS E 1 10 0 1 0 21
Lane Groups at LOS F 0 0 1 0 0 0
Total 17 17 17 17 17 17
Lane Groups with v/c 2 0.90 2 6] 4 3 0 4
Notes: LOS = Level-of-Service; v/ic = volume-to-capacity ratio
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Table 3.11.4-27a

2030 Construction MPT Analysis No Action and Proposed Action Conditions Level of Service Analysis
Operational Peak Hours

_ Weekday AM Weekday Midday Saturday

_ 2030 No Action 2030 Proposed Action 2030 No Action 2030 Proposed Action 2030 No Action 2030 Proposed Action 2030 No Action 2030 Proposed Action

Intersection | Group | Ratio LOS||Group | Ratio LOS] Group | Ratio LOS||Group | Ratio LOS| Group |Ratio LOS] Ratio LOS| Group |Ratio LOS||Group | Ratio| (sec) |LOS
State Route 9A/West Street and North Moore Street

[Westbound L 0.36 | 479 | D L 0.36 | 476 | D L 069|507 | D L 0.68 | 49.8 | D L 054|502 | D L 053|497 | D L 085|636 | E L 083|613 | E

| R 0411|493 | D R 040|491 | D R 036|384 | D R 0.36 | 382 | D R 1.01 |104.1| E R 099|999 | E R 0.57 | 438 | D R 0.56 | 434 | D

Northbound T 074 | 183 | B T 099 | 404 | D T 057|133 | B T 077 | 178 | B T 0741209 | C T 099|422 | D T 062|152 | B T 083|213 | C

[Southbound T 082|217 | C T 082|218 | C T 078183 | B T 078183 | B T 087|272 | C T 087272 | C T 0.86 | 227 | C T 0.86 | 22.7 | C

| Intersection | 21.2 | C || Intersection | 32.7 | C | Intersection | 18.1 | B || Intersection | 20.1 | C | Intersection | 29.4 | C || Intersection | 39.4 | D | Intersection | 22.2 | C || Intersection | 248 | C

State Route 9A/West Street and Harrison Street

[Westbound R 0.09 | 41.7 | D R 009|417 | D R 0071339 | C R 007|339 | C R 0.19 | 400 | D R 0.19 | 40.0 | D R 008312 | C R 008|312 | C

Northbound TR 082|209 | C TR 1.05 | 58.2 | E+ TR 064|134 | B TR 082|188 | B TR 079|226 | C TR 1.02 | 500 | D TR 0.70 | 168 | B TR |090| 256 | C

[Southbound T 085[235| C T 0.86 | 236 | C T 082|186 | B T 082|186 | B T 095[345| C T 095[345| C T 094) 287 | C T 094287 | C

Intersection | 22.2 [ C Intersection | 42.6 | D Intersection | 162 | B Intersection | 18.8 | B Intersection | 28.5 | C || Intersection | 42.5 | D Intersection | 23.0 [ C Intersection | 27.2 | C

North End Avenue and Warren Street (East)

[Eastbound LT 018|199 | B LT 023|206 | C LT 013]| 194 | B LT 0.18 | 200 | C LT 017199 | B LT 0241209 | C LT 014|195 | B LT 0.16 | 19.7 | B

[Westbound TR [ 018|202 | C TR (018|203 | C TR |011]193 | B TR |011]193| B TR |009|190| B TR | 009|190 | B TR |014 (197 | B TR |014| 197 | B

Northbound LTR [039 (185 | B LTR [039 (185 | B LTR [021|16.1 | B LTR [021[16.1| B LTR [023| 163 | B LTR | 023|163 | B LTR |1 0.23| 164 | B LTR [023 164 | B

Intersection | 19.2 [ B Intersection | 19.4 | B Intersection | 17.7 | B Intersection | 18.1 | B Intersection | 17.9 | B Intersection | 185 | B Intersection | 18.0 [ B Intersection | 181 | B

North End Avenue and Warren Street (West

Eastbound TR 016 | 200 | C TR 0.15 | 19.8 B TR 020|205 | C TR 0.15 | 19.7 B TR 0.08 | 19.0 B TR 0.12 | 194 B TR 0.15| 198 | B TR 0.11 | 19.2 B

[Westbound LT 017|199 | B LT 018|200 | C LT 0.09 ]| 190 | B LT 010|191 | B LT 009|191 | B LT 010|192 | B LT 012193 | B LT 012|193 | B

[Southbound LTR [0.28 [ 17.0 B LTR [0.33 | 17.7 B LTR [ 0.18 | 15.7 B LTR [ 0.33 | 17.6 B LTR [ 0.26 | 16.6 B LTR | 0.36 | 18.1 B LTR | 0.28| 169 | B LTR [0.36 | 18.1 B

Intersection | 18.4 [ B Intersection | 18.7 | B Intersection | 17.9 | B Intersection | 18.3 | B Intersection | 17.4 | B Intersection | 18.5 | B Intersection | 18.0 [ B Intersection | 18.5 [ B

Westbound ‘ 0.07 [ 10.1 " ‘ 0.08 A | LR ‘ 0.05 103 B " 012 98 [ AT LR [0.03 ‘ A " LR ‘ 0.10 100 A | LR ’ 0.06 103 " ’ 010 99 [ A

ﬂhbound 7.8 A LT A LT 0.00 | 7.7 A LT 0.01 A LT A LT 7.7 A

orth End Avenue and Chambers Street
A LT A 8.4 LT 0.15 A LT A LT 9.1 A
Northbound ‘ 0.27 12 7 " ‘ 0.25 11 5| B | LR ‘ 0.09 10 2| B LR 0 09| 9.8 LR |0.18 ‘ 120 | B " LR ‘ 0.19 11 4| B | LR ‘ 0.17 12 9 " ‘ 0.14 | 108 | B
INotes:

L = Left Turn, T = Through, R = Right Turn, LOS = Level of Service
R — 2
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Table 3.11.4-27b
2030 Construction MPT Analysis No Action and Proposed Action Conditions Level of Service Analysis

Construction Peak Hours

_ Construction Weekday AM Construction Weekday PM
_ 2030 No Action 2030 Proposed Action 2030 No Action 2030 Proposed Action
_ Lane vic Delay - Lane vic Delay _ Lane vic Delay _ Lane vic Delay _
i i rsections
State Route 9A/West Street and North Moare Street®
Westbound L 0.12 42.3 D L 0.12 42.2 D L 0.62 525 D L 0.61 519 D
R 0.13 42.6 D R 0.13 42,6 D R 0.73 59.4 E R 0.72 58.5 E
Northbound I 0.47 13.0 B I 0.63 16.0 B I 0.68 19.3 B I 0.93 32.0 Cc
Southbound I 0.63 16.0 B I 0.66 16.5 B I 0.91 29.9 [of T 0.91 30.0 [of
Intersection 15.2 B Intersection 16.9 B Intersection 27.5 C Intersection 33.2 C
State Route 9A/West Street and Harrison Street!
Westbound R 0.05 411 D R 0.05 411 D R 0.08 38.1 D R 0.08 38.1 D
Northbound IR 0.50 13.4 B IR 0.65 16.4 B IR 0.75 21.1 C IR 0.98 40.6 D
Southbound I 0.63 16.0 B I 0.66 16.6 B I 0.98 41.0 D T 0.98 41.2 D
Inter ion 14.9 B Inter ion 16.6 B Inter ion 31.2 C Inter ion 40.9 D
North End Avenue and Warren Street (East)
Eastbound IR 0.12 195 B IR 0.12 194 B IR 0.15 19.8 B IR 0.17 20.0 B
Westbound LT 11 19.3 B LT 0.16 19.8 B LT 0.16 19.8 B LT 0.16 19.9 B
Southbound LTR 0.13 15.1 B LTR 0.25 16.6 B LTR 0.23 16.4 B LTR 0.34 179 B
| Intersection 17.6 B Intersection 18.0 B Intersection 18.0 B Intersection 18.7 B
River Terrace and Warren Street
Westbound LR 0.03 9.4 A LR 0.11 9.5 A LR 0.06 9.9 A LR 0.10 9.9 A
Southbound LT 0.02 7.4 A LT 0.00 7.4 A LT 0.02 7.7 A LT 0.00 7.7 A
North End Avenue and Chambers Street
Westbound LT 0.05 79 A LT 0.12 8.1 A LT 11 8.6 A LT 0.18 8.7 A
Northbound LR 007 | 101 B LR .07 9.3 A LR 013 | 109 B LR 14 | 104 B
Notes:
L = Left Turn, T = Through, R = Right Turn, LOS = Level of Service
n — -
'Construction weekday AM and PM peak hour results are the same as shown in Table 3.11.3-21
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According to analyses conducted under the MPT Construction Analysis scenario_for the floodwall and EWP,
a potential significant adverse traffic impacts at State Route 9A/West Street and Harrison Street (AM peak

hOUf‘) Route9A\la ceetand-North-Meoore cet {middav-—PM-—con uction-RPM nd d

peak-hours} could result due to the projected increases in delay:

e The northbound approach at the State Route 9A/West Street and Harrison Street intersection would
deteriorate from LOS C (v/c ratio of 0.82 and 20.9 spv of delay) to LOS E (v/c ratio of 1.05 and 58.2 spv
of delay), an increase in delay of more than five seconds, during the weekday AM peak hour.

To address thesethis impacts, potential mitigation measures are presented in Chapter 4.0, “Mitigation.”

Specific signal timing changes recommended as mitigation will be evaluated, based on in-field operations,
and reviewed by NYCDOT for approval. If the recommended mitigation is deemed infeasible and no
alternative mitigation measure can be identified, then the identified significant adverse traffic impact
would be unmitigated. As previously described, thesethis impacts werewas based on the 66-month
construction schedule with a peak in 2030 which was refined following the DEIS to a construction schedule
with a peak in 2028. It was determined that the previous transportation analyses presented in the DEIS
reflect a more conservative scenario for transportation significant adverse impact purposes than the latest
schedule with a 2028 peak. Therefore, the construction phasing refinements would result in the same
conclusions for traffic and pedestrian significant adverse impacts and mitigation. Afterevaluating-the
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State Route 9A/West Street and Harrison Street Gate Crossings

Traffic conditions were evaluated at five intersections for the same six peak hours as the Construction
MPT Analysis for construction of the floodwall and EWP, considering construction of the gate crossings

for State Route 9A/West Street and Harrison Street. Table 3.11.4-28 summarizes the significant adverse

impacts of the State Route 9A/West Street Gate Crossing Construction MPT.
Table 3.11.4-28

Summary of Construction MPT Analysis for State Route 9A/West Street Gate Construction:

Northbound and Southbound Lane Closure for 36 months
Significant Adverse Traffic Impacts

Intersection Weekday | Weekday | Weekday nstruction Constructio
NB/SB EB/WB AM Peak Midday PM Peak r Weekday AM Weekday PM
Street Street Hour Peak Hour Hour Peak Hour Peak Hour Peak Hour

WB-LT
State WB-R WB-R
Route NB-L NB-L NB-L NB-L
9A/West Murray NB-TR NB-TR NB-TR NB-TR NB-TR
Street Street B-R
State
Route EB-LTR EB-LTR
9A/West Warren
Street Street NB-TR NB-TR NB-TR
EB-LTR EB-LTR
State WB-LT WB-LT
Route NB-TR NB-TR NB-TR NB-TR NB-TR NB-TR
9A/West | Chambers SB-T SB-T SB-T SB-T SB-T
Street Street SB-R SB-R

The highest number of significant adverse traffic impacts would occur during the Construction PM peak

hour and the No Action and Proposed Action LOS results of this peak hour are presented in Table 3.11.4-
29.
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Table 3.11.4-29
Northbound and Southbound Lane Closures for 36 Months

2030 No Action and Proposed Action Conditions Level of Service Analysis

Construction PM
fniersection 2030 No Action 2030 Proposed Action
Lane vic Delay Lane vic Delay
Group Ratio (sec) LOS Group Ratio (sec) LOS
State Route 9A/West Street and North Moore Street
Westbound L 0.62 52.6 D L 0.36 47.9 b
R 0.73 59.6 E R 041 49.4 D
Northbound I 0.72 8.1 A I 0.78 1 A
Southbound T 0.90 29.8 [} I 0.82 21.7 [}
Intersection 22.3 c Intersection 15.3 B
State Route 9A/West Street and Harrison Street
\Westbound R 0.09 38.1 D R 011 42.2 D
Northbound 1R 0.79 12.0 B IR 0.86 10.9 B
Southbound T 0.98 175 B I 0.85 6.8 A
Intersection 149 B Intersection 9.3 A
State Route 9A/West Street and Chambers Street
Eastbound LTR 0.32 405 D LTR Q.75 655 E+
Westbound LT 0.56 483 b LT 0.68 64.7 E+
R 0.59 38.8 D R 0.62 43.6 D
Northbound 1R 0.90 115 B IR 123 1139 E+
Southbound L 110 1575 E L 0.87 105.3 E
I 0.90 139 B I 126 1373 E+
R 0.58 48.4 D R 1.09 112.4 E+
Intersection 23.7 C Intersection 114.2 E
State Route 9A/West Street and Warren Street
Eastbound LTR 047 53.1 D LTR 0.62 59.0 E+
Northbound L 0.55 544 b L 041 50.1 b
1R 0.78 146 B IR 115 1 E+
Southbound I 0.99 241 c I 0.83 13.0 B
R 0.15 36.0 D R 0.15 38.2 D
Intersection 20.9 C Intersection 50.2 D
State Route 9A/West Street and Murray Street
Eastbound L 0.59 613 E L 0.40 495 D
1R 0.36 478 b IR 0.32 46.4 b
Westbound LTR = = = LIR = = =
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Table 3.11.4-29
Northbound and Southbound Lane Closures for 36 Months

2030 No Action and Proposed Action Conditions Level of Service Analysis

Construction PM
fuersection 2030 No Action 2030 Proposed Action
Lane vic Delay Lane vic Delay
Group Ratio (sec) LOS Group Ratio (sec) LOS
LT 1.05 129.9 E LT 0.92 103.2 E
R 0.46 511 D R 0.63 58.9 E+
Northbound L 0.84 94.3 E L 111 157.3 E+
IR 0.86 347 Cc IR 1.30 1758 E+
Southbound L 0.18 97.9 E L 031 85.4 E
I 1.04 41.0 D I 0.85 26.6 Cc
R 0.34 45.5 D R 0.51 58.4 E+
Intersection 45.6 D Intersection 110.7 E
Notes:
+_D n i ;ifi nt adv: r_ im -

All significant adverse traffic impacts associated with the gate crossing MPT plans have been identified as
unmitigable without considering mitigation from the TMP referenced in this chapter. Given the Design
Build nature of the Proposed Project, final, approved MPT plans are not available. Following the EIS, BPCA
and its contractors will apply for permits to partially or fully close the roadways evaluated and analyzed
in the EIS. At that time, NYSDOT and NYCDOT’s OCMC Unit will request detailed MPT plans for each
construction phase and BPCA and its contractors will provide the requested MPT plans. Next, NYSDOT and
NYCDOT’s OCMC Unit will review and approve the detailed MPT plans. Once final, approved MPT plans
are available, a TMP including mitigation will be scoped with NYSDOT and NYCDOT. All proposed partial-
and full-roadway closure conditions along State Route 9A/West Street between Chambers Street and
Harrison Street and other streets analyzed in the EIS would be subject to the TMP that will be coordinated
among the relevant agencies, and subject to their review and approval, including BPCA, NYSDOT, NYCDOT,
NYPD, and FDNY, to ensure construction is implemented with the least impact to travel lanes, while still
providing the necessary pre-construction notifications and alternative diversion routes options through
signage and other outreach means. This plan will also detail the deployment and placement plans for TEAs
and VMS. This TMP may include additional data collection and analysis to sufficiently address relevant
agencies’ requirements. If so, the additional traffic data collection and analysis would include the use of
Synchro software on State Route 9A/West Street and other nearby intersections. The analysis would be
used to identify the extent of delays and effectiveness of improvement measures identified in the EIS as
mitigation, and modify those conclusions if necessary to further improve traffic conditions under the final,
approved MPT plans. Mitigation to partially or fully address the significant adverse traffic impacts
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identified in this EIS may include but is not limited to temporary traffic signal phasing and timing
adjustments, parking prohibitions or lane restriping to facilitate temporary through or turning lanes, turn
prohibitions to eliminate conflicts with through-vehicles and improve through-vehicle traffic flow, and
TEAs who can better react to changing traffic conditions.

3.11.4.6.2 Pedestrian Operations: Construction MPT Analysis

Under-thepreliminaryBased on the MPT plan_that is anticipated to be in place, #wefour sidewalks are
proposed to be fully closed_in two phases which would divert pedestrians to the other side of the street

and six pedestrian sidewalks/walkways are to be narrowed. The proposed geometric modifications and
the pedestrian elements identified for quantified analysis (see also Figure 3.11.4-3) include eightten
sidewalks/walkways, feursix corners, and twethree crosswalks, as follows:

e The south sidewalk of North Moore Street between State Route 9A/West Street and Greenwich Street

is proposed to be closed for approximately 18 months and pedestrians would be diverted to the north
side of North Moore Street during this period. As such, a detailed analysis was prepared for the north
sidewalk of North Moore Street between State Route 9A/West Street and Greenwich Street.

Additionally, adjoining crosswalks/corners at the North Moore Street and State Route 9A/West Street

and North Moore Street and Greenwich Street intersections that would incur increases of 200 or more
pedestrians in any peak hour as a result of the diversions were also selected for analysis based on
background volumes. The northwest, southwest, and southeast corners and the south crosswalk of
North Moore Street and Greenwich Street were selected for analysis per the above.

e The northernmost portion (approximately 75 feet) of the west sidewalk of Greenwich Street between

North Moore Street and Franklin Street is proposed to be closed for approximately 18 months and
pedestrians would be diverted to the east side of Greenwich Street during this period. As such, a
detailed analysis was prepared for the east sidewalk of Greenwich Street between North Moore Street
and Franklin Street. Additionally, the adjoining crosswalks/corners at the North Moore Street and
Greenwich Street and Franklin Street and Greenwich Street intersections that would incur increases
of 200 or more pedestrians in any peak hour as a result of the diversions were also selected for analysis
based on background volumes. The northeast corner and north crosswalk of Franklin Street and
Greenwich Street were selected for analysis per the above.

e The east sidewalk of State Route 9A/West Street between North Moore Street and Harrison Street is

proposed to be narrowed to a 5-foot pedestrian path for pedestrians for approximately 24 months
and was selected for analysis.

e The east sidewalk of State Route 9A/West Street between Harrison Street and Chambers Street is

proposed to be narrowed to a 5-foot pedestrian path for pedestrians for approximately 24 months
and was selected for analysis.

e The west walkway of State Route 9A/West Street between Harrison Street and Chambers Street is

proposed to be narrowed to a 5-foot pedestrian path for pedestrians for approximately 20 months
and was selected for analysis. This analysis location is east of the North Esplanade and provides a
connection to the Hudson River Park’s continuous waterfront esplanade north of the walkway.

3.11.4: Construction Transportation 3.11.4-53 May 2025



4.9.25

~ READE STREET |
~ READESTREET
N\
3

N

\\

[e3) B

| —

\

. WARREN STREET

NORTH END AVENUE

———
BARCLAY STREET £

B

=
Z
\ A
<D
)
!
A

© Corner 0 400 FEET

[ I ]
TN Crosswalk

eeeceee Sidewalk

MPT Pedestrian Analysis Locations
NORTH/WEST BATTERY PARK CITY RESILIENCY Figure 3.11.4-3



North/West Battery Park City Resiliency Project Final Environmental Impact Statement

*

The west sidewalks of River Terrace between River Terrace and Chambers Street are proposed to be
closed for approximately 22 months and_pedestrians would be diverted to the parking lanes along the
west curb with a 5-foot pedestrian path width._Additionally, the west sidewalk of River Terrace
between Warren Street and Chambers Street would be closed for approximately four months for EWP

and pedestrians would be diverted to the parking lanes along the west curb with a 5-foot pedestrian
path width. Three sidewalk segments were selected for analysis.

The south and north sidewalks of Harrison Street between State Route 9A/West Street and Greenwich

Street are proposed to be alternatively closed in two phases, and pedestrians would be diverted to
the other side of Harrison Street during this period. As such, a detailed analysis was prepared for the
north sidewalk of Harrison Street between State Route 9A/West Street and Greenwich Street in Phase
1, and the south sidewalk of Harrison Street between State Route 9A/West Street and Greenwich
Street in Phase 2. Additionally, adjoining crosswalks/corners at the Harrison Street and State Route
9A/West Street and Harrison Street and Greenwich Street intersections that would incur increases of
200 or more pedestrians in any peak hour as a result of the diversions were also selected for analysis

based on background volumes. The northeast and southeast corners and the east crosswalk of State
Route 9A/West Street and Harrison Street were selected for analysis per the above screenin

threshold.

Existing Conditions

As part of this analysis, pedestrian volume data were collected in June 2023 and March 2024 in accordance
with procedures outlined in the CEQR Technical Manual during the weekday hours from 7:00 AM to 10:00
AM, 11:00 AM to 2:00 PM, and 4:00 PM to 7:00 PM and Saturday hours from 12:00 PM to 5:00 PM. Based
on the data collected during the respective peak periods the highest peak hour pedestrian volumes
observed were from 8:00 AM to 9:00 AM, 12:00 PM to 1:00 PM, and 5:00 PM to 6:00 PM for weekday and
12:00 PM to 1:00 PM for Saturday. These peak hour volumes were used for the analysis. The existing peak

hour pedestrian volumes are shown in Appendix H-1.

As shown in Tables 3.11.4-30 through 3.11.4-32, all the analysis locations currently operate at LOS C or
better.

Table 3.11.4-30
Construction MPT Analysis Existing Conditions: Sidewalk Level of Service Analysis

Effective | Two-way
Width | Peak Hour P'fg’son
Location Sidewalk (ft) Volume PHF SFP
Weekday AM Peak Hour
State Route 9A/West Street between Harrison Street and
Chambers Street East 155 96 0.77 | 1800.0 A
State Route 9A/West Street between Harrison Street and West 6.0 1129 0.88 66.6 c
Chambers Street Walkway
North Moore Street between Siate Route 9A/West Street and North 6.5 259 0.76 2818 B
Greenwich Street
State Route 9A/West Street between North Moore Street and
= Harrison Street East 8.5 119 0.66 679.9 A
Greenwich Street betweensl\i?ézr: Moore Street and Franklin East 45 374 0.68 117.0 B
River Terrace between River Terrace and Murray Street West 6.0 155 0.69 385.6 B
River Terrace between Warren Street and Chambers Street West 7.5 133 0.68 550.9 A
River Terrace between Warren Street and Murray Street West 6.0 140 0.73 449.9 B
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Table 3.11.4-30
Construction MPT Analysis Existing Conditions: Sidewalk Level of Service Analysis

Effective | Two-way Platoon
Width Peak Hour LOS
Location Sidewalk (ft) Volume PHF SFP
Harrison Street between State Route 9A/West Street and
Greenwich Street North 119 100 0483 13200 a
Harrison Street between State Route 9A/West Street and
Greenich Street Sath | 40 8 |om|ss82| 4
Weekday Midday Peak Hour
State Route 9A/West Street between Harrison Street and East 15.5 145 068 | 10528 A
State Chambers Street
State Route 9A/West Street between Harrison Street and West 6.0 804 0.86 918 B
Chambers Street Walkway
North Moore Street between S__tate_Route 9A/West Street and North 6.5 308 0.69 108.1 B
Greenwich Street
State Route 9A/West Street_ between North Moore Street and East 8.5 123 0.72 7116 A
Harrison Street
Greenwich Street betweensl‘\{?erteht Moore Street and Franklin East 45 508 0.92 08.9 B
River Terrace between River Terrace and Murray Street West 6.0 110 0.59 459.5 B
River Terrace between Warren Street and Chambers Street West 7.5 90 0.73 870.9 A
River Terrace between Warren Street and Murray Street West 6.0 120 0.77 553.8 A
Harrison Str ween R Wi I n 0 0 00.0
Greenwich Street North 110 107 174 1000 &
Harrison Street between State Route 9A/West Street and
Greenwich Street Sath | 40 156 |o63)264) B
Weekday PM Peak Hour
State Route 9A/West Street between Harrison Street and East 15.5 180 0.74 014.7
Chambers Street
State Route 9A/West Street between Harrison Street and West
Chambers Street Walkway 6.0 1504 0381 457 ¢
North Moore Street between Slate Route 9A/West Street and North 6.5 444 0.79 166.9 B
Greenwich Street
State Route 9A/West Street_ between North Moore Street and East 8.5 171 0.84 5999 A
Harrison Street
Greenwich Street betweensl‘\:?erter; Moore Street and Franklin East 45 556 0.90 104.1 B
River Terrace between River Terrace and Murray Street West 6.0 231 0.83 | 308.4 B
River Terrace between Warren Street and Chambers Street West 7.5 228 0.77 364.7 B
River Terrace between Warren Street and Murray Street West 6.0 252 0.76 | 260.1 B
Harrison Str ween R W I n
Greenwich Street North 110 134 0.80 242.8 a
Harrison Street between State Route 9A/West Street and
Greenwich Str South 4.0 141 0.73 | 299.9 B
Saturday Peak Hour
State Route 9A/West Street between Harrison Street and East 15.5 94 0.76 | 1800.0 A
Chambers Street
State Route 9A/West Street between Harrison Street and West
Chambers Street Walkway 6.0 1686 0.87 437
North Moore Street between_S_laIe Route 9A/West Street and North 6.5 173 0.75 403.3 B
Greenwich Street
State Route 9A/West Street' between North Moore Street and East 85 76 0.54 874.2 A
Harrison Street
Greenwich Street bet\/veensl\i?ég; Moore Street and Franklin East 45 336 0.80 154.0 B
River Terrace between River Terrace and Murray Street West 6.0 122 0.69 490.8 B
River Terrace between Warren Street and Chambers Street West 7.5 96 0.67 749.9 A
River Terrace between Warren Street and Murray Street West 6.0 151 0.76 431.9 B
Harrison Str ween R W I n
Greenwich Street Dorth 110 184 0.65 5501 a
Harrison Str ween R W I n
Greenwich Street South 4.0 145 0.70 | 276.8 B
Note: SFP = square feet per pedestrian
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Table 3.11.4-31
Construction MPT Analysis Existing Conditions: Corner Level of Service Analysis

Weekday Weekday
AM Peak | Midday Peak | Weekday PM | Saturday
Hour Hour Peak Hour Peak Hour
Location Corner SFP |LOS| SFP |LOS| SFP |LOS| SFP |LOS
Northwest | 202.0| A 309.6 A | 197.6 A | 9561 A
Greenwich Street and North Moore Street| Southwest | 307.7 | A 436.5 A 307.2 A 866.7 A
Southeast | 100.8| A 92.6 A 83.5 A | 1373 | A
Greenwich Street and Franklin Street Northeast | 49.1 B 35.9 C 39.5 C 59.8 B
State Route 9A/West Street and Harrison | Northeast |2458.0) A | 33016 | A | 26099 | A |2028.7| A
Street Southeast |2518.6| A | 2731.2 | A |2599.7 | A |16525| A

Note: SFP = square foot per pedestrian

Table 3.11.4-32
Construction MPT Analysis Existing Conditions: Crosswalk Level of Service Analysis

Crosswalk | Crosswalk | Two-way
Length Width Peak Hour
Location Crosswalk (ft) (ft) Volume SFP LOS
Weekday AM Peak Hour

Greenwich Street and North Moore Street|  gguth 38.0 125 298 82.7 A

Greenwich Street and Franklin Street North 38.0 14.5 110 208.1 A
RTFHHWH East 50.0 20.5 104 815.4 A

Wee_l<d5ay Midday Peak Hour

Greenwich Street and North Moore Street|  gguth 38.0 12.5 260 107.2 A

Greenwich Street and Franklin Street North 38.0 14.5 117 208.1 A
State Route QAMieittreet and Harrison East 50.0 205 88 976.0 A

Weekday PM Peak Hour

Greenwich Street and North Moore Street|  gguth 38.0 12.5 341 72.5 A

Greenwich Street and Franklin Street North 38.0 14.5 135 184.7 A
RWFHHF“H East 50.0 20.5 82 828.9 A

- gturday Peak Hour

Greenwich Street and North Moore Street|  gguth 38.0 12.5 192 140.7 A

Greenwich Street and Franklin Street North 38.0 14.5 80 244.4 A
RTFHHF“H East 50.0 20.5 99 703.3 A
Note: SFP = square feet per pedestrian. T

No Action Conditions

No Action condition pedestrian volumes were grown following the same methodology and the results are
provided in Appendix H-L. As discussed above, three corners and one crosswalk at the North Moore Street
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and Greenwich Street intersection and one corner and one crosswalk at the Franklin Street and Greenwich
Street intersection are projected to experience increases of 200 or more pedestrians in any peak hour as
a result of the diversions associated with the sidewalk closures. Figures showing the pedestrian diversion
volumes associated with the sidewalk closures for all peak hours based on the 2030 No Action background

volumes are provided in Appendix H-1.

As shown in Tables 3.11.4-33 through 3.11.4-35, in the No Action condition, all analysis locations would

continue to operate at LOS C or better.

Table 3.11.4-33
Construction MPT Analysis No Action Conditions: Sidewalk Level of Service Analysis

Effective | Two-way Platoon
Width Peak Hour LOS
Location Sidewalk (ft) Volume PHF SFP
Weekday AM Peak Hour
State Route 9A/West Street between Harrison Street and East 15.5 100 077 | 1728.0 A
Chambers Street
State Route 9A/West Street between Harrison Street and West
Chambers Street Walkway 6.0 1179 0.88 63.7 ¢
North Moore Street between State Route 9A/West Street and
Greenwich Street North 6.5 263 0.76 270.0 B
State Route 9A/West Street_ between North Moore Street and East 8.5 124 0.66 652.5 A
Harrison Street
Greenwich Street betweensl\i?éteht Moore Street and Franklin East 45 390 0.68 1122 B
River Terrace between River Terrace and Murray Street West 6.0 162 0.69 368.9 B
River Terrace between Warren Street and Chambers Street West 7.5 139 0.68 527.2 B
River Terrace between Warren Street and Murray Street West 6.0 146 0.73 431.4 B
Harrison Str ween R Wi I n 0
Greenwich Street Norh 110 04 083 | 12692 &
Harrison Str ween R W I n
Greenwich Str South 4.0 89 7 509.3 B
Weekday Midday Peak Hour
State Route 9A/West Street between Harrison Street and East 15.5 152 068 | 10043 A
Chambers Street
State Route 9A/West Street between Harrison Street and West
Chambers Street Walkway 6.0 840 0.86 87.8
North Moore Street between State Route 9A/West Street and
Greenwich Street North 6.5 342 0.69 190.0 B
State Route 9A/West Street_ between North Moore Street and East 8.5 128 0.72 683.8 A
Harrison Street
Greenwich Street betweensl‘\:?erter; Moore Street and Franklin East 45 624 0.92 94.8 B
River Terrace between River Terrace and Murray Street West 6.0 115 0.59 439.5 B
River Terrace between Warren Street and Chambers Street West 7.5 94 0.73 833.9 A
River Terrace between Warren Street and Murray Street West 6.0 125 0.77 | 531.6 A
Harrison Str ween R W I n
Greenwich Street Norh 11.0 111 074 1060.3 a
Harrison Str ween R W I n
Greenwich Street South 4.0 165 0.63 | 218.7 B
Weekday PM Peak Hour
State Route 9A/West Street between Harrison Street and East 15.5 188 0.74 8758 A
Chambers Street
State Route 9A/West Street between Harrison Street and West 6.0 1571 0.81 43.7 c
Chambers Street Walkway
North Moore Street between_State Route 9A/West Street and
Greenwich Street North 6.5 464 0.79 159.7 B
State Route 9A/West Street_ between North Moore Street and East 85 179 0.84 573.1 A
Harrison Street
Greenwich Street betweensl\i?ég; Moore Street and Franklin East 45 581 0.90 99.6
River Terrace between River Terrace and Murray Street West 6.0 242 0.83 294.4
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Table 3.11.4-33
Construction MPT Analysis No Action Conditions: Sidewalk Level of Service Analysis

Effective | Two-way Platoon
Width Peak Hour LOS
Location Sidewalk (ft) Volume PHF SFP
River Terrace between Warren Street and Chambers Street West 7.5 238 0.77 349.4 B
River Terrace between Warren Street and Murray Street West 6.0 263 0.76 249.2 B
Harrison Street between State Route 9A/West Street and
Greenwich Street Nonth 110 140 080 | 024 a
Harrison Street between State Route 9A/West Street and
~  GreenwichStreet South 4.0 147 0.73 | 287.6 B
Saturday Peak Hour
State Route 9A/West Street between Harrison Street and East 15.5 99 076 | 1709.1 A
Chambers Street
State Route 9A/West Street between Harrison Street and West 6.0 1761 0.87 418 c
Chambers Street Walkway
North Moore Street betweenﬁ_jalg Route 9A/West Street and North 6.5 180 0.75 3876 B
Greenwich Street
State Route 9A/West Street between North Moore Street and
= Harrison Street East 8.5 79 0.54 841.0 A
Greenwich Street betweensl\{?erter: Moore Street and Franklin East 45 351 0.80 147 4 B
River Terrace between River Terrace and Murray Street West 6.0 127 0.69 4715 B
River Terrace between Warren Street and Chambers Street West 7.5 100 0.67 719.9 A
River Terrace between Warren Street and Murray Street West 6.0 158 0.76 412.8 B
Harrison Street between State Route 9A/West Street and
Greenwich Street North 110 192 065 | 5344 A
Harrison Street between State Route 9A/West Street and S 0.70 | 264.0
Greenwich Street = 40 152 = | =/ A
Note: SFP = square feet per pedestrian.

Table 3.11.4-34
Construction MPT Analysis No Action Conditions: Corner Level of Service Analysis

Weekday
Weekday AM|Midday Peak |Weekday PM| Saturday
Peak Hour Hour Peak Hour Peak Hour
Location Corner SFP |LOS | SFP |LOS | SFP | LOS | SFP | LOS
| Northwest | 193.3| A [296.1| A |188.5| A 916.3 A
Greenwich Street and North Moore Street Southwest | 294.2 A 417.7 A 293.8 A 829.0 A
Southeast | 96.1 A 88.3 A 79.7 A 130.9 A
Greenwich Street and Franklin Street Northeast | 46.6 B 33.8 C 37.2 C 56.7 B
State Route 9A/West Street and Harrison | Northeast |2342.3) A |3154.2) A 25084 A 119354 | A
Street Southeast |2399.6| A [2630.0/ A (24855 A |15795| A

Note: SFP = square foot per pedestrian

Table 3.11.4-35
Construction MPT Analysis No Action Conditions: Crosswalk Level of Service Analysis

Crosswalk | Crosswalk [ Two-way
Length Width Peak Hour
Location Crosswalk (ft) (ft) Volume SFP LOS
Weekday AM Peak Hour
Greenwich Street and North Moore Street|  South 38.0 125 311 78.9 A
Greenwich Street and Franklin Street North 38.0 14.5 115 199.0 A
State Route 9A/West Street and Harrison
Strect East 50.0 205 100 | 7751 | A
Weekday Midday Peak Hour

Greenwich Street and North Moore Street|  South | 380 | 125 | 2712 | 1025] A
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Table 3.11.4-35
Construction MPT Analysis No Action Conditions: Crosswalk Level of Service Analysis

Crosswalk | Crosswalk | Two-way
Length Width Peak Hour
Location Crosswalk (ft) (ft) Volume SFP 0S
Greenwich Street and Franklin Street North 38.0 14.5 122 199.5 A
State Route 9A/West Street and Harrison 50.0 20.5 92 9305 A
Street East — = = — =
Weekday PM Peak Hour
Greenwich Street and North Moore Street South 38.0 12.5 356 69.0 A
Greenwich Street and Franklin Street North 38.0 14.5 141 176.6 A
State Route 9A/West Street and Harrison 50.0 20.5 85 798.7 A
Street East = = = =
Saturday Peak Hour
Greenwich Street and North Moore Street South 38.0 12.5 201 133.9 A
Greenwich Street and Franklin Street North 38.0 14.5 83 235.5 A
State Route 9A/West Street and Harrison
Strect East 50.0 205 104 | 66721 | A
Note: SFP = square feet per pedestrian.

Proposed Action Conditions: Construction MPT Analysis

The Proposed Action volumes (provided in Appendix H-1) were projected by layering the No Action
volumes on top of the sidewalk closure diversion volumes and the results are provided in Tables 3.11.4-

36a through 3.11.4-38c. The south sidewalk of Harrison Street, between State Route 9A/West Street and
Greenwich Street, would be closed for Phase 1 of the Harrison Street gate construction, followed by the
closure of the north sidewalk along the same segment. Although construction of the Harrison Street gate
crossing may not coincide with construction of the floodwall along State Route 9A/West Street, North
Moore Street, and Greenwich Street, the pedestrian levels LOS have been presented as if they would to
present a more conservative scenario. Based on these results and the CEQR Technical Manual sliding scale
significant adverse pedestrian impact thresholds, as summarized below two sidewalks, one corner, and
two crosswalks would experience significant adverse pedestrian impacts in at least one peak hour,
including (see also Table 3.11.4-39):

e The west walkway of State Route 9A/West Street between Harrison Street and Chambers Street which

would incur significant adverse pedestrian impactsis-significantly-impacted during the weekday AM,
PM, and Saturday peak hours.

e The east sidewalk of Greenwich Street between North Moore Street and Franklin Street which would

incur significant adverse pedestrian impactsis-significantly—impacted during the AM and PM peak
hours.

e The northeast corner of Greenwich Street and Franklin Street which would incur significant adverse
pedestrian impactsis-significantly-impacted during all four peak hours.

e The south crosswalk of Greenwich Street and North Moore Street which would incur significant
adverse pedestrian impactsis-significantly-impacted during the weekday AM and PM peak hours.

e The north crosswalk of Greenwich Street and Franklin Street which would incur significant adverse
pedestrian impactsis-significantly-impacted during the weekday AM, midday, and PM peak hours.
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Table 3.11.4-36a
Construction MPT Analysis Proposed Action Conditions:
North Moore Street and Greenwich Street Sidewalk Level of Service Analysis

Effective | Two-way Platoon
Width Peak Hour LOS
Location Sidewalk (ft) Volume PHF SFP
Weekday AM Peak Hour
State Route 9A/West Street between Harrison Street and East 25 100 0.77 278.5 B
Chambers Street
State Route 9A/West Street between Harrison Street and West 25 1179 0.88 25.2 D
Chambers Street Walkway
North Moore Street betweengalg Route 9A/West Street and North 6.5 438 0.76 161.9 B
Greenwich Street
State Route 9A/West Street' between North Moore Street and East 25 124 0.66 191.7 B
Harrison Street
Greenwich Street betweensl\i?ergl Moore Street and Franklin East 45 1802 0.68 225 E
River Terrace between River Terrace and Murray Street West 2.5 162 0.69 153.5 B
River Terrace between Warren Street and Chambers Street West 2.5 139 0.68 175.5 B
River Terrace between Warren Street and Murray Street West 2.5 146 0.73 179.5 B
Weekday Midday Peak Hour
State Route 9A/West Street between Harrison Street and East 25 152 0.68 161.7 B
Chambers Street
State Route 9A/West Street between Harrison Street and West
Chambers Street Walkway 25 840 0.86 356 D
North Moore Street between Slate Route 9A/West Street and North 6.5 580 0.69 111.7 B
Greenwich Street
State Route 9A/West Street_ between North Moore Street and East 25 128 0.72 200.9 B
Harrison Street
Greenwich Street betweensl\i?ézht Moore Street and Franklin East 45 1643 0.92 34.9 D
River Terrace between River Terrace and Murray Street West 2.5 115 0.59 182.9 B
River Terrace between Warren Street and Chambers Street West 25 94 0.73 277.8 B
River Terrace between Warren Street and Murray Street West 2.5 125 0.77 | 221.3 B
Weekday PM Peak Hour
State Route 9A/West Street between Harrison Street and
Chambers Street East 2.5 188 0.74 140.9 B
State Route 9A/West Street between Harrison Street and West 25 1571 081 16.2 E
Chambers Street Walkway
North Moore Street between S_iathoute 9A/West Street and North 6.5 828 0.79 89.1 c
Greenwich Street
State Route 9A/West Street between North Moore Street and
= Harrison Street East 25 179 0.84 168.3 B
Greenwich Street benNeenSl\::)éter; Moore Street and Franklin East 45 1892 0.90 293 D
River Terrace between River Terrace and Murray Street West 25 242 0.83 | 1224 B
River Terrace between Warren Street and Chambers Street West 25 238 0.77 116.1 B
River Terrace between Warren Street and Murray Street West 2.5 263 0.76 103.5 B
Saturday Peak Hour
State Route 9A/West Street between Harrison Street and East o5 99 0.76 275 5 B
Chambers Street
State Route 9A/West Street between Harrison Street and West 25 1761 0.87 15.3 E
Chambers Street Walkway
North Moore Street between State Route 9A/West Street and
Greenwich Street North 6.5 522 0.75 133.4 B
State Route 9A/West Street_ between North Moore Street and East o5 80 0.54 2441 B
Harrison Street
Greenwich Street betweensl\{?ég; Moore Street and Franklin East 45 853 0.80 60.0 c
River Terrace between River Terrace and Murray Street West 2.5 127 0.69 196.3 B
River Terrace between Warren Street and Chambers Street West 2.5 100 0.67 239.8 B
River Terrace between Warren Street and Murray Street West 2.5 158 0.76 171.8 B

Note: SFP = square feet per pedestrian.

3.11.4: Construction Transportation 3.11.4-60 May 2025



North/West Battery Park City Resiliency Project Final Environmental Impact Statement

Table 3.11.4-36b

Construction MPT Analysis Proposed Action Conditions
Harrison Street Gate Crossing Phase 1 - South Sidewalk Closure

Sidewalk Level of Service Analysis
Effective | Two-way
[iia} Yolume LOS
Location Sidewalk PHF SEP
Weekday AM Peak Hour
Harrison Street between State Route 9A/West Street and
~____ GreenwichStreet North | 11.0 193 0.83 | 683.9 A
Weekday Midday Peak Hour
Harrison Street between State Route 9A/West Street and
Greenwich Street North | 11.0 276 074 | 426.3 B
Weekday PM Peak Hour
Harrison Str ween R W r n
Greenwich Street North | 11.0 287 080 | 4401 B
Saturday Peak Hour
Harrison Str ween Sta R W I n 11.0 344 065 B
Note: SEP = E )

Table 3.11.4-36¢

Construction MPT Analysis Proposed Action Conditions
Harrison Street Gate Crossing Phase 2 - North Sidewalk Closure

Sidewalk Level of Service Analysis
Effective | Two-way Platoon
Width [Peak Hour ~Los
[iia)] Yolume =
Location Sidewalk PHE SEP
Weekday AM Peak Hour
Harrison Street between State Route 9A/West Street and
= GreenwichSteet South 2.5 193 0.79 146.5 B
Weekday Midday Peak Hour
Harrison Street between State Route 9A/West Street and
Greenwich Street Soth | 25 | 26 (083 ] 812 | €
Weekday PM Peak Hour
Harrison Street between State Route 9A/West Street and
Greenwich Street South 2.5 287 0.73 91.6 B
Saturday Peak Hour
Harrison Street between State Route 9A/West Street and South 25 344 0.70 723 c
Greenwich Street — - —_— —— _— =
Note: SFP = re f r rian.
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Table 3.11.4-37a

Construction MPT Analysis Proposed Action Conditions:
North Moore Street and Greenwich Street

Corner Level of Service Analysis

Weekday
Weekday AM | Midday Peak | Weekday PM | Saturday Peak
Peak Hour Hour Peak Hour Hour
Location Corner SFP LOS SFP LOS SFP LOS SFP LOS
| Northwest 175.3 A 262.3 A 161.8 A 425.0 A
Greenwich Street and North Moore Street Southwest 192.4 A 316.5 A 205.6 A 668.2 A
Southeast 26.7 C 40.7 B 33.9 C 83.8 A
Greenwich Street and Franklin Street | Northeast 6.7 F 5.2 F -3.1 F 16.2 D
Note: SFP = square foot per pedestrian

Table 3.11.4-37b

Construction MPT Analysis Proposed Action Conditions
Harrison Street Gate Crossing Phase 1 - South Sidewalk Closure
Corner Level of Service Analysis

Weekday AM Peak | Weekday Midday |Weekday PM Peak | Saturday Peak
Location Corner Hour Peak Hour Hour Hour
SEP LOS SEP LOS SEP LOS SEP LOS
State Route 9A/West Street 515 515 160
and Harrison Street Southeast| 6157 & 6154 A §33.3 & 260.2 a
[Note: SEP = square foot per pedestrian

Table 3.11.4-37c

Construction MPT Analysis Proposed Action Conditions
Harrison Street Gate Crossing Phase 2 - North Sidewalk Closure
Corner Level of Service Analysis

Weekday AM Peak | Weekday Midday | Weekday PM Peak | Saturday Peak
Location Corner Hour Peak Hour Hour Hour
SEP LOS SEP LOS SEP LOS SEP LOS
State Route 9A/West Street Northeast 665.9 A 1130.3 A 132.4 A 491.4 A
nd Harrison Str
Southeast | 1006.9 A 11782 A 982.5 A 647.9 A
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Table 3.11.4-38a

Construction MPT Analysis Proposed Action Conditions:
North Moore Street and Greenwich Street

Crosswalk Level of Service Analysis

Crosswalk Crosswalk Two-way
Length Width Peak Hour
Location Crosswalk (ft) (ft) Volume SFP LOS
Weekday AM Peak Hour
Greenwich Street and North Moore Street South 38.0 12.5 1144 17.9 D
Greenwich Street and Franklin Street North 38.0 14.5 1526 10.7 E
Weekday Midday Peak Hour
Greenwich Street and North Moore Street South 38.0 12.5 824 31.2 C
Greenwich Street and Franklin Street North 38.0 14.5 1141 18.5 D
Weekday PM Peak Hour
Greenwich Street and North Moore Street South 38.0 12.5 1141 18.2 D
Greenwich Street and Franklin Street North 38.0 14.5 1452 13.3 E
Saturday Peak Hour
Greenwich Street and North Moore Street South 38.0 12.5 371 70.9 A
Greenwich Street and Franklin Street North 38.0 14.5 585 29.3 C

Note: SFP = square feet per pedestrian

Table 3.11.4-38b

Construction MPT Analysis Proposed Action Conditions
Harrison Street Gate Crossing Phase 1 - South Sidewalk Closure
Crosswalk Level of Service Analysis

Crosswalk | Crosswalk | Two-way
Length Width | Peak Hour
Location Crosswalk (0 o] Volume SEP LOS
Weekday AM Peak Hour
State Route 9A/West Street and Harrison Street East 20.0 20.5 130 460.5 A
Weekday Midday Peak Hour
State Route 9A/West Street and Harrison Street East 20.0 205 144 424.3 A
Weekday PM Peak Hour
State Route 9A/West Street and Harrison Street East 20.0 20.5 119 543.5 A
Saturday Peak Hour
State Route 9AMest Street and Harrison Street| £ ¢/ 200 205 | 150 | ssas | a
3.11.4: Construction Transportation 3.11.4-63 May 2025



North/West Battery Park City Resiliency Project Final Environmental Impact Statement

Table 3.11.4-38c

Construction MPT Analysis Proposed Action Conditions

Harrison Street Gate Crossing Phase 2 - North Sidewalk Closure
Crosswalk Level of Service Analysis

Length Width Peak Hour
Location Crosswalk [ina] (1 Yolume SEP LOS
Weekday AM Peak Hour
State Route 9A/West Street and Harrison Street East 20.0 20.5 111 539.7 A
Weekday Midday Peak Hour
State Route 9A/West Street and Harrison Street East 20.0 20.5 7 804.9 A
Weekday PM Peak Hour
State Route 9A/West Street and Harrison Street East 20.0 20.5 93 716.0 A
Saturday Peak Hour
State Route 9A/West Street and Harrison Street
East 20.0 205 | 134 | 365.8 | A
Note: SEP = square feet per pedestrian

Table 3.11.4-39
Summary of Significant Adverse Construction MPT Analysis Pedestrian Impacts

Weekday

Weekday AM| Midday |Weekday PM| Saturday

Pedestrian Element Peak Hour | Peak Hour | Peak Hour | Peak Hour

West Walkway alon% ”Séiieaﬁglgﬁ :rﬁéve\lressts tsrggtet between Harrison Impacted Impacted Impacted
East Sidewalk along Greenwich Street between North Moore Street and Impacted Impacted

Franklin Street

Greenwich Street and Franklin Street Northeast Corner Impacted Impacted Impacted Impacted
Greenwich Street and North Moore Street South Crosswalk Impacted Impacted
Greenwich Street and Franklin Street North Crosswalk Impacted Impacted Impacted

As previously described, these impacts were based on the 66-month construction schedule with a peak in

2030 which was refined following the DEIS to a construction schedule with a peak in 2028. It was
determined that the previous transportation analyses presented in the DEIS reflect a more conservative
scenario for transportation significant adverse impact purposes than the latest schedule with a 2028 peak.
Therefore, the construction phasing refinements would result in the same conclusions for traffic and

pedestrian significant adverse impacts and mitigation. j
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3.11.4.6.3 Pedestrian and Bicycle Operations: Open Space Closures

The Construction MPT Analysis scenario analyzes pedestrian operations for potential significant adverse
pedestrian impacts where MPT would narrow pedestrian elements or generate diversions of pedestrian
trips along sidewalks, corner reservoir areas, and crosswalks due to sidewalk and corner closures in Reach
1. In Reaches 2 through 7, construction within open space areas would close pedestrian and bicycle paths
and reroute users, generating diversions of pedestrian and bicycle trips. As stated in Chapter 3.8
“Transportation,” pathways for pedestrians and bicycles are not defined in the CEQR Technical Manual as
warranting detailed analysis, and a qualitative analysis of pedestrian and bicycle pathways is presented.
Similarly, this chapter presents a qualitative analysis of the effects of open space closures in Reaches 2
through 7 and the potential for significant adverse transportation impacts on pedestrian and bicycle
operations during construction.

Proposed Open Space Closure Diversion Plan

As stated in Chapter 1.0 “Project Description,” one of the principal purposes of the Proposed Project is to
preserve, enhance, and protect to the maximum extent practicable the open spaces and waterfront
cultural resources of Battery Park City. To construct the Proposed Project, open spaces would be closed
and then reopened after construction is completed in a manner that minimizes effects on open space
areas to the maximum extent possible. Open space users would detour around such closed areas or may
decide to avoid the Study Area altogether to enjoy other open spaces nearby.

Sequential maps of open space closures throughout the duration of the construction project have been
developed (see Chapter3-112"“Open-Space-Construction Phasing Details in Figures 3.11.21-3a through
3.11.21-313f), which identify possible routes that may be taken by pedestrians erbieyelists-for each open
space closure. The Battery Park City street grid and open spaces provide options for additional detour
routes that may be taken by pedestrians or bicyclists around closed open spaces in addition to those
identified in the maps. Existing open space users will decide on whatever route they are comfortable with
and may not follow the identified detour route for each open space closure. Pedestrians would use
available paths or sidewalks, corner reservoir areas, or crosswalks. Bicyclists would use streets or available
bicycle facilities based on their level of comfort. For example, bicyclists currently using the waterfront
esplanade to pass from The Battery to Hudson River Park may decide to use the dedicated bikeway parallel
to State Route 9A/West Street for its entirety past Battery Park City, or access waterfront esplanade

segments not closed for construction. Pedestrian and bicyclist diversions are therefore anticipated to be
dispersed among many streets, paths, and dedicated bicycle facilities.

In addition to detours of users bypassing closed open spaces, there may be diversions of existing
recreation trips to open spaces outside the Study Area. As described in Chapter 3.11.2, “Construction
Open Space,” the temporary closure of open space in the Project Area during construction would redirect
users to other Study Area open spaces that would in turn experience increased demand, and that chapter
describes the surrounding open space resources that are expected to experience the greatest increases
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in use from the diverted populations. It also states, “while the construction impact on open space would
extend over the full construction period and would result in a temporary, significant adverse impact, it
has been phased to minimize these impacts to the maximum extent practicable, recognizing that the flood
protection system is largely aligned along the public open spaces of Battery Park City. Furthermore,
Rockefeller Park would remain open throughout construction.” Chapter 4.0, “Mitigation,” identifies a list
of potential temporary open space mitigation opportunities within Battery Park City during construction.

Assessment of Significant Adverse Impacts

As previously described, there would be many possible outcomes of the open space closures and open
space mitigation for pedestrian and bicycle users:

e Continue to access open spaces adjacent to closed open spaces, using detour routes for pedestrians

illustrated on Construction Phasing Details in Figures 3.11.1-3a through 3.11.1-3f mapspresented-in
Chapter3-11.2“Open-Space”or other routes suiting their comfort level.

e Avoid the areas under construction and reroute to nearby open spaces.

e Instead of rerouting to nearby open spaces, continue to use open spaces and other areas within
Battery Park City using potential open space mitigation opportunities, i.e., play areas, parklets and
street seats, pop-up parks, seating, and Open Streets, as presented in Chapter 4.0, “Mitigation.”

There would be construction activity for drainage projects and the pump station and in sixefthesevenall
reaches during 20272028, the peak year of activity for workers and trucks under the construction schedule.
Given the many possible outcomes of diversions from the open space closures and open space mitigation
in 20272028, pedestrian trip diversion peak hour volumes cannot reliably be estimated or assigned to the
Study Area as was provided for the detailed analyses of sidewalks, corner reservoir areas, or crosswalks
for pedestrians in Reach 1. Also, pathways for pedestrians and bicycles are not defined in the CEQR
Technical Manual as warranting detailed analysis. Nonetheless, it is conservatively concluded for this DEIS
that during the peak year of construction in 2027-2028 there is the potential for temporary unmitigated
significant adverse effects on pedestrians and bicycles, given the size and geographic extent of the
Proposed Project and the multiple open space closures which would generate trip diversions. These
effects would be experienced at their maximum during the peak year of construction, but there would be
open space closures throughout construction that would result in temporary unmitigated significant
adverse effects on pedestrians and bicycles, but at lesser levels than the peak year of construction.

3.11.4.7 Parking Assessment
3.11.4.7.1 Existing Conditions

As discussed above, there are approximately 35 off-street parking facilities (i.e., parking garages and
surface parking lots) located within % mile of the Project Area. Construction worker vehicle trips were
assigned to five of these off-street parking facilities (see Table 3.11.4-8) and inventories of these facilities
were conducted in June 2023 that compiled data on legal capacities and utilization levels. Based on
responses provided by parking attendants and visual inspections, where possible, estimates were made
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on the parking occupancy or utilization at each facility for the weekday AM, midday, PM, overnight, and
Saturday time periods.

The combined parking capacity of these five facilities is 1,241 spaces. Based on the survey, these facilities
were 76, 85, 81, 37, and 73 percent utilized, with 301, 192, 241, 779, and 336 parking spaces available
during the weekday AM, midday, PM, overnight, and Saturday time periods, respectively. (It is noted that
the overnight and Saturday time periods are shown for informational purposes and no additional parking
demand associated with the Proposed Project would be generated during these peak hours during
construction.)

3.11.4.7.2 No Action Conditions

For the purposes of this analysis, public parking utilization is expected to experience the same growth as
traffic. However, since the parking data were collected in 2023 only, a 2023 baseline year was assumed
instead of 2024, and an additional year of CEQR background growth was included for the No Action condition
compared to traffic. An annual background growth rate of 0.25 percent was assumed for the first five years
(2024 to 2028) and 0.125 percent was assumed for the following two years (2029 to 2030). Consistent
with the Peak Construction Analysis traffic methodology, an additional growth rate of 3.0 percent was
also assumed to account for volume increases resulting from No Build projects within % mile of the Project
Area. These growth rates together represent a cumulative increase of 4.6 percent over existing conditions.

As presented in Table 3.11.4-40, the No Action condition utilization is expected to increase to 79, 88, 84,
39, and 76 percent, with 259, 143, 195, 759, and 295 parking spaces available during the weekday AM,
midday, PM, overnight, and Saturday time periods, respectively.

Table 3.11.4-40
Existing and 2030 No Action Parking Supply and Utilization

Weekday | Weekday | Weekday
AM Midday PM Overnight | Saturday

Existing Public Parking Supply 1,241 1,241 1,241 1,241 1,241
Existing Public Parking Demand 940 1,049 1,000 462 905
Existing Public Parking Utilization 76% 85% 81% 37% 73%

2030 No Action Public Parking Supply Total 1,241 1,241 1,241 1,241 1,241
2030 No Action Public Parking Demand Total 982 1,098 1,046 482 946
2030 No Action Public Parking Utilization 79% 88% 84% 39% 76%
2030 No Action Available Spaces 259 143 195 759 295

3.11.4.7.3 Proposed Action Conditions

Project construction is estimated to have a peak of approximately 420 workers per day. Based on 2000
Reverse Journey to Work data from the U.S. Census, it is anticipated that approximately 29 percent of
construction workers would commute using private autos at an average occupancy of approximately 1.18
persons per vehicle. Based on the above, the Proposed Project would generate a daily parking demand of
104 vehicles in the Proposed Action condition.

As shown in Table 3.11.4-41, accounting for the No Action parking supply and demand utilization, and the
parking demand generated by the Proposed Project, the Proposed Action public parking utilization is
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expected to increase to 88, 97, 85, 39, and 76 percent, with 155, 39, 180, 759, and 295 parking spaces
available during the weekday AM, midday, PM, overnight, and Saturday time periods, respectively.
Therefore, based on this analysis the Proposed Project it is concluded that the Proposed Project would
not result in an significant adverse impact on parking facilities during the construction period.

Table 3.11.4-41

2030 No Action and Proposed Action Parking Supply and Utilization
Weekday | Weekday | Weekday
AM Midday PM Overnight | Saturday
2030 No Action Public Parking Supply 1,241 1,241 1,241 1,241 1,241
2030 No Action Public Parking Demand 982 1,098 1,046 482 946
2030 No Action Public Parking Utilization 79% 88% 84% 39% 76%
Proposed Project Parking Demand 104 104 15 0 0
2030 Proposed Action Public Parking Demand Total 1,086 1,202 1,061 482 946
2030 Proposed Action Public Parking Utilization 88% 97% 85% 39% 76%
2030 Proposed Action Available Spaces 155 39 180 759 295

During MPT activities (EWP through Reach 7), there would be temporary on-street parking displacement

as equipment would be stored in parking lanes for construction staging. As previously described, staging
or storage space during EWPs would be restricted and/or minimized along State Route 9A/West Street,
subject to review and approval by NYCDOT’s OCMC Unit. The total number of parking spaces displaced
would not occur simultaneously. As shown in Table 3.11.4-41, there would be adequate off-street parking
available during most peak periods to accommodate the displaced parking spaces, should on-street
parking supplies be unable to accommodate the displaced on-street parking displacement. If all MPT
activities occurred simultaneously, there would be a total daytime parking displacement of up to 98
parking spaces. The most common types of parking regulations that would be affected in these areas are
alternate street cleaning regulations, “No Parking 7:30AM-8:30AM Except Sunday,” and “4 Hour Metered
Parking from 8AM-7PM Except Sunday.”

Similar to the conclusion provided in Table 3.11.4-41 that the Proposed Project would not result in a
significant adverse impact on parking facilities during the construction period from the effects of
construction worker parking demand, the Proposed Project would not result in a significant adverse
impact on parking facilities during the construction period from the effects of MPT parking displacement
of on-street spaces. Should a parking shortfall occur, that would generally not be considered a significant
adverse parking impact according to the CEQR Technical Manual. The Project Area is located within CEQR
Parking Zone 1. According to the CEQR Technical Manual, “the inability of the proposed project or the
surrounding area to accommodate a project’s future parking demands [in Parking Zones 1 and 2] is
considered a parking shortfall but is generally not considered significant due to the magnitude of available
alternative modes of transportation.”
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