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From: Alison Baumann [mailto:abaumann@downtownny.com]
Sent: Wednesday, July 31, 2013 11:26 AM
To: Duffy, Daniel
Subject: WTC Projected Ridership information

Hi Daniel,
I am trying to find more details on projected ridership for the WT3 Transportation Hub. Do you have any
information on this or would you be able to direct me to an appropriate contact at the Port Authority.

• Do you know what the projected ridership will be at the World Trade Center Transportation
Hub will be when it opens? What makes up this pro ection?

I have seen the statement that the World Trade Center Transportation Hula is designed to
accommodate 250,000 projected riders in 2025. Do ,you know how that number is justified
considering that Fulton Center currently about 63,00) daily weekday riders and the PATH has
about 40,000 riders. What else makes up this projecIon/how is it justified?

Thank you for your help,

Alie

Alison Baumann
Senior Research Analyst
The Alliance for Downtown New York
120 Broadway Suite 3340
New York. NY 10271
(212) 835-2780
abaumann(7a downtownny.com
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FCC/ Administmtor

September 6, 2013

Ms. Alison Baumann
The Alliance for Downtown New York
120 Broadway, Suite 3340
New York, NY 10271

Re: Freedom of Information Reference No. 14175

Dear Ms. Baumann:

This is a response to your July 31, 2013 request, which has been processed under the Port
Authority's Freedom of Information Code (the "Code"), for copies of records related to the
projected ridership at the World Trade Center Transportation Hub will be when it opens and the
makes up for this projection.

Material responsive to your request and available under the Code can be found on the Port
Authority's website at http://www.panyni.gov/corporate-information/foi/14175-WTC.pdf.

Please refer to the above FOI reference number in any future correspondence relating to your
request.

Very truly yours,

Ann L. Qureshi
FOI Administrator
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Chapter 8, Section A: PATH

Operations

With the reopening of PATH's Exchange Place and WTC stations in 2003, the system is now
operating much as it did prior to September 11, 2001. Service frequencies are similar to pre-
September 11, 2001 levels with trains running every 4 to 6 minutes during peak periods, every
10 to 15 minutes throughout the day, and every half-hour overnight. On weekends and holidays,
trains operate every 15 to 30 minutes depending on the route and time of day.

With-the-restoration_of service to the_Vorld Trade—Conter. PATH has resumed o perations similar
to	 e	 re-September 11 2001 condition However physical damage endured by the terrorist
attacks and changes

•	 PATH currently

in ridership have resulted in the following changes:

maintains a fleet of 327 cars because one 7-car train was destroved on
September 11.2001.

•	 PATH currently operates 7-car trains on both the -Hoboken-WTC and Newark-WTC Lines.
Thus the AM peak hour car requirement for revenue service is 252 Additionally PATH
Maintains two 7-car gaper ins. Thus. PATH's AM peak period operating fleet consists o
2_66 cars. PATH anticipates the restoration of 8-car service on the Newark-WTC_ Line in
2006, which would increase its AM peak hour car requirement to 278.

•	 Because ridership is lower than before September 11 2001 PATH operates fewer trains per
how br etween Hoboken and Newark and the World Trade Center. Currently PATH runs 15
trains on the Newark-WTC Line and 5 on the Hoboken-WTC Line in the AM peak period

During non-peak periods. PATH stores trains as it did prior to Se 	 e b r 11. 2001 at Journal
SSguare Yard, Harrison Yard, Newark South Street Yard s World Trade Center. and 33rd Street.

Ridership

With PATH operations essentially restored, ridership at the temporary WTC PATH station has
er ached approximately 80 percent of pre-September 11, 2001 levels. As shown in Appendix C-1.

the temporary WTC PATH station serves approximately 52.500 dail y two-way trips.

D. PROBABLE IMPACTS OF THE PROJECT ALTERNATIVES

CONSTRUCTION PERIOD (2006)

FUTURE COMMON TO ALL ALTERNATIVES

PANYNJ will continue or wi 1 he in upgrades to other portions of the PATH system,
independent of the Preferred Alternative. Although these projects are planned independently, the
outcome of this environmental review process and subsequent construction schedule for the
Jreferred Alternative may affect the implementation of the PATH system improvements
described below.

9th Street and Grove Street Station Rehabilitation, Due in part to substantial increases in
station usage following September 11, 2001, the PANYNJ will renovate the 9th Street and
Grove Street PATH Stations to include an additional entrance/exit. Currently, these stations
operate with only one point of entry/exit. Other improvements such as station modernization
and platform lengthening will also be performed. These projects will provide better
customer convenience and safer operations at these stations.

8A-9



Permanent WTC PATH Terminal

10-Cur —Operation. The PANYNJ will continue to prepare the PATH's Newark-WTC Line
for 10-car operation, a program_ that pre-dates the terrorist attacks of September 11, 2001.
PATH also eventually plans to lengthen its Hoboken-WTC train consists from 7 to 1--cam
Since September 11, 2001, PANYNJ lengthened the platforms at the Exchange Place station
in tandem with the emergency repairs to the system that were required to restore service
following the attacks. However, to fully implement 10-car operations, additional rolling
stock must be acquired and the Harrison and Grove Street stations must be rehabilitatedto
lengthen platforms It is anticipated that these im royements would be funded as part of the

008 to 2013 Capital Plan with im lementation by 2015

Signal System Uve . de PANYNJ will continue a program to modernize its signals system-
wide. Currently PATH operates with a fixed-block signal system but plans to upgrade to -a
Communication Based Train Control (CBTCI system The CBTC system is more flexible
than the fixed-block system because it continuously updates train Positions distances an
travel speeds This allows the system to recoyer more quickly from delays because a train
can follow a "delayed" train more closely without having to come to a complete stop. CBTC
results in a more efficient operation that produces regular travel speed because it:

Allows for consistent trip times in closer conformance to the operating schedule;

Allows fora precise strategy for stopping accuracy;

Optimizes headways which increases capacity by allowing the pains to closely follow
the safe braking distance; and

- Lmproves ride quality.

Under boththe fixed-block and CBTC signal systems. PATH's capacity is controlled by the
kak function at Exchange Place and the tluoughput of the Hudson River tunnels. Prior to
September 11, 2001 PATH operated 31 trains in each direction through the World Trade
Center tunnels (Tunnels E and Fl in the AM peak hour; thus, trains had approximately 116-
second headway P^ ATH operated 16 trains on the Newark-WTC Line and 15 trains on the
Hoboken-WTC Line. With the CBTC system, it is possible that headways could decrease to_
90 seconds through the tunnels resulting in u12 to 40 trains per hour, However, give
proiected ridership demand and other limitations within the system,PATH Mans too grate
fewer trains than 40 trains per hour

PATH will begin planning the implementation of CBTC concurrent with its contracts for
fleet replacement. This arrangement will ensure consistency in the design of signal and train
systems. It is anticipated that CBTC would be in place sometime between 2010 and 2015

Fleet Replacement PATH currently maintains a_fleet of 327 cars much of which are more
than 30 or more years old In order to meet future ridership_needs PATH must maximize its
peak hour service plan with a high degree of reliability. However, as the fleet ages,
equipment failures increase; thereby, reducing PATH's ability to adhere to scheduled
eadways. Furthermore. PATH plans to implement 10-car train service cannot be realized

without an expansion of its fleet.

On June 17, 2004, PANYNJ announced a request for proposals to design and fabricate 246
new rail cars and to rehabilitate or replace an additional 94 cars. The new cars will have
improved lighting air conditioning and heating; cantilevered seats with room for passengers
to store items under them; prerecorded station announcements; better signs; and three doors
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Chapter 8, Section A: PATH

on each side. This proposal allows PATH_ an_ _option to purchase additional rolline stock to
meet future demands.

Fare Integration. When the temporary WTC PATH station opened on November 23, 2003,
it was the first station in the PATH system to accept pay-per-ride MetroCards sold by the
Metropolitan Transit Authority (MTA). The PANYNJ will continue to work with the MTA
to integrate the PATH fare equipment throughout its rail system with the MetroCard system.
The fare integration program will allow transit riders to transfer between NYCT subways
and buses and PATH with a single fare card.

Furthermore, PATH will continue to increase service on its WTC Lines to meet ridership
demand In the very near future the length of Newark-WTC trains will be increased from seven
to eieht cars. PATH will also increase the number of peak period runs on both routes as demand
warrant%

It is assumed that some or all of these projects will be completed or will commence during the
construction period for the Preferred Alternative.

NO ACTIONALTERNATIVE

The temporary WTC PATH station was designed to accommodate anticipated passenger
volumes during the construction period. No impacts to PATH service are expected to either
PATH passengers or to the operation of the PATH system during this period given the No
Action Alternative.

PREFERRED ALTERNATIVE

It is anticipated that the Preferred Alternative can be constructed with minimal impacts to
PATH's normal weekday train operations. PATH service to the temporary WTC PATH station
may have to be suspended sporadically during the overnight hours on weekdays and all day on
weekends to accommodate heavy constriction activities.

Throughout the construction period, pedestrian access may be hindered due to sporadic closing,
rerouting or narrowing of sidewalks used to access the sole entrance/exit of the temporary WTC
PATH station. Pedestrian connections between PATH and the NYCT subway system may also
be impacted due to rerouted or narrowed passageways. Otherwise, no construction-related
impacts are anticipated for PATH riders or operations.

OPENING YEAR (2009)

FUTURE COMMON TO ALL ALTERNATIVES

In the opening year of the Preferred Alternative, it is assumed that the PANYNJ will have
completed or will continue work on the system improvements described above for the
construction period. These system enhancements will improve operations and will provide for
enhanced customer convenience as compared to today.

As shown in Table 8A-6, projected opening year demand on an average weekday for trans-
Hudson PATH service between New Jersey and the WTC site will be 12^, approximately 12
percent less than the 142,300 daily boardings recorded in year 2000. The projected AM peak
hour demand in 2009, both boardings and alightings, is approximately 23.423 passengers, or 12
percent less than in year 2000.see Appendix Q.
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Permanent WTC PATH Terminal

Table 8A-6
PATH Ridership Forecast for WTC Service in the Opening Year (2009)

Ave rago Weekday rips AM Peak Hour

Year
Terminal

Users
Weekday
Boardings

Weekday
Alightings

Terminal
Users

Weekday
Boardings

Weekday
Allghtings

2000 114122,330000 67,000 76,300
2009

NO ACTIONALTERNA77VE

If the Preferred Alternative is not constructed, then the temporary WTC PATH station that is
currently in service would remain in service through the opening year. The temporary WTC
PATH station was designed and constructed with the primary objective of restoring PATH
service to Lower Manhattan as quickly as possible following September 11, 2001. Thus, its
capacity, functionality, and equipment are limited over time, but its systems could support the
anticipated opening year ridership.

PREFERRED ALTERNATIVE

The Preferred Alternative would consist of a track and platform level, a mezzanine/fare-zone
level, and a street-level terminal building incorporating sub-grade pedestrian connections to
adjacent streets, NYCT subways, and on- and off-site developments. The PATH tunnels, tracks,
platforms, and mezzanine would be located within the WTC "bathtub" as they were prior to
September 11, 2001.

Thy, Preferred Alternative is being planned to support the PATH's system-wide improvements
identified above, PATH's operating requirements, and future ridership demand. Each of these
actors results in specific requirements for the design of the Terminal's platforms and tracks and

as such, it has been determined that a 5-track. 4-platform station is needed. Further details on the
election of 5-track. 4-platform configuration as well as alternative track and platform schemes

evaluated in conjunction with oJect planning are Provided in Appendix C

vstelrl-Wide Improvements

PATH will implement improvements to increase capacity on trains operating between Newark
and the WTC by increasing their length from 8 to 10 cars Not only will this improvement
require that the WTC Terminal su -PQA 10-car o perations but a consequence will be that more
people will use the WTC PATH Terminal's platforms during peak travel pe 'ods.

All new PATH cars will have 3-doors per side allowing-PATH to retire the portions of its
current fleet with 2-doors per side Three-door cars will decrease the boardineali htg	 ing time o
trains by 50 percent which will improve dwell times at intermediate stations along the PAT
route and could reduce the overall nrn time of trains However, the new cars are not expected to
imp-rove the platform clearance time for passengers since they will not directly affect platform
area or the provision or operation of stairways and escalators.

While PATH currently maintains 3-minute headways on its Newark-WTC Line and 4-min9te
headwgys on its Hoboken-WTC Line during portions of the peal( hour, CBTC will facilitate such
headways over a longer period with greater reliability and less potential for delays CBTC in
conjunction with the 10-car train program will have the ability to incrgaspthe throughput of the

8A-12



Chapter 8, Section A: PATH

PATH system, resulting in more passengers and a h'gher eguencv of service at the WTC
Terminal than before September 11, 2001. As such, platforms at the WTC- Terminal will need to
clear more swiftly in the future in order to maintain safe and efficient operations.

werational Reattirements

PATH must plan for failure management to maintain reliable on-time peak period service
Because the WTC is a terminal Btation. trains dwell for short periods to maintain the operating
schedule. Thus, to maintain the headway and allow for the arrival of a subseauent train. PATH
requires two tracks for each the Hoboken-WTC and Newark-WTC Lines In the event that a
train becomes disabled a fifth track is needed_The fifth track allows the disabled train to remain
W the Terminal while the remaining four actives tracks can be used to continue service

PATH has limited capacity for train storage at its Newark Harrison and Journal Same Yards
Therefore PATH would use the WTC Terminal for the overnight storage of 6 Hoboken-WT
trains Four tracks are required for this overnight storage and a 5th track is needed for revenue
service on the Newark-WTC Line. The overnight storage of Hoboken-WTC trains at the WTC
Terminal would allow for a more efficient ramp-up to AM peak period revenue service and
decreases the potential for weather-related delays on the Hoboken-WTC Line

R' etshRequirements

A principal consideration for the planning of the Terminal is the ability of platforms to safely
accommodate peak period ridership Because PATH is primarily a commuter system the
platform design must accommodate both AM and PM peak patterns of travel

In the AM peals hour. trains unload passengers to the platform who must then ascend o
mezzanine )level. For this condition. the principal deli criterion is the targeted time period
within which all passengers exiting a train alight from the platform. As stairways and es la o s
become congested passengers queue at the foot before they can ascend Therefore to avoid a
lengthening of this back-up, it is important that all passengers clear the platformbefore arrival of
the next train The Trattsit Capacity and OttaZUy of Sendee Manual states that a platform (and
vertical circulation) should bee to ensure full clearance of the platform before the next
train arrives However given that passengers may not use or may not be able to use all ayaila_ble
exits a safety factor of 20 to 30 percent is applied Thsa a platform should clear fully within 70
to 80 percent of the scheduled headway.

The proposed frequency of Newark-WTC Line service requires that its platform clear within 126
to 144 seconds However, based on projected ridership a single Newark-WTC platform would
require 213 seconds to clear. Thus. two Newark-WTC Line platforms are needed to meet
platform clearance guidelines A single Hoboken-WTC platform is sufficient to meet platform
clearance criteria.

For the PM peak period the planning of the platforms must also consider failure management in
the event of a missed headway and subseauent delay in service Thus the nla_ tform mustprovide
for adequate room to queue passengers waiting for the next arriving train

Given ridership levels in 2025 and level of service standards a minimum 15,264 Sauare feet of
platform area would be mgWred for the Newark-WTC service in the event of a missed headway
while 10 385 square feet would be required for the Hoboken-WTC service However, accounting
for the unusable areas of the platform (e.g. spaces occupied by escalators and elevators and the
safety buffer along the platform edge) the Term n - l's latforms would each provide for an
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Permanent WTC PATH Terminal

effective area of 10,416 square feet Thus a single platform would be adequate for the Hoboken-
WTC line but more than one platform would be needed for Newark-WTC Line

In order to maintain temporary PATH service during construction of the Preferred Alternative.
PANYN7 would not relocate the existing PATH tracks As such Platform A cannot be widened
beyond its current configuration which is not adequate for normal revenue service Since three
full-size platforms are needed for peak period service the Preferred_ Alternative would include a
total of 4 Platforms. The 5 tracks that are currently part of the temporary station would be
retained in their current alignment which is adequate to meet PATH's operating reauirements^

The platform and mezzanine levels would have a north-south orientation and would be located
immediately west of NYCT's 1 and 9 train tunnel and the proposed Greenwich Street extension.
The four platforms would be long enough to accommodate 10-car trains in accordance with
PATH's long-range goal to increase the operational capacity of the system, and five tracks will
allow for increased queuing capacity during peak periods. Fare equipment would be located on
the mezzanine level. The platforms and mezzanine would be fully enclosed with heating, air
conditioning, and advanced communication and security systems.

The concourse and street-level terminal building would be located on the eastern section of the
WTC site extending from Greenwich to Church Streets. The mezzanine and lower concourse
levels would connect via a passage under the NYCT's 1 and 9 train tunnel and over to the
western side of the site. The concourse would have pedestrian passageways to the north, south,
and west. The west passageway would cross beneath Route 9A to the World Financial Center.
These passageways would also provide access to the proposed towers on the WTC site.

As shown in Figure 8A-3, the concourse level would also provide access to NYCT's Cortlandt
Street Station on the 1 and 9, and R and W lines; the WTC Station on the E line; the existing
corridor to One Liberty Plaza; and street-level at the intersections of Fulton and Greenwich
Streets and Vesey and Church Streets. The passageway to the R and W Cortlandt Street Station
would also link with the proposed pedestrian connection to the Fulton Street Transit Center. All
circulatory elements within the Permanent WTC PATH Terminal would be designed to fully
accommodate the expected volumes of passengers through its 2025 design year, with passenger
corridors varying in width between 10 and 30 feet, and to comply with ADA requirements.

The Preferred Alternative would provide the PATH system with greater operational flexibility in
meeting growing passenger demand over time. The new terminal itself would be able to
accommodate larger passenger flows and reverse passenger flows than the original terminal or
the current temporary WTC PATH station. It would also provide more convenient passenger
connections to surrounding buildings, nearby NYCT subway stations, and trans-Hudson ferries.
The Preferred Alternative is not expected to induce additional PATH ridership beyond the levels
that would have existed had the events of September 11, 2001 not occurred, but it would be
designed to accommodate passengers induced by the WTC redevelopment itself.

No impacts to PATH riders or its operations are expected once the Preferred Alternative is fully
opened in 2009. Rather, the terminal would provide added passenger capacity that would be
required given the redevelopment of the WTC site. The Preferred Alternative would
accommodate elements that the temporary WTC PATH station could not, including pedestrian
linkages to surrounding buildings, all area NYCT subways lines, and more convenient access to
trans-Hudson ferries. Multiple entrances and exits would reduce walking times to access and
egress the new terminal, which would lead to shorter walking distances and commute times for
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many users. Thus, any potential impacts of the Preferred Alternative to its users and to PATH
operations would be beneficial.

DESIGN YEAR (2025)

FUTURE COMMON TO ALL ALTERNATIVES

In addition to the PATH system improvements described above under "Construction Period",
PANYNJ is considering extending the PATH system from its current terminal at Newark Penn
Station to connect with the Newark Liberty International Airport AirTrain rail system. When
constructed, PATH would provide a direct rail connection between Lower Manhattan and the
airport. The Newark Liberty International Airport extension will be undertaken independent of
the Preferred Alternative.

As shown in Table 8A-7, by the design year, average weekday PATH usage to the WTC site is
projected to be 167.718. an increase of 13.6 percent from 2000 levels. The AM peak hour usage
is estimated to be 29,001, which is a 9 percent increase over 2000 ridership (see Appendix Q.

Table 8A-7
PATH Ridership Forecast for WTC Service in the Design Year (2025)

Average Weekday Trips AM Peak Hour

Year
Terminal

Users
Weekday
Boardings

Weekday
Alightings

Terminal
Users

Weekday
Boardings

Weekday
Alightings

2000 142,300 67,000 75,300
2025 jqLM Mlm 85JM 5.660 23,341

Absent a Preferred Alternative, those demanding trans-Hudson service to and from the WTC site
may be diverted to other modes of travel as the temporary WTC PATH stations nears or exceeds
in reasonable capacity. However, for analysis purposes, it is assumed that these trips would
continue to be made in some capacity.

NO ACTIONALTERNATIVE

Under the No Action Alternative, PATH service to Lower Manhattan would be eliminated by
the design year since the temporary station would exceed its useful life. Over 162.000 weekday
passengers who would have used the Permanent WTC PATH Terminal in year 2025 would be
required to divert to alternate modes of transportation to access Lower Manhattan. These
passenger diversions would require a more expensive and time-consuming commute for PATH
riders and may involve additional transfers. Adverse impacts on vehicular traffic, other transit
services, and the pedestrian network in the area are addressed in subsequent sections of this
chapter.

Fifteen percent of PATH passengers who would have used the Permanent WTC Terminal if it
were available would still use PATH as one leg of a multi-modal commute to Lower Manhattan.
These passengers would instead use the Christopher Street or 9th Street PATH Station and then
either walk or transfer to the NYCT subway. In year 2025, 242.58 total passengers would be
diverted to these two stations each weekday, and ^ passengers would be diverted during the
AM peak hour. It is anticipated that each station would attract half of these riders. Although both
stations will have been renovated to include an additional exit/entrance than exist today, the
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addition of almost 2 2000 passengers to each of these stations during the AM peak hour would
substantially impact the safe and efficient operation of each station.

PREFERRED ALTERNATIVE

No impacts to PATH riders or its operations are expected in 2025, the design year for the refe e
lte^r _aline, if the terminal is constructed. Rather, the terminal would provide added passenger

capacity that would be required given the completed redevelopment of the WTC site. The re e ed
Alternative would accommodate elements that the temporary WTC PATH station could not,
including pedestrian linkages to surrounding buildings, all area NYCT subways lines, and more
convenient access to trans-Hudson ferries. Multiple entrances and exits would reduce walking times
to access and egress the new terminal, which would lead to shorter walking distances and commute
times for many users. Tlius, any potential impacts of the Preferred Alternative to its users and to
PATH operations would be beneficial.

E. MITIGATI®N

The Preferred Alternative would have positive benefits to PATH system operations and the
convenience of its passengers. Since the Preferred Alternative would not adversely impact
PATH operations, mitigation is not required.
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