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1 Introduction and Project Background 

1.1 INTRODUCTION 

The Passaic-Bergen Passenger Service Restoration Project Current Conditions Study aims to prepare 
a technical update and assessment for the restoration of passenger service along the New York, 
Susquehanna and Western Railway (NYS&W) corridor between Hawthorne, Hackensack, and North 
Bergen.  

This memo is the first in a series and introduces the Preliminary Long List Alternatives. As the study 
progresses, these alternatives will be developed further, and more alternatives may be added. A 
set of screening criteria and methodology, based on the previously developed Statement of Purpose 
and Need, will be developed during the next phase of the study and used to evaluate the feasibility 
and suitability of each alternative. After the initial screening phases are completed, the remaining 
alternatives (the “Short List Alternatives”) will be further developed and again screened for 
feasibility and suitability to determine a Locally Preferred Alternative.  

1.2 BACKGROUND AND HISTORY 

The Passaic-Bergen passenger line was constructed in the early 1870s by the New Jersey Midland 
Railway, as part of a regional freight connection from Paterson to points north and west. In 1881, 
the Midland Railway merged with the NYS&W, and continued to provide freight and passenger 
service in the region. After World War II, passenger service along the NYS&W began to decline as 
increased automobile ownership and new road and highway construction siphoned passengers away 
from the railroad. In 1966, passenger service was terminated as ridership declined along the route 
and the financial loss of providing passenger service could no longer be sustained by freight 
revenues. Today, the line continues to host a modest amount of freight traffic.  

There have been multiple efforts to study the restoration of passenger rail service along the 
NYS&W. In 1996, NJ TRANSIT completed an environmental assessment of restoring service between 
Hawthorne and Sparta. In 2002, NJ TRANSIT began work on an environmental impact statement 
(EIS) and preliminary engineering to restore service between Hawthorne and Hackensack. Between 
2002 and 2012, NJ TRANSIT completed the EIS and final design. However, due to other competing 
projects and the funding environment at time, the project was not advanced.  Since 2012, changes 
in land use, increased congestion, and economic growth have rekindled discussion about restoring 
passenger rail service between Passaic and Bergen Counties. Recent actions on the municipal and 
state levels have resulted in resolutions supporting the restoration of passenger service along this 
corridor. 

https://www.njtransit.com/pdf/pbh_StatementofPurpose.pdf
https://www.njtransit.com/pdf/pbh_StatementofPurpose.pdf
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2 Previous Studies 

2.1 ALTERNATIVES PREVIOUSLY STUDIED 

NJ TRANSIT has previously studied the restoration of passenger rail service along the NYS&W 
between Hawthorne and Hackensack. In 2007, NJ TRANSIT completed the Passaic Bergen Passenger 
Service Restoration Project Executive Order 215 Environmental Impact Statement (EIS). The EIS 
proposed upgrading the existing NYS&W freight right-of-way (ROW) to enable the restoration of 
passenger rail service. Nine station stops (see Table 6-1) and the use of diesel multiple units (DMUs) 
compliant with Federal Railroad Administration (FRA) requirements were proposed. A fleet of six 
single-unit cars would be deployed. No other rail alternatives were included in the 2007 EIS.  

The 2007 EIS also examined two bus alternatives. At the time, NJ TRANSIT did not offer bus service 
to provide passengers with a continuous, one-seat ride between Hawthorne and Hackensack. The 
first bus alternative used a local street alignment and the second used a highway alignment.1 Both 
bus alternatives followed the NYS&W ROW as closely as possible and provided express bus service 
to stops approximately corresponding to the nine proposed stations. The local street alignment 
avoided major highways, while the highway alignment used Route I-80. While both bus alternatives 
would have been an improvement to existing service, buses would still have traveled in mixed traffic 
subject to congestion. As a result, these bus alternatives were less efficient than rail and were not 
advanced.   

2.2 OTHER RELEVANT STUDIES AND PLANS  

In recent years, separate but relevant studies and plans have been conducted in the Study Area. 
These include the 2016 Bergen County Bus Rapid Transit (BRT) Implementation Study and the 
Transportation Element of Passaic County’s 2012 Master Plan. 

The 2016 Bergen County BRT Implementation Study built on previous efforts by Bergen County and 
NJ TRANSIT to investigate the implementation of a BRT system in Bergen County. The study sought 
to identify and evaluate the best alignments and approaches for a BRT system. Through a series of 
analyses and evaluation, a network of four BRT routes was developed: 

 Route A: North-south service operating between Paramus and Secaucus Junction with stops 
serving Garden State Plaza, Hackensack, and Teterboro Airport.  

 Route B: North-south service operating between Montvale, Bergen County College’s Paramus 
campus, downtown Hackensack, and Secaucus Junction.  

                                                      
1 A bus-only lane alternative was not considered in the 2007 EIS as the concept had previously been tested 
and dropped by NJ TRANSIT due to constrained operating conditions on roadway and low ridership. 

https://www.njtransit.com/pdf/pbh_EO_215_Environmental_Impact_Statement.pdf
https://www.njtransit.com/pdf/pbh_EO_215_Environmental_Impact_Statement.pdf
https://www.njtransit.com/pdf/BergenCounty_BRT_Implementation_Study.pdf
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 Route C: North-south service operating between Montvale, Garden State Plaza, and Secaucus 
Junction with no service to downtown Hackensack to provide an express trip between Paramus 
and Secaucus Junction. 

 Route D: East-west service proposed operating between the Paterson Bus Terminal and 
Englewood Hospital with stops in downtown Hackensack.  

Elements of these proposed routes, specifically Routes C and D, could serve as a starting point for 
developing proposed passenger service alignments partially or fully outside of the NYS&W ROW 
(see Section 3).  

The 2012 Transportation Element of the Passaic County Master Plan recommended improvements to 
the County’s transportation network to facilitate economic growth in recently developed and 
developing areas, provide more efficient inter- and intra-county travel options, and reduce reliance 
on automobiles. Addition of a new passenger service along the NYS&W ROW between Hawthorne, 
Hackensack, and North Bergen, which was specifically highlighted in the Transportation Element, 
would advance these priorities and complement Passaic County’s current efforts to improve their 
transportation network.  

The Transportation Element for the Passaic County Master Plan also  included a framework for a 
County BRT Network. The proposed network included six routes: 

 Broadway/Route 4: East-west service between Paterson and Hackensack using Route 4 and 
providing direct access to Madison Avenue in downtown Paterson.  

 Main Street/Avenue: North-south service between Paterson, Passaic, and Clifton.  
 Market and Essex Streets:  East-west service between Paterson and Hackensack with access to 

downtown Paterson and the Great Falls Historic District.  
 Nutley to Paterson: North-south service operating between Nutley and Paterson via an 

abandoned freight rail ROW.  
 Paterson to Montclair State University (MSU): North-south service connecting Passaic County 

Community College, Saint Joseph’s Regional Medical Center, and MSU.  
 Paterson-Hamburg Turnpike: East-west service linking William Paterson University and the 

Wayne campus of Saint Joseph’s Regional Medical Center to the Paterson to MSU BRT service.  

Two of these proposed routes, Broadway/Route 4 and Market and Essex Streets, are similar to the 
alignments proposed for this study. These routes could be used to inform the development of 
alignments partially or fully outside of the NYS&W ROW.  
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3 Alignment: Overview 

To restore service, an approximately fifteen-mile alignment following the NYS&W freight rail ROW 
between Hawthorne in Passaic County, Hackensack in Bergen County, and North Bergen in Hudson 
County is proposed. Figure 3-1 shows the existing NYS&W system. This study will examine 
alignments that are entirely within the NYS&W ROW, partly within the NYS&W ROW, and follow 
the NYS&W ROW using local streets or highways.   

Figure 3-1: NYS&W system map 

 

Source: The New York, Susquehanna & Western Railway 
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The study’s three proposed alignments are inspired by previous efforts. The 2007 EIS proposed an 
alignment fully within the existing NYS&W ROW between Hawthorne and Hackensack. Under this 
study, that alignment would be extended south to North Bergen to connect with the Hudson-Bergen 
Light Rail Transit System (HBLRTS). The Bergen County BRT Implementation Study examined four 
possible routes to create a BRT network in Bergen County, and elements of those suggested routes 
may help inform the development of proposed alignments partially or fully outside of the NYS&W 
ROW.  

Currently, the NYS&W ROW is primarily single-track. Where feasible, a second passenger track 
could be added to support proposed alignments. Adding a second track within the NYS&W ROW 
for passenger service would restore the ROW to its past configuration in the mid-1950s, when it 
contained at least two tracks for passenger and freight service.  

3.1 ALIGNMENT FULLY WITHIN NYS&W RIGHT-OF-WAY 

An alignment fully within the NYS&W ROW would operate between Hawthorne, Hackensack, and 
North Bergen. This alignment, along with the Study Area, is shown in Figure 3-2. In Ridgefield, there 
would be two options for the alignment south of the Vince Lombardi Park & Ride: 

 One alignment would connect to the proposed Northern Branch extension of HBLRTS near 83rd 
Street.  From there, the service would operate on or parallel to the proposed HBLRTS Northern 
Branch tracks to connect at Tonnelle Avenue, the existing northernmost terminus of HBLRTS. A 
potential station stop at 69th Street would support cross-transfer among the two lines and 
provide passenger access to the surrounding commercial district. 

 The other alignment would branch off to use the former Edgewater Branch and connect to the 
proposed Northern Branch extension of HBLRTS just north of the proposed 91st Street station.  
From there, the service would operate on the proposed Northern Branch tracks to connect at 
Tonnelle Avenue, the existing northernmost terminus of HBLRTS.  As with the first alignment, the 
potential station stop at 69th Street would support cross-transfer among the two lines and 
provide passenger access to the surrounding commercial district. 
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Figure 3-2: Alignment Fully within NYS&W ROW and Study Area Map 

Source:  WSP 
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3.2 ALIGNMENT PARTIALLY WITHIN NYS&W RIGHT-OF-WAY 

An alignment partially within the NYS&W ROW would combine use of the existing NYS&W ROW 
with operation on local streets or highways. This approach would utilize the NYS&W ROW where it 
is feasible and operationally advantageous. The specific route for such an alignment has yet to be 
determined. This alignment would offer the flexibility to deviate from the NYS&W ROW should the 
existing infrastructure pose too much of a challenge or to serve potential station stops that are not 
located along the NYS&W ROW.  A partial NYS&W ROW alignment would be most beneficial for 
modes such as buses, BRT, or rubber-tired trams (see Section 5.2.4).  

3.3 ALIGNMENT ON-STREET 

An on-street alignment would not operate within the existing NYS&W ROW and instead would 
generally parallel the route via local streets and/or highways. The specific route of this alignment 
has yet to be determined and it is possible there could be multiple versions of this alignment 
depending on mode. An on-street alignment would be most beneficial for non-rail modes such as 
buses or BRT (see Section 5.2.4).  
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4 Freight Operations Scenarios 

The NYS&W ROW, which is a major component of this study’s proposed alignments, has been an 
active freight corridor since it was constructed in the early 1870s. Today, the portion of the NYS&W 
included in the Study Area hosts a modest amount of freight traffic.  

To accommodate passenger service along the same ROW as freight operations, a few scenarios 
are possible. The first operating scenario assumes that freight will continue to operate at any time 
of day. The second scenario assumes that temporal separation of freight and passenger operations 
will be implemented to effectively limit the times of day each type of service would be permitted 
to operate. 

4.1 FREIGHT OPERATES ALL DAY 

Under a scenario where freight can operate at any time of day, physical separation or the use of 
rail vehicles compliant with Federal Rail Administration (FRA) requirements would be needed.  

 Physical separation could include the installation of structures such as fences or crash walls along 
the shared ROW. It may also require separate freight and passenger tracks, potentially with a 
prescribed minimum distance between the tracks. Installation of additional structures or the 
addition of a separate track could impact feasibility.  

 FRA requires passenger rail vehicles operating over shared tracks on an active freight ROW to 
have sufficient buff-strength to comingle with heavy freight vehicles. Conforming with this 
requirement may limit the vehicle type or mode that could be used. If it is preferable to use 
lighter non-FRA compliant vehicles under a scenario where freight operates all day and 
passenger rail vehicles share the tracks, a waiver could be pursued. 

4.2 FREIGHT OPERATES WITH TEMPORAL SEPARATION  

Under a scenario where temporal separation between freight and passenger operations is 
implemented, an agreement between all users of the ROW would be needed. Implementing 
temporal separation will require coordination between rail operators to assure that trains are 
occupying and operating upon tracks when they have authority to do so. Temporal separation would 
not require use of FRA-compliant vehicles and broadens the types of vehicle that may be used on 
the ROW .  
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5 Modes: Overview of Options 

This study will consider both non-rail and rail modes. Non-rail modes to be investigated include bus 
and bus rapid transit (BRT). Rail modes will include rubber-tire trams, light rail, automated guideway 
transit, and diesel multiple units (DMUs).  

5.1 NON-RAIL  

5.1.1 Bus 

 Bus refers to a transit mode that uses rubber-tired passenger vehicles operating on fixed routes 
and schedules over roadways.2 NJ TRANSIT already operates a diverse fleet of buses to provide 
regular service to locations in New Jersey, New York City, and Philadelphia. The current fleet 
includes: 

 Transit buses (31 to 40 feet), which are used for local routes with frequent boarding and 
alighting and have front and center-rear doors, wide aisles, and seats configured for maximum 
standing room.  

 Suburban buses (40 feet), which are used for shorter interstate routes or longer distance local 
routes and have a similar layout to transit buses but with padded high-back seats and overhead 
luggage racks. 

 Cruiser buses (40 to 45 feet), which are used for longer distance commuter routes and have a 
similar layout to suburban buses. 

 Articulated buses (60 feet), which are used for routes where ridership is high enough to require 
a higher-capacity vehicle. 

 Mini-buses, which are used in suburban or rural areas as feeder or shuttle services. 3  

Given distances between activity centers and existing bus services already serving certain portions 
of the Study Area, a bus vehicle suited to shorter local routes with less frequent boarding and 
alighting, may be appropriate.  

Currently, NJ TRANSIT runs diesel, compressed natural gas (CNG), and hybrid-electric  bus vehicles 
along its existing bus routes. While similar vehicles can be used in the Study Area, other low- or no-
emissions vehicles may be an option, including electric buses, hydrogen-powered buses, or other 
potential propulsion technologies.  

                                                      
2 Federal Transit Administration. National Transit Database (NTD) Glossary 
https://www.transit.dot.gov/ntd/ national-transit-database-ntd-glossary 
3 NJ TRANSIT. Bus Fleet Strategy 2014-2020. September 2014. https://www.njtransit.com/AdminTemp/ 
njt_bus_fleet2014.pdf  

https://www.transit.dot.gov/ntd/national-transit-database-ntd-glossary
https://www.njtransit.com/AdminTemp/njt_bus_fleet2014.pdf
https://www.njtransit.com/AdminTemp/njt_bus_fleet2014.pdf
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5.1.2 Bus Rapid Transit  

Bus rapid transit (BRT) is a bus-based transportation mode.  BRT vehicles usually operate on street, 
but employ measures typically associated with rail systems to offer faster, more dependable, and 
more frequent public transport. BRT systems generally have the following characteristics:  

 Bus-only lanes to give vehicles their own ROW, either at all times, or during peak hours. 
 Stations spaced farther apart, with usually at least 1/2 mile between stations.  
 Stations that are permanent structures with level boarding, tactile strips at the curb, real-time 

information, benches, bike racks, ticketing machines, and, where appropriate, Park and Ride 
facilities.  

 Off-board fare collection, so customers can purchase tickets before boarding and board the 
vehicle more quickly and easily without interacting with the operator.  

 Transit signal priority (TSP) at traffic signals, so that vehicles do not have to stop at every red 
signal thereby speeding up their trip. 

BRT may have some or all of these characteristics, for all or parts of a proposed BRT route. 

BRT vehicles can be diesel or hybrid electric. Battery electric BRT vehicles can also be an option, 
although electric vehicles have specific scheduling, operations, and maintenance requirements that 
would need to be considered. As technology advances, the use of autonomous BRT vehicles may be 
a possibility.  

BRT is becoming popular in North America. In the northeast United States, BRT systems and bus 
services with BRT features currently operate in Boston, Albany, Hartford, Newark, and New York 
City. 

5.2 RAIL 

5.2.1 Rubber-Tired Tram 

Rubber-tired trams are similar to guided buses, but offer more versatility. The vehicles can be 
operated in exclusive lanes using a fixed central guiderail or optical guidance system, or operate 
on local roadways. If using an exclusive lane and fixed guiderail, vehicles are steered by an arm 
that drops onto the central guiderail. An optical guidance system uses roof-mounted cameras or 
sensors to detect a “virtual rail” that has been painted on the roadway, so an on-board computer 
can follow the path and steer the vehicle. When operating on local roadways without a guidance 
system, vehicles are steered by the driver. While not always necessary, the use of the guiderail or 
optical guidance system eliminates the human error in steering, allowing vehicles to operate within 
narrower lanes than traditional buses.4  

                                                      
4 Sintropher. Innovative Technologies for Light Rail and Tram: A European reference resource. 
https://www.polisnetwork.eu/publicdocuments/download/1762/document/rubber-tire-trams-2---
finalpolis.pdf  

https://www.polisnetwork.eu/publicdocuments/download/1762/document/rubber-tyre-trams-2---finalpolis.pdf
https://www.polisnetwork.eu/publicdocuments/download/1762/document/rubber-tyre-trams-2---finalpolis.pdf
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Rubber-tired tram vehicles are usually electrified and draw power from overhead electric wires or 
station-based charging systems. If needed, an auxiliary diesel engine can be placed onboard and 
used to run the vehicle on local streets or to maintenance facilities. Vehicles are usually connected 
by articulated gangways and can accommodate a range of passenger volumes. As technology 
advances, it will be possible to integrate autonomous vehicle technology into this mode.  

While rubber-tired trams do not currently operate in North America, they are in use in Europe and 
Asia. Rubber-tired trams operating with a fixed guiderail exist in Caen, France and in portions of 
the northern and southern suburbs of Paris. Optical guidance systems are used in Rouen, France and 
Zhuzhou, China.  NJ TRANSIT is interested in investigating this option for use in the Study Area.   

5.2.2 Automated Guideway Transit/People-Mover 

Automated guideway transit, also known as a people-mover, is a mode of passenger rail transit 
operating in an exclusive, often grade-separated, guideway over a relatively short distance. 
Vehicles are usually electrically-powered and fully automated.5 Automated guideway transit is 
commonly used at airports to move people from one terminal to another, but can also be used for 
mass transit systems, such as Vancouver’s SkyTrain.  

5.2.3 Diesel Multiple Units 

A diesel multiple unit (DMU) refers to a multiple-unit train powered by on-board diesel engines that 
does not require a separate locomotive and usually operates on fixed rails within an exclusive ROW. 
There are three types of DMUs, diesel-mechanical, diesel hydraulic, and diesel-electric, each of 
which transmit power using a different mechanism. 

DMUs offer versatility. Vehicles can be used over a range of distances and service types, including 
commuter rail or light rail. Passenger capacity can be easily customized to match ridership by 
adjusting the number of vehicles in use.  

DMUs can use the same tracks as freight. To share the tracks when freight operates all day, DMUs 
must be FRA-compliant. To be FRA-compliant, a DMU must meet specific crashworthiness standards 
and operate with a conductor. If it is preferable to use a non-FRA compliant DMU when freight 
operates all day and vehicles will share the tracks, a waiver will be required. Temporal separation 
is also an option if an agreement between operators can be reached. NJ TRANSIT operates non-
FRA compliant DMUs as non-electric light rail vehicles along the River Line, but does not currently 
operate  FRA-compliant DMUs. NJ TRANSIT is interested in investigating both options for use in Study 
Area.  

  

                                                      
5 Federal Transit Administration. National Transit Database (NTD) Glossary 
https://www.transit.dot.gov/ntd/ national-transit-database-ntd-glossary 

https://www.transit.dot.gov/ntd/national-transit-database-ntd-glossary
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5.2.4 Light Rail 

Light rail is a mode of passenger rail transit usually operated on fixed rails within an exclusive 
ROW. Light rail systems generally run with a frequency, speed, and capacity less than heavy rail 
systems (metro, subway, rapid transit).6  

Light rail vehicles can be electric or diesel. Electric vehicles, which could be powered by a station-
based charging system or overheard electric lines, are more typical than diesel-powered vehicles. 
For the purposes of this study, diesel light rail vehicles will be considered a type of DMU (see Section 
5.2.3).  

NJ TRANSIT currently operates three light rail services: HBLRTS, Newark Light Rail, and the River 
Line. HBLRTS and Newark Light Rail are electrified light rail systems that use overhead wires, while 
the River Line is a diesel light rail system that shares the ROW with freight operations. As technology 
advances, it may be possible to integrate autonomous vehicle technology into light rail systems in 
areas where transit has exclusive use of the ROW.  

                                                      
6 Federal Transit Administration. National Transit Database (NTD) Glossary https://www.transit.dot.gov/ 
ntd/national-transit-database-ntd-glossary; American Public Transportation Association. Fact Book Glossary. 
https://www.apta.com/resources/statistics/Pages/glossary.aspx#8  

https://www.transit.dot.gov/ntd/national-transit-database-ntd-glossary
https://www.transit.dot.gov/ntd/national-transit-database-ntd-glossary
https://www.apta.com/resources/statistics/Pages/glossary.aspx#8
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6 Station Stop Locations: Overview of Options  

Along the proposed alignment between Hawthorne, Hackensack, and North Bergen, 18 potential 
station stops have been identified (see Figure 6-1 and Table 6-1). Potential station stops include 
those that were part of the prior EIS,  those originally served by the NYS&W, and new locations 
proposed for this study.    

The list of station stops presented here is tentative. As the alternatives analysis progresses, the study 
will identify the most viable and best performing locations. Station stop locations may change, and 
station stops could be added or eliminated depending on development patterns or projected 
ridership. Additionally, certain proposed alignments and modes may not all serve the same station 
stops.  

Table 6-1:  Potential Station Stops 

Potential Station Stop Municipality Included in 2007 EIS 

Hawthorne (transfer to Main Line) Hawthorne X 

Sixth Avenue Paterson X 

Lafayette Street Paterson X 

Madison Avenue Paterson X 

20th Avenue Paterson X 

Vreeland Avenue Paterson X 

Boulevard Elmwood Park X 

Bergen Line Transfer Elmwood Park/Saddle Brook  

Rochelle Avenue Rochelle Park  

Maywood Avenue Maywood  

American Legion Drive Hackensack X 

Pascack Valley Line Transfer Hackensack  

State Street OR 
Downtown/River Street Hackensack X 

(refers to State Street) 

West Fort Lee Road Bogota  

Central Avenue Bogota  

Mt. Vernon Street Ridgefield Park  

Vince Lombardi Park & Ride Ridgefield  

69th Street North Bergen  

Tonnelle Avenue North Bergen  
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Figure 6-1: Potential Station Stop Locations Along Proposed Alignment  

Source: WSP 
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Hawthorne 

The Hawthorne station stop would be located on the embankment midway between the Washington 
Street and Wagaraw Road/NJ TRANSIT Main Line undergrade bridges. To the north, the station 
area is primarily residential, with industrial and commercial areas to the immediate east and west. 
Approximately one block to the east, located on NJ TRANSIT’s Main Line, is the Hawthorne commuter 
rail station. Passenger access to the new station stop could be via Washington Street, which would 
provide convenient access to transfer to NJ TRANSIT’s existing station at Hawthorne.  

According to the New Jersey Department of Environmental Protection (NJDEP), the potential station 
stop would be located on an active contaminated site formerly home to the Pan Chemical 
Corporation (Pan Chemical). The site, 1 Washington Street, is listed on NJDEP’s Known Contaminated 
Sites list (Site ID: 2574). Pan Chemical was a manufacturer of inks, coatings, and finishings. Industrial 
activity at the site has ceased and the facility entered into a remediation agreement with NJDEP on 
March 11, 2005. Site remediation is in progress and is expected to be completed by 2021.7 

Sixth Avenue (Paterson) 

The Sixth Avenue station stop would be located in the northwest quadrant of the Sixth Avenue grade 
crossing, near the intersection of Sixth Avenue and Butler Street. To the south, the station area is 
primarily residential. To the north, the station area includes both commercial and residential 
buildings.  

Lafayette Street (Paterson) 

The Lafayette Street station stop would be located in the southwest quadrant of the Lafayette Street 
grade crossing near the intersection of Lafayette Street and East 16th Street. To the north and west, 
the station area is primarily industrial. To the south and east, the station area is a mix of recreational, 
industrial, and commercial. A ballpark is located at the southeast corner of Lafayette Street and 
East 16th Street and a firehouse is located opposite at the southeast corner.   

Madison Avenue (Paterson) 

The Madison Avenue station stop would be located in the southwest quadrant of the grade crossing 
between the intersections of Broadway with Madison Avenue and East 18th Street. The station area 
is primarily commercial, with some industrial and medium- to high-density residential areas located 
south and east of the proposed site.  

20th Avenue (Paterson) 

The 20th Avenue station stop would be located in the northwest quadrant of the 20th Avenue and 
East 31st Street grade crossing. To the northwest and southeast is a mix of commercial and 
industrial. Adjacent to the west side of the potential station stop is an elementary school. To the 
northeast and southwest, are commercial and high-density residential areas. 

                                                      
7 New Jersey Department of Environmental Protection, DEP Data Miner 
https://www13.state.nj.us/DataMiner  

https://www13.state.nj.us/DataMiner
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Vreeland Avenue (Paterson) 

The Vreeland Avenue station stop would be located opposite the intersection of 21st Avenue 
and East 41st Street, approximately three blocks east of the existing Vreeland Avenue grade 
crossing of the NYS&W. The station area is almost completely industrial, with a high-density 
residential area to the far northwest of the potential station stop. 

Boulevard (Elmwood Park) 

The Boulevard station stop would be located in the southwest quadrant of the Mola Boulevard 
grade crossing, near the intersection of Mola Boulevard and Van Riper Avenue. To the south 
and west, the station area includes residential buildings and a fire house located 
approximately 300 feet south of the grade crossing on Mola Boulevard. Bourgh Park, which 
is home to municipal recreational baseball fields, is also south of the station and located 
adjacent to the fire station. To the north and east, the station area includes industrial, 
commercial, and medium-density residential areas.  

Bergen Line Transfer (Elmwood Park/Saddle Brook) 

The Bergen Line Transfer station stop would be located at the grade crossing where the NYS&W 
ROW intersects with the Bergen Line near North Midland Avenue. Directly to the northeast of the 
station area, is a commercial development. To the northwest and southwest, the station area is 
predominantly industrial. Southeast of the potential station stop, the area is a mix of industrial and 
medium-density residential. Route I-80 is located about one block north of the potential station stop.   

Rochelle Avenue (Rochelle Park) 

The Rochelle Avenue station stop would be located at the grade crossing near the intersection of 
Rochelle Avenue and Railroad Avenue. Recently, Bergen County proposed a set of improvements, 
which include widening the roadway and upgrading traffic signals, be implemented at this 
intersection.  

The area immediately surrounding the potential station stop is commercial with a CVS, auto repair 
shop, barbershop, and bank opposite the station. To the south and east of the station area, just 
beyond the commercial development, is a low- to medium-density residential area. This potential 
station stop was a former station sop along the NYS&W, and the station structure is still standing 
and currently used as a NYS&W office.  

Maywood Avenue (Maywood) 

The Maywood Avenue station stop would be located at the grade crossing at Maywood Avenue 
between the intersections with Central Avenue and Hunter Avenue. The station area to the north and 
east is medium-density residential. To the southwest, the station area is industrial. The Maywood 
Station Museum, at the site of a former station stop along the NYS&W, is just west of the potential 
station stop.   
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American Legion Drive (Hackensack) 

The American Legion Drive station stop would be located in the southeast quadrant of the Prospect 
Avenue grade separation near the intersection of Prospect Street and American Legion Drive. The 
NYS&W ROW is in a cut at this potential station stop. The station area is primarily high-density 
residential, with recreational areas to the south. An apartment building on an adjoining property 
has open balconies facing the railroad.  

Pascack Valley Line Transfer (Hackensack) 

The Pascack Valley Line Transfer station stop would be located at the grade separated crossing on 
Railroad Avenue between Central Avenue and Gamewell Street. At this location, the NYS&W ROW 
runs on a bridge over Railroad Avenue, which carries the Pascack Valley Line. To the west, the station 
area is immediately adjacent to the Hackensack High School football and baseball fields. To the 
north, south, and east, the station area is a mix of high-density residential and commercial. 

State Street (Hackensack) 

The State Street station stop would be located in the southwest quadrant of the State Street 
grade crossing near Mercer Street. This station stop would be one long block west of Main Street, 
which is a busy commercial thoroughfare. The station area is primarily commercial and 
institutional, located at the northwest edge of downtown Hackensack. Public permit and 
metered parking lots are located adjacent to the south side of the platform. To the north of 
the station stop are a fire house, police station, municipal court, and City Hall, along with off-
street parking for those uses. 

Downtown/River Street (Hackensack) 

The Downtown/River Street station stop would be located at the grade crossing just north of Mercer 
Street between its intersections with Moore Street and River Street. The station stop is located within 
a commercial area where several high-density residential developments are currently under 
construction. One of these, located at the former site of the Bergen Record newspaper, is just east 
of the station and is currently being redeveloped into a mixed-use development with 600 luxury 
residential units.8    

This potential station stop is located very close to State Street and it is unlikely that having both 
station stops would be necessary or feasible. While the 2007 EIS assumed State Street as the station 
stop, there is interest in co-locating this station stop with the Hackensack Bus Terminal, which is only 
one short block to the south of the Downtown/River Street station stop. The results of ridership 
forecasting, which is currently being conducted, will be used to determine the better location.  

                                                      
8 Anzidei, M. (September 12, 2018). Northjersey.com. “Demolition of The Record newspaper's former 
headquarters begins.” https://www.northjersey.com/story/news/bergen/hackensack/2018/09/12/ 
demolition-former-record-newspaper-headquarters-begins/1282456002/ 

https://www.northjersey.com/story/news/bergen/hackensack/2018/09/12/demolition-former-record-newspaper-headquarters-begins/1282456002/
https://www.northjersey.com/story/news/bergen/hackensack/2018/09/12/demolition-former-record-newspaper-headquarters-begins/1282456002/
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West Fort Lee Road (Bogota) 

The West Fort Lee Road station stop would be located at the grade crossing just over the Hackensack 
River west of the intersection of West Fort Lee Road and River Road. The vacant lot immediately to 
the west of West Fort Lee is a capped brownfield site. A former station building is located at this 
site. The station area is predominantly industrial, with a small area of commercial development to 
the northeast. Just north of the site is the Bogota Racquet Club. Just south of the station along West 
Fort Lee Road, a large-scale multifamily residential development with over 400 units is under 
construction.  

Central Avenue (Bogota) 

The Central Avenue station stop would be located at grade near the intersection of Railroad Avenue 
and Central Avenue just south of Route I-80. In this segment, the NYS&W ROW runs parallel to the 
CSX ROW. To the west, the station area is industrial. To the east, the station area is commercial and 
low-density residential. To accommodate a station at this location, platforms would need to be built 
between the freight tracks. 

Mt. Vernon Street (Ridgefield Park) 

The Mt. Vernon Street station stop would be located at grade just southwest of the intersection of 
Mt. Vernon Street and Railroad Avenue. At this location, the NYS&W ROW runs parallel to the CSX 
ROW. This location was previously a station stop on the old NYS&W. The site of the potential station 
stop still has remnants of the old station platform. The old station house, which is still standing, is now 
office space. A pedestrian underpass was also previously located at this site, but it has since been 
filled in. To the west, the station area is industrial. To the east, the station area is a mix of commercial 
and medium- to high-density residential.  

Vince Lombardi Park & Ride (Ridgefield) 

This Vince Lombardi Park & Ride station stop would be located at the site of the current Vince 
Lombardi Park & Ride, which is located adjacent to the I-95 eastern spur. The station stop, which 
would be located at the site of an existing parking area, is surrounded by industrial uses. 

69th Street (North Bergen) 

The 69th Street station stop would be located near the intersection of 69th Street with Route 
9/Tonnelle Avenue. At this potential station stop, a transfer would be available to the proposed 
HBLRTS Northern Branch. The station area is surrounded by commercial development, namely big 
box stores. To the east, is high-density residential development.  

Tonnelle Avenue (North Bergen) 

The Tonnelle Avenue station stop would be located at Route 9/Tonnelle Avenue between the 
intersection with 51st Street and 48th Street. The HBLRTS currently stops here and a transfer would 
be available at this station. The station area is a mix of commercial and high-density residential 
development, with commercial development located to the north and residential development 
located to the south.  
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7 Preliminary Long List Alternatives 

Based on an initial analysis of the proposed alignments, modal options, and previous studies, the 
following concepts represent the Preliminary Long List Alternatives to restore passenger service 
along the NYS&W ROW between Hawthorne, Hackensack, and North Bergen. As analysis 
progresses, these alternatives will be developed further, and more alternatives may be added.  

7.1 BUS 

 Bus Alternative 1: On-street alignment using local streets and major highways.  
 Bus Alternative 2: On-street alignment using local streets and major highways that offers express 

service between Hawthorne, Paterson, Hackensack, and North Bergen.  

Bus alternatives would utilize on-street alignments without requiring use of the NYS&W ROW. While 
NJ TRANSIT currently offers bus service that covers the Study Area, available service does not 
include a route between Hawthorne, Hackensack, and North Bergen that offers passengers a 
continuous, one-seat ride. Station stops for each bus alternative have not yet been determined.  

Similar to the 2007 EIS, an exclusive, bus-only lane alternative is not considered. NJ TRANSIT 
previously tested and dropped the concept due to constrained operating conditions on the roadways 
and low ridership. While ridership might be higher today, constrained operating conditions on local 
roadways and highways continue to exist, making an exclusive bus-only lane alternative infeasible.  
In lieu of exclusive bus lanes, one or more of the following treatments may be available to support 
the proposed bus alternatives: 

 Bus priority lanes, which can speed up buses by giving them preferential access to specific lanes 
on the roadway at certain times of day.9 

 Transit signal priority (TSP), which can reduce the number of red lights a bus encounters by 
modifying traffic signal timing or phasing. TSP works by having buses signal their position when 
approaching an equipped intersection to “request” priority. Typically, TSP does not change red 
lights to green but rather extends a green phase.10 

 All-door boarding, which speeds up the boarding process and reduces dwell times by allowing 
passengers to enter a bus at multiple doors. Often used with off-board fare collection, all-door 

                                                      
9 Mineta Transportation Institute. Shared-Use Bus Priority Lanes on City Streets: Case Studies in Design and 
Management. https://nacto.org/docs/usdg/shared_use_bus_priority_lanes_on_city_streets_agrawal.pdf  
10 National Association of City Transportation Officials (NACTO). Active Transit Signal Priority. 
https://nacto.org/publication/transit-street-design-guide/intersections/signals-operations/active-transit-
signal-priority/  

https://nacto.org/docs/usdg/shared_use_bus_priority_lanes_on_city_streets_agrawal.pdf
https://nacto.org/publication/transit-street-design-guide/intersections/signals-operations/active-transit-signal-priority/
https://nacto.org/publication/transit-street-design-guide/intersections/signals-operations/active-transit-signal-priority/
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boarding can also be implemented by installing card readers at the bus’s rear doors or adding 
dedicated fare inspectors.11  

7.2 BUS RAPID TRANSIT 

 BRT Alternative 1: Operate fully within the NYS&W ROW and share ROW with freight.  
 BRT Alternative 2: Operate partially within the NYS&W ROW, using on-street alignment where 

it is not feasible to share the ROW with freight. 
 BRT Alternative 3: Operate using an on-street alignment.  

BRT alternatives could operate fully within the NYS&W ROW, partially within the NYS&W ROW, 
or on local streets or highways. BRT is faster, more dependable, more frequent, and often easier to 
navigate than regular bus service. BRT offers operational flexibility allowing for real-time changes 
in routes to respond to traffic conditions and to test route variants that address new or changing 
development patterns. Components of BRT that could be implemented include bus priority lanes, off-
board fare collection, and transit signal priority (see Section 5). 

As discussed in Section 2.2, BRT has been considered in the Study Area previously. The 2012 
Transportation Element of the Passaic County Master Plan presented a framework for a county BRT 
network and the 2016 Bergen County BRT Implementation Study identified four potential BRT 
corridors. Both efforts could serve as a starting point for developing an on-street BRT alignment.   

As the NYS&W ROW is currently an active freight line, BRT use of the NYS&W ROW would require 
sharing the ROW with rail freight operations. To share the NYS&W ROW, the ROW must be wide 
enough to host the existing tracks and a bus-only lane as well as accommodate physical and/or 
temporal separation. To implement temporal separation, all parties must reach an agreement that 
allots enough operating time to each service. Where temporal separation is not feasible, a physical 
barrier and potentially other safety measures would be required. At locations where shared use is 
not possible due to ROW constraints, the BRT system would leave the ROW and operate on street.  

Where future analysis reveals it is not feasible or advantageous for BRT and freight to share the 
NYS&W ROW, BRT may be able to operate using an on-street alignment. BRT operating over an 
on-street alignment would operate in bus priority lanes as much as possible and, as suggested in the 
Bergen County BRT Implementation Study, the shoulder of congested roadways.   

Potential station stops for each BRT alternative have not yet been determined.  

  

                                                      
11 National Association of City Transportation Officials (NACTO). Better Boarding, Better Buses: Streamlining 
Boarding & Fares. https://nacto.org/wp-content/uploads/2017/02/NACTO_Better-Buses_Boarding.pdf  

https://nacto.org/wp-content/uploads/2017/02/NACTO_Better-Buses_Boarding.pdf
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7.3 RUBBER-TIRED TRAMS 

 Rubber-Tired Tram Alternative 1: Operate fully within NYS&W ROW. 
 Rubber-Tired Tram Alternative 2: Operate partially within NYS&W ROW. 

Rubber-tired trams could operate fully or partially within the NYS&W ROW and share the NYS&W 
ROW with freight. To operate within the NYS&W ROW, the ROW must be wide enough to host the 
existing tracks and an exclusive lane with a fixed central guiderail.  If freight will continue to operate 
all day, physical separation will be needed, and the ROW would need to accommodate a 
prescribed minimum distance or additional protective structures between the tracks. If an agreement 
on temporal separation can be reached, the additional structures required for physical separation 
would not be needed. In portions of the ROW where physical or temporal separation cannot be 
accommodated, the rubber-tired tram would leave the ROW and operate on local streets. If 
operating on local streets, vehicles could use an exclusive or priority lane, and be steered similar to 
traditional buses.  

Rubber-tired trams could be electrified or powered by a Tier 4 compliant diesel engine. If 
electrified, vehicles would  draw power from overhead electric wires or station-based charging 
systems. The existing NYS&W ROW is not currently electrified, and electrification should be 
considered if implementing a rubber-tired tram alternative. If rubber-tired tram operates on local 
streets due to constraints, electrification of that route could also be considered. If needed, an 
auxiliary diesel engine could be placed on board and used to run the vehicle on local streets where 
electrification is not feasible. 

7.4 AUTOMATED GUIDEWAY TRANSIT/PEOPLE-MOVER 

 Automated Guideway Transit Alternative 1: Operate fully within the NYS&W ROW. 
 Automated Guideway Transit Alternative 2: Operate partially within NYS&W ROW. 

Automated guideway transit, also known as a people-mover, could operate fully or partially within 
the NYS&W and share the ROW with freight. To share the NYS&W ROW, the ROW must be wide 
enough to host both sets of tracks. If freight continues to operate all day, the ROW must also 
accommodate physical separation. Temporal separation is also an option, and will not require 
additional structures.  

7.5 DIESEL MULTIPLE UNITS/NON-ELECTRIFIED LIGHT RAIL   

 DMU Alternative 1: Operate FRA-compliant DMU rail vehicles fully within the NYS&W ROW. 
 DMU Alternative 2: Operate non-FRA compliant DMU rail vehicles fully within the NYS&W ROW 

(non-electrified light rail). 

Under this study, two DMU alternatives could be considered and operate fully within the NYS&W 
ROW.  
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DMU Alternative 1 would utilize FRA-compliant DMUs. A similar alternative was proposed in the 
2007 EIS and the alternative presented here is based on that 2007 alternative. As the study 
progresses, ridership forecasts and service planning goals will determine the specifications  of the 
FRA-compliant DMU vehicles. Under this alternative, vehicles could share the tracks with freight 
operations. This alternative does not require physical or temporal separation and would be possible 
under both operating scenarios (see Section 4).  

DMU Alternative 2 would use non-FRA compliant DMUs. Under this alternative, vehicles could include 
diesel light rail vehicles or FRA-compliant vehicles operating as non-FRA compliant vehicles using 
state safety oversight instead of federal oversight. This alternative would only be possible with 
physical and/or temporal separation.  

 DMU Alternative 2, Diesel light rail vehicles: NJ TRANSIT’s River Line was the first diesel light rail 
system in the U.S. and is one precedent to consider. On the River Line, diesel light rail vehicles 
use the same tracks and share the ROW with mainline freight trains. This arrangement is possible 
because temporal separation has been implemented on the corridor, and a similar arrangement 
could be developed for this project.  

 DMU Alternative 2, FRA-compliant vehicle operating as non-FRA complaint vehicle: In some cases, 
it may be advantageous to operate vehicles compliant with FRA requirements as non-FRA 
compliant vehicles. This offers flexibility and cost-savings in terms of staffing. State oversight 
may require only one operator on board, while FRA requires a conductor and operator for a 
vehicle to be compliant. One example that could serve as a precedent is the extension of the 
Bay Area’s BART service to East Contra Costa County (eBART), which is currently underway. 
eBART will use an FRA-complaint version of the River Line vehicle, but will operate it with only 
one operator, and a similar arrangement could be considered under this alternative.  

7.6 ELECTRIFIED LIGHT RAIL 

 Light Rail Alternative 1: Operate fully within the NYS&W ROW using station-based charging. 
 Light Rail Alternative 2: Operate fully within the NYS&W ROW using overhead electric wires. 

Electrified light rail alternatives could also be considered. Both electrified light rail alternatives 
would operate fully within the NYS&W ROW. The existing NYS&W ROW would need to be 
electrified to make any electrified light rail alternative viable. Two electrified light rail alternatives, 
one that uses station-based charging and another that uses overhead electric wires, could be 
considered. HBLRTS, which operates within the Study Area and could connect to this study’s proposed 
alignments, is an electrified light rail system with overhead wires that shares portions of its ROW 
with freight and could serve as precedent. 

Light Rail Alternative 1 uses a station-based charging system. Under this alternative, the vehicle 
would carry a rechargeable battery that is charged at station stops or at the end of service. The 
vehicle could also carry on-board diesel backup generation if needed.  
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Light Rail Alternative 2 would use overhead lines to continuously power vehicles. When examining 
these alternatives, the costs of electrifying the ROW must be considered. 

An electrified light rail vehicle would likely not comply with FRA standards for crashworthiness and 
physical and/or temporal separation would be required. If temporal separation is not possible and 
freight continues to operate all day, physical separation would be needed. Physical separation 
would require the addition of new light rail tracks a prescribed minimum distance from the existing 
tracks or the installation of an additional protective structure between the existing tracks and new 
light rail track.  
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8 Implementation Scenarios 

Restoring passenger service along the NYS&W ROW may take a phased approach in terms of 
construction and service implementation. Depending on the development patterns and ridership 
forecasts that will be analyzed as the study progresses, multiple implementation scenarios can be 
developed. As noted in the project’s Statement of Purpose and Need, any implementation scenario 
will prioritize maximizing potential ridership. Implementation scenarios to be considered include: 

 Scenarios based on location, where it may be reasonable to implement passenger service along 
specific portions of the alignment in an initial phase and extend service to additional locations 
in subsequent phases as funding becomes available or as demand warrants. 

 Scenarios based on mode, where it may be reasonable to initially rollout service using a priority 
lane bus or BRT alternative. Bus or BRT running in priority lanes is less expensive to implement 
than the other modes presented, making this scenario an option if funding availability is a 
concern. As ridership builds and more funding becomes available, rail, tram, or more robust BRT 
service in an exclusive lane could be implemented.  
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