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March 17, 2026 

Comments of Zach Miller 
Vice President of Government Affairs 

Trucking Association of New York 
 

before the 
 

New York City Council Committee on Transportation & Infrastructure 
    
Good morning, Chair Abreu and members of the Transportation and Infrastructure Committee. 
My name is Zach Miller, I am the Vice President of Government Affairs for the Trucking 
Association of New York. Since 1932, TANY has advocated on behalf of the trucking industry at 
all levels of government, providing compliance assistance, safety programs, and educational 
opportunities to our members, and in the process, creating jobs, supporting the economy, driving 
safety, and delivering a sustainable future.  
 
I testify today regarding the critical budgetary needs of the Department of Transportation (DOT), 
particularly as they relate to freight mobility. New York City is home to one of the finest and most 
respected Freight Mobility Offices in the United States. Given that trucking is responsible for 
delivering over 90 percent of the city’s freight, the systems we put in place today will shape the 
future of our city’s economy and quality of life. 
 
As we project a 68 percent increase in freight tonnage by 2045, it is essential that we invest in 
infrastructure to keep pace with this demand. Consumer delivery patterns have shifted 
dramatically: today, roughly 80 percent of deliveries go directly to residential customers, and 45 
percent of New Yorkers receive at least one delivery to their home each week. 
 
It is crucial that we continue to invest in initiatives that will ensure the safe, efficient, and 
sustainable movement of freight across the city. Some key initiatives that the Office of Freight 
Mobility is currently engaged in include: 
 

● Increasing overnight truck parking capacity to reduce congestion and enhance safety. 
● Expanding and enforcing commercial loading zones to prevent traffic disruptions and 

ensure timely deliveries. 
● Developing neighborhood loading zones to improve access in residential areas. 
● Adopting the proposed modernized truck route network to enhance the safe and 

efficient flow of goods and services throughout the City. DOT has identified the major 
freight corridors for truck movement. It is vital to enhance and protect these corridors. 

● Promoting off-hour deliveries to receivers to reduce peak-hour traffic and minimize 
disruptions. 
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● Supporting microhub distribution centers and lockers to further streamline certain 

types of last-mile deliveries and protecting these business models.  
● Implementing busways and blue highways to enhance both freight and passenger 

mobility. Busways in particular can be implemented quickly and have demonstrated 
success in prioritizing passenger movement while properly maintaining space for freight 
access. 

 
These initiatives are not just about moving freight—they are about ensuring that our city remains 
a vibrant, functioning metropolis as we face future challenges. 
 
As freight demand continues to grow, investing in freight mobility is not optional, it is essential to 
keeping New York City supplied, safe, and economically competitive. 
 
We urge the Council to ensure that DOT’s Freight Mobility programs receive the funding and 
support necessary to meet this challenge. 
 
Thank you for your time and for considering these critical needs as part of the budget process. 
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March 20, 2026 
 
Committee on Transportation and Infrastructure 
New York City Council 
New York City Hall 
NYC, NY 10007 
 
Re: T2026-1361- Preliminary Budget Hearing on Transportation and Infrastructure 
 
Dear Chair Abreu and Members of the Transportation Committee, 
 
Greetings. The New York Taxi Workers Alliance (“NYTWA”) is a membership-based organization of 
over 28,000 Uber, Lyft, yellow cab and green cab drivers. On behalf of our members, I write to ask for 
Council support in: 
 

● Our on-going campaign for debt forgiveness for medallion owner-drivers  
● Meeting a court settlement entered into by the City of New York to make 50% of the yellow cab 

fleet wheelchair accessible, by reducing the financial burden on owner-drivers who purchase 
wheelchair accessible Vehicles ("WAV"), including by repealing the City sales tax on vehicles to 
be used as WAVs, funding the Taxicab Improvement Fund, and ensuring the appropriate staffing 
levels to allow for the operation of the ATLAS pilot program 

● Raising the pay on Access-a-Ride trips to ensure drivers are not paid below the industry standards 
● Allowing for payment plans for TLC and Department of Finance fines and reducing the times 

when drivers are assessed fines for pick up / drop off of passengers in bus lanes  
 

I. TLC and the City Council must keep the Medallion Relief Program open and funded 
until the last group of medallion owner-drivers can settle their loans.  

 
The Medallion Relief Program Plus, or MRP+, is a City program that has been a life-saving solution to a 
years-long crisis. The medallion debt crisis led to such extreme levels of debt that, for far too long, it 
caused suicides, bankruptcies, and abject poverty. After years of crisis, protests, and a fifteen day hunger 
strike, our union, and a broad coalition of public officials and allies finally won a solution: the MRP+,  a 
program under which the city provides a city-backed guaranty on loans that are reduced to no more than 
$200,000. It further provides an immediate payment of $30,000 on behalf of the medallion owner to 
reduce the loan to $170,000, and brings down the monthly mortgage to a fixed $1,234 over 25 years. To 
date, over 2,000 owners have had their loans restructured, leading to nearly $475 million in forgiven 
debt.1 The historic program has been an unprecedented and successful model to address debt through 
municipal solutions. 
 
Despite this extraordinary success, the debt crisis has not ended for a group of approximately 200 drivers. 
Because their lenders did not want to participate directly in the program, these owner-drivers have seen 
no relief and have not received any benefit from the city’s historic Medallion Relief Program.  
 

 
1  See Office of Financial Stability, 2024 Annual Report at 2, available at 
https://www.nyc.gov/assets/tlc/downloads/pdf/ofs_annual_report_2024.pdf.  

 

https://www.nyc.gov/assets/tlc/downloads/pdf/ofs_annual_report_2024.pdf
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Many of these drivers have loan balances over $500,000 with exorbitantly high mortgage payments–often 
double that of owner-drivers in the MRP+–leaving these workers struggling to make even poverty wages. 
The largest group of borrowers who have still not had their debt restructured are paying $11,192 more per 
year compared to borrowers whose loans are under the program. Meanwhile, they are working with high 
debts, balloon payments, and confessions of judgment.  
 
The New York Taxi Workers Alliance developed a solution for these borrowers as soon as it became 
apparent that their lenders would not participate directly. Working with Accompany Capital, a small 
community development financial institution, and the TLC, NYTWA developed a second model for 
MRP+: a new lender comes in, pays off the old lender, and restructures the loans pursuant to the terms of 
the MRP+. This model has been implemented successfully; Accompany has remained ready to close more 
loans once the program is reopened. What's more, the solution Accompany has modeled can further be 
used to cross the finish line with the remaining loans.  
 
NYTWA is working with a large non-profit lender and potential investors to raise the necessary funds and 
set up the infrastructure to complete the restructurings for the remaining 200 loans. The City must partner 
with NYTWA in this endeavor, to fulfill its promise of debt relief and ensure that all drivers have access 
to the life-saving benefits of the MRP+. In the immediacy, the city must reopen the program so the 
drivers that were unable to close under MRP+ when the previous administration prematurely closed the 
program do not have to wait any longer.  
 
In summary: 
 

● To ensure the final group of owner-drivers can access the live-saving debt relief MRP+ offers, the 
City Council must ensure that the MRP+ remains open and that funding remains available for the 
$30,000 grants, while ensuring that TLC staffing levels remain sufficient to implement the 
program.  

● Meanwhile, to protect the MRP+ guaranty fund, the City Council should allow for the transfer of 
loans that are currently in MRP+ to new borrowers, so that borrowers who are seeking to retire or 
exit the industry may do so without defaulting on their loans. This would not only save the City 
money, as it would not have to pay out deficiency payments from the City-backed guaranty 
reserve fund, but would allow families to keep medallions by transferring the loan to a younger 
family member.  

 
  

II. The City Council must financially support yellow cab owner drivers as they convert to 
wheelchair accessible vehicles. 

 
As the result of a settlement the Taxi and Limousine Commission entered into in 2014 and a 2024 court 
order enforcing that settlement, all taxi medallion owners must put a wheelchair accessible vehicle 
(“WAV”) into service when their current vehicles are retired. See The Taxis for All Campaign et al v. the 
New York City Taxi and Limousine Commission et. al, 1:11-cv-00237 (SDNY). While the City made the 
settlement, the City has never provided financial support to meet its terms.  
 
Unfortunately, there is no purpose-built wheelchair accessible vehicle ("WAV"). Taxi owners must 
purchase the vehicle and have it retro-fitted with a ramp and hacked-up as a taxi (including painting it 
yellow, installing a partition and meter, etc.)  All of this comes at a heavy price tag: yellow cab WAVs 
cost around $80,000, or twice as much as other vehicles—and it is medallion owners, not the City, who 
currently bear the burden of ballooning vehicle costs. WAVs are also costlier to maintain.  
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The increased cost of a WAV is particularly significant for owner-drivers, who both own the medallion 
and/or vehicle and drive it. After a decade of one devastation following another—from the unlimited 
entry of Uber and Lyft to the medallion debt crisis to the Covid-19 pandemic—many owner-drivers are 
struggling. The combination of these crises has led to a precipitous decline in the number of trips that 
taxicabs perform and thus income taxicab drivers earn; yellow cabs now perform only 23.4% of the trips 
they performed prior to these crises.2 
 
That is, in January 2026 (the latest month for which data is available), taxis averaged 116,444 daily trips 
compared to 497,661 daily trips in March 2014.3 Owner-drivers need sufficient financial support to 
convert to WAVs. Otherwise, drivers will face severe consequences: they will be forced out of work, and 
many will have to go through bankruptcy or foreclosure to discharge their medallion loan debt before they 
can leave the industry. 
 

A. City Council must exempt wheelchair accessible vehicles purchased for use as taxis 
from the City sales tax, and call on the state to do the same.  
 

To make wheelchair accessible vehicles more affordable, while simultaneously supporting an increase in 
the infrastructure for accessible transportation in New York City, NYTWA asks the City Council to 
amend the City sales tax to exempt wheelchair accessible vehicles purchased for use as taxis. This will 
bring down the cost of the vehicles by several thousand dollars. The City should also call on the state and 
Governor Hochul to provide a similar exemption from state sales tax; collectively, the exemptions would 
lead to nearly $5,000 in savings for the purchase of a vehicle that costs approximately $80,000.  
 

B. City Council must fund the Taxicab Improvement Fund so the austerity measures 
taken to avoid insolvency of the fund can be ended, and driver benefits can be 
reinstated.   

 
The City Council must also fund the Taxicab Improvement Fund (“TIF”), which was established in the 
wake of the 2014 settlement to finance the purchase and operation of wheelchair accessible vehicles; it is 
currently funded solely through a surcharge on yellow cab trips.4  
 
TLC recently eliminated the $1 per trip which drivers who operate a WAV used to receive.5 This is a 
significant $2,500 - $3,000 wage cut for thousands of drivers. In the same rule package, TLC has also 
reduced the operations grants from $16,000 to $10,000, and increased the trip requirement to be eligible 
for operations grants from 250 to 750 per quarter.6 These austerity measures will cost drivers thousands in 
income; they are required, as TLC has noted, to ensure there is funding available to cover hack up 
payments to the influx of new WAVs caused by the 2024 court order.7 After a decade of loss in trips, 
which decreases TIF revenue, and with a court order to expedite conversions, which increases the costs to 
the fund, TIF is quickly approaching insolvency. The city made the settlement. The city must do its share 
to support drivers in meeting the mandate. The Council must sufficiently fund TIF to allow for the 

 
2 See Taxi and Ridehailing Usage in New York City, available at 
https://toddwschneider.com/dashboards/nyc-taxi-ridehailing-uber-lyft-data/ (Date accessed: Mar. 17, 
2026).  
3 Id.  
4 See 35 RCNY § 58-26(a)(1)(i).  
5 See Notice of Promulgation and Statement of Basis and Purpose, adopted Mar. 26, 2025, available at 
https://www.nyc.gov/site/tlc/about/newly-passed-rules-and-pilot-programs.page ("Statement of Basis and 
Purpose").  
6 Id.  
7 Id.  

https://toddwschneider.com/dashboards/nyc-taxi-ridehailing-uber-lyft-data/
https://www.nyc.gov/site/tlc/about/newly-passed-rules-and-pilot-programs.page
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reinstatement of the $1 per trip reimbursement for WAV operators and also increase the operations 
grants.  
 
In its 2025 rule package, TLC also heightened eligibility requirements for TIF funding, requiring that 
drivers submit applications within six months of hack up and increasing the numbers of trips that drivers 
must perform to receive operations grants.8 These requirements disproportionately affect the most 
vulnerable drivers, including those who are less proficient in English or the use of technology, as well as  
drivers who must work less due to health issues or age. Drivers earn every dollar that goes into the TIF 
fund through the trips they perform – they should not be denied access to life-saving funding they have 
earned due to technicalities. The TLC added these requirements when the TIF was at risk of becoming 
insolvent due to the increased number of WAVs becoming operational after the 2024 court order; these 
rules must be repealed, and the TLC and City Council must find alternative funding for TIF.  
 
 

C. City Council must require TLC to facilitate the operation of the ATLAS pilot 
program and provide additional funding for staff if necessary to do so.  

 
To bring down the purchase cost and monthly vehicle payments of WAVs, NYTWA worked with the 
TLC and the Disability Opportunity Fund to create the ATLAS pilot program, which provides low 
interest vehicle loans for the purchase of WAVs and one large sum of $30,000 (combining hack up and 
operations TIF payments) to allow for larger down payment and lower monthly payments.9 While the 
ATLAS program has provided significant financial relief to a handful of owner-drivers, its rollout has 
been severely hampered by operational roadblocks at the TLC that have slowed the approval of applicants 
and the enrollment in TIF to a trickle.  
 
Since the pilot program resolution was adopted on April 30, 2025, just 16 vehicles have been approved 
through the ATLAS program, out of the 100 vehicles the Disability Opportunity Fund has funding for. 
NYTWA, meanwhile, had recruited close to 200 medallion owners interested in the program even before 
the TLC application was posted online. The interest among drivers has been high. But with a slow vetting 
process, the vast majority have not been able to take advantage of the program, all while the cars Toyota 
set aside are just gathering dust. While we have proposed a list of solutions to TLC, we ask the Council to 
require adequate staffing for the program.  
 

III. City Council Must Support Higher Pay on Access-a-Ride/MTA Trips 

On March 17, the City Council heard testimony from MTA and NYC Transit on the budget. The Council 
must raise payments on Access-A-Ride and medical trips. Access-a-Ride trips are one of the last 
remaining areas of trips that are not subject to regulation regarding the amount of driver pay per trip; as a 
result, the payment per trip is low. Between low pricing by MTA and high take rates from brokers and 
bases, drivers are left with almost nothing. 
 
TLC has been aware for years that Access-a-Ride trip payments fall below the industry's pay standards. 
For example, when conducting a study on e-hail trips for yellow cab drivers, 99% of which were Access-
a-Ride trips at the time, the TLC found that drivers were being paid up to 20% less than they would have 
been for the same trips, when paid on a metered basis.10 That same report identified that drivers 

 
8 Id.  
9 ATLAS Pilot Program, available at https://www.nyc.gov/site/tlc/about/accessibility-atlas-program.page 
(Date accessed: Mar. 20, 2026).  
10 Flex Fare Pilot Report June 2019, available at 
https://www1.nyc.gov/assets/tlc/downloads/pdf/flex_fare_pilot_report_06_2019.pdf. at 5.  

https://www.nyc.gov/site/tlc/about/accessibility-atlas-program.page
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complained of the low fares and high fees of the trips, but because of the structure of the program, often 
did not know about the low fare amount until it was too late to cancel, as they were already face-to-face 
with the customer and would be subject to a high cancellation fee.11 
The metered rate for yellow cab drivers and the driver pay rules for High Volume For Hire Vehicle 
drivers are set, in part, by looking at driver expenses. When drivers are paid below those rates, they are 
being paid poverty wages: drivers are left struggling to cover their operational expenses, while also not 
making a living wage. The City Council must take action now, and work with the MTA and TLC to raise 
driver payments on Access-a-Ride trips.  
 

IV. The incidence of TLC fines for bus lane pick up and drop offs must be reduced and 
payment plans must be available for all Department of Finance and TLC fines. 

TLC drivers often receive bus lane tickets and double parking tickets while they are picking up and 
dropping off passengers. Fines can be as much as $25012, but there is no payment plan until the ticket is in 
judgement, at which point the car can be booted, leaving drivers unable to go to work or use their vehicle 
at all.  
 
TLC must provide longer grace periods for FHVs and taxis picking up or dropping off passengers and 
allow payment plans for all Department of Finance and TLC fines. In addition, if Uber and Lyft 
dispatched a vehicle to a point in a bus lane, they must pay the ticket.  
 
Conclusion 
Thank you in advance for your attention to these matters. We look forward to working with you.  
 
Respectfully Submitted,  
 
/s/ Allison Langley 
Staff Attorney  
New York Taxi Workers Alliance 

 
11 Id.  
12 See N.Y. Veh. & Traf. Law § 1111-c(e),  





into the city.
 
We encourage continued dialogue between city agencies and the interstate motorcoach
industry to ensure that enforcement policies are implemented in a manner that supports
environmental goals while also recognizing the operational realities of safely
transporting passengers.
 
Motorcoach transportation remains an important part of New York City’s mobility
network and tourism infrastructure. GNEMA looks forward to working collaboratively
with the City to ensure policies are both effective and practical.
 
Thank you for the opportunity to share these perspectives.
 
Respectfully submitted,
 
Patricia Cowley, Executive Director
Greater Northeast Motorcoach Association
PO Box 186
Washington, NJ 07882

pcowley@gnema.org
www.gnema.org
 



 
 
 

 
 

 
Testimony on 3/17/26 Preliminary Budget Hearing, ​

Transportation & Infrastructure Committee 
 
Open Plans writes today in regard to the Preliminary Budget hearing on 3/17. Open Plans 
believes in a livable and affordable New York City, and below are our budget priorities that 
would work towards that aim: 
 

●​ The Mayor’s campaign commitment of $20 million for the Open Streets for 
Schools: Full Closure (School Streets) program should be realized in the Council’s 
budget. The School Streets program closes streets in front of schools to keep kids 
safe from traffic, and to unlock outdoor recreation space for schools that may not 
have enough or any at all. However, insufficient resources (as well as a lack of 
cross-agency collaboration) result in less participation than is possible. During the 
campaign, Mayor Mamdani pledged to provide $20 million to the School Streets 
program for operational expenses. We believe this money is essential and can be 
used to hire more staff to manage the program, conduct outreach to potential 
schools, and provide assistance during the application process and throughout the 
life of their School Street. The Mayor didn’t include this $20 million as a line item in 
the Preliminary Budget, and we are requesting that the Council fund the School 
Streets program as an important step toward expanding access for students across 
the city. We discuss the potential of the School Streets program more in our report, 
School’s Out in the Streets. 

●​ Invest $25 million to pilot five Public Space Teams to foster local public space 
management. In our city, some neighborhoods receive better public space 
management — better street cleaning, public programming, and planning — than 
others. To remedy this issue, in our report Framework for the Future, we proposed 
the idea of Public Space Teams. These Teams would operate in Community Districts, 
and consist of two DOT employees — a Public Space Facilitator to coordinate the 
Team and the evolution of the space, and a Public Space Coordinator to perform 
public outreach — as well as a group of paid contracted Public Space Stewards to 
perform supplemental sanitation. In our report, we performed a financial analysis 
and found that $25 million would be sufficient to pilot five of these teams, one for a 
neighborhood in each borough, to bring more equitable public space management. 

●​ Allocate $4 million for hardened daylighting in 1,000 locations in 2026. Daylighting 
saves lives by removing obstructions from the curbspace at intersections, providing 
increased visibility for pedestrians and drivers alike. To ensure these spaces aren’t 
occupied illegally, hardened infrastructure like planters, boulders, or bike racks is 

Open Plans  |  PO Box 1009, New York, NY 10013  |  openplans.org 
 

https://www.openplans.org/school-streets-for-all-in-nyc
https://www.openplans.org/framework-for-the-future


 
 
 

 
 

essential. We request that the Council allocate $4 million for 1,000 hardened 
daylighting locations. 

●​ Fund implementation of five low-traffic neighborhoods, one in each borough. The 
majority of traffic in many residential neighborhoods is “cut-through traffic,” 
meaning the drivers who drive through a neighborhood do not stop; they use 
neighborhoods as throughways to get to their true final destination. To avoid this 
increased congestion and air pollution, we can use low-cost strategies to divert 
traffic out of neighborhoods and onto main roads. These strategies have been 
shown to be effective in cities like London, cutting down on congestion in residential 
neighborhoods while still allowing for local access for residents. The Council should 
allocate funding for the implementation of five low-traffic neighborhoods, one in 
each borough, as further described on our website. 

 
Respectfully, 
Open Plans 
 
Sara Lind 
Co-Executive Director 
sara@openplans.org 
 
Jackson Chabot 
Director of Advocacy and Organizing 
jacksonchabot@openplans.org 
 
Michael Sutherland 
Senior Policy & Legislative Analyst 
michael@openplans.org 
 

Open Plans  |  PO Box 1009, New York, NY 10013  |  openplans.org 
 

https://www.openplans.org/low-traffic-neighborhoods
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New York City Council Committees on Transportation and Infrastructure 
Oversight Hearing: Preliminary FY2027 Budget 
March 17, 2026 
Testimony of Eric McClure, Executive Director, StreetsPAC 
 
 
In our testimony at last year’s preliminary budget hearing, we noted that we could very 
well have rehashed testimony from the preceding three years, since so little had been 
accomplished over that time span, especially when it came to failing to meet the 
mandates laid out in New York City’s Streets Plan. 
 
In fact, the New York City Independent Budget Office had issued a report just prior to 
the FY2026 budget hearing indicating that funding and staffing for the Streets Plan’s 
benchmarks had been deeply inadequate, and that “without targeted investment and 
strategic hiring, DOT’s ability to deliver on the Streets Plan remains severely limited.” In 
addition, DOT’s staffing vacancy rate was double that of city government overall, which 
further undermined the agency’s ability to deliver on the Streets Plan’s crucial – and 
legally required – projects. 
 
But as we noted at the Streets Plan oversight hearing two weeks ago, elections bring 
change, and change brings opportunity. While we are well aware that New York City 
faces a challenging budget situation, we remain optimistic that Mayor Mamdani’s 
administration can begin to fix the failures of its predecessor. 
 
The first and most important step, we believe, is to ensure that the Department of 
Transportation is fully staffed, especially with the planners and designers and engineers 
critical to shaping and implementing the Streets Plan. While staffing is a significant cost, 
the potential for return on investment is also significant. It’s also crucial that DOT 
streamline the process of onboarding new employees, which currently takes an absurd 
amount of time. Filling the several hundred vacancies within DOT should be a top 
priority. 
 
Speaking of the Streets Plan, it’s essential that the FY2027 budget allocate sufficient 
resources to allow DOT to meet the required benchmarks for bike and bus lane 
implementation. While it’s understandable that a new administration still getting its sea 
legs is hesitant to make firm commitments when the previous administration failed so 
remarkably, it’s crucial that they adhere to Local Law 195. Measurably improving bus 
service and making greater progress toward Vision Zero is dependent on adding the 
bus and bike lanes required by the Streets Plan. 
 
Secure Bike Parking 



 
As we’ve been calling for the city to make a significant investment in a safe, secure 
citywide bike parking system since 2023, we’re excited that the effort is underway to 
create an initial network of 500 stations. With a quarter of city households having lost a 
bicycle to theft, the lack of secure storage options is clearly a huge barrier to unlocking 
the full potential of bicycles as transportation. While we’re very happy to see that City 
Hall has met DOT’s initial funding request for the program, we urge the kind of 
investment that will create a truly world-class bike-parking system that fully integrates 
charging infrastructure for e-bikes and that will eventually cover the entirety of New York 
City. 
 
Subsidizing the Bike Share Program 
 
We also renew our long-term call for meaningful public investment in the city’s bike 
share program. Citi Bike ridership continues to grow at a rapid pace, while bike share 
remains the only facet of our public transit system that receives no public subsidy. Even 
at the member rate, the cost for a ride on a pedal-assist Citi Bike quickly surpasses that 
of a subway or bus fare, which creates a perverse incentive for riders to prioritize speed 
over safety in trying to get to their destinations. 
 
Full and equitable expansion of the bike share system to all city neighborhoods, and 
implementing the hard-wired tech that will eliminate battery, will undoubtedly 
necessitate public investment. 
 
Fair Fares 
 
We join colleagues including the Permanent Citizens Advisory Committee and Riders 
Alliance in calling for the expansion of the Fair Fares program to 300% of the federal 
poverty level, fully free transit for families earning less than 150% of the federal poverty 
level, the inclusion in the program of express buses and the commuter railroads, 
automatic enrollment of qualified participants, and the closing of loopholes for seniors 
and disabled riders. 
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​Center for Justice Innovation​
​New York City Council​

​Committee on Transportation & Infrastructure​
​March 17, 2026​

​Good morning Chair Abreu and esteemed members of the Committee on Transportation​
​and Infrastructure. My name is Amanda Berman, and I serve as Senior Director of Court Reform​
​for the Center for Justice Innovation (the Center). Thank you for the opportunity to testify today.​

​Safe streets are fundamental to public safety and community well-being across New York​
​City. Traffic accidents are preventable, yet too many New Yorkers continue to experience serious​
​injury and loss of life on our roads each year. Addressing this challenge requires more than​
​enforcement alone—it requires solutions that change behavior, support accountability, and​
​address the underlying factors that contribute to harmful conduct while minimizing unnecessary​
​justice system involvement.​

​As New York City confronts significant budget gaps, strategic spending on programs that​
​address the root causes of public safety issues can minimize costs later on. For the past three​
​decades, the Center for Justice Innovation has worked to develop practical, evidence-based​
​approaches that address the root causes of harm and strengthen long-term public safety. Across​
​our programs, we work to reduce reliance on costly, punitive responses that often fail to prevent​
​future harm, instead advancing interventions that promote responsibility, healing, and behavioral​
​change. Our transportation-related initiatives reflect this mission by treating driving behavior as​
​a serious public safety issue. Investing in prevention, accountability, and support systems will​
​make streets safer for all New Yorkers and reduce the downstream costs of repeat system​
​involvement.​

​Driver Accountability Program & Circles for Safe Streets​

​The Center for Justice Innovation’s Driver Accountability Program improves street safety​
​by addressing dangerous driving behavior through education and restorative justice rather than​
​relying solely on punitive legal responses. Operating at seven sites across all five boroughs, the​
​program provides a meaningful alternative to fines, prosecution, or short-term incarceration for​
​individuals charged with vehicular offenses such as reckless driving, failure to yield, leaving the​
​scene of an accident, or impaired driving. Through facilitated group sessions, participants engage​
​in structured self-reflection, learn about the real impacts of traffic violence, hear victim​
​perspectives, and commit to concrete behavior changes that promote safer driving. In 2025 alone,​
​more than 1,000 drivers completed the program citywide.​​1​ ​Independent evaluation has shown​

​1​ ​Center for Justice Innovation. (2026). Justice Center Application database. [Data file].​

​2​



​strong outcomes, including a 50% reduction in recidivism in Brooklyn and improved safety​
​outcomes in multiple boroughs.​​2​

​City Council funding supports program operations, staffing, and multilingual access​
​across criminal courts citywide, and the Center is seeking renewed funding to sustain these​
​services while expanding capacity to meet growing demand. Requested funding will also support​
​program enhancements, including expanded operations at the Midtown Community Justice​
​Center, a new curriculum addressing documentation-related driving offenses, and​
​pre-arraignment diversion partnerships that resolve cases earlier while conserving court​
​resources.​

​In addition, funding will sustain and expand Circles for Safe Streets, an innovative​
​restorative justice initiative that responds to serious traffic crashes involving severe injury or​
​death. This program brings together drivers and victims or surviving family members in a​
​structured process focused on accountability, healing, and repairing harm—filling a critical gap​
​in traditional legal responses to traffic violence. Funding supports restorative justice facilitators,​
​victim support services in partnership with Families for Safe Streets, interpretation services, case​
​management, and program evaluation efforts.​

​Together, these investments strengthen New York City’s Vision Zero goals by improving​
​driver behavior, supporting victims of traffic violence, reducing repeat offenses, and promoting​
​safer streets through evidence-based, community-centered approaches.​

​Bronx Community Solutions Driving While Intoxicated Treatment Initiative​

​Since 2010, Bronx Community Solutions (BCS) has assisted all individuals ordered by​
​court mandate to complete a screening and assessment, DWI treatment, and enrollment in the​
​Driver Accountability Program. This initiative began at the request of the judiciary, who noted​
​that participants were having difficulty navigating the complicated network of private providers​
​of these statutorily mandated services. While BCS never charges any cost to participants for​
​services, private providers of DWI treatment regularly charge $300 to $400 to complete a​
​screening and assessment. BCS has negotiated with several providers who have been willing to​
​accept a reduced fee of $150 in order to serve the volume of court-mandated cases that come​
​from Bronx Criminal Court. Nonetheless, this remains a significant financial hurdle for​
​participants and a barrier to entering the treatment process as soon as possible.​

​Bronx Community Solutions is seeking funding from City Council to cover the costs of​
​DWI treatment and assessments for its participants, and to fund the staffing of a DWI treatment​
​coordinator so that BCS may continue to rapidly connect mandated participants to treatment,​
​resulting in safer streets for all New Yorkers. Over the last three years, BCS has assisted an​
​annual average of 176 participants in the completion of their mandated DWI treatment. Since​
​2020, among the participants referred and followed by BCS through their treatment process, over​
​94% successfully completed treatment.​​3​ ​Currently, as an unfunded initiative, BCS utilizes the​
​time of several members of the organization’s intake and compliance departments to complete​
​this work. The DWI Treatment Initiative will allow for this work to be facilitated by a dedicated,​

​3​ ​Center for Justice Innovation. (2026). Justice Center Application database. [Data file].​

​2​ ​Strong, H., Reynolds, D., & Sharlein, J. (2024, November 3). Steering Towards Safety: An Impact Evaluation of​
​the Driver Accountability Program.​
​https://www.innovatingjustice.org/wp-content/uploads/2024/11/DAP-eval_11072024.pdf​

​3​
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​full-time treatment coordinator. If funded, this DWI treatment coordinator will be a bilingual​
​Spanish and English speaker to best serve the community’s demonstrated needs.​

​Conclusion​

​Together, these initiatives demonstrate how transportation policy, public safety, and the​
​City’s financial goals are deeply interconnected. By addressing dangerous driving behaviors,​
​supporting individuals in accessing treatment, centering the needs of victims, and promoting​
​restorative accountability, these programs prevent future harm while minimizing future expenses​
​for the City. These programs advance the City’s Vision Zero goals not only through enforcement,​
​but through prevention, education, and meaningful intervention that reduces repeat offending and​
​promotes lasting behavioral change.​

​Continued City Council investment will allow the Center for Justice Innovation to sustain​
​and expand these proven approaches, ensuring that responses to traffic violence are effective,​
​equitable, and rooted in long-term safety outcomes. By funding programs that address the causes​
​of harmful behavior while minimizing the collateral consequences of traditional justice system​
​responses, the Council can help build safer streets, healthier communities, and a more effective​
​model of public safety for New York City.​

​4​



​Center for Justice Innovation FY27 Proposals​

​●​ ​#2156900 - Center for Justice Innovation General Funds - $750,000​

​Innovative Criminal Justice Programs (Renewal);​
​Speaker's Initiative​

​Description:​​This is an application to support the​​continuation of the Center for Justice​
​Innovation’s innovative criminal justice responses, community-based public safety​
​initiatives, and access to justice programs across all five boroughs in New York City. City​
​Council’s support allows us to serve tens of thousands of New Yorkers with mental health​
​services, family development, youth empowerment, workforce development, and​
​housing, legal, and employment resource services. Our goal continues to be improving​
​safety, reducing incarceration, expanding access to community resources, and enhancing​
​public trust in government to make New York City stronger, fairer, and safer for all. With​
​expanded funding, the Center will be able to make deeper investments in housing justice:​
​a key priority area that underpins our efforts at large to build community justice.​

​●​ ​#2247172 - Driver Accountability Program - $1,185,000​

​Alternatives to Incarceration and Reentry Programs (Renewal)​

​Description:​​The Center for Justice Innovation’s Driver​​Accountability Program has​
​been proven to improve street safety by changing driver behavior, while minimizing​
​harms perpetuated by the criminal justice system’s historically punitive responses. It does​
​so by offering a proportionate and meaningful alternative to fines, fees, traditional​
​prosecution, or short-term incarceration for vehicular charges; and by utilizing principles​
​of restorative justice to address the dangerous behaviors that are the primary cause of​
​pedestrian fatalities. The program currently operates at seven sites in all five boroughs,​
​with six of those sites receiving support from City Council. This application seeks​
​funding to sustain those operations, as well as the operations of its more intensive​
​version, Circles for Safe Streets, which brings together drivers and their victims for a​
​process of accountability and healing in cases where traffic crashes have caused critical​
​injury or death.​

​5​



​●​ ​#2247103 - NYC Clean Up - $75,000​

​NYC Clean Up; Speaker’s Initiative (Renewal)​

​Description:​​Bronx Community Solutions’ (BCS) Community​​Service Initiative seeks to​
​beautify the Bronx and develop healthy, engaging public spaces for its residents. BCS​
​creates projects that target local needs and connect participants to resources in their​
​community. BCS partners with the criminal court system, local volunteers, city agencies,​
​and community-based organizations to conduct graffiti and street cleanup, park​
​revitalization, community garden upkeep, art installations and more. Through BCS’s​
​Community Service Initiative, individuals with low-level criminal charges have an​
​opportunity to reconnect with their community rather than serve jail time. Additionally,​
​BCS empowers local residents and organizations to sustain their own projects by​
​providing expertise, supplies, volunteers, and existing partnerships to support​
​community-led projects. Continued City Council funding will support these community​
​service projects, including special projects conducted with partner organizations​
​throughout the Bronx.​

​●​ ​#2247165 - Driving While Impaired - $100,000​

​Member Item; Bronx Delegation (New/Renewal)​

​Description:​​Since 2010, Bronx Community Solutions​​(BCS) has assisted all individuals​
​ordered by court mandate to complete a screening and assessment, DWI treatment, and​
​enrollment in the Driver Accountability Program.  This initiative began at the request of​
​the judiciary, who noted that participants were having difficulty navigating the​
​complicated network of private providers of these statutorily mandated services.  While​
​BCS never charges any cost to participants for services, private providers of DWI​
​treatment regularly charge $300 to $400 to complete a screening and assessment.  BCS​
​has negotiated with several providers who have been willing to accept a reduced fee of​
​$150 in order to serve the volume of court mandated cases that come from Bronx​
​Criminal Court, but that still remains a significant financial hurdle for participants and a​
​barrier to entering the treatment process as soon as possible, thus making Bronx streets​
​safer.  To eliminate this financial burden on participants and also expedite the treatment​
​process, this application seeks funding to cover the costs of DWI treatment and​
​assessments for BCS participants, and to fund the staffing of a DWI treatment​
​coordinator so that BCS may continue to be relied on by the courts to do the necessary​
​work of rapidly connecting mandated participants to treatment, resulting in safer streets​
​for all New Yorkers.​
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Renae Reynolds, Executive Director  
Tri-State Transportation Campaign  
Written Testimony: NYC Council Transportation & Infrastructure Committee  
March 17th, 2026  
 
My name is Renae Reynolds, I am the Executive Director of Tri-State Transportation 
Campaign (TSTC). TSTC is a non-profit advocacy and policy organization dedicated to 
fighting for improved mobility, accessibility, affordability, and sustainability in New York, New 
Jersey, and Connecticut. Thank you for the opportunity to provide a comment to the NYC 
Council Transportation and Infrastructure Committee Hearing on the Preliminary Budget for 
Fiscal Year 202, the Preliminary Capital Plan for 2027-2030, and the Fiscal Preliminary 
Mayor’s Management Report.   
 
TSTC is supportive of faster and more reliable buses encouraged by the MTA’s coordination 
with NYC DOT to achieve faster, more frequent service. We agree on the need for more 
traffic enforcement to keep dedicated bus lanes clear in order for buses to stay on-time and 
reliable. We also echo MTA’s sentiment about the importance of keeping transit affordable 
to all New Yorker’s, and expanding access to the existing Fair Fares program. We are 
disheartened by the reductions to the program in the preliminary budget and urge the Mayor 
to restore this funding. We cannot lose momentum or pull back on the critical benefits that 
this program provides to working class people. While we support the efficiency brought on 
by the adoption of OMNY, we must express concerns with complete digitization of Student 
OMNY–maintaining physical OMNY cards is crucial to ensuring young people's ability to 
board transit without any hiccups. Consider the scenario of a student with low or no battery 
charge on their cell phones, or a lost cell phone: we do not want to see young people 
stranded due to any technological shortcomings. A physical OMNY card provides a critical 
redundancy in case of any unforeseen problems.  
 
MTA acknowledged that current expenditures, $19.5 million, on police presence in subways 
has contributed to a significant reduction in subway crime and improvements in ridership 
experience. However, they propose an increase of $38.5 million more for FY27. We believe 
the additional funding should be used to restore the city's reduction to Fair Fares and 
complementary social service investments. We should provide more support for the 
unhoused individuals who seek refuge in the subway and those who may experience 
mental health challenges that can impact both the rider experience and perceptions of 

 



 
 
 
 
 
 
 
safety. This would address the underlying problem without constantly relying on costly 
surges in police presence. 
 
TSTC strongly supports the MTA’s expansion efforts to better connect the city. Projects like 
the Inter-Borough Express, Penn Station Access, and the Second Avenue Subway are 
essential to delivering faster, more efficient mobility, and improved connectivity. We stand in 
support and solidarity with the MTA in urging an end to the federal withholding of critical 
resources for the purposes of political gamesmanship.  
 
TSTC wants to reaffirm the City’s ongoing efforts to achieve the legally mandated Streets 
Plan. LL 195 requires DOT to install 30 miles of bus lanes and 50 miles of protected bike 
lanes each year–since DOT has fallen short on delivering these legislatively mandated 
goals, we recommend creating a publicly accessible dashboard, to track progress and 
share important updates. We see an opportunity for increasing prioritization in one of New 
York’s most marginalized communities: the Rockaway Peninsula. The Peninsula is home to 
nearly 125,000 residents in our most climate vulnerable coastal communities. It is beyond 
time for the Rockaways to be seen and receive equitable investment in streets redesign 
initiatives, fully connected bike and pedestrian networks, and better bus lanes for faster 
commutes. Currently the Rockaways is listed at the lowest priority level but opportunities 
abound to make a model of coastal living on New York’s forgotten gem.  
 
With regards to daylighting, TSTC supports daylighting intersections throughout the city and 
we want to ensure that a strategy for successful implementation is at the forefront. There 
should be an overarching goal to eventually attain a universal daylighting but one that is 
rooted in long term investments and strong enforcement. We seek transparency in the 
DOT’s planning process and robust community engagement.  

Thank you for your time and consideration. We look forward to the continued work ahead. 

 

 







contact us at telephone number 917-576-0225 or email us
at dnyadapt@gmail.com.

Very respectfully,
Kathleen Collins 

-- 
From your Downstate NY ADAPT Co-coordinators 
Free Our People!
Visit our website at: 
www.DNYADAPT.com
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Dear Majority Leader Abreu: 
 

The undersigned disability organizations submit this 

testimony to the New York City Council Committee on 

Transportation and Infrastructure. 
 

We address issues related to the following four agencies 

questioned by the New York City Council Committee on 

Transportation and Infrastructure: 

 
1-Metropolitan Transportation Authority (MTA)/New York 

City Transit Authority (NYCTA). 

 

2-New York City Department of Transportation (DOT), 

 
3-Taxi and Limousine Commission (TLC), and 

 

4-New York City Department of Design and Construction 

(DDC).   
 

1. MTA/New York City Transit 

 

Access-A-Ride (AAR) 

 
The City Council must take a particularly close look at 

AAR, since the City of New York funding now supports 

80% of its cost.  We urge the City Council to follow up on 

our concerns with additional oversight hearings and to 
work with us, the Administration and the MTA to improve 

service.  
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E-Hail Pilot Program 

 
Those of us who are not fortunate to be a participant in 

the E-Hail Pilot Program are still required to request rides 

before 5 p.m. the day before an appointment.  When will 

all AAR customers be included in the E-Hail Pilot 
Program?  The E-Hail Pilot Program needs to be made 

available to all AAR users who want to use it because it 

gives us the ability to be spontaneous like everyone else.  

The restriction on the number of rides a person is allotted 

to take on the E-Hail Pilot Program needs to be 
eliminated. 

 

We are glad to see that the MTA has increased the 

amount of the cost the MTA will cover for each trip on the 

E-Hail Pilot Program.  However, it would be helpful if the 
MTA was to cover the total cost of these rides, less the 

fare everyone pays to ride the buses and subways (as 

the Memorandum of Understanding between the City of 

New York and the MTA requires), so that more of the City 
can be reached without the on-demand passenger having 

to pay significant out-of-pocket costs.  We understand 

that the MTA faces budget constraints just like everyone 

else; however, the cost of placing more people on the E-

Hail Pilot Program is minuscule in comparison to the 
City’s and MTA’s multibillion dollar budgets and has a 

profound beneficial impact on the lives of New Yorkers 

with disabilities. 
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Taxi Authorizations 

 
Until the E-Hail Pilot Program is available to all AAR 

users, all AAR customers should be able to use taxi 

authorization between boroughs in the same way that 

AAR customers can use taxi authorization within a 
borough and to travel to a limited number of designated 

places such as the airports in New York City as well as 

Grand Central Terminal and Pennsylvania Station. 

 

Safety of Access-A-Ride and Broker Service  
 

With respect to safety, many AAR users face their safety 

being compromised daily.  Access-A-Ride riders 

constantly experience drivers in both the broker service 

and the blue and white bus service making video calls on 
their phones, watching YouTube and TikTok as well as 

engaging with other social media such as Facebook, and 

Instagram, while on the road.  The City Council must act 

now to stop this for the safety of passengers and the 
public. 

 

So too, when we make our reservation for AAR and see 

that we are assigned a black car, we who use wheelchairs 

wonder whether the wheelchair vehicle will have a seat 
belt and shoulder belt.  Additionally, we wonder if the 

driver will have the four wheelchair securement devices, 

and will the securement devices be operating properly, 

and will the driver know how to secure our wheelchairs, 
and will the driver know how to place the seat belt and 

shoulder belt on us?  The MTA needs to ensure that all 

riders can be secured properly; it does not do this now. 
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New Yorkers who are blind, New Yorkers with low vision 

and New Yorkers with mobility disabilities wonder if the 
driver will come over to them and assist them into and 

out of the vehicle, which the drivers are required to do. 

This problem was experienced by many passengers with 

disabilities many times during this past winter since 
drivers did not want to leave their cars.  Further, AAR 

passengers would show up on time and need assistance 

to get to the vehicle due to the weather, snow and ice 

and did not receive assistance and then treated as “no- 

shows” by AAR.  Significantly, when these passengers 
called up AAR to explain what occurred, the response was 

sorry we cannot change the information.  This is 

significant since if a passenger’s no-show trips are more 

than 30% of the passenger’s reserved trips, and there 

are more than 7 no-show trips within thirty days, the 
passenger’s service can be suspended by the MTA. See: 

Access-A-Ride-No-Shows-and-Late-Cancellations. 

 

Similarly, New Yorkers who are Deaf or have hearing loss 
find many times that AAR drivers, broker drivers, and bus 

drivers do not know how to communicate with them. 

Additionally, there are no real-time visual updates and a 

lack of American Sign Language interpreters’ support. 

 
Thus, there needs to be better training of all drivers who 

provide services to the public since they work with people 

with various disabilities every day. 

 
 

 

 

https://www.mta.info/accessibility/access-a-ride/policies-and-forms/access-a-ride-policy-for-no-shows-and-late-cancellations
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All riders using AAR wonder if we will be picked up on 

time and arrive at our destination on time.  Too many 
riders using AAR are picked up hours after the designated 

time and too often riders are given inaccurate 

information as to when they will be picked up from 

operators at Access-A-Ride and from the MTA app. 
 

Additionally, assuming that the MY MTA app is operating, 

which is a major assumption at times, riders who use the 

broker service must deal with drivers, vehicles, and 

license plates that do not match what is posted on the MY 
MTA app.  Some drivers do not match the driver’s license 

picture on the windshield.  On some occasions 

passengers get different drivers and cars than what is 

listed in the app.  While the MTA boasts about the 

success of the MY MTA app, they have not addressed the 
problems with it.  Consumers need to know who their 

drivers are for their own safety.  

 

Condition of Blue and White Buses 

The general riding public would refuse to ride the blue 

and white buses (now sometimes known as blue and 

yellow buses) that are provided to New Yorkers with 

disabilities.  With respect to the blue and white buses, 
these AAR vehicles are basically a truck chassis with 

terrible springs.  We request that the City Council look at 

the vehicles that the MTA is purchasing to see how we 

can get better vehicles that ride smoothly.  Presently, 
many AAR riders, who already have bad backs and necks, 

complain about their back and neck pain being 

exacerbated by having to ride in these very bumpy blue 

and white buses and those without bad backs are 
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concerned that they will acquire another disability, that 

is, back and neck injuries, by riding in these blue and 
white buses.  The public would not put up with such 

bumpy rides that passengers with disabilities must 

experience daily on AAR buses.  If anything, the rides for 

people with disabilities should be smoother not worse 
than what the public experiences on the buses presently 

operated by the MTA. 

 

Inability To Communicate 

 
Another issue is AAR drivers speak many languages 

which reflects the wonderful diversity of New Yorkers. 

However, this causes safety issues for many riders with 

disabilities.  Significantly, the MTA requires its bus drivers 

and the engineers and conductors on its subways and 
railroads to be able to speak and understand English.  In 

stark contrast, many of the MTA’s broker service drivers 

do not know how to speak with their passengers even 

with respect to simple sentences such as “Where am I? 
What address are you going to? Am I there yet?” and “I 

need a seat belt and shoulder belt.”  This needs to be 

corrected.  We, people with disabilities, need to receive 

services equal to that of the rest of the riding public who 

would be shocked if a bus driver told them he did not 
understand English. 
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Filing Complaints 

 
Further, we ask, “When will AAR join the 21st century and 

coordinate with the Taxi and Limousine Commission 

concerning filing complaints?”  Presently, the information 

you need to provide to 311 to make a complaint about an 
AAR trip is not provided to AAR customers.  The two 

systems need to be connected and streamlined. 

 

Call Out and Assist 

 
The MTA needs to improve training of all AAR drivers, 

that is drivers of broker service vehicles and the blue and 

white buses, and the TLC needs to improve training of all 

taxicab drivers and for-hire vehicles (FHVs) drivers 

because these drivers are not providing call out and 
assist to passengers who are blind or have low vision on 

a consistent basis.  Call out and assist is when the driver 

gets out to help a waiting passenger walk to their car or 

a paratransit bus since they cannot see the vehicle and 
the driver provides information to the passenger such as 

where is the vehicle going, when the vehicle has arrived 

at its destination and assists the passenger to the door of 

their destination as well as describes where the  

passenger is being dropped off.  This is another example 
where people with disabilities’ safety is placed in 

jeopardy due to drivers not being able to communicate 

with their passengers. 
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Buses 

 
Signage 

 

With respect to the signs on buses that say “Wont you 

please give this seat to the elderly or disabled” or “If 
requested you must give this seat to the disabled” these 

signs do not seem to be very effective.  The sticker over 

the seats in Washington, D.C. say, “PRIORITY SEATING 

Federal Law Requires That These Seats Be Available to 

Persons with Disabilities and to Seniors”.  The language 
that the Washington Metropolitan Area Transit Authority 

(WMATA) uses on its’ vehicles seems to be more 

affirmative and not an ask but a command: it tells people 

to avoid sitting in these seats and leave these seats 

empty.  Similarly, accessible parking signs indicate to 
most drivers that they must keep the accessible parking 

space available for those who need it. 

 

We recommend that when the New York City Transit 
Authority changes the signs on the buses as part of its 

scheduled maintenance, it replaces the old signs with 

new signs that have the same affirmative statements 

that the signs that are used in Washington, D.C. 

communicate to the public.  Additionally, it would help if 
the announcements on trains and on buses remind 

people not to sit in the seats that are reserved for people 

with disabilities. 

 
Better affirmative signage and announcements reminding 

New Yorkers to keep vacant seats reserved for 

passengers with disabilities are essential because many 

people have invisible or near-invisible disabilities that 
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affect their ability to stand or hold on to bus or subway 

straps/handrails for long periods of time.  If the disability 
seating were always left vacant, people with disabilities 

would not have to worry about asking someone to move 

for them when it is not evident to the person already 

sitting that the person with a disability needs a place to 
sit. 

 

Express Buses 

 

On Monday, March 17, 2025, the Office of the 
Comptroller published a report on the MTA’s express bus 

service.  It exposed something our community has known 

for years: The MTA fails to keep its express buses 

accessible.  The report highlighted extensive equipment 

and training problems that essentially shut out people 
with mobility disabilities from riding express buses.  

These buses provide a very important service between 

boroughs which is especially critical to people with 

disabilities because we do not have full access to the 
subway system and will not for several years. 

 

Former Comptroller Lander’s report made several 

recommendations.  One additional suggestion we hope 

the City Council will advocate for is that the MTA provide 
a video for drivers that they can access on their cell 

phones to refresh their recollection on how to operate the 

lifts on express buses until the MTA purchases express  

buses with ramps.  Similarly, broker service drivers under 
AAR should be able to access a video on their cell phones 

that shows how to fasten a wheelchair and how to 

assembly the seat belts and shoulder belts on passengers 

using wheelchairs.  
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2. New York City Department of Transportation 

 
Condition of Sidewalks, Pedestrian Ramps, and 

Roadways 

 

Crossing streets is hazardous to your health when you 
have a disability, since you are more likely to have to 

cross a street that has no Accessible Pedestrian Signal, 

see infra, than one that does have one.  So too, some 

pedestrian curb ramps are very dangerous because they 

guide people with low vision or who are blind into traffic 
instead of a safe pathway to the other sidewalk.  

Additionally, at times, New Yorkers with disabilities 

encounter sidewalks with no pedestrian curb ramps or 

pedestrian curb ramps which are very steep, have cracks 

and potholes, are uneven or guide you into traffic instead 
of a safe way to the other sidewalk.  When a sidewalk 

has no pedestrian curb ramps available, very steep 

pedestrian curb ramps or broken pedestrian curb ramps, 

a person using a wheelchair can be completely stranded 
until some kind person helps them. 

 

Additionally, the City needs to repair sidewalks where 

tree roots are pushing up the sidewalk because this is not 

only an unsafe obstacle for people with disabilities but 
also is a tripping hazard for everyone.   
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Bus Stops 

 
Even in the 21st century, we still encounter bus stops 

that are not accessible; this is not acceptable and illegal. 

Further, even when the bus stop is accessible there may 

not be a bus shelter with chairs with backs.  We need 
every bus stop to be accessible and all bus stops need to 

have accessible bus shelters that have space for 

wheelchair users and seating with backs for people to 

wait for buses.  The need for all bus stops to be 

accessible and to have bus shelters with sufficient room 
to shelter both people who use wheelchairs and other 

mobility devices, as well as provide seating with backs for 

other passengers, is even more important now, as we 

saw just this winter, with the changes happening to the 

climate in New York City. 
 

Additionally, we in the disability community are 

concerned that there is a push to have less bus stops and 

faster buses.  Removing bus stops can result in 
eliminating a New Yorker with a disabilities ability to 

board a bus.  A few blocks more to walk or wheel can 

result in no access to a bus. Forcing New Yorkers with 

disabilities and without disabilities such as very young 

and very old New Yorkers as well as New Yorkers with 
young children to go several blocks to get on a bus can 

mean the difference to boarding a bus or not.  We 

strongly recommend that DOT provide more, not less bus 

service.  
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Another concern is the bus stop islands and bus bulbs the 

City is installing which can be difficult, hazardous, and in 
certain instances, impossible to access when you are 

blind or have low vision, or use a wheelchair, walker, or 

other mobility device.  We strongly urge DOT to have 

discussions with us before it installs any additional bus 
stop islands and bus bulbs and not after mistakes are 

made and people are injured or killed.    

 

Bus stop shelters, benches and their placement are the 

responsibility of the city’s DOT.  The City Council should 
use its oversight to delve more deeply into these 

concerns. 

 

Accessible Pedestrian Signals (APS) 

 
Crossing streets is even more hazardous when you have 

low vision or are blind since you are more likely to have 

to cross a street that has no APS than one that does have 

an operational APS.  Additionally, even when an APS 
exists, the volume of the APS needs to be loud enough to 

be heard over heavy New York traffic. If you cannot hear 

the APS signal, it is useless.  

 

APS must work correctly-it is a matter of life and death.  
The APS the City installs should, among other things, 

clearly indicate which pedestrian crossing is served by 

each device as well as provide the name of the street 

that will be crossed in accessible formats such as 
verbally, Braille and raised print.  So too, tactile maps of 

crosswalks also need to be provided.  
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In view of the fact that the City has been required for 

more than thirty years to have Accessible Pedestrian 
Signals and pedestrian curb ramps, its Streets Plan, due 

in fiscal year (FY) 2026, requirement that APS be 

installed at no fewer than 2,500 intersections over five 

(5) years, and pedestrian ramps be installed at no fewer 
than 3,000 street corners by FY 2031 is just a drop in the 

bucket and is not sufficient to improve safe travel for 

people with disabilities. Committee Report, dated January 

21, 2025, at p. 21.  We are glad to see that the New York 

City Department of Transportation’s updated plan 
reported that 716 APSs were installed, which exceeded 

DOT’s benchmark of 500 APSs, however, we would like 

to see DOT keep up and exceed this pace in installing 

APSs. See, NYC Streets Plan Update 2026 at p. 3.  

 
Significantly, the New York City Department of 

Transportation’s NYC Streets Plan Update 2026 does not 

give an update on accessibility with respect to anything 

other than APS and even with respect to APSs, there is 
no update in this report about the maintenance of APSs 

and the repairing of APS when they breakdown.  This is 

quite telling since this report discusses bus stops and bus 

shelters but provides no information as to the 

accessibility of bus stops and bus shelters.  It discusses 
bike lanes and provides a map concerning bike lanes but 

provides no additional information about APSs and 

pedestrian curb ramps. 

 
 

 

 

https://legistar.council.nyc.gov/LegislationDetail.aspx?ID=7077202&GUID=C40F8CB4-9E2C-48E1-B0F4-6444C5CEEE9C&Options=&Search=
https://legistar.council.nyc.gov/LegislationDetail.aspx?ID=7077202&GUID=C40F8CB4-9E2C-48E1-B0F4-6444C5CEEE9C&Options=&Search=
https://www.nyc.gov/html/dot/downloads/pdf/nyc-streets-plan-update.pdf
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Additionally, New Yorkers are finding trash cans are being 

illegally attached to the APS and this forces New Yorkers 
to have to reach over and at times, touch garbage to 

access the APS. This is a health concern that DOT needs 

to address immediately.  

 
Further, DOT is not keeping track of when they receive a 

complaint that an APS is not working and when the repair 

is made to the broken APS.  Moreover, there seems to be 

no record of how quickly the APS become inoperable  

after being installed.  DOT claims that the APS are many 
times damaged from weather and cars. Accurate data 

needs to be collected and reported so we will be able to 

know how well APSs are working and making streets 

safer. 

 
Bicycle Lanes, Bicycles, Electric Bicycles and 

Electric Scooters 

 

Since we all need to share the limited space in New York 
City, all drivers of motorized vehicles, electric vehicles, 

and bicycles need to be made aware that they are 

subject to regulations that promote everyone’s safety.  

Additionally, those regulations already on the legal books 

need to be enforced fairly and effectively. 
 

We, the undersigned disability organizations, support the 

micro-mobility and delivery service industries.  

Additionally, our community includes members with 
respiratory issues, and thus, we support transportation 

alternatives that protect New York City’s environment 

and reduce air pollution.   
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Significantly, however, the wider bicycle lanes are 

making it more difficult and treacherous for New Yorkers 
with disabilities to cross the street.  Presently, bicycles, 

electric bicycles, and scooters are not required to have 

any insurance and do not have any sound on them to 

warn persons who have low vision or who are blind that a 
bicycle is near them.  So too, many people have reported 

that all these bicyclists do not follow the traffic rules and 

regulations and are notorious for going through red traffic 

lights.  Further, delivery personnel riding bicycles many 

times leave their bicycles anywhere and everywhere on 
the sidewalk and just make it difficult and hazardous to 

travel on even the sidewalks.  Bicyclist ride bicycles for 

pleasure or for work for a few hours, however, in stark 

contrast we, people with disabilities, walk all places, all 

the time, and need the sidewalks and streets to be safe 
and free of obstacles, including bicycles and scooters.  

The City Council needs for the DOT to be more 

accountable and require DOT not just to hold meetings 

with disability organizations but actually consider our 
recommendations. 

 

3. Taxi and Limousine Commission 

 

With respect to the New York City Taxi and Limousine 
Commission again, we do not know when taxis and FHVs 

will help us into and out of the vehicle.  Riders who use 

wheelchairs do not know if they will be provided with a 

seat belt, shoulder belt and four-point lockdowns. 
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The Taxi and Limousine has allowed several Revel FHVs 

that are not wheelchair accessible on the roadways of 
New York City and advocates for the use of electric 

vehicles that at this time are not wheelchair accessible, 

and probably will never become wheelchair accessible, 

without a demand being made that they be accessible.  
We request the City Council to pass a law that mandates 

that the New York City Taxi Limousine Commission 

require that all electric FHVs be wheelchair accessible.  If 

such a law was enacted, then manufacturers would make  

electric FHVs wheelchair accessible.  Our tax dollars 
should not be used to deliberately exclude us, the largest 

voting minority in New York City, from access to all 

modes of transportation. 

 

We recommend that the City Council require that the 
New York City Taxi and Limousine Commission require 

that all new FHVs be wheelchair accessible vehicles until 

passengers who use wheelchairs have 100% access to all 

New York City's FHVs and not only 50% of the active 
medallion taxicabs.  When 100% of all New York City 

FHVs are wheelchair accessible, everyone who needs a  

wheelchair accessible FHV will be guaranteed to get a 

wheelchair accessible FHV and this will allow all New 

Yorkers to travel throughout the five boroughs in New 
York City with ease. 
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Accessible Dispatch 

 
We are sad that the Taxi and Limousine Commission has 

replaced the working Accessible Dispatch Program with a 

program that is not working.  The TLC’s new program 

does not have a telephone number where a person can 
immediately speak to a live customer representative 

trained in dealing with various disabilities who can 

communicate with the customer and is able to be called 

back if something goes wrong in getting the taxicab.  

Many people in the disability community strongly 
recommended that the TLC keep this in any system 

replacing Accessible Dispatch and yet, TLC choose to 

totally ignore our recommendation. 

  

What is the point of having more accessible taxicabs if we 
cannot get a ride in the first place? 

  

Many times, Accessible Dispatch was called when a 

person was under stress due to an AAR vehicle or FHV 
not showing up and Accessible Dispatch was the only 

lifeline left for a person with a disability to get to an 

appointment or home.  Now there is no functioning 

lifeline.  The prior system made it easy for a person to 

access a live person well-trained in the needs of people 
with disabilities.  The prior Accessible Dispatch Program 

had a dedicated provider that any person could contact to 

get a taxicab to come to them.  You did not even have to 

remember the number for Accessible Dispatch since you 
could call 311 and they would connect you to Accessible 

Dispatch.  In sum, we need to reestablish the prior 

system.  
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It did not, and still does not, make sense to replace 

something that is not broken, that is Accessible Dispatch, 
merely to purportedly save a few dollars which in the end 

now will probably cost more to get a system as good as 

we already had.  This seems to not make sense.  If the 

Taxi and Limousine Commission needs more money to 
fund the conversion of taxis into wheelchair accessible 

vehicles, we respectfully submit that the City Council 

should provide more funds for these conversions.  So too, 

the City Council should fully fund the Accessible Dispatch 

program. 
 

4. Department of Design and Construction 

 

With respect to the New York City Department of Design 

and Construction, the Department of Design and 
Construction must ensure that the capital projects it 

oversees are accessible to people with disabilities.   

This is vital.  Thus, the Department of Design and 

Construction needs to make sure that all the 
infrastructure and public building projects are made 

accessible to people with all types of disabilities.   

The Department of Design and Construction needs to be 

required to confer with cross-sectional grassroots  

disability advocacy organizations, such as the 
undersigned organizations, before and not after it does 

its work and thus, avoid making costly mistakes, such as 

the Hunters Point Library fiasco. 
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In sum, we ask that the Committee on Transportation 

and Infrastructure provide sufficient funding to address 
all the issues we raised and continue to raise in our 

testimony since a city that is safer and accessible to 

people with disabilities results in a better city for all New 

Yorkers.  
 

Thank you for the opportunity to comment today since 

equal access to all New York City’s services, activities, 

programs and facilities is important to all New Yorkers.  If 

you would like additional information or have any 
questions, please do not hesitate to contact the 

undersigned organizations. 

 

 

 
- CONTINUED ON NEXT PAGE - 
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Thank you for your continued work on behalf of all of us. 
 

Sincerely, 

Bronx Independent Living Services 

 
Brooklyn Center for Independence of the Disabled 

Center for Independence of the Disabled, New York 

Civics League for Disability Rights 

 

Disabled In Action of Metropolitan New York 

Downstate New York ADAPT 

 

Greater New York Council of the Blind of  

American Council of the Blind of New York State  

 
Harlem Independent Living Center 

 

Metropolitan Asian Deaf Association 

 
National Federation of the Blind of New York, 

Vanguard Chapter of Greater New York  

 

New York DeafBlind Advocates 

 
New York Lawyers for the Public Interest 

 

One Heart, One Vision 

Staten Island Center for Independent Living  
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_________________________________________ 

 
* Bronx Independent Living Services 

 

Bronx Independent Living Services’ (BILS), a non-profit, 

community-based organization dedicated to empowering 
all people with disabilities, philosophy is based on the 

belief that people with disabilities can and should make 

their own decisions and take control of the issues that 

affect their lives.  From helping to devise simple, practical 

aids for everyday living to assistance in negotiating the 
maze of bureaucracy, BILS strives to make individuals 

aware of the range of opportunities and programs 

available to them and to which they are entitled.  Since 

BILS’s beginning in 1983, BILS has assisted people with 

disabilities by demonstrating ways of breaking down 
barriers. 

 

 

Brooklyn Center for Independence of the Disabled 
 

The Brooklyn Center for Independence of the Disabled 

(BCID), founded in 1956, became in independent living 

center in 1981.  We are disability-led and provide free 

services to and advocate for the civil rights of disabled 
people in Brooklyn and beyond. 
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Center for Independence of the Disabled, New York 
 

As an Independent Living Center, the Center for 

Independence of the Disabled, New York (CIDNY) has 

provided critical services to people with disabilities in 
New York City since its founding in 1978.  By providing 

services that address the social determinants of physical 

health, mental health, education, employment, housing, 

and transportation, as well as providing support for the 

development of independent living skills, CIDNY helps 
people with disabilities navigate the ever-changing 

service system, and enables them to live independent, 

fully integrated lives in the community.  

 

 
Civics League for Disability Rights 

 

The Civics League for Disability Rights is a group for New 

Yorkers with disabilities and their friends who advocate 
for themselves and their communities and are constantly 

educating themselves to do so more effectively. 

 

 

Disabled In Action of Metropolitan New York 
 

Disabled In Action of Metropolitan New York, Inc. (“DIA”) 

is a fifty-six (56) year old, 501(c) (3), grassroots, civil 

rights organization run by and for people with disabilities.  
DIA’s mission is to eliminate discrimination for people 

with all kinds of disabilities. 
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Downstate New York ADAPT 

 

Downstate New York ADAPT (DNY ADAPT), a chapter of 

National ADAPT, national grassroots, non-hierarchical 
community of people with all types of disabilities 

advocating for the civil rights of people with disabilities, 

including, but not limited to, the right to live and fully 

participate in the larger community.  Downstate New 

York ADAPT covers the five counties in New York City, the 
two counties on Long Island as well as Westchester, 

Dutchess, Orange, Rockland, Putnam, Ulster and Sullivan 

counties in New York State.  

 

 
Greater New York Council of the Blind, a chapter of 

the American Council of the Blind of New York 

State 

 
The Greater New York Council of the Blind (GNYCB) is a 

chapter of the American Council of the Blind of New York 

State (ACBNY) which is a nationwide member - driven 

advocacy organization that strives to increase the 

security, independence, economic opportunity, and 
quality of life for people who are blind and experiencing 

vision loss.  
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Harlem Independent Living Center  

The Harlem Independent Living Center (HILC), 
incorporated on May 31st, 1990, to address the lack of 

access to independent living services by people with 

disabilities in Harlem and surrounding areas, is a 

disability-focused organization that advocates for 
community change and empowers people to be 

independent.  Harlem Independent Living Center's 

objective is to provide an array of independent living 

services to persons with disabilities to increase their 

ability to function independently within their community.  
The Center is a community-based, non-residential, non-

medical, consumer-controlled organization that provides 

a “peer” approach to services, i.e., a place where people 

with disabilities frequently assist their peers.  

 
Metropolitan Asian Deaf Association 

 

The Metropolitan Asian Deaf Association, a 501(c)(3) 

nonprofit, founded in 2002, is an advocacy organization 
which works to improve the lives of Deaf Asian New York 

City residents by increasing and improving their self-

awareness and self-esteem as well as by advocating for 

meaningful systemic changes to improve the lives of Deaf 

Asian New Yorkers in New York City. 
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National Federation of the Blind of New York, 

Vanguard Chapter of Greater New York  
 

The National Federation of the Blind of New York’s 

Vanguard Chapter of Greater New York believes in the 

full capacity of blind people and believes that blind people 
have the power, influence, diversity, and determination 

to help transform dreams into reality.  

 

 

New York DeafBlind Advocates  
 

New York DeafBlind Advocates is a group of New Yorkers 

living with deaf blindness seeking the creation of a 

funded statewide co-navigator program, and promotes 

greater awareness of DeafBlind concerns, issues and our 
culture.   

 

 

 
 

- CONTINUED ON NEXT PAGE - 

 

 

 
 

 

 

 
 

 

 

 



  March 20, 2026 27 

 

 
New York Lawyers for the Public Interest 

 

New York Lawyers for the Public Interest (NYLPI), for 50 

years, has been a leading civil rights advocate for New 
Yorkers marginalized by race, poverty, disability, and 

immigration status.  Through our community lawyering 

model, we bridge the gap between traditional civil legal 

services and civil rights, building strength and capacity 

for both individual solutions and long-term impact.  
NYLPI’s work integrates the power of individual 

representation, impact litigation, and comprehensive 

organizing and policy campaigns.  Guided by the 

priorities of our communities, NYLPI strives to achieve 

equality of opportunity and self-determination for people 
with disabilities, create equal access to health care, 

ensure immigrant opportunity, strengthen local 

nonprofits, and secure environmental justice for low-

income communities of color.  NYLPI’s Disability Justice 
Program works to advance the civil rights of New Yorkers 

with disabilities.  In the past several years alone, NYLPI 

disability advocates have represented thousands of 

individuals and won campaigns improving the lives of 

hundreds of thousands of New Yorkers.  
 

 

One Heart, One Vision 

 
One Heart, One Vision is a 501(c) (3), grassroots, 

nonprofit, charitable organization that provides services 

to disabled and blind women in underserved communities 

and is engaged in advocacy. 
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Staten Island Center for Independent Living  

 

Staten Island Center for Independent Living’s (SICIL) 

mission is to provide individuals with disabilities with the 
information, life skills training, and facilitative assistance 

which will result in independence and integration in their 

own community.  SICIL is committed to providing the 

support, information, and resources necessary for people 

with disabilities to reach their full potential. 
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New York Lawyers  

for the Public Interest, Inc. 

151 West 30th Street, 11th Floor 

New York, NY 10001-4017 

Tel 212-244-4664 Fax 212-244-4570 

 www.nylpi.org 
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Testimony by 
Christopher Schuyler, Managing Attorney 

Disability Justice Program, New York Lawyers for the Public Interest 
To New York City Council, Committee on Transportation and Infrastructure 

Regarding the Preliminary Budget for Fiscal Year 2027 
March 17, 2026 

 
After more than one year in power, the federal administration continues to create 
unprecedented threats to the rule of law and to New Yorkers’ freedoms, civil rights, 
access to public services, and access to a healthy environment. New York City 
legislators must continue to leverage the substantial power of local government to 
uphold and protect our laws and rights, and to make the major investments needed to 
protect and strengthen infrastructure, public institutions, and the renewable energy 
economy.   
 
My name is Christopher Schuyler, and I am an attorney in the Disability Justice Program 
at New York Lawyers for the Public Interest (NYLPI). Thank you, Chair Abreu and 
Committee Members, for the opportunity to testify. 
  
Metropolitan Transportation Authority (MTA) 
 
The City contributes enormous funding to the MTA, and as such, is entitled to demand 
better, more accessible services for all New Yorkers, and particularly for people with 
disabilities. During the City’s 2025 fiscal year, it contributed $1.4 billion in operating 
subsidies to the MTA. Additionally, the City will contribute $3 billion to the 2025-2029 
Capital Plan. Such significant financial investment gives the City a say in how its money 
is spent. 
 
Access-A-Ride (AAR) 
 
The City’s significant financial contributions to the MTA are perhaps most evident with 
respect to AAR, for which the City contributes 80% of the funding needed to run the 
paratransit service. In recognition of that overwhelming financial stake, the City owes it 
to AAR customers – New Yorkers with the most severe disabilities – to ensure that the 
MTA provides the best, most cost-efficient paratransit service possible.  
 
As a starting point, in acknowledgment of MTA Chair Lieber’s concerns about the rising 
costs of AAR, and his indication that the MTA intends to demand the City pay an even 
larger share, it’s important to note that the growing AAR ridership numbers are in part 
due to the MTA’s historical deprioritization of subway accessibility projects. If the 
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subway were more accessible – it’s currently only 30% stair-free accessible – a large 
percentage of AAR users could use the subway rather than AAR. The MTA has itself to 
blame for delaying subway accessibility improvements which will reduce reliance on 
AAR. 
 
Further, it bears mentioning that AAR is not a premium service that the MTA offers out 
of the goodness of its heart. Rather, the MTA is required by law to provide paratransit 
services that are comparable to the MTA’s subway and bus services.  
 
Irrespective of the outcome of the upcoming negotiation between the MTA and the City 
to determine each entities’ share of the AAR costs, the MTA must be a good steward of 
taxpayer money by exhausting all possibilities to reduce AAR costs – particularly if those 
cost-saving options also improve service for AAR customers. NYLPI has long 
championed two policy changes which promise to accomplish both goals: expand the 
on-demand pilot and close assessment centers.  
 
For the select few AAR riders – fewer than 4,000 of the total 190,000 AAR users – who 
are part of the on-demand pilot, it has been called a life-changing program. Those 
users no longer need to schedule AAR rides at least 24 hours in advance. Instead, they 
can travel just like any MTA customer without disabilities: spontaneously and without 
exhaustive planning. In other words, they have equal access to all the city has to offer. 
Given that the Americans with Disabilities Act passed more than 35 years ago – and 
New York City’s Human Rights Law passed well before that – this really shouldn’t be 
such a novel idea. And more than just being an equitable service, an on-demand trip 
actually costs the MTA more than 50% less than a traditional AAR trip. The Council 
must demand that the MTA finally expand the pilot to all AAR users, and eliminate all 
service rationing.   
 
We also call on the MTA to end its policy of requiring AAR applicants to travel to 
assessment centers to prove their eligibility for the service. The MTA would enjoy cost-
savings from no longer operating their five assessment centers around the city, and 
from no longer covering the costs of transporting AAR applicants to and from the 
assessment centers. Instead of requiring AAR applicants to endure this onerous and 
unnecessary exercise, the MTA should instead accept medical provider documentation – 
just as paratransit providers around New York State already do. In fact, the MTA used 
to do it this way too. We call on the Council to push for the closure of AAR assessment 
centers. 
 
Subways 
 
Due to a 2020 settlement agreement, the MTA now has 30 years to make the subway 
system 95% stair-free accessible. While it’s encouraging that the MTA is finally on this 
schedule – albeit not one of their choosing – the MTA must do more than simply make 
stations stair-free accessible. The settlement agreement does not require the MTA to 
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address other accessibility problems, such as dangerous gaps between platforms and 
trains, failure throughout the system to ensure ride-related communication necessary to 
provide equal access for riders who are deaf and hard-of-hearing, or a litany of other 
accessibility barriers.  
 
Additionally, during the hearing, Chair Lieber promised to install platform edge barriers 
in 200 stations by the end of the calendar year, but would not commit to continuing 
installation station-wide after this year, alluding to future budgeting challenges.  
 
Finally, the MTA is testing new fare gates, with plans to eventually install them 
throughout the system. Earlier this year, the New York Times reported about 
malfunctioning fare gates closing on various users, risking injury. We urge the Council 
to hold the MTA accountable, including by remedying the issue and releasing a public 
statement stating that it has been resolved.  
 
In sum, we urge the Committee to exercise oversight to ensure that the MTA provides a 
fully accessible subway system, not just a stair-free accessible one, and that it 
addresses each of the accessibility and safety issues described above.   
 
Buses 
 
Buses are integral to the disability community because they are ostensibly accessible, 
although as acknowledged by Council Member Brooks-Powers during the hearing, there 
remain training issues with operators not knowing how to operate lifts or secure 
wheelchairs. Chair Lieber responded that the fix is with continued driver training; the 
Council must therefore ensure that the MTA follows through with training its drivers to 
appropriately serve riders with disabilities. 
 
Further, Chair Lieber remarked that the free bus pilot was “not an unqualified success” 
because rather than inviting new riders to the bus, it pulled existing riders away from 
paid bus lines. A clear remedy for that “issue” is – as championed by Mayor Mamdani – 
free buses citywide. And while we support the Administration’s widely-touted goal, we 
emphasize that if buses are made free citywide, so too must AAR. And the MTA 
recognized very this connection when, during the free bus pilot, it provided free AAR for 
trips originating near the free bus line.   
 
Finally, as the MTA, in coordination with the City Department of Transportation (DOT), 
endeavors to speed up its buses, the needs of people with disabilities must be factored 
in. While there are many ways to hasten buses, the MTA and DOT cannot be permitted 
to remove bus stops. Doing so will negatively impact bus travel for people with 
disabilities, forcing them to travel further to stops and often across additional lanes of 
dangerous traffic. Instead, the MTA – and its partner, DOT – must focus on methods 
such as dedicated bus lanes, transit signal priority at intersections, and accessible bus-
loading platforms, to encourage speedier service.  
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Congestion Pricing 
 
NYLPI long supported the passage of the congestion pricing program, which has led to 
cleaner air for New Yorkers, and has funded transit accessibility improvements to 
benefit the disability community. Disability advocates, however, continue to push for 
improvements to the disability exemption to ensure the broadest possible coverage. 
People with disabilities should be among the last people required to pay the toll, as 
most are unable to use the inaccessible subway system and thus are forced to use road 
transportation options such as AAR and privately-owned vehicles.  
 
To improve the disability exemption, NYLPI and other advocates have made various 
recommendations to the MTA, including: 1) an app-based tracking program to travel 
with the person with disabilities, rather than requiring the person with disabilities to 
register a single vehicle to receive the exemption, thereby acknowledging that many 
people with disabilities travel in multiple vehicles, not just one, and 2) a remote 
application process, rather than needlessly burdening people with disabilities with 
traveling to in-person assessments.  
 
Congestion pricing, more than a year after its implementation, is a boon to the New 
York City region. The Committee, however, must ensure that New Yorkers with 
disabilities – who have long been shut out of the subway system due to decades of 
delays on accessibility improvements – must not now be required to pay the MTA’s toll. 
 
Additional Fiscal Savings for the MTA 
 
As the MTA seeks funding to implement its subway improvement plans, it continues to 
waste money in litigation fees, paying high-priced lawyers to engage in stall tactics 
which ultimately just delay making desperately-needed accessibility improvements. We 
encourage the Committee to call on the MTA to settle its various outstanding anti-
discrimination lawsuits. Doing so will ensure that the MTA actually funnels its money 
into making the system accessible. 
 
Fair Fares 
 
We commend the Council for expanding the Fair Fares eligibility levels to 145% of the 
federal poverty line in 2024. We, however, urge the Council to continue expansion to 
New Yorkers with incomes up to 200% of the federal poverty line, which will make over 
415,000 more low-income New Yorkers eligible to receive half-price mass transit rides.  
 
Additionally, while the Fair Fares program was introduced back in 2019, more than half 
of eligible New Yorkers are still not enrolled in the program. This is especially true for 
AAR users. We urge the Council to mandate the implementation of an extensive 
advertising campaign – particularly targeted at AAR users – to ensure that eligible New 
Yorkers are aware of the Fair Fares benefits and how to opt into them. Additionally, 
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people who contact the MTA and the City Human Resources Administration should be 
promptly screened for Fair Fares eligibility.  
 
Notably, the Fair Fares program – which is administered by the City, not the MTA – 
serves at best as a bandage over the MTA’s discriminatory practice of excluding AAR 
users from the discount programs available to subway and bus riders. Subway and bus 
riders who have disabilities or are senior citizens have available to them a half-price 
Reduced-Fare OMNY card. They – and all other subway and bus riders – also enjoy 
fare-capping benefits under the OMNY program: namely, once having paid for 12 rides 
in a 7-day period, any additional rides are free. AAR users are also excluded from OMNY 
fare-capping benefits.  
 
The City contributes significant funding to the MTA, and is entitled to make demands on 
the MTA. We, therefore, urge the Council to exercise oversight and compel the MTA to 
include AAR users in the same discount programs available to all other mass transit 
riders.  
 
Department of Transportation (DOT) 
 
During the hearing, several times, Chair Abreu asked DOT to commit to meeting several 
Streets Plan benchmarks. DOT, each time, refused to commit, and even refused to 
accept the Committee’s assistance in seeking increased DOT funding to help it meet its 
benchmark. We urge the Council to hold DOT accountable to its legal requirements.  
 
The first Streets Plan set ambitious benchmarks pertaining to expansion of bus and bike 
lanes, intersection redesigns, and public space expansions, among other improvements. 
While the first Streets Plan met certain of its goals, it also fell far short in other areas. 
 
Protected Bus Lanes and Bus Stops 
 
As referenced earlier, buses – which are ostensibly accessible – are of particular 
importance to New Yorkers with disabilities. As such, the disability community stands to 
gain improved access to the city if DOT meets its Streets Plan requirements for 
improved bus service.  
 
The Streets Plan promises certain bus service improvements, including adding 30 miles 
per year of protected bus lanes and upgrading bus stops with seating and real-time 
screens displaying bus arrival times. The City has failed to meet its legally required 
benchmarks on each of these goals every year of the Streets Plan. Fortunately, the new 
Administration has made bus service improvements a leading issue to improve quality 
of life for all New Yorkers. We trust this will mean that the Administration will address 
with the Streets Plan, and we further trust that we can count on the Council to support 
these efforts.  
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Intersection Redesign 
 
We commend the City for exceeding its benchmarks for intersection redesign, which 
includes installing daylighting measures to reduce traffic-related injuries. Daylighting is 
a traffic safety practice that removes parking spots and visual obstructions near 
intersections, significantly improving visibility for drivers, pedestrians, and cyclists. 
Notwithstanding the City’s progress in this area, many New Yorkers are still injured or 
killed in traffic-related incidents. This problem particularly affects people who use 
wheelchairs and other mobility devices, as they sit at a lower, more difficult sight line 
for drivers, and are thus at a higher risk of being hit. Further, as this Committee’s 
report produced in accompaniment with the March 3, 2026 oversight hearing 
acknowledged, in 2024, 92% of pedestrians killed in traffic-related incidents were killed 
at intersections without any daylighting measures at all.  
 
While daylighting measures must be implemented at every intersection in the city, we 
advise the City to avoid using large cement blocks, large planters, and other such large 
objects which can actually impede driver visibility of individuals using wheelchairs and 
other mobility devices. That notwithstanding, wherever cement blocks and other objects 
are used, the City must ensure that these barriers do not block access to pedestrian 
ramps and intersections for individuals using mobility devices. 
 
Better yet, the City should use daylighting measures which do not obstruct visibility, 
including curb extensions, stanchions, and other measures. For these reasons, we 
strongly support Council Member Hanif’s T2026-1335, which will require curb 
extensions to be installed at least five intersections in each borough per year – although 
we would ask that the Council take a more aggressive approach with respect to this 
literally life-or-death issue and at least increase the number of intersections to be 
retrofitted to 20 per borough per year.  
 
Additionally, the City must respond to pedestrian complaints about accessibility 
violations in a timely manner. In 2024, New York Lawyers for the Public Interest 
complained about the placement of a cement block at the corner of 7th Ave and 34th 
Street that obstructed a pedestrian ramp. Because of the problematic placement, 
people with disabilities were forced into the street – into on-coming traffic – in order to 
get around the block. The City took almost six months to re-position the block. 
 
To that end, while we support daylighting, all daylighting barriers must comply with the 
ADA and be regularly inspected to ensure that people with disabilities have full and 
equal access to streets. It is our belief that DOT does not have any official guidelines on 
placing cement blocks and other barriers. Without proper guidance and oversight, more 
and more physical barriers used for daylighting in the future may impede access to 
streets. We request that the Council instruct DOT to undertake a survey of every barrier 
placed, move the problematic ones, and report about this endeavor to the public. 
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Pedestrian Space 
 
We commend the Streets Plan for its commitment to creating one million square feet of 
pedestrian space within the Streets Plan’s first two years, and as we learned from DOT 
during the Streets Plan oversight hearing earlier this month, the agency continued to 
create approximately half a million square feet of pedestrian space per year since then. 
The new Streets Plan must similarly prioritize the creation of pedestrian space, which is 
why we support Council Member Restler’s T2026-1338, which will include a requirement 
in the new Streets Plan to create one million square feet of pedestrian space for each 
year of the Streets Plan, prioritizing the areas around bus stops and subway stations 
with the highest rates of pedestrian traffic in the city. Again, however, we would ask 
that the Council consider a more aggressive approach and mandate the creation of two 
million square feet of pedestrian space for each year of the Streets Plan. 
 
We also ask that the Council exercise oversight to prevent the removal of pedestrian 
spaces. One example of such an effort to remove pedestrian spaces is the recent 
reintroduction of car traffic in Silver Lake Park on Staten Island. We urge the Council to 
protect and maintain pedestrian spaces around the city. 
 
Further, as sidewalks are also considered pedestrian spaces under the Streets Plan, we 

encourage the Council to support DOT’s Pedestrian Mobility Plan, which provides 

detailed guidance on clear path requirements on sidewalks around the city, starting 

from a minimum of four feet of clear path sidewalk access to fifteen feet in the city’s 

busiest corridors. For this reason, we express concern about Speaker Menin’s T2026-

1336, which allows sidewalk cafes to provide no more than eight feet of clear path, or 

50 percent of the width of the sidewalk, whichever is greater. Such a bill will reduce the 

clear path requirements and will result in people with disabilities – as well as those with 

strollers, luggage, etc. – experiencing greater difficulty navigating the city’s sidewalks. 

 
Finally, we commend the Council for passing the original Streets Plan law that will 
require DOT, in the new Streets Plan, to add protected bus lanes on all bus routes, 
implement bus stop upgrades at all bus stops, and install pedestrian ramps at no fewer 
than 3,000 intersection corners. 
 
Taxi and Limousine Commission (TLC) 
 
Similar to buses, for-hire vehicles (FHVs) are especially important to the disability 
community due to the inaccessibility of the subway system. We encourage the Council 
to provide support to, and exercise oversight over, the TLC to provide equitable service 
for the disability community as follows: 
 

• Impel the MTA to extend the AAR on-demand program to all AAR users. As 
discussed above, AAR on-demand trips using accessible FHVs cost up to 50% 
less than traditional AAR paratransit trips;  
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• Encourage the TLC to mandate fair pay for TLC drivers completing AAR broker 
trips; 

• Urge the MTA to improve the congestion pricing disability exemption by 
permitting – as described above – exemption holders to be tracked through their 
personal devices, allowing the exemption to be applied to FHV trips. People with 
disabilities have long been shut out of the subway system, and should not now 
be expected to pay the MTA’s toll when they, out of necessity, use FHVs. 

• Disaggregate wheelchair-accessible vehicle (WAV) response time data, to allow 
the study of response times by community districts, neighborhoods, and zip 
codes, rather than continue to merely aggregate citywide. NYLPI recently 
released a report on WAV availability in the city and statewide, and determined 
that, while the problem is even more dire upstate, even within certain outlying 
areas of the city, there are disparities in WAV request response times. 
Disaggregation of the data will allow TLC to identify and address disparities 
affecting neighborhoods throughout the city. 

• Promote the transition to zero-emission accessible FHVs. In recent years, TLC 

implemented the Green Rides Initiative, which demands that all FHV trips will 

soon use vehicles that are either zero-emission or accessible. We call for the TLC 

to adjust the program to demand vehicles that are both zero-emission and 

accessible; it’s not an either/or, it’s a both/and. We acknowledge that such 

models are only just entering the market, and encourage TLC to prove their 

marketability to manufacturers by testing and promptly approving these vehicles 

as they become available. Further, to promote purchase of zero-emission WAV 

FHVs, TLC must identify subsidy programs, including the proposed assistance 

described in S5552A/A6635A, or alter the Taxi Improvement Fund to provide 

larger payments to drivers seeking to purchase accessible zero-emission FHVs. 

 
NYC Ferry 
 
Members of the disability community have reported that NYC Ferry suffers from various 
accessibility issues, including lack of signage, particularly important for those who are 
deaf and hearing impaired, as well as a lack of clear and accessible paths from street to 
landing. The Council must ensure that NYC Ferry funding be used to abate such denials 
of access to people with disabilities. 
 
Snow Removal 
 
This winter has produced several significant snowfalls, and people with disabilities were 
acutely impacted by the City’s struggles to remove the snow. While New Yorkers 
without disabilities were able to – by and large – navigate the uncleared sidewalks, 
cross-walks, and bus stops, New Yorkers with disabilities were relegated to their homes 
for far too long. The City needs to do better for its residents with disabilities. 
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First, we commend the Mayor for adding $100 million in funding for snow removal to 
his preliminary budget. That signals that the Administration is taking the problem 
seriously. Now, we urge the Council to exercise oversight to ensure that the City – and 
its patchwork of agencies responsible for snow removal – timely clear snow and ice. We 
acknowledge that this issue only in part falls within the purview of the Committee on 
Transportation and Infrastructure, including, significantly, snow removal around bus 
stops and subway stations, but urge the members to impel their colleagues throughout 
the Council to contribute to the effort. NYLPI offers the following recommendations: 
 

• Ensure that DOT and its contractor, JCDecaux, promptly remove snow around 
bus stops; 

• Ensure that the MTA, likewise, removes snow near subway entrances; 
• Encourage the MTA to review challenges reported by AAR customers with pick-

up/drop-offs as a result of uncleared snow, and consider ways to resolve these 
challenges; 

• Consider legislative solutions to incentivize timely snow removal by property 
owners, including increased fines for large buildings and businesses; 

• Improve coordination between City agencies to ensure that snow is removed 
from all sidewalks, irrespective of which government agency is primarily 
responsible for any given stretch of sidewalk; 

• Mobilize and encourage constituents to participate in snow removal as 
emergency paid laborers; 

• Improve reporting and accountability, including requiring City Department of 
Sanitation to report and rate snow removal efforts by district, allowing the City to 
identify underserved areas; and 

• Ensure that the disability community is included in City planning and strategy 
meetings to address snow removal. 

 
New York City’s FY 2027 Preliminary Budget 
  
In recent years, the Council has played a critical role in defending vital City services, 
investments, and infrastructure from budget cuts and flatlining. We appreciate the 
Mamdani Administration’s transparency about the major fiscal challenges facing New 
York City. We urge both local and state lawmakers to pass and implement policies that 
advance social equality, public health, and sustainability while creating revenue and 
savings for New York City. 
  
Immigrant Health Initiative  
  
We ask the Council to continue and enhance support for the Immigrant Health 
Initiative, which continues to save lives and improve health across our city. This 
program supports more than 20 nonprofits, including NYLPI, and is aimed at improving 
the health and well-being of New Yorkers and their families through direct legal 
representation, litigation, community education, strategic partnerships with public 
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hospitals, and non-legal advocacy. Through vigorous client and community advocacy 
and wraparound services, NYLPI improves health outcomes, increases access to 
healthcare, and provides critical and timely education for communities, healthcare 
providers, and legal service advocates.  
  
Such access to essential healthcare often results in cost savings for the City, the State, 
and our safety net health care system when people are able to resume work and 
productive lives. 
  
As increasing numbers of New Yorkers are detained in immigration jails, we remain one 
of few organizations focused on medical advocacy and the acute health hazards of 
immigration detention. In addition, in the face of continued attacks on the asylum 
process, we have offered culturally competent legal representation, including to those 
who identify as transgender, gender-expansive, or live with HIV. 
 
Nonprofit Rapid Response Network 
  
The federal administration has focused tremendous power on mass deportations, 
revocation of racial justice initiatives, claw backs of climate and environmental justice 
funding, and retribution against those standing up to it. The human cost to New York’s 
disadvantaged communities has already been staggering. Nonprofits and CBOs serving 
or employing immigrants and other marginalized groups continue to form a critical 
shield but are also becoming direct targets of federal agencies attempting to conduct 
raids, chill advocacy, and cut services to people in need. 

  
With continued support from the Speaker and the Protect NYC Families Initiative, our 
Nonprofit Rapid Response Network will strengthen and protect New York City’s 
nonprofit sector by providing legal resources, relationship-building, practical training, 
and legal advice and representation to nonprofits and CBOs. It will foster collaboration, 
build capacity, and distribute essential resources and legal advice to help nonprofits 
survive attacks by the federal administration. 
 
Nonprofit Contracting Reform 
 
Legal services providers continue to face significant challenges related to timely 
payments for our contracts with the City. When non-profit legal services organizations 
take on such contracts, we commit to providing high-quality services, supporting 
marginalized individuals and communities. We urge the Council to invest adequate 
resources toward fixing the city's flawed contracting and procurement systems to 
ensure providers are paid on time. This entails filling long-empty agency vacancies for 
contracting positions and reforming the payment process, so providers are no longer 
completing the critical services they are contracted for and then waiting years to receive 
already allocated funding. 
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Christopher Schuyler  
Managing Attorney, Disability Justice Program 
New York Lawyers for the Public Interest 
151 West 30th Street, 11th floor 
New York, NY  10001 
cschuyler@NYLPI.org 
(212) 336-9315 
 
About New York Lawyers for the Public Interest 
For 50 years, New York Lawyers for the Public Interest (NYLPI) has been a leading civil 
rights advocate for New Yorkers marginalized by race, poverty, disability, and 
immigration status. Through our community lawyering model, we bridge the gap 
between traditional civil legal services and civil rights, building strength and capacity for 
both individual solutions and long-term impact. Our work integrates the power of 
individual representation, impact litigation, and comprehensive organizing and policy 
campaigns. Guided by the priorities of our communities, we strive to achieve equality of 
opportunity and self-determination for people with disabilities, create equal access to 
health care, ensure immigrant opportunity, strengthen local nonprofits, and secure 
environmental justice for low-income communities of color. 
 
About NYLPI’s Disability Justice Program 
NYLPI’s Disability Justice Program works to advance the civil rights of New Yorkers with 
disabilities. In the past several years alone, NYLPI disability advocates have represented 
thousands of individuals and won campaigns improving the lives of hundreds of 
thousands of New Yorkers. Our landmark victories include mandating that the MTA 
equitably provide its Access-A-Ride services to all applicants and riders with limited 
English proficiency. We have worked together with the MTA to bring about an “on 
demand” Access-A-Ride program and to enable New York’s most indigent residents to 
obtain Fair Fare discounts when using Access-A-Ride. We recently filed a class action 
lawsuit seeking to permit all Access-A-Ride users to access the same discount programs 
available to all other MTA transit users, as well as a class action to remedy the 
enormous gaps between subway cars and subway platforms system-wide.   
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My name is Alia Soomro and I am the Deputy Director for New York City Policy at the New York 
League of Conservation Voters (NYLCV). NYLCV is a statewide environmental advocacy 
organization representing over 30,000 members in New York City. Thank you, Chair Abreu, as 
well as members of the Committee on Transportation for the opportunity to comment. 
 
In order to effectively fight climate change and protect public health, we need to reimagine how 
people live and move in our City. According to the New York City Comptroller’s Climate 
Dashboard, New York City’s transportation sector is the second highest source of NYC’s 
greenhouse gas emissions (GHG). Moreover, private vehicles account for 90% of 
transportation-based energy use in NYC and are the largest contributors to 
transportation-related emissions and air pollution, which disproportionately impacts 
environmental justice communities. NYLCV believes that all New Yorkers should have access to 
affordable, clean, and sustainable modes of transportation to improve our City’s air quality, 
combat climate change, and reduce congestion. Efficient and accessible mass transit, 
pedestrian and cyclist safety, and smart street design are crucial to achieving these goals.  
 
For FY27, NYLCV urges the City to fund and implement the NYC Streets Master Plan, 
prioritize Vision Zero policies, and increase the eligibility of the Fair Fares NYC program, 
including, but not limited to, 300% of the Federal Poverty Level (FPL). These plans and 
programs will help to improve existing infrastructure for transit, cycling, and pedestrians as well 
as solve bottlenecks and congestion, in addition to reducing the amount of dangerous vehicles 
on the streets. They will also reinforce the use of public transportation and micro-mobility 
options, will make New York City safer and cleaner, and will put money back into our 
underfunded transit system. 
 
NYC Streets Master Plan 
NYLCV urges the Mamdani Administration to fully fund and staff DOT to achieve the 
milestones mandated in the existing NYC Streets Master Plan, continue to restart 
long-delayed bus and bike lane projects, and work toward publishing a comprehensive 
and bold vision of transit and streets in the upcoming 2026 NYC Streets Plan. This 
includes robust and early engagement on the revamped Streets Plan with community members 
and elected officials, coordinating future bus and bike lanes with City-led affordable housing 
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developments and neighborhood rezonings, and planning holistically with plans the City is 
currently leading, such as the Urban Forest Plan and EJ NYC Plan.  
 
According to the Transportation Committee Report, “DOT installed 27.9 miles of protected bike 
lanes in Fiscal 2025 and 32.9 miles in Fiscal 2024. In both years DOT failed to achieve the 
benchmark of installing 50 miles of protected bike lanes as set forth in the Streets Plan 
legislation, Local Law 195 of 2019. DOT also failed to meet its quota for protected bus lanes. 
DOT reported that they installed only 20.8 miles of protected bus lanes in 2025 which was short 
of the 30 miles requirement.”  
 
We urge the City to get back on track to meet these benchmarks, including prioritizing 
investments in bus stop upgrades, bus speeds, and protected bike lanes to make our 
streets safer. We also encourage DOT to work towards a comprehensive citywide bike 
network with protected bike lanes and bike parking infrastructure along major bike 
commuting routes.  
 
NYLCV appreciated that the Mayor’s Preliminary Budget allocated an additional $5 million of 
City funding in Fiscal 2027 only for the creation of new protected bus and bike lanes. According 
to the Transportation Committee Report “It is anticipated that this funding would help [DOT] 
produce more protected bus and bike lanes.” 
 
Moreover, the Mayor’s Preliminary Budget allocated millions of dollars for secure bike parking. 
As the Transportation Committee Report states, “The Preliminary Plan includes an additional 
$9.3 million for secure bike parking including $295,000 in City funds in Fiscal 2026, $1.8 million 
in Fiscal 2027, $2.1 million in Fiscal 2028, $2.4 million in Fiscal 2029, and $2.8 million in Fiscal 
2030 for the new secure bike parking program. The secure bike parking program will 
incorporate lockers on the street that riders can use to lock their bicycles and/or charge e-bikes. 
The program is expected to launch by next fiscal year.” More bicycle parking will encourage 
New Yorkers to opt for this healthy, sustainable method of transportation that decreases traffic 
congestion. DOT estimates that more than 762,000 New Yorkers ride a bike regularly, and the 
2025 MMR also reports DOT added 51.8 lane miles to the City’s bicycle network, including 27.5 
miles of protected bike paths. In order to support this new infrastructure and support our 
bicyclers, DOT must keep parking stations to ensure bike parking is always available.  
 
As Congestion Pricing continues to show positive results in both Manhattan and the region, the 
City must improve public transportation service, reliability, and accessibility, particularly in outer 
borough neighborhoods and disadvantaged communities. This means rolling out more protected 
bus lanes with signal prioritization, protected bike lanes that allow for fast, safe commutes into 
the central business district in Manhattan and between residential and commercial hubs in the 
outer boroughs, and secure bike parking. The city must also reclaim and rethink how public 
space is utilized throughout the city. The Streets Plan should be an effective tool that works in 
tandem with Congestion Pricing, and with the rollout of this program, the City must plan 
holistically and equitably, prioritizing areas of the City that have been historically neglected.  
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Vision Zero 
We also urge the City to prioritize and fund Vision Zero policies that encourage safety 
through engineering, education, and enforcement to better protect pedestrians, cyclists, 
and motorists. Vision Zero, which was launched in 2014, called for eliminating all traffic deaths 
across the five boroughs by 2024. It sought to do this with expanded penalties and 
enforcements for dangerous car drivers and new street designs. However, we are not close to 
achieving the City’s own goals.  
 
According to the Transportation Committee report, “in the first four months of Fiscal 2026 total 
traffic fatalities were almost 7 percent higher than during the same four months in Fiscal 2025. 
The total number of deaths increased from 86 in the first four months of Fiscal 2025 to 92 in the 
first four months of Fiscal 2026. This continues the alarming trend of rising traffic fatalities, which 
in Fiscal 2024 were higher than in eight of the last ten years. In the Fiscal 2025 Preliminary 
Budget Response, the Council called on the Adams Administration to restore $3 million for 
Vision Zero education and outreach that was eliminated as part of the Administration’s PEG 
program. To date, the funding has not been restored.” NYLCV urges the City to restore $3 
million for Vision Zero education and outreach.  
 
NYLCV welcomes news that DOT will move to lower speed limits in school zones to improve 
safety. We also support daylighting more intersections to not only increase visibility and safety, 
but to reimagine curbs for other uses such as bike racks, vegetation, or bioswales. Relatedly, 
NYLCV supports the passage of Intro 511 of 2026, sponsored by Council Member Won, a bill 
that would set a requirement for NYC DOT to implement daylighting barriers at a minimum of 
1000 intersections per year. Daylighting with physical infrastructure is proven to benefit the 
safety of pedestrians in relation to pedestrian injuries. 
 
Fair Fares 
The Fair Fares program is crucial in making public transportation more affordable and 
accessible for New Yorkers. The program helps eligible New Yorkers with low incomes manage 
their transportation costs by providing them with discounted subway and bus fares.  
 
This year, NYLCV stands with advocates and elected officials calling for increased 
eligibility to 300% of the FPL, fully free for households under 150% of the FPL, expand 
Fair Fares with half-priced fares on MTA Express Buses and CityTickets on the LIRR and 
Metro-North railroads within New York City, and automatic enrollment of qualified 
households so Fair Fares is easily accessible. 
 
Not only do we need greater investment in the Fair Fares program to expand eligibility, we also 
need more investment for outreach and education to make sure the many who currently qualify 
are using the program, as well as expansion of the program so that other forms of public 
transportation discounts such as for Citi-Bike, Metro North, and Long Island Railroad, are 
included. With the cost of living only increasing, it is critical that we ensure affordable 
transportation for everyone. 
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Micromobility & Electrifying Our Transportation System 
As stated in NYLCV’s 2026 NYC Policy Agenda, we also support increasing access to 
affordable multimodal strategies to bolster the city’s public transportation system, with 
priority to low-income and transit desert communities. This includes support for bike-share 
programs and e-bike infrastructure, more public charging stations for e-bikes and e-scooters like 
the newly-proposed Street Deliveristas Hubs and electrification of strategic CitiBike hubs, light 
rails, ferries and car-sharing programs. We urge the City to continue equitably expanding and 
funding the DOT’s shared e-scooter pilot program, originally started in the East Bronx, by 
prioritizing transit desert areas throughout New York City, as well as the Citi Bike program, to 
serve more neighborhoods in the outer boroughs.  
 
We urge the City to continue prioritizing efforts to revolutionize e-commerce delivery, 
such as NYC’s Blue Highways Initiative, DOT’s Microhubs Pilot, utilizing e-cargo bikes for last 
mile deliveries, increasing the number of Neighborhood Loading Zones, and implementing 
off-peak hour incentives for residential and commercial deliveries to improve air quality, reduce 
emissions, and improve worker and traffic safety, particularly in disadvantaged communities.  
 
When it comes to e-bike trade in, NYLCV is supportive that the Mayor’s Preliminary Plan 
includes an additional $1.4 million of City funding in Fiscal 2026 only for costs associated with 
the e-bike trade-in program that began last fiscal year. Under this program, eligible food delivery 
workers who trade in an uncertified electric bike, an uncertified electric moped, or a 
gas-powered moped that cannot be legally registered with the Department of Motor Vehicles 
(DMV) will receive a new certified e-bike with a spare certified battery.” We hope the City 
continues to invest in this program going forward. 
 
NYLCV is also supportive of the NYC Clean Trucks Program, which provides incentives to local 
commercial fleet operators to transition from diesel trucks to cleaner, more advanced 
transportation technologies. The Mayor’s Preliminary Plan includes an additional $2.8 million of 
Other Categorical funding in Fiscal 2026 and $5.8 million in Fiscal 2027 only for the Clean 
Trucks Program.  
 
School Streets 
NYLCV also supports calls by transportation and open space advocates asking Mayor 
Mamdani to follow through on his commitment to provide  $20 million of baselined, 
expense funding to the Open Streets for Schools (School Streets) program, and call on the 
Mayor and City Council to fund School Streets. The Department of Transportation’s School 
Streets program closes off streets in front of schools to traffic during the school day for safety at 
pick up and drop off, recess, gym, outdoor learning, and community programming. 
 
DOT Staffing  
Lastly, NYLCV urges the Administration and City Council to fully fund and staff DOT, 
ensuring full staffing capacity in the next two years, so that the resources and expertise 
to correct the existing shortfalls and move forward are ready and available. According to 
the Transportation Committee report, as of January 2026, DOT has a vacancy rate of 12.0 
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percent. If DOT had the funding and staffing to fully do its job, New York City would be in a 
better position to make our transportation system safer, more accessible, and sustainable. 
 
It is imperative that the City fully commits and funds the NYC Streets Plan, Vision Zero, and Fair 
Fares, in addition to prioritizing DOT staff retention and hiring. We hope the Council will work 
with the Mamdani Administration to fund these crucial initiatives and plans so we can have a 
truly accessible and equitable City.  
 
Thank you for the opportunity to comment. 
​ ​ ​ ​ ​  
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Good afternoon. My name is Natasha Elder, and I am the Regional Director for NYPIRG, the New York 
Public Interest Research Group. NYPIRG is a non-partisan, not-for-profit research and advocacy 
organization. Environmental protection, public health, consumer protection, higher education equity, and 
civic empowerment are our principal areas of concern. Since 1979, the Straphangers Campaign, a 
project of NYPIRG’s, has advocated on behalf of the millions of riders of mass transit in New York City. 
 
Thank you, Committee Chair Abreu and members of the Committee on Transportation and 
Infrastructure for the opportunity to testify today. 
 
We all recognize that New Yorkers deserve faster, more reliable, and equitable transit service, as well as 
affordable fares. Achieving this requires 1) continued full funding and staffing of the Department of 
Transportation; 2) meeting the City’s bus lane and street design commitments, and developing a network 
of Bus Rapid Transit (BRT) corridors with features such as center-running lanes, transit signal priority, 
and accessible boarding stations, and 3) strengthening and expanding free and reduced fare programs 
like Fair Fares. This includes making transit fully free for households earning under 150% of the federal 
poverty level and expanding eligibility to include all current CUNY students and New Yorkers earning 
up to 300% of the federal poverty level. We are also advocating for Fair Fares to cover additional transit 
options by expanding the program to MTA Express Buses and CityTicket fares, while ensuring CUNY 
students have access to free transit passes so that transportation remains affordable and accessible for all 
New Yorkers. 
 
A Thriving Transportation System 
 
Climate sustainability, along with the economic and social health of New York City, depends in large 
part on the success of its public transit system. Ours is a system that provides transportation to a 
population of more than 15.3 million people.1 It’s responsible for 40% of the nation’s public transit 

1 Metropolitan Transportation Authority, “About Us,” https://new.mta.info/about.  
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rides.2 In short, it keeps the largest and busiest city in the country running while also providing transit to 
and from the Long Island suburbs and surrounding upstate communities. New York City is not a car city 
- it is a mass transit city. It is critical that our public transit system represents the future of NYC and not 
the past. It is possible for NYC to have a world class public transportation system, but New Yorkers 
need to believe in it and they need to see results.  
 
Recommit to the Department of Transportation’s Streets Plan 
 
Street design is one of our most 
viable instruments for improving 
bus speeds and reducing 
accidents, while creating space for 
safer walking and riding for New 
Yorkers. The Streets Master 
Plan–enacted by the Council and 
embraced by the previous and 
present Administrations– is that 
instrument and the City's blueprint 
for converting our streets into safe 
places to travel, regardless of 
mode.  However, progress 
necessary to improve the speeds 
of our buses throughout our streets 
and improve safety for pedestrians and bikers has been at a snail's pace.  

Although the Department of Transportation (DOT) installed more bus lanes in 2024 than in the previous 
year, the agency continues to fall short of the targets established under the Streets Master Plan. In 2022, 
DOT fell 45% short of new or camera-enforced bus lanes, installing only 11 of the required 20 miles. 
The amount of bus lanes installed declined further in 2023, when DOT reported installing just 9.6 miles. 
According to the Mayor’s Management Report, DOT installed 15.7 miles of bus lanes in Fiscal Year 
2024, still below the annual target. However, progress reversed again in Fiscal Year 2025, when DOT 
installed only 5.5 miles of bus lanes citywide, a sharp decline from the prior year.3 

The statistics for 2022 through 2025 continuously fall short of the legislatively mandated targets set by 
the Council.4 Because of installation delays and inconsistent enforcement, New York City’s buses crawl 

4 Calder, Rich, and David Meyer. “City Council Approves Corey Johnson's $1.7B Car-Reduction Plan.” New York Post, New York 
Post, 30 Oct. 2019, https://nypost.com/2019/10/30/city-council-approves-corey-johnsons-1-7b-car-reduction-plan/.  

3 New York City Mayor’s Office of Operations, Mayor’s Management Report (MMR): Department of Transportation, Fiscal 
Year 2025, p. 350, https://www.nyc.gov/assets/operations/downloads/pdf/mmr2025/dot.pdf  

2 Office of the New York State Comptroller, “Existential Questions Facing National Public Transit Systems Create New 
Fiscal Pressures for MTA,” July 2022, 
https://www.osc.state.ny.us/reports/osdc/existential-questions-facing-national-public-transit-systems-create-new-fiscal-pressu
res-mta#:~:text=The%20Metropolitan%20Transportation%20Authority%20.  

 

https://nypost.com/2019/10/30/city-council-approves-corey-johnsons-1-7b-car-reduction-plan/.
https://www.nyc.gov/assets/operations/downloads/pdf/mmr2025/dot.pdf
https://www.osc.state.ny.us/reports/osdc/existential-questions-facing-national-public-transit-systems-create-new-fiscal-pressures-mta#:~:text=The%20Metropolitan%20Transportation%20Authority%20
https://www.osc.state.ny.us/reports/osdc/existential-questions-facing-national-public-transit-systems-create-new-fiscal-pressures-mta#:~:text=The%20Metropolitan%20Transportation%20Authority%20
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through their routes at an average speed of merely 8.1 miles per hour.5 New York City has consistently 
ranked among the most congested in the nation – and even globally! Some low-lights include being 
worst-ranked nationally in 2023 and 2024 and the second worst-ranked globally in 2024.6  

The Council knows and understands the importance of the installation of bus lanes and busways. In 
April 2023, the Council passed Resolution No. 460, which called on the Department of Transportation to 
add an additional 35 miles of dedicated bus lanes and busways necessary to boost ridership and improve 
travel outcomes and wait times. Improved service times is not only linked to “a possible 15% increase in  
system wide ridership” but also better safety outcomes with decreased crowding, and transportation 
equity to bolster a thriving city while being a critical factor in mitigating climate change. 

Looking forward, New Yorkers will continue to bear the brunt of long travel and wait times, and poor 
pedestrian and bike safety with DOT consistently missing goals each year.  DOT has ground to make up 
after missing these targets every year and it is critical to accelerate the project. We appreciate Council 
Speaker Abreu and the Council Transportation Committee’s advocacy for solutions and urge that the 
final budget supports a fully funded and fully staffed DOT to get the bus lane planning and installation 
work done.  

Expanding Bus Rapid Transit 

While expanding bus lanes is critical to improving bus speeds, New York City must also begin 
developing a true Bus Rapid Transit (BRT) network. BRT systems build on dedicated bus lanes by 
incorporating features such as center-running lanes, transit signal priority, off-board fare payment, and 
level boarding stations, allowing buses to move faster and more reliably while providing riders with a 
higher-quality transit experience. These improvements can dramatically increase bus speeds and 
reliability, bringing subway-like service to city streets at a fraction of the cost of rail expansion. 

New York City has already begun implementing elements of BRT on key corridors. On Flatbush Avenue 
in Brooklyn, the City has started installing center-running bus lanes, which place buses in the middle of 
the roadway to avoid common curbside conflicts such as double parking, turning vehicles, and delivery 
activity.7 This design—used in successful BRT systems around the world—helps buses move more 
efficiently and provides more consistent travel times for riders. 

Additional high-ridership corridors across the city could also benefit from BRT-style treatments. Streets 
such as Main Street in Queens, which carries some of the busiest bus routes in the borough and 
experiences severe congestion, are strong candidates for dedicated, high-capacity bus infrastructure. 

7New York City Department of Transportation, “NYC DOT to Begin Installing Flatbush Avenue Bus Lanes,” 
https://www.nyc.gov/html/dot/html/pr2025/nyc-dot-better-bus-service-flatbush-ave.shtml 

6 Inrix. “Scorecard.” Inrix, https://inrix.com/scorecard/#city-ranking-list.  

5Independent Budget Office (IBO). (2025). Speeding up slowly: A review of initiatives to improve bus speeds in 
New York City. Retrieved from 
https://ibo.nyc.ny.us/iboreports/speeding-up-slowly-a-review-of-initiatives-to-improve-bus-speeds-in-new-york-city-
february-2025.pdf 

 

https://www.nyc.gov/html/dot/html/pr2025/nyc-dot-better-bus-service-flatbush-ave.shtml
https://inrix.com/scorecard/#city-ranking-list.
https://ibo.nyc.ny.us/iboreports/speeding-up-slowly-a-review-of-initiatives-to-improve-bus-speeds-in-new-york-city-february-2025.pdf
https://ibo.nyc.ny.us/iboreports/speeding-up-slowly-a-review-of-initiatives-to-improve-bus-speeds-in-new-york-city-february-2025.pdf
https://ibo.nyc.ny.us/iboreports/speeding-up-slowly-a-review-of-initiatives-to-improve-bus-speeds-in-new-york-city-february-2025.pdf
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Other major corridors with heavy ridership and slow bus speeds should be evaluated for similar 
improvements to ensure that buses can move quickly and reliably. 

With buses carrying more than two million riders every day, investing in a network of high-quality bus 
corridors is one of the fastest and most cost-effective ways to improve transit across the city. Developing 
true BRT routes—paired with expanded bus lanes and busways—would significantly improve travel 
times for riders and help deliver the faster, more reliable bus system New Yorkers deserve. We urge the 
Council’s support of these solutions.  

Expand Free and Reduced Fare Solutions: Support Fair Fares  

Fare increases in 2023 and 2025 have brought fares to $3.00. Affording mass transit has become 
increasingly difficult for many New Yorkers as the overall cost of living in the city continues to rise. The 
burden is particularly severe for New Yorkers with low incomes who rely on buses and subways for 
daily travel. According to the Community Service Society’s 2023 Unheard Third report,8 nearly one in 
five New Yorkers struggled to afford subway and bus fares in 2023, continuing a trend of increasing 
transit affordability hardship since 2020. The challenge is even more pronounced for households living 
in or near poverty, where approximately 30 percent reported difficulty paying for transit, demonstrating 
that the cost of transportation remains a major barrier to accessing work, school, and other essential 
services. 

Fair Fares, the City’s half-priced fare program, has been called “transformative” by our city’s leaders. 
And it truly has been, proving to be a huge success since its inception in 2019, giving  over 360,000 
riders who are having trouble affording transit a lifeline. Under the reduced-fare program, all 
working-age people (18–64) whose household income is less than 145 percent of the Federal Poverty 
Line (FPL) can apply for Omnycards at half price.  

Still though, there are hundreds of thousands of New Yorkers who are eligible for the program but are 
not enrolled. According to the most recent census data, roughly 900,000 New York City residents live in 
poverty, but roughly a third of eligible New Yorkers are enrolled in the program. Part of this is due to 
strict income requirements, where only working-age New Yorkers earning up to 145% of the federal 
poverty level — equivalent to about $23,940 annually for a single individual under current program 
guidelines — would be eligible. These income requirements cause many New Yorkers who earn 
significantly less than the city's median income to be ineligible, severely lowering enrollment rates.  

Financial woes and transportation affordability gets even worse for New York City college students, 
where costs extend beyond the classroom. Affording an Omny tap can be the difference between earning 
a degree or dropping out altogether. While knowing that those with a college degree continue to have 
better career opportunities and higher annual wages than those with less education,9 a recent survey by 
the Center for  Urban Future found that affording a Metrocard was the biggest financial barrier cited by 

9 National Center for Education Statistics. https://nces.ed.gov/pubs2022/2022144.pdf.  

8 Community Service Society of New York, When You Can’t Afford the Fare: How Expanding Fair Fares Can Help 
Working New Yorkers as Transit Hardships Persist, Unheard Third 2023 Transit Brief (March 2024). 
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students when discussing college costs.10 Acknowledging the importance of mass transit to education 
equity, New York City’s K-12 students receive free Omnycards, yet that resource doesn’t exist for higher 
education. And with housing and food cost increases outpacing wage growth in the City, the need to 
address transit affordability to support educational attainment could not be more pressing. 

New York City has an opportunity to build on the success of Fair Fares and expand its reach. We urge 
you to support Fair Fares expansion which includes 1) increasing eligibility to households earning up to 
300 percent of the Federal Poverty Line, 2) making transit fully free for households earning below 150 
percent of the Federal Poverty Line and for all CUNY students, and 3) expanding the program to cover 
additional transit options such as MTA express buses and CityTicket fares. Expanding Fair Fares in this 
way would ensure that more New Yorkers can access affordable public transportation and fully 
participate in the city’s economic and educational opportunities. 

Thank you.  

10 Opportunity Costs - Nycfuture.org. https://nycfuture.org/pdf/CUF_OpportunityCosts_Final.pdf.  

 

https://nycfuture.org/pdf/CUF_OpportunityCosts_Final.pdf
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Tuesday, March 17, 2026 
 
Testimony by Linda Baran 
President & CEO, Staten Island Chamber of Commerce 
New York City Council Transportation and Infrastructure Committee 
 
Good morning Chair and members of the Committee. Thank you for the opportunity to testify 
today. 
 
I am Linda Baran, President and CEO of the Staten Island Chamber of Commerce, representing 
about 700 businesses employing nearly 20,000 workers across our borough, most of them small 
businesses. 
 
Transportation equity remains a major issue for Staten Island. Despite being home to nearly half 
a million residents, Staten Island remains the most transit underserved borough in New York 
City. We have one passenger rail line, no direct subway connection to Manhattan, and limited 
bus service. For many years we relied almost entirely on a single ferry route as our primary link 
to the rest of the city. 
 
At the same time, Staten Islanders continually pay into the region’s transportation system while 
receiving far fewer investments in return. Unlike residents of other boroughs, Staten Islanders 
must pay a toll every time they leave or return to the borough. We also pay more for mass 
transit. While riders in other boroughs can take the subway into Manhattan for the cost of a 
local bus fare, many Staten Islanders must rely on express buses that cost significantly more just 
to reach the same job centers. The result is one of the longest and most expensive commutes in 
New York City. 
 
With congestion pricing now in effect, Staten Islanders face yet another added cost when 
traveling into Manhattan. While the policy is intended to reduce traffic and encourage transit 
use, it underscores the need for real transit investment in our borough. 
 
For the businesses we represent, these challenges are very real. Employers regularly tell us that 
hiring workers from outside Staten Island can be difficult because commuting to the borough 
takes too long or costs too much. 
 
Improving transportation equity means better mobility within Staten Island and stronger 
connections to the rest of the city. 
 

mailto:info@sichamber.com
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SICC Recommends Four Investments to Speed Commutes, Ease Congestion, and Reduce Costs 
for Staten Islanders 
 
1. Fully Fund the North Shore Bus Rapid Transit (BRT) in the MTA Capital Plan 
One of the most important investments for Staten Island is the North Shore Bus Rapid Transit 
project. This long-planned project would convert a dormant corridor into a reliable transit link 
connecting North and West Shore neighborhoods to the St. George Ferry Terminal. It would also 
improve access to major employment centers such as the Staten Island Corporate Park, helping 
employers attract workers and strengthening economic development across the borough. 
 
The Chamber urges the Metropolitan Transportation Authority to include full funding for the 
North Shore BRT in the next MTA Capital Plan so this long-awaited project can finally move from 
planning to construction. 
 
With congestion pricing now in effect and policymakers encouraging fewer car trips, 
investments like the North Shore BRT are essential to ensuring Staten Islanders have real and 
reliable transit alternatives. 
 
2. Extend Ferry Service 
Regional connections must also continue to improve. 
 
The recent addition of Staten Island to the NYC fast ferry network and the reconnection to 
Brooklyn landings are positive steps toward integrating our borough into the citywide ferry 
system. Expanding ferry service and developing additional landings on Staten Island would 
further improve commuting options and support economic activity throughout the borough. 
 
3. Pilot Smart Traffic Signal Technology 
Improving mobility within Staten Island itself is just as important. Traffic congestion continues to 
affect daily life for residents and businesses. During rush hour it can take more than an hour to 
travel just a few miles along major corridors such as Hylan Boulevard. 
 
The Chamber has proposed piloting a smart traffic signal system that uses real time data and 
adaptive signals to improve traffic flow and reduce delays. Cities that have implemented similar 
systems have significantly reduced travel times and delays. 
 
Because Staten Island is geographically compact, our borough is well suited to pilot this 
technology islandwide and demonstrate how intelligent traffic systems can improve mobility 
and safety. The City could implement a pilot program and pursue federal infrastructure or safety 
funding to support broader deployment if successful. 

mailto:info@sichamber.com
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4. Extend the Staten Island Expressway HOV Lane 
Another important step to ease congestion is extending the Staten Island Expressway HOV lane 
westward to the Goethals Bridge. This improvement would help move traffic more efficiently, 
support express bus service, and reduce congestion on surrounding local streets. 
 
While the Staten Island Expressway is under the jurisdiction of the New York State Department 
of Transportation, the City can play an important role in advancing this project. We encourage 
the City to work with State DOT to prioritize the extension and to pursue federal infrastructure 
funding opportunities to support its completion. 
 
 
Transportation equity means ensuring that Staten Island receives the same level of investment 
and connectivity as other boroughs. Our residents and businesses deserve reliable transit, fair 
transportation costs, and better access to opportunity. 
 
Thank you for the opportunity to testify. We look forward to continuing to work with the 
Council to advance these priorities. 

mailto:info@sichamber.com


March 19, 2006 
 
Dear Members of the Council, 

I am writing to raise serious concerns about the impact of automated ticketing 
enforcement on providers of senior transportation services in New York City. 

Since late 2025, NYC has implemented automated ticketing for double-parked vehicles 
using camera-equipped buses that capture license plates. While we understand the 
intent to improve traffic flow and safety, this system has unintentionally created 
significant hardship for services like ours that transport frail and mobility-impaired 
seniors. 

Our work involves door-to-door assistance for vulnerable individuals who cannot use 
public transportation. A typical pickup is not a quick stop: 
A senior must first be alerted, stand up, walk slowly to the door, carefully navigate 
stairs, and make their way to the curb. Once outside, they often require assistance 
entering the vehicle. Our driver must then safely store mobility aids such as walkers or 
wheelchairs before departing. This process can take 5–10 minutes, and often longer 
depending on the individual’s condition. 

Despite holding a valid Annual On-Street Parking Permit (Permit # 2026/767027), our 
vehicles are repeatedly issued tickets during these necessary stops. In some cases, we 
have even received multiple tickets for the same location within minutes. 

We provide essential local transportation for seniors who rely on us for critical daily 
needs—medical appointments, grocery shopping, pharmacy visits, banking, and more. 

Additionally, we operate a weekend meal delivery program for seniors, primarily 
Holocaust Survivors. Even brief stops—such as quickly picking up the meals from the 
caterer—have resulted in multiple automated violations, further compounding costs. 

These fines, often ranging from $100 to $200 per ticket, are unsustainable. They directly 
threaten our ability to continue serving the very population that the City is committed to 
supporting—older adults and individuals with disabilities who require additional time and 
care. 

We respectfully urge the Council to consider the following: 

• Exemptions or adjusted enforcement rules for licensed senior and disability 
transportation providers 

• A grace period for vehicles engaged in active passenger assistance 

• Recognition of valid on-street permits within automated enforcement systems 

• A fair appeals process that accounts for the realities of accessibility services 

New York City has long championed equitable access to transportation. To uphold this 
commitment, policies must reflect the real-world needs of those who require extra time 
and assistance—not penalize the services that support them. 

Thank you for your time and consideration. 

Debbie Hes 
Executive Director 
Washington Heights Inwood Preservation & Restoration Corp 



 

SUBJECT: 3/17/2026 - DOT Preliminary Budget Hearing - Fund the DOT and Proven 
Measures Life Saving Measures 

Thank you Chair Abreu and the entire Transportation & Infrastructure Committee for the 

opportunity to testify. My name is Pauline Barkin. I am a volunteer with Transportation 

Alternatives, an architect and a proud resident of Flatbush Brooklyn.  

I’m here because our streets are not as safe as they should be. We have the tools to 
make our streets safer. Investing in continuous & protected bike networks, traffic calming 

treatments, improved signaling, redesigned intersections, and hardened daylighting save lives. 

These are proven, data driven interventions.  

The Department of Transportation (DOT) plays a critical role in preventing traffic deaths and 

serious injuries. Unfortunately, the DOT has struggled to meet its goals in recent years because 

the agency has been consistently underfunded and understaffed. The current plan adds only 43 

new employees in 2027. That doesn’t come close to matching the scale of the work required to 

keep millions of New Yorkers safe on our roads. To deliver safer streets, DOT needs a 

workforce that matches its mission. 

When we give the DOT the resources it needs, we save lives, we create opportunity, and we 

build a stronger, safer, and more resilient New York. Increase funding for the Department of 
Transportation and ensure the agency has the necessary resources it needs to deliver 
the life saving improvements New York City deserves. 

Thank you for your time. 

Pauline Barkin, AIA 
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Phil Wong 

We are being robbed by the MTA with this new debit MetroCard. I shouldn’t have a negative 
balance on a MetroCard I brought a week ago. Riders don’t trust that they’re being charged 
correctly. MTA needs to do more to build trust in OMNY so riders can see and experience 
the benefits.  We need a real-time display of charges and card balance when riders tap so 
we know we’re being charged and can use OMNY to its full advantage. WE NEED TO 
EXPAND THE FAIR FARES PROGRAM!  

We need to be able to access OMNY in the MTA App so riders can immediately view their 
transaction history and refill their cards while on the go. The OMNY website is di icult to 
navigate, and most riders are unable to view a record of their rides, making it di icult to 
track progress towards the weekly fare cap. Riders need easier access to OMNY machines 

Lack of access to OMNY machines means that riders are often having to travel out of their 
way to refill their cards, losing the benefits of fare capping by using other devices to pay, 
and even having unnecessary interactions with NYPD.  

Access to OMNY machines cannot just be limited to subway stations, shutting out millions 
of bus riders and New Yorkers who live in neighborhoods where the nearest subway could 
be miles away.  

Riders need to have access to more than one OMNY vending machine per station along 
with in-station customer support from MTA employees. New Yorkers across the city have 
struggled to use the OMNY system, from dealing with broken vending machines to long 
lines at the stations.  



Riders need better stronger customer support on the phone and in the stations, and 
flexibility to ride when OMNY is out of service. MTA employees at the stations need to be 
equipped with the knowledge around OMNY to best support riders. And we need more 
visible signage in our stations that describe how fare capping works along with better 
customer service at the stations and community meetings across the city where riders can 
learn more about OMNY.  

OMNY customer service needs to be equipped to resolve customer issues in a timely 
manner, without riders having to call repeatedly. Without community resources, riders are 
often helping one another navigate the system – particularly seniors, young people, and 
those with limited access to technology. We need regular OMNY info sessions to be hosted 
in community centers & libraries so that riders can have a space to learn about the benefits 
of the program, ask questions, and receive support to enroll. When OMNY is not working, 
riders are at risk 

Multiple riders have experienced receiving tickets even though they paid the fare due to 
OMNY malfunctions. This not only wastes riders’ time and money, but it increases 
unnecessary rider interactions with the police.   





March 16, 2026 
 
To the Committee of Transportation and Infrastructure:  
 
I am a longtime resident of Washington Heights, and I use the 1 train 
commuter tunnel at 190th street to bring my child to school and to travel 
outside of the neighborhood. 
I was recently informed by a DOT employee that DOT will be doing much 
needed repairs on the tunnel, which I was very happy to hear. However, I was 
also informed that the tunnel has no cameras. 
Especially given the fact that DOT will be doing repairs on the tunnel, I would 
like to advocate for any new budget to please allocate funding for security 
cameras for this subway tunnel. 
Given that there was a recent assault on a commuter at a different 
neighborhood 1 line subway stop just weeks ago, the fact that the tunnel is a 
block long and has unreliable reception, the reality that there is never any 
police presence along the length of the tunnel, and lastly, the fact that that in 
both winter and summer, it has become a gathering place for the homeless as 
well as drug addicts, having NO CAMERAS at all in this block long, enclosed 
space is straight up negligence. 
I strongly feel that it is just a matter of time until someone is assaulted in this 
space.  
There is a serious need for cameras in this tunnel to ensure that it is safe and 
secure for the residents utilizing the station. 
Thank you so much, 
Hannah Scholl 



Chair Sanchez and members of the Committee, 

I’m Jillian Curtis and I’m a teacher. 

Thank you for the opportunity to provide testimony. Thank you to Chair Sanchez and all 
of the City Council for restoring community composting funding in FY25 and continuing 
the funding for FY26. I am writing to strongly support ongoing, stable funding for 
community composting through Schedule C Council Initiative funding for Community 
Composting.   

When Mayor Adams cut funding to community programs at DSNY, City Council stepped 
in FY25 to save decades olds programs that supported community composting, 
composting education, and outreach through New York nonprofits. The ongoing support 
from constituents shows how community composting impacts and engages the 
community. 

I have a community garden behind my apartment, the Moore-Jackson Community 
Garden, and participate actively in composting, both through our community garden and 
in neighborhood bins with the Compost App. Our neighborhood has thrived since 
opening our community garden and I’ve felt the positive impact on our surroundings 
because of it. Furthermore, the amount of trash that my household alone has cut down 
on composting is quite significant and has made me realize what a positive impact on 
the earth composting can have. 

Community composting is a proven, community-powered climate solution. It reduces 
landfill waste, lowers emissions, enriches our city’s soil, and strengthens our resilience. 
Curbside composting needs outreach and education, and community composting 
provides this. With EPA cuts and climate change denial at the federal level, we know 
that acting locally can have a big impact, and we’ve seen how the City Council can 
be part of that change.  

This isn’t just about compost. It’s about environmental justice and climate resilience. It’s 
about green jobs. It’s about investing in a better future for all New Yorkers. I urge 
Council to continue to fund community composting. Let’s keep growing a cleaner, 
more resilient New York City—together. 

Thank you, 

Jillian Curtis 



I. Background: Previous Legislation (Int 1141-2018) and the Stipulated Fine Program
The Stipulated Fine Program is a Department of Finance arrangement under which delivery and 
other businesses pay a pre-negotiated rate for parking violations in exchange for waiving the 
right to contest those violations at OATH hearings. Participation in the Program allows 
companies to resolve large volumes of parking tickets without experiencing the burdens of 
individual hearings. 

The Program has attracted scrutiny in recent years. One report done by IBO found that the ten 
largest shipping companies in the city saved more than $20 million in fines through the Program 
in a single year, and over $750 million since 2001.1 Critics have argued that the Program 
effectively allows large corporations to purchase the right to block streets and double-park at 
discounted rates, undermining enforcement, public safety, and accessibility. 

Intro 1141-2018 would have abolished the Stipulated Fine Program as it currently operates. It 
would have prohibited any city agency from agreeing to reduce fines for parking violations in 
exchange for a waiver of the right to contest them. 

II. Proposed Amendment
A proposed amendment would create an exception to the bill’s universal prohibition on 
negotiated fine reductions by preserving access to the Program for certain qualifying small 
businesses. To be eligible for the Program, under this proposed carve-out, a business must satisfy 
all of the following criteria: 

1. The business must be domiciled in the City or State of New York;
2. The business must be registered with the New York Secretary of State;
3. The business must be incorporated within the State of New York; and
4. The business’s total annual revenue must not exceed $1,000,000.

Businesses that satisfy the above four criteria would remain eligible to participate in the 
Stipulated Fine Program. This carve-out would mitigate the risk that the bill, as previously 
written, would impose a disproportionate burden on small, locally-rooted businesses that bear 
little resemblance to the large shipping companies that the bill is designed to target. The $1 
million revenue ceiling provision is also narrow enough in scope that it would not disturb the 
bill’s spirit of prohibition as applied to large delivery companies.​  

1 https://www.nydailynews.com/2022/08/21/nyc-gives-big-delivery-companies. 

https://legistar.council.nyc.gov/LegislationDetail.aspx?ID=3704308&GUID=C7C66706-1DAD-4F98-93AC-97593540092E&Options=&Search=
https://www.nydailynews.com/2022/08/21/nyc-gives-big-delivery-companies-750-million-in-parking-ticket-discounts-since-2001/
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Int. No. 1141 
 

By Council Members Rodriguez, Reynoso, Levin, Deutsch, Levine, Rosenthal, Grodenchik, 
Maisel, Rose, Barron, Holden, Moya, Kallos, Chin, Treyger, Brannan, Ayala, Cornegy, Cumbo, 
Perkins, Louis, Ampry-Samuel, Lander, Cabrera, Koslowitz, Gibson, Salamanca, Adams, Van 
Bramer, D. Diaz, Gennaro, Riley, Powers, Rivera, Ulrich and the Public Advocate (Mr. 
Williams) 
 
A Local Law to amend the administrative code of the city of New York, in relation to the 
dismissal of notices of violation and reduction of fines 
 
Be it enacted by the Council as follows: 

 
Section 1. Chapter 2 of title 19 of the administrative code of the city of New York is 1 

amended by adding a new section 19-216 to read as follows: 2 

§ 19-216 Dismissal of notice of violation or reduction of fine. Except for the dismissal or 3 

cancellation of a notice of violation for a technical reason pursuant to paragraph (b) of 4 

subdivision 2-a of section 238 of the vehicle and traffic law, paragraph (3) of subdivision (a) of 5 

section 39-02 of title 19 of the rules of the city of New York, subdivision 2 of section 19-162 or 6 

section 19-215, no notice of violation may be dismissed, or the associated fine reduced, without 7 

the issuance of a written determination by an administrative law judge after completion of a 8 

hearing on the merits of each individual charge. No city agency may agree to reduce fines for 9 

parking violations in exchange for a waiver of the right to contest such violations. 10 

§ 2. This local law takes effect 90 days after it becomes law. 11 
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Big delivery companies’ trucks clog New York streets — and they get millionsBig delivery companies’ trucks clog New York streets — and they get millions

in discounts on parking tickets while doing so.in discounts on parking tickets while doing so.

Transit advocates wonder whether the discounts incentivize the companies toTransit advocates wonder whether the discounts incentivize the companies to

clog traffic, slowing buses and cars.clog traffic, slowing buses and cars.

Over the last 21 years, companies like FedEx and UPS have gotten roughlyOver the last 21 years, companies like FedEx and UPS have gotten roughly

$750 million in parking ticket discounts not available to smaller businesses$750 million in parking ticket discounts not available to smaller businesses

that must navigate the same parking and street rules, records obtained bythat must navigate the same parking and street rules, records obtained by

the Daily News show.the Daily News show.

The discounts are issued through the city’s Stipulated Parking Fine Program,The discounts are issued through the city’s Stipulated Parking Fine Program,

which since 2001 has reduced parking fines to the major deliverers inwhich since 2001 has reduced parking fines to the major deliverers in

exchange for the companies’ agreement not to contest the violations in cityexchange for the companies’ agreement not to contest the violations in city

administrative courts.administrative courts.

NEWSNEWS  NEW YORK NEWSNEW YORK NEWS

NYC gives big deliveryNYC gives big delivery
companies $750 million incompanies $750 million in
parking ticket discounts sinceparking ticket discounts since
20012001

3/15/26, 8:03 PM NYC has given delivery firms $750M ticket breaks since 2001
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How Does the City Collect Parking Fines from Delivery Companies and Other Businesses?
Each year hundreds of thousands of citations for parking violations are issued to vehicles registered to companies doing business 
in the city. Just like an individual receiving a violation, these firms have the right to challenge their tickets. Because of the volume 
of parking violations issued to vehicles registered to businesses such as United Parcel Service, Federal Express, and others 
making deliveries or service calls, having even a small percentage of those violations contested in court could overwhelm an 
already overburdened system.

To reduce the burden on the city’s traffic courts the city provides an incentive to businesses that agree not to dispute parking 
violations. The city currently offers two similar programs that do this: the Commercial Abatement Program for small firms and the 
Stipulated Fine Program for large companies. Participants waive their right to challenge parking tickets and agree to pay a pre-set, 
reduced fine amount for each offense. We look at how much the city has collected from the two ticket abatement programs—and 
how much it may have forgone. 

Payments Made by Participants in 
The Stipulated Fine and Commercial 
Abatement Programs: 2010-2018 
Fiscal 
Year

Violations 
Paid

Dollar
Payment

2010 832,500  $54,586,800 
2011 812,400  53,634,600 
2012 908,700  58,635,000 
2013 768,300  48,761,100 
2014 900,900  57,214,300 
2015 986,600 61,468,900 
2016 839,800 54,852,800 
2017 727,100 49,751,300 
2018 678,100 51,008,600 
Average 828,267 $54,434,822

New York City Independent Budget Office

•	 Since 2010, the two abatement programs have averaged over $54 million in 
payments annually for about 828,000 parking violations a year. The programs 
reached their peak revenue in 2015 when they collected over $61 million for 
nearly 1 million violations.

•	 Most of the fine revenue is generated through the Stipulated Fine Program 
because those businesses generally have many more vehicles. In 2018, 1,362 
businesses paid fines through the Stipulated Fine Program while 866 firms paid 
fines through the Commercial Abatement Program. Ninety-three percent of the 
revenue collected under the two programs in 2018 came through the Stipulated 
Fine Program.  

•	 IBO estimates that the Stipulated Fine Program 
saved the 10 most heavily fined firms in 2018 
as much as $20.4 million on their summonses. 
Because the summonses are not contested 
in traffic court and some of the violations 
likely would have been dismissed or reduced 
had they been, it is impossible to determine 
the amount of revenue the city would have 
collected without the program in place.

The revenue from the payment of parking 
violations by participants in either of the 
abatement programs is only a small fraction of the 
overall revenue collected from parking violations. 
Since 2010, parking violation fine revenue has 
averaged nearly $532 million annually. The abatement programs account for about 10 percent of this annual amount. Starting in 
December, the city increased the pre-set fines for each type of violation and now expects the programs to generate $11 million more 
this fiscal year than they did in 2018 and $17 million more in the following years.

Update: We have updated the summons count and maximum savings amounts to reflect information 
that the Department of Finance had originally not provided on summonses reduced to $0 fines.

Top 10 Participants in the Stipulated Fine Program by Fines Paid 
Fiscal Year 2018

Business Name
Summons 

Count Fines Paid
Maximum 

Savings

United Parcel Service 254,868 $14,404,619 $6,627,851 
Federal Express 114,005 6,880,245 4,900,375
Verizon 64,235 2,514,218 2,372,387
Manhattan Beer Distributors 29,421 2,343,538 733,757
Verizon Corporate Services 51,187 2,135,943 1,681,802
Fresh Direct 28,032 1,784,018 1,055,617
US Foods, Incorporated 25,087 1,745,013 823,512
Liberty Coca-Cola Beverages 22,252 1,607,526 685,374
Time Warner Cable of New York 26,828 1,264,634 882,091
Anheuser-Busch Beer Distributors of New 
York, Inc. 16,834 1,170,614 628,061
Total for Top Ten 635,749 $35,850,368 $20,390,827

All Other Stipulated Fine Participants 670,264 $11,336,632
Total, Stipulated Fine Program 1,306,013 $47,187,000
NOTE: Reported savings assumes that all fines originally imposed would have been paid. It is not based 
on an actual accounting of the forgone revenue.

New York City Independent Budget Office
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