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Thank you Chair Brooks-Powers and members of the Committee on Transportation and 
Infrastructure for holding this hearing today. As Brooklyn Borough President, I have many 
transportation priorities for our great borough, all of which are aimed at ending car culture and 
encouraging residents to use more efficient and sustainable modes of transportation, including 
walking, biking, and public transit. 
 
Critically, we need a robust financial commitment to the NYC Streets Plan, which the 
administration all but abandoned in 2023. DOT has completed only a fraction of the mandated 
bike lanes, bus lanes, and public plazas mandated by law, and announcements for new projects 
have slowed to a halt. Of the projects completed, the majority have been done in-house using 
expense funds and DOT headcount. The City should be bolstering this in-house capacity, but the 
preliminary budget proposes keeping vacancies unfilled and imposes PEGs on traffic and street 
operations, signaling that the administration intends to keep DOT understaffed.  
 
DOT has talented and passionate personnel ready to implement lifesaving streets projects 
across the city, and the budget needs to give them the resources to complete this work. As the 
coming implementation of congestion pricing will encourage more people to switch to public 
transportation, it is vital that we invest in critical infrastructure to speed up our buses, 
paratransit, and emergency vehicles, and keep pedestrians and cyclists safe. 
 
As Borough President, I remain committed to Vision Zero: no one should die on New York City’s 
streets. This preliminary budget does not agree; in addition to cutting in-house capacity, it 
includes cuts to Vision Zero education and outreach programming. While infrastructure and 
design are the foundation of Vision Zero, these cuts are emblematic of a complete disregard for 
the program’s goal to reduce traffic violence. 
 
While I am encouraged by City Hall’s interest in sustainable delivery, the administration should 
first fully support the existing freight mobility staff and initiatives within DOT and outlined in the 
Delivering Green plan with the Economic Development Corporation (EDC). The recent 
announcement of six waterfront shipping hubs is a step in the right direction, but I am 
concerned by the absence and continued uncertainty surrounding the Red Hook Container 

http://www.brooklyn-usa.org/
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Terminal, which should remain a centerpiece of the city’s freight infrastructure and receive 
renovations and upgrades as proposed in Delivering Green. 
 
DOT’s Curb Management Action Plan is an exciting step towards using the city’s valuable curb 
lanes for more than just car storage, which should be expanded in the coming years. DOT should 
follow through on the Local Delivery Hub and LockerNYC pilot programs to reduce the negative 
environmental and safety effects of truck deliveries. 
 
Open Streets are a vital part of Brooklyn’s public realm. Streets are not just where New Yorkers 
travel, they are where we rest, socialize, and relax. I will continue to advocate for funding and 
expansion of Open Streets and Summer Streets across the borough. 
 
Finally, I would like to discuss the future of the Brooklyn-Queens Expressway (BQE). In February, 
the Federal Highway Administration rejected the administration’s application for federal funds 
to rebuild the triple cantilever in Brooklyn Heights. This proposal was a temporary fix that 
included too many lanes and ignored community needs along the entire BQE corridor. DOT 
should continue to work to secure funds from the Federal government through the Bipartisan 
Infrastructure Law to pursue a full redesign of the BQE corridor that centers racial justice, 
equity, and climate mitigation. 
 
Thank you for the opportunity to speak today. I look forward to working with the Council on this 
effort. Together, we can transform our city’s streets, our freight network, and the BQE corridor. 
 

http://www.brooklyn-usa.org/


STATEMENT OF PUBLIC ADVOCATE JUMAANE D. WILLIAMS
TO THE NEW YORK CITY COUNCIL COMMITTEE ON TRANSPORTATION AND

INFRASTRUCTURE
MARCH 14, 2024

Good morning,

My name is Jumaane D. Williams and I am the Public Advocate for the City of New York. Thank
you to Chair Brooks-Powers and members of the Committee on Transportation and Infrastructure for
holding this hearing and for allowing me to share my statement.

MTA
Access-a-Ride
In New York City, we have a shared ride paratransit service, Access-a-Ride (AAR). AAR is operated
by the MTA and is for people with disabilities or health conditions that prevent them from using
alternate public transit options (subway or buses) for some or all of their trips. AAR has nearly
170,000 users, yet AAR is riddled with complaints, concerns, and issues from its riders. Among chief
concerns are chronically late rides, drivers who are poorly trained to assist passengers with
disabilities, and long wait times. Additionally, the onus is on the rider to schedule their rides two days
ahead of time, and to qualify for AAR, riders must visit an assessment center. Transit advocates have
called for the elimination of these assessment centers and, as a replacement, requiring proof of
eligibility submitted by a rider’s physician. And of course, proper redress for all the aforementioned
issues which have been long documented is duly needed.1

Fair Fares
Fair Fares has existed as a measure to make public transit financially accessible to low-income New
Yorkers with over 300,000 people enrolled. That being said, as fares and the cost of living rise,
low-income New Yorkers are finding it more difficult to afford public transit yet are not eligible for
the program.2 Currently, New Yorkers with incomes of up to 120 percent of the federal poverty level
are eligible. Eligibility should expand to New Yorkers with incomes under 200 percent of the federal
poverty line, which is estimated to serve over a million people.3 In addition to expanding eligibility,
the MTA needs an extensive outreach campaign to ensure all who are eligible for Fair Fares, are
receiving their discounts. It is estimated that only one-third of those eligible are enrolled.4 That is

4 Ibid.

3 https://www.cssny.org/news/entry/fair-fares-expansion-million-new-yorkers-benefit-nyc#:~:text=If%20Fair%20Fares%20
eligibility%20were,subway%20or%20the%20bus%20system.

2 https://www.cssny.org/publications/entry/when-you-cant-afford-the-fare-expanding-fair-fares-transit-hardship-unheard-third-
2023

1 https://citylimits.org/2018/08/21/access-a-ride-or-stress-a-ride-mta-service-needs-overhaul-users-say/
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hundreds of thousands of New Yorkers who are missing out on valuable discounts. The same can be
said about AAR riders as well.

Subways
Subway capital improvements must be prioritized. When it comes to accessibility in the subway
system, it is in need of major progress and improvements. The MTA is investing approximately $6
billion in the 2020-2024 Capital Program for station accessibility projects, which includes making 70
stations ADA accessible and modernizing 78 subway elevators.5 The MTA needs to be held
accountable for the completion of these projects, which in addition to elevator access, addresses other
key accessibility features at the subway platforms.

DOT
In 2022, the Mayor announced an investment of nearly $1 billion over five years for the city’s Streets
Plan. The NYC Streets Plan, per DOT, is “a five-year transportation plan to improve the safety,
accessibility, and quality of the City’s streets for all New Yorkers. The plan involves an in-depth
analysis of the current state of New York City’s streets and responds equitably to the uniqueness of
the City’s many neighborhoods and local needs.”6 Despite the significant funding to our NYC streets
and traffic safety, transit advocates have lamented that benchmarks are being missed, especially
regarding bus and bike lanes. According to the Plan, the DOT is to install 50 miles of protected bike
lanes at minimum, yet in actuality, it has only installed 33 miles of bike lanes.7 Additionally, for the
city’s bikeshare program itself, DOT must also move to provide accessible and adaptive bicycles for
people with disabilities, of which there is little public information on its progress.

NYC Ferry
An additional transportation method for New Yorkers is the ferry system. The preliminary budget
indicates $500 million for boat and terminal improvements, and it must be stressed that among these
improvements, accessibility needs to be prioritized. According to New York Lawyers for the Public
Interest, members of the disability community have reported that NYC Ferry has accessibility issues,
which include lack of signage that impacts those deaf and hearing impaired and also a lack of clear
and accessible paths from street to landing. The Council must ensure this significant investment in
the ferries clearly prioritizes accessibility needs, as is being asked of the MTA and DOT.

Thank you.

7 https://nyc.streetsblog.org/2024/02/01/dot-bike-lane-intros-dropped-85-in-2023
6 https://www.nyc.gov/html/dot/html/about/nyc-streets-plan.shtml
5 https://new.mta.info/project/station-accessibility-upgrades
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While the MTA relies on its 79% satisfaction rate, other riders who use Broker Service 
have to deal with issues such as drivers, vehicles, and license plates not matching what 

is posted on the MYMTA app, and that is if  the application is working properly.                
Some drivers do not match the driver’s license picture on the windshield. On some 

occasions passengers get different drivers and cars that are listed in the app. While the 
MTA boasts about the success of the MYMTA app, they do not pay enough attention to 

the problems with it. Consumers need to know who their drivers are for their safety. For 

example, the victim of a brutal assault in December of last year was unable to identify 
the Access-A-Ride driver to press charges.   

 
Another issue is drivers on both Broker Services and the original Blue & White service 

making video calls while on the road. Some drivers are so invested in their phone calls 
that they do not pay attention to what is going on around them. They do not notice the 

concern or anxiety it brings their passengers.  
 

And finally, an old but still occurring issue: Broker Service drivers watch Youtube, 
TikTok, or other social media while on the road and get so invested that the passengers 

are left in fear.  
 
 



 
 

 

The Center for Independence of Disabled, New York (CIDNY) also wants to bring to 
your attention the major increase over the past few years in the dangerous use of  

recreational electronic mobility devices, such as electronic bikes and scooters on New 
York City streets and sidewalks. Users of these means of transportation ordinarily ride 

on city sidewalks, often not stopping at crosswalks, and ignoring stop signs and red 
lights. They also often do not abide by directional regulations of the streets or lanes 

they are riding on.  
   

While this is absolutely a safety hazard for all New Yorkers trying to navigate the City’s 
streets, it is particularly dangerous for individuals with disabilities— those with mobility, 

visual or hearing impairments — and effectively renders the visual or auditory signals 
that have previously been put in place at crosswalks to ensure their safety meaningless. 

We are aware of several serious accidents on NYC streets owing to these issues.    
   

The DOT is responsible for ensuring the safety of all pedestrians on New York City 
streets, including individuals with disabilities. It is CIDNY’s position that the safety 

action plans currently in place are no longer sufficiently protecting New Yorkers with 
disabilities, and these plans need to be updated in consideration of the massive 

increase in the use of electronic transportation devices, and the documented fact that 

this increase is correlated to accidents causing injury and even death.  
   

CIDNY is advocating for the DOT to put in place a full plan to reexamine the way bike 
lanes and pedestrian walkways are designed to address that they are now used by 

these recreational electronic vehicles that do not regularly stop at intersections.    
CIDNY also requests that efforts to protect individuals with mobility, hearing and vision 

impairments are expressly considered and incorporated into these updated safety 
plans.  
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 Center for Justice Innovation 
 New York City Council 

 Committee on Transportation and Infrastructure 
 March 14, 2024 

 Good morning, Chair Brooks-Powers and esteemed members of the Transportation and 
 Infrastructure Committee.  In the years since the pandemic, traffic-related fatalities in New York 
 City have reached historic levels. Last year, traffic violence killed 258 individuals on our roads.  1 

 Although this reflected a slight decrease from the year prior, the broader trend is an alarming 
 one: between 2018 and 2021, traffic fatalities in our City climbed by  33 percent  .  2  Also cause for 
 concern, in particular, is the declining safety for bike riders on our streets. In fact,  2023 was the 
 second deadliest year for bike riders in recorded history, and the deadliest in the Vision 
 Zero-era  .  3  In a moment like this, we must continue to invest in solutions that make our roads 
 safer. 

 This testimony will discuss two programs the Center has developed to mitigate this safety 
 issue: the Driver Accountability Program and Circles for Safe Streets. These programs provide 
 meaningful alternatives to fines and fees, addressing some root causes of unsafe driving, while 
 providing a new option for adjudicating cases between non-enforcement and convictions. 

 Driver Accountability Program 

 The Driver Accountability Program is an innovative response to driving-related offenses 
 that seeks to improve traffic safety and increase accountability among dangerous drivers. The 
 program is rooted in principles of restorative justice, self-reflection, and self-empowerment. 
 With support from New York City Council, the Center for Justice  Innovation operates the 

 3  deCastro, J. (2023, December 28).  Transportation  alternatives statement after hit-and-run driver kills Bike Rider in 
 Queens  . Transportation Alternatives. 
 https://transalt.org/press-releases/transportation-alternatives-statement-after-hit-and-run-driver-kills-bike-rider-in-qu 
 eens 

 2  Ibid. 

 1  NYC.gov. (2024).  Vision Zero Key Metrics and Visualization  .  NYC.gov. 
 https://www.nyc.gov/content/visionzero/pages/key-metrics-and-visualizations 
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 program in all five boroughs, playing a critical role in reducing systemic harms caused by fines, 
 criminal convictions, and incarceration. 

 The program was developed in partnership with the New York City Police Department, 
 the Brooklyn District Attorney’s Office, Comptroller (and then-City Council Member) Brad 
 Lander, and Families for Safe Streets. It launched in 2015 as a pilot based out of our Red Hook 
 Community Justice Center. In 2019, New York City's Council provided funding to expand use of 
 the Driver Accountability Program citywide. By providing alternatives to business as usual, our 
 Driver Accountability Program is improving safety while reducing the negative impacts of the 
 justice system. 

 Eligibility 

 The Driver Accountability Program is available to individuals who are charged with 
 driving related offenses in criminal court. It serves as an alternative to fines or jail, or as a 
 pre-condition of dismissal or reduction in charges for vehicular offenses such as reckless driving, 
 driving while intoxicated, driving with a suspended license, and failure to yield to a pedestrian. 

 Curriculum 

 The 90-minute group session takes a restorative approach. Rather than sitting through a 
 lecture, participants actively engage in exercises and discussions guided by a trained facilitator. 
 After a brief introduction, participants complete a questionnaire that requires them to rate and 
 describe their driving beliefs and behaviors, prompting them to engage in meaningful 
 self-reflection. Participants are then asked to share their answers, which are used as a framework 
 for a broader discussion about what constitutes dangerous driving and why. A critical component 
 of the program is incorporation of the victims’ voice. Participants watch “Drive Like Your 
 Family Lives Here,” a video that tells the stories of five families who have lost loved ones to 
 traffic violence, presented by the NYC Taxi and Limousine Commission, NYC Department of 
 Transportation, NYC Police Department, and traffic safety advocates Families for Safe Streets 
 and Transportation Alternatives. Facilitators then lead a discussion about the video and the 
 importance of thinking more broadly about one’s place on the roads and broader community. 

 In the latter part of the session, participants are required to identify two to three driving 
 behaviors that they are committed to changing. Participants identify concrete steps they can take 
 to effectuate those changes. The goal is to empower the participants to become agents of their 
 own change, making it more likely that they will follow through and hold themselves 
 accountable in the future. 

 Impact 

 3 



 Since 2015, the program has served over 6,100 participants citywide.  4  Last year, the 
 Center for Justice Innovation served Driver Accountability Program (DAP) participants from 
 every single New York City Council District. 

 The Center’s research department published a participant-focused evaluation of the 
 program in February 2022. The evaluation measured program impact through a comparison of 
 participant self-reported surveys at the start of the program session and 30 days after,  as well as 
 in-depth interviews. Researchers are also examining program impact through an ongoing 
 recidivism analysis, which will be published in an addendum to the report. Based on feedback 
 from those who completed the follow-up survey, 91 percent reported that their driving behavior 
 had changed, and 78 percent of respondents attributed this change directly to DAP. When asked 
 to share what they found most useful about the program, participants cited the dialogue and open 
 conversations about their driving behaviors, identifying steps they can take to change, and 
 hearing from those who have been victims of dangerous driving.  5 

 In addition, we are currently analyzing 1,317 cases arraigned on specific driving-related 
 charges between 2017 and 2019 in Brooklyn and Staten Island to assess if people referred to the 
 Driver Accountability Program during that time have fewer subsequent arraignments on these 
 types of charges than people who aren't assigned to DAP.  6  In our preliminary analyses we found 
 that individuals mandated to DAP were less likely to be arraigned on another driving-related 
 charge at both 6 months and 2 years following the initial case disposition than a matched 
 comparison group of individuals who were not assigned to DAP. We anticipate publishing a full 
 report on these findings and others in the coming months. 

 Participant Feedback 

 Participants who were interviewed had generally positive feedback on the course’s 
 impact on their driving, as well as on the structure and content of the session itself. As the 
 program continues to expand throughout the city, participant-focused evaluation results can help 
 inform programmatic changes, with the ultimate goal of safer streets and communities. 

 “Taking the time to sit down and listen to stories of other people…makes you reflect and think 
 that you have to be a bit more careful, that there are people on the street, and that they have 
 nothing to do with your time.” 

 “I will remember to think of the other people and that we have significant responsibility in 
 handling the vehicle safely as part of a community.” 

 6  Publication forthcoming. 

 5  Sexton, E., & Sharlein, J. (2022, February). The Driver Accountability Program: A Participant-Focused Evaluation 
 of a New York City Alternative Sentencing Program . 
 https://www.courtinnovation.org/sites/default/files/media/document/2022/Driver%20Accountability%20Program%2 
 0Report.pdf 

 4  Center for Justice Innovation. (2024). Justice Center Application and Reset referral database. [Data file]. 
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 “There were moments when I was driving and I didn’t notice that I had gone from 25 mph, 
 which is the speed limit, and I had reached 30 or 35 mph without realizing it. And now after the 
 program, I check my speedometer more often. I look at the signs that are on the street.” 

 “The course impacted the way I think and the way I view driving. Learning from my peers’ 
 experience and the reasons why they were in the class was eye opening. I realized how often I 
 didn’t think of the more serious consequences of driving, and I will try to be more careful in the 
 future because I don’t want to hurt anyone and wouldn’t want anyone hurting my kids while 
 driving.”  7  8 

 Circles for Safe Streets 

 Building on the success of our Driver Accountability Program, the Center developed a 
 second tier of the DAP program,  Circles for Safe Streets  :  Driver Accountability Through 
 Restorative Justice  (“Circles for Safe Streets”), which responds to vehicular crashes involving 
 serious injury or death. Circles for Safe Streets is the first program of its kind that was developed 
 specifically to address vehicular crimes using a restorative justice model within the criminal 
 legal system. 

 Rooted in restorative justice, and developed in consultation with directly impacted people 
 through our partners at Families for Safe Streets, Circles for Safe Streets provides support to both 
 victims and drivers, and offers a pathway for communication in the aftermath of a crash. This 
 process may be used as an alternative to incarceration or for sentence mitigation. 

 The Circles for Safe Streets process aims to be flexible and responsive to the needs of all 
 parties. Core elements of the process include: 

 Victim Support and Engagement 

 Circles for Safe Streets offers people who have been harmed by traffic violence support 
 through Families for Safe Streets (FSS). FSS is a member-driven organization founded and led 
 by those who have lost loved ones or have themselves been critically injured by a car crash. FSS 
 provides people who have been harmed with critical support, a community of people who have 
 suffered loss due to traffic violence, as well as specialized social workers/advocates who have 
 knowledge of the concrete emotional, material, and medical needs that can arise in the wake of a 
 crash. 

 8  Driver Accountability Program  . Center for Justice  Innovation. (n.d.). 
 https://www.innovatingjustice.org/programs/driver-accountability-program 

 7  Center for Justice Innovation. (2022). Driver Accountability  Program. 
 https://www.innovatingjustice.org/sites/default/files/media/document/2022/CCI_FactSheet_DAP_03312022.pdf 
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 Circle for Safe Streets staff also offer those who have been harmed the option to 
 participate in a restorative justice process, which can include a face-to-face meeting (circle) with 
 the driver in their case. Participation is a personal, often difficult choice and facilitators are 
 available to support the decision-making process. Harmed persons may opt to participate directly 
 or send an ambassador of their choosing. If they choose to have a dialogue with the driver, 
 facilitators help to prepare them by listening to their goals and expectations for the process and 
 inviting in their supporters and other impacted people. These preparatory conversations help 
 ensure that facilitators create a space responsive to the needs and expectations of those who have 
 been harmed. Harmed parties may opt out of the process at any time. 

 Driver Accountability and Support 

 In order to participate in Circles for Safe Streets, drivers must be willing to take 
 responsibility for the harm caused. During the preparation process, restorative justice facilitators 
 provide support and work with responsible parties to: 

 ●  tell their story of the crash; 
 ●  identify the action or inaction that led to the crash and explore possible underlying causes 

 they may not have considered; 
 ●  begin to process having caused an unintended death or grave harm; 
 ●  identify how they will work to prevent future traffic violence and be offered a connection 

 to the Hyacinth Fellowship—a supportive community of people who have caused similar 
 harm. These conversations prepare the driver to participate in a circle with either a 
 harmed party, or a surrogate victim who has suffered a similar experience. 

 The driver’s obligations to complete the restorative justice process include meaningful 
 participation in: 

 ●  a minimum of four  preparatory sessions; 
 ●  the Center for Justice Innovation’s Driver Accountability Program, a 90-minute 

 group-based intervention with other drivers who have been charged with vehicular 
 offenses; 

 ●  one assessment session with a case manager or social worker to assess for any additional 
 needs; 

 ●  a restorative justice circle (up to five hours); 
 ●  the completion of a reflection statement shared with the court parties about what they 

 took away from the process; and 
 ●  one debrief session with the facilitator where the driver will be referred to additional 

 resources on a voluntary basis. 

 6 



 Circle 
 The Circles for Safe Streets process culminates in a restorative justice circle. The driver 

 and harmed party(s) or victim surrogate(s) are invited to bring other impacted people as well as 
 supporters to the circle. During this conversation, participants have an opportunity to convey the 
 life-changing impact of the crash on their lives; ask questions; express anger, pain, and grief; 
 receive empathy and compassion; and potentially reduce some of the symptoms of victimization 
 through the empowerment the process offers. Drivers take accountability for the harm they 
 caused by coming face-to-face with those they have impacted, telling the truth of what happened 
 and committing to how they can work to prevent future harm. Participants may agree on 
 actionable steps moving forward, though these steps will not be limited to the life of the case or 
 be monitored by the program. 

 Conclusion 

 The Center greatly appreciates City Council’s investment in the Driver Accountability 
 Program and Circles for Safe Streets. The Center’s programs have proven effective at 
 encouraging accountability and reflection and ultimately changing driver behavior for the better. 
 We know that standard responses such as tickets and arrests leading to consequences–like fines 
 and fees or even short jail sentences are often not successful in curbing risky driving behavior, 
 and only perpetuate many of the historical harms that have been imposed on Black and Brown 
 people through our legal system. We look forward to continuing to partner with Council to 
 produce responsive, sustainable, and effective responses to crime and issues of public safety. 
 Thank you for the opportunity to testify. 

 7 



 FY25 Center for Justice Innovation Proposals 

 ●  #172167 - Center for Justice Innovation (formerly Center for Court Innovation) - 
 $750,000 

 Innovative Criminal Justice Programs (Renewal/Expansion); 
 Speakers 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. 

 ●  #171694 - Center for Justice Innovation (formerly Center for Court Innovation): 
 Driver Accountability Program - $885,000 

 Diversion Programs (Renewal); 
 Alternatives to Incarceration (ATIs) 

 Description:  The Center for Justice Innovation’s Driver  Accountability Program works 
 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, and short-term 
 incarceration for vehicular offenses in criminal court; and by utilizing principles of 
 restorative justice to address the dangerous behaviors that are the primary cause of 
 pedestrian fatalities. With support from City Council, the program currently operates at 
 six sites in all five boroughs. This application seeks funding to sustain those operations, 
 as well as to sustain operations of its more intensive version, Circles for Safe Streets, 
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 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. 
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Disabled In Action is a civil rights, non-profit, tax exempt organization 

 
 

Jean Ryan’s long testimony to the Transportation and Infrastructure Committee 
March 14, 2024 T2024-0289 
 
I am Jean Ryan, President of Disabled In Action of Metropolitan NY, DIA for short. This is DIA’s long testimony 
that we did not have time to speak about in the public session today about the 4 agencies – MTA, DOT,TLC, 
and Design and Construction who testified today.  
 
Metropolitan Transportation Authority (MTA) 
Overview:  
It has taken the MTA a long time to accept that people with disabilities need to use subways, buses, and that 
Access-A-Ride is here to stay and the MTA has to run it. At least we hope they feel that way because now that 
New York City is paying for the bulk of Access-A-Ride, we hope the City does not take over the running of AAR. 
The reason we feel this way is that all the services of the MTA need to be integrated and accessible. Many 
people with disabilities use more than one of the MTA’s services, whichever works at the time for them. As an 
example, someone might take AAR to one destination, then a bus to another, and possibly the train to a 
different location if there is an accessible station. Because AAR has to be booked a day or two in advance, busy 
people do not know exactly when they will be finished with a meeting, their work day, a doctor appointment, 
or a social engagement. But not all people can take the subway because of the lack of elevators, the lack of 
elevator maintenance, and the gap between the platform and the trains. Some people are willing to be stuck 
halfway and wait for help, but most think that is too dangerous to even risk it, even when they are desperate 
to get somewhere.  
 
Many people will not be able to take the subway even when every station has an elevator. They may not be 
able to stand if they cannot get a seat or they may not be able to walk to or from the subway station. Blind 
people might be in too much danger of falling to the tracks or elsewhere and of finding their way on the 
subway. It is possible that in the future, better technology will give more subway access.  
 
Funding and who pays for AAR 
New York State is responsible for providing for and funding a regional transportation system in the 
metropolitan region. Without a good transportation system New York City could not be the economic, 
political, educational, business, and research powerhouse that it is. But the plan to separate out Access-A-Ride 
funding from the rest of the transportation funding is a mistake. DIA is outraged about it because it sounds like 
discrimination against people with disabilities. The next step could be for the State to tell NYC to run Access-A-
Ride. Remember, what happens to us can eventually happen to everyone else and we could just be the tip of 
the iceberg. We must guard against this.  
 
DOJ says AAR still has problems 
As I testified on February 24, 2023, there are major problems with Access-A-Ride and despite what the MTA 
tries to publicly say, they know it has gotten worse and has many problems such as unreliability, not picking up 
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people at all, picking people up an hour late, trying to pick up people 30 minutes early, dropping people off 
way too early or too late, and riding us around too long on our way to our destinations. The Department of 
Justice agrees with us and sent the MTA a letter on October 22, 2022, demanding to know what AAR is going 
to do to address these problems. As far as I know, AAR has not publicly  given DOJ an answer yet, and the DOJ 
is still overseeing AAR to improve it.  
 
The ADA says that paratransit systems like Access-A-Ride must not deny any registered user a ride. AAR cannot 
say we don’t have any rides left for tomorrow. So, AAR gives us a pick-up time, but often people are not picked 
up or they are picked up too late, and that is a denial of service in a different way to saying no. If we don’t 
have a ride, we don’t have a ride, and AAR can do much better both with its traditional blue and white vehicles 
and with broker services. Some people have to keep calling AAR 3 times to get someone to pick them up 
because the first 2 vehicles never showed up and the person is waiting outside in all kinds of weather for a 
pick-up. That is not a rare occasion.  
 
Making complaints about AAR 
There are many other problems. If we call AAR or the broker (who has 70% of riders) to complain and say our 
ride is late or never arrived or the driver did not secure our wheelchair or us in a seatbelt, AAR does not count 
this as a complaint. If they did, complaints would skyrocket immediately, and the complaints would be more 
accurate. Instead, we have to email the MTA, write a letter, or call the special AAR complaint line which is only 
staffed Monday through Friday from 9-5 and always entails a wait to speak to someone. You can only make 2 
complaints at a time, too. Hmmm. I wonder why you can only make 2 complaints? Because we have many 
more complaints and they don’t want to hear them! If AAR had agents file complaints, it could easily be done 
by computer by using a checklist and perhaps with a choice to write a few details and then the agent could hit 
send. Or it could be part of the MYMTA/MYAAR app. For people who use the app, the trip is already on there, 
kind of like an Uber or Lyft trip, but they don’t allow feedback within the app.  
 
Why are so many AAR riders inactive? 
One damning statistic about Access-A-Ride is that 175,000 people are in the program but only about 60,000 
are active users. What most likely happens is that people apply for AAR, thinking they can use it to get places, 
and then they find that it is cumbersome, they have to arrange rides 1 or 2 days in advance, and the system is 
unreliable. After a few bad experiences, people give up and either hardly go anywhere or they get friends and 
adult children to drive them or they take car service or maybe the bus if they can manage that. Some people 
take alternative adult ride systems like the ones run by senior centers, but they have a limited fixed route. We 
are sure that a few of those 175,000 people have died or are too ill to travel, but it could not be the majority 
of the 110,000 people who do not ride.  
 
How can drivers and passengers communicate when some broker drivers do not speak English? It is a safety 
problem 
One serious problem with AAR is that the broker vehicles, which could be taxis or for hire vehicles, have 
drivers who are not at all fluent or even minimally competent in English and do not secure our wheelchairs or 
us with seatbelts and shoulder harnesses. That makes our rides with broker cars seem like a dangerous game 
of safety roulette. It is New York State law that we must have a seatbelt on when we ride in a taxi or a for hire 
vehicle. If drivers do not speak English, how can we tell them that we need to be secured? How can we tell 
them to drop us near the corner so we do not have to be in the street with traffic so much? The same thing 
happens when we use the e-hail On Demand program and use Uber or Lyft. There is a double standard 
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because the traditional blue and white drivers must have some functional use of English, but not the broker 
drivers. Some do and some don’t.  
 
Blind people are not safe 
People who are blind or who have low vision have a particular problem with broker AAR for hire vehicles or 
cabs because often, the drivers do not try to locate the blind passenger and call out to them and assist them 
to the vehicle. Neither do drivers assist the blind passengers to the curb or to their building. If the drivers do 
not speak English, how can blind passengers find out where they are relative to where they are going? How 
can they give drivers instructions? They can’t. And this is a serious, dangerous, ongoing problem.  
 
Using brokers (who use cabs and for hire vehicles) saves money but increases unreliability and decreases 
safety 
Broker service and traditional service just has to be more reliable and a way has to be found that when a 
person is not picked up for their scheduled ride, they can call and get a ride quickly. 
 
Why is AAR using technology from the 90’s instead of using on demand scheduling? 
Who can run their life by arranging rides 1 or 2 days in advance. In 30 years, there have been many 
improvements such as GPS, digital mapping, and digital scheduling. AAR needs to get into this century for all 
users. 
 
Elevator Maintenance 
About 30 elevators are out and not working every day. There aren’t that many elevators to start with, and 
typically, it takes 2 elevators to get from the street to the platform and the reverse. So, if one elevator is out, 
then both of them might as well be out, so the problem is doubled. Elevator outages are a huge problem for 
the wheelchair users who use subways and for people who want to use them. Why doesn’t the MTA want to 
settle the 7 year old lawsuit about elevator maintenance? They say everything is fine, so then they should be 
willing to back it up with a legally binding agreement. We don’t think everything is fine. We need those 
elevators. What is the MTA’s plan to keep the privately owned elevators in good repair?  
 
Department of Transportation (DOT) 
Outdoor restaurants 
Will DOT have the staff, the know-how, and the will to do anything about enforcing outdoor dining 
accessibility in the building of outdoor restaurants? We hope so.  
 
Pedestrian Ramps 
DOT is required to make all the corners in NYC have correctly made pedestrians ramps, not steep ramps, not 
ramps that do not meet the street smoothly, not grooves in the sidewalk but high contrast ramps with domes 
(bumps) so that people with low vision can see them and people who are blind can detect them with canes. It 
seems that they are falling behind because many neighborhoods have terrible or missing pedestrian ramps. 
Recent visits to Sunset Park, midtown Manhattan, Tribeca, Soho, Chelsea, Upper East Side and Washington 
Heights have revealed poorly made, old ramps. DOT needs to step up this program. 
 
Sidewalks and trees that raise up sidewalks to be inaccessible 
Trees are lovely, but so many tree roots are making sidewalks inaccessible to people with mobility disabilities 
who cannot continue on them and to everyone else because of the problem of tripping. The DOT needs to 
either have their own unit that fixes sidewalks where tree roots are raising them up or work closely with Parks 
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Department to quickly fix this type of sidewalk. If sidewalks are impassable, wheelchair users have to go into 
the street and that is dangerous and unacceptable. Three days ago I did not see a raised up sidewalk flag and 
came to a sudden stop when I hit it and then went flying and almost tipped over. It’s all over, and not just 
from trees.  
 
Taxi and Limousine Commission (TLC) 
Uber and LYFT requirement to be electric by 2030 
The TLC announced that all Ubers and LYFTS must be electric by 2030, but currently, in 2024, no electric 
vehicles are accessible to wheelchair users! Are we going to be left further at the curb? This seems like a never 
ending struggle for access. We want 100% accessibility of taxis and For Hire Vehicles, but nothing much is 
happening to help us reach our goal. The City Council could mandate 100% accessibility and we would have as 
equal a chance of getting a ride as anyone else. Then we would truly have equality in hailing or ordering a cab 
or for-hire-vehicle. When we order a wheelchair accessible Uber or Lyft, we must wait up to 3 times as long for 
a vehicle because there aren’t enough of them. The TLC has not changed the pick-up times rules for Uber and 
Lyft in years. It is time that they do so. 
 
TLC Green Initiative – The TLC is requiring that all For Hire Vehicles be electric by 2030 except for wheelchair 
accessible vehicles because there are not any made to meet ADA specifications. We are concerned that the 
number of wheelchair accessible vehicles will be miniscule compared to the number of other Lyfts and Ubers 
and we are concerned that our ability to get rides will be adversely affected by this. The TLC did this with zero 
input from people with disabilities.  
 
Having no requirement for taxi or FHV drivers to have minimal English is a safety problem 
It is admirable that to provide a quick pathway to jobs for non-English speakers that there is no requirement 
for minimal English proficiency, but it is having an unintended consequence of making blind people, people 
with low vision, and wheelchair users’ rides dangerous. We cannot communicate on where we are going, 
where we need to get out, or that we need to have our wheelchairs and ourselves secured. A solution must be 
found. It is not safe. I had a nice driver who did not know how to secure my wheelchair or give me a seatbelt 
and all he could say was Ma’am and the rest was in his language. How is that ok? It isn’t.  
 
Design and Construction 
Court Access especially 80 Centre Street 
The Department of Design and Construction is responsible for making 80 Centre Street accessible to 
wheelchair users. Disabled In Action’s members have needed access to 80 Centre Street in recent years for the 
Marriage Bureau, the District Attorney, the courts, and the Grand Jury. The Family Justice Center is there, too, 
but there is no justice without disability access, and the access to 80 Centre Street is atrocious. Wheelchair 
users have the horrible choice of going into the side entrance on an open dangerous lift with no sides that is 
not capable of carrying our motorized wheelchairs or we can use a very steep driveway with no pedestrian 
access, just go with the cars! We have been complaining about this for 5 years. We want a ramp to the front 
entrance by the Marriage Bureau. We do not want another lift that can break down periodically. We want to 
go in the front door like everyone else! 
 
Almost all courts, maybe all courts, have inaccessible bathrooms! That is not right.  
Respectfully submitted, 
Jean Ryan   pansies007@gmail.com   917-658-0760 
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Good afternoon Chair Brooks‐Powers and fellow members of the Committee.  My name is 

Michael DeMarco and I am President of Local 1455, DC 37.  Local 1455 represents NYC traffic 

employees who work in the Department of Transportation in the following titles: City Parking 

Equipment Service Workers, Supervisor City Parking Equipment Service Workers, and Traffic 

Device Maintainers.  Not only do my members ensure the safety of the public through 

maintaining traffic devices and street signage, but they are also a revenue generating title for 

the city.  My members collect the revenue from parking meters (Muni Meters) and ensure the 

meters are functioning and working properly.  This is a big source of income for the City of New 

York.  Furthermore, my members who install and hang signs ensure that streets are labeled 

properly, which allows the traffic enforcement agents to properly issue tickets for parking 

violations. 

Currently, my membership is down by at least 60 members and, as a result, this is impacting 

revenue collection by the city since they are a revenue generating title category.  I am sure the 

public is not complaining there are lesser people to repair parking meters, but the city does 

suffer by not being able to collect revenue. 

Furthermore, the city announced that they will begin to backfill vacant positions at a rate of 2 

for 1, meaning for every two positions that are vacant, they will hire one person.  Even though 

this is good news that the city is hiring again, this will impact revenue collection in the long 

term since they are hiring less people to fill the vacant positions. 

We urge the administration to backfill all vacant positions in order for proper revenue 

collection to occur.  The city is losing millions of dollars by not backfilling these crucial revenue 

generating positions. 

Thank you. 
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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
Brooks-Powers, 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 has long-advocated that everyone should have access to reliable, affordable, and clean
transportation in addition to safe streets and open spaces. We need to decrease the amount of
private vehicles on our streets since they contribute a significant percentage of our carbon
emissions and result in public health issues such as air pollution and asthma, vehicle crashes,
congestion, and noise pollution. These issues are only more prevalent in New York City’s
low-income and communities of color, which experience longer commutes, poor air pollution,
higher asthma rates, and more premature deaths.

For FY25, NYLCV urges the City to prioritize and fully fund the NYC Streets Master Plan, 25x25,
and Vision Zero. These plans and programs will help to improve existing infrastructure for
transit, cycling, and pedestrians as well as solve bottlenecks and congestion. These plans also
intend to reduce the amount of dangerous vehicles on the streets, protect residents from
reckless drivers through enforced speed cameras and bus lanes, and reform on-street parking.
They will also reinforce the use of public transportation and micro-mobility options, will make our
City safer and cleaner, and will put money back into our underfunded transit system.

NYC Streets Master Plan
NYLCV urges the City to fully commit and fund the NYC Department of Transportation’s (DOT)
NYC Streets Plan, an extensive five-year plan mandated by law that would expand and improve
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public transportation options and transition NYC’s streets away from being entirely
car-dominated, focusing on equity and safety. This will all be accomplished specifically by
requiring the City to install 250 miles of protected bike lanes and 150 miles of dedicated bus
lanes, 500 bus stop upgrades, 1,000 intersection signal improvements, 400 intersection
redesigns, 500 accessible pedestrian signs, in addition to improving pedestrian spaces,
commercial loading zones, and parking spaces, within five years. On top of these goals, on the
campaign trail Mayor Adams committed to installing 300 miles of protected bike lanes. However,
as of this year, key benchmarks mandated by the Plan were missed. Most concerning is the lack
of progress the City made on protected bus lanes—only 5.2 miles were completed even though
30 miles are the target. As Speaker Adams highlighted in her State of the City Address, we urge
the City to get back on track to meet these benchmarks, including prioritizing investments in bus
stop upgrades and protected bike lanes to make our streets safer.

As we’re nearing the implementation of Congestion Pricing in summer 2024, NYLCV urges the
City to prioritize and fund the NYC Streets Plan not only to get us back on track with the Plan’s
mandated goals, but to make it easier for New Yorkers to get out of their private cars and into
cleaner modes of transportation. The Streets Plan can 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. We encourage the
City to continue working with the State to increase bus service frequency, enforce bus and bike
lanes, and connect shared e-bike and e-scooter programs in transit deserts to mass transit
before congestion pricing goes into effect to give commuters options and make it easier to get
out of cars.

25X25 Plan and Vision Zero
We also urge the City to prioritize and fund the 25x25 plan and Vision Zero. The 25x25 plan
would convert 25% of current parking and driving space into space for people by 2025. It seeks
to reduce street lanes and parking for cars and instead increase protected bus and bike lanes to
improve commuting as well as increase green space. As the Covid-19 pandemic showed us, we
cannot underestimate the importance of public space from a pedestrian, cyclist, environmental,
and climate perspective. NYLCV appreciated the Administration’s appointment of the City’s first
Chief Public Realm Officer, and we urge the City to continue prioritizing open streets and public
spaces, especially in areas of the City that have historically been neglected.

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, with 2024 upon us and one year for the 25x25
plan, we are not close to achieving the City’s own goals. While we appreciate recent progress
improving pedestrian safety, we need to increase funding for Vision Zero, especially around
education, if we are to have safer and more equitable streets. According to the Transportation
and Infrastructure Committee’s Report, the Preliminary FY25 Plan includes a $3 million funding
reduction in the Vision Zero Education and Outreach Program. There are also a number of
Vision Zero projects which have been decreased or pushed out; specifically, Vision Zero Great
Streets Northern Boulevard Phase 1 which had $78.3 million in funding pushed from Fiscal
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2028 to 2029. We urge the Administration to restore these PEGs — decreasing funding for
policies and delaying plans that reduce traffic violence is the wrong approach.

Lastly, NYLCV supports DOT’s NYC Red Light Camera State legislative proposals, which
includes renewing and expanding the City’s Red Light Camera Program (S2812/A5259)
(Gounardes/Dinowitz) and authorizing vehicle registration suspensions for repeat offenders
(S451/A7621) (Gianaris/Magnarelli). These bills will help the City’s efforts to move towards
Vision Zero and we hope the Council will show support.

Fair Fares
The Fair Fares program is crucial in making public transportation more 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
Speaker Adams, Riders Alliance, and other advocates to call for increased eligibility to 200% of
the federal poverty line. 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.

We need to create, improve, and encourage the use of low emission modes of transportation as
an alternative to cars. This is why it is imperative that the City fully commits and funds the NYC
Streets Plan, 25x25, Vision Zero, and Fair Fares, in addition to prioritizing DOT staff retention
and hiring. We hope the Council will work with the Administration to fund these crucial initiatives
and plans so we can have a truly accessible and equitable City.
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Testimony by Christopher Schuyler, Managing Attorney  
Disability Justice Program, New York Lawyers for the Public Interest 

 To the New York City Council, Committee on Transportation  
On March 14, 2024  

Regarding the Preliminary Budget for Fiscal Year 2025 
 
Thank you, Chair Brooks-Powers and Council Members, for the opportunity to present 
testimony.  
 
Congestion Pricing 
 
NYLPI supports the swift implementation of the Congestion Pricing plan. Congestion Pricing 
will bring many benefits to the City including reduced traffic in the central business district, 
air quality improvements, and a reliable funding stream for the MTA needed for a vast array 
of subway accessibility improvements.  
 
That said, people with disabilities must not be required to pay the toll. While people 
without disabilities can avoid paying the toll simply by taking the subway, people with 
disabilities do not have that option. The subway system is only 30% accessible, saying 
nothing of whether elevators in those stations are operational, nor anything about the litany 
of other accessibility barriers in the subways including excessive gaps between the platforms 
and the trains. The inaccessibility of the subway system, often referred to as the lifeblood of 
the city, means that people with disabilities must rely on ground transportation to get to their 
jobs, school, medical appointments, friends and family – everywhere.  
 
The MTA’s history of deprioritizing subway accessibility caused the current unavailability of 
mass transit as an option for many people with disabilities. Therefore, the MTA cannot now 

expect people with disabilities, who due the MTA’s own decision-making are left with only 
ground transportation, to pay the toll. Forcing people with disabilities to pay the toll would be 
insult to injury; first, the needs of people with disabilities were long ignored by the MTA, and 
now they are expected to pay for the fix to a problem caused by the MTA’s own inaction. 
Shouldering people with disabilities with the burden to pay for subway accessibility is not 
right. 
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We recommend that the Council encourage the MTA to broaden its exemption, 
ensuring that people with disabilities are not charged the toll. To be clear, NYLPI is 
not advocating for delayed implementation of Congestion Pricing, but instead recommends 
that the MTA expand the disability exemption in a timely fashion as Congestion Pricing 
evolves. NYLPI recommends various changes to improve the disability exemption, including 
linking the exemption reader to a personal device rather to a vehicle, providing a remote 
option for applying for the exemption rather than requiring folks to appear in person at 
assessment centers, and expanding the exemption to cover all people requiring the use of 
wheelchair accessible taxis, Ubers, and Lyfts.  
 
Access-A-Ride (AAR) 
 

AAR, with nearly 170,000 users, is a dysfunctional system: rides must be booked at least one 
day in advance, rides are chronically late, and riders often endure long, unpredictable, shared 
rides to get to their destination. We urge the Council – which funds 70% of the AAR 
system – to remedy these inequities, by advocating for improvement and 
expansion of the on-demand pilot and by eliminating AAR assessment centers and 
instead requiring proof of eligibility to be submitted by treating physicians. 
Notably, this latter recommendation would offer great savings to the City and State, is utilized 
by paratransit providers across the state, and was previously used by the City prior to the 
MTA taking over the AAR system. Additionally, the Council must ensure that the users 
of the on-demand pilot are not charged the Congestion Pricing toll. 
 
Subways 
 
We urge the Council to exercise robust oversight over the MTA to ensure that it 
keeps and expands upon its promises to improve the accessibility of the subway 
system. A more accessible MTA system will ultimately benefit the interests of both New 
Yorkers and the MTA alike. Modernizing the system and making it accessible for the many 
who have long been shut out of the system, including people with disabilities, the elderly, and 
parents and caregivers, will encourage increased overall subway ridership – and less of a 
need for AAR. 
 

The Council must also ensure that the MTA is held to its promise to allocate $5 
billion of the $55 billion 2020-2024 Capital Plan to subway accessibility projects. 
Moreover, in addition to planned elevator and stair-free access, the Council must ensure that 
the MTA addresses platform accessibility issues, including the gap between the platforms and 
trains and the installation of detectable warning surfaces along all platform edges. Just as 
stair-free access from the street to the platform is essential to accessibility, so too is platform 
accessibility. 
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Additionally, the Council must mandate that the MTA make accessibility 
improvements serving the needs of riders who are deaf and hard-of-hearing. For 
example, when train conductors make verbal announcements, both in routine ways like when 
a train goes express, or in serious, unpredictable ways including emergencies like active 
shooter scenarios, riders with hearing disabilities have no way of receiving the message other 
than to read the faces of fellow riders. This is not equal access to transportation. At a 
minimum, the Council must direct the MTA to ensure that a screen on all train cars 
contemporaneously relays messages as conductors announce them. 
 
Fair Fares 
 
We urge the Council to expand the Fair Fares program to New Yorkers with incomes under 

200% of the federal poverty line, which will benefit over a million New Yorkers.  
 
Additionally, while the Fair Fares program was introduced several years ago, according to a 

recent Community Service Society of New York report, more than half of eligible New Yorkers 

are still not enrolled in the program. The problem is especially true for AA users. We urge 

the Council to mandate the implementation of an extensive advertising campaign 

– particularly targeted at eligible AAR users – to ensure that eligible New Yorkers 

are aware of the benefit and how to opt into it. Additionally, 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 as 
only 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 MetroCard. They – and all 
other subway and bus riders – also have the option of purchasing 7-day and 30-day unlimited 
MetroCards, which provide significant savings to frequent users. AAR users are excluded from 
each of these discount programs.  
 
The City contributes enormous 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.  
 
NYC Streets Plan  
 
The Streets Plan, as mandated by Local Law 195, is a bold reimagining of the City’s surface 
level transportation networks and public spaces. However, only two years into the plan, the 
City Department of Transportation (DOT) has twice missed on several of its key benchmarks, 
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to the detriment of all New Yorkers including those with disabilities. In addition to the 
completion of fewer miles of protected bike land and bus lanes than required by law, the DOT 
has also failed to meet the required bus stop upgrades benchmark. With reduced funding 
being allocated to DOT in 2025 under the preliminary plan, NYLPI is concerned that DOT will 
continue its course of failing to meet its Streets Plant benchmarks. We urge the Council to 
exercise oversight to ensure all promises within the NYC Streets Plan are met on 
time. We also support the implementation of a Streets Plan projects “tracker,” as recently 
proposed by Speaker Adams, to increase transparency and further encourage DOT to make 
good on its promises. 
 
Moreover, the Council must ensure that the City’s Open Streets and Open 
Restaurants programs are accessible. In far too many cases, Open Restaurant sheds 

block the sidewalk and Open Streets barricades create access barriers for the disability 
community, both in that Access-A-Ride drivers refuse to move the barricades to pick-up 
customers at their doors, and with drivers with disabilities who are not able to move the 
barricades without assistance. DOT told NYLPI that it is working on the problem, including by 
adding phone numbers on the barricades, which people in need of help can call and a nearby 
attendant will assist. DOT plans to add these phone numbers to the 34th Avenue Open Streets 
in Queens. The Council must ensure that this is completed expeditiously – both at 
this location and all other Open Streets locations throughout the City. 
 
Green Rides Initiative 
 
We urge Council to encourage City Taxi and Limousine Commission (TLC) to meet 
with the MTA to determine how Congestion Pricing can be utilized to assist TLC in 
carrying out the Green Rides Initiative, which requires that all high-volume for-hire 
vehicles (HVFHV), including Uber and Lyft, be either wheelchair accessible (WAV) or zero-
emission by 2030. 
 
Further, NYLPI recommends that the Council urge TLC to amend and enhance its 
Green Rides Initiative to require that all HVFHVs be both WAV and zero emission 
by 2030. By permitting the industry to choose between WAV and zero-emission vehicles, the 
transportation needs of the disability community will be at risk. If given the choice, NYLPI 

foresees that inaccessible zero-emission vehicles will be purchased at far greater rate than 
WAVs, given the relative costs of each type of vehicles. Though WAV zero-emission vehicles 
are not currently available in the United States, the City can harness its immense market 
power to influence changes in this regard; TLC must consult with vehicle manufacturers to 
encourage the design of a marketable WAV zero-emission vehicle.    
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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 these 
accessibility issues. 
 
Thank you for reviewing my testimony. I am happy to discuss any of these recommendations. 
 
Christopher Schuyler, Managing Attorney 
New York Lawyers for the Public Interest 

151 West 30th Street, 11th floor 
New York, NY  10001 
cschuyler@NYLPI.org 
(212) 244-4664 
 
About New York Lawyers for the Public Interest 
For nearly 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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Good afternoon. My name is Natasha Elder, and I am the Regional Director for Resiliency and Equity
Projects at 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 has advocated on behalf of the millions of riders of mass transit in
New York City.

Thank you, Committee Chair Brooks-Powers and members of the Committee on Transportation and
Infrastructure for the opportunity to testify today.

We can all agree that New Yorkers need and deserve faster, reliable, and equitable service along with
affordable fares. This will be possible by continuing to fully fund The Department of Transportation’s
Streets Master Plan while ensuring the city is reaching policy goals that are failing, and expanding Fair
Fares to include all current CUNY students and New Yorkers at 200% of the federal poverty level while
increasing the budget for the program to $300 million.

A Thriving Transportation System

Climate, along with the economic and social health of New York City depends in large part on the
success of its public transit system. It’s 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 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 facing a crisis in confidence in the public service that is the lifeblood of our city, and as such
it is critical that our public transit system represents the future of NYC and not the past. It is possible for

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.

1 Metropolitan Transportation Authority, “About Us,” https://new.mta.info/about.

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
https://new.mta.info/about
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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.

The Department of Transportation (DOT) has failed to reach its targets in 2022, falling 45% short of
new or camera-enforced bus lanes (11 out of 20 total miles were installed)3. The amount of miles of
installed bus lanes was even lower for 2023, with DOT reporting they installed a mere 9.6 miles in their
most recent report.4 Not only do the statistics for 2022 and 2023 fall short of the legislatively mandated
targets set by the Council,5 but concerningly, rate of implementation of the project has slowed.

Because of installation delays, New York City’s buses crawl through their routes at an average speed of
merely eight miles per hour,6 leaving buses to sit in clogged streets. New York City was the
worst-ranked city in the nation for traffic congestion in 2020 and 2021, and the fifth globally in 2022.7 In
2023, New York City was again at the top of the list for worst congestion in the nation. According to the
TomTom Traffic Index analysis,8 commuters in the center of Manhattan spent an average of 24 minutes
and 50 seconds—a 20-second increase over 2022—driving around six miles.

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

8 Fernandez, Celia. “This City Has the Worst Traffic in the u.s.-and It’s Not Los Angeles.” CNBC, CNBC, 29 Jan. 2024,
www.cnbc.com/2024/01/29/nyc-chicago-san-francisco-10-us-cities-with-the-worst-traffic.html#:~:text=New%20York%20Cit
y%20has%20the,20%2Dsecond%20increase%20over%202022

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

6 Brachfeld, B. (2023, November 28). NYC buses running at slowest speeds since 2019. amNewYork.
https://www.amny.com/transit/nyc-buses-running-slowest-speeds-since-2019/#:~:text=Buses%20run%20by%20the%20MT
A,8.3%20mph%20the%20year%20before

5 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/.

4 Spivack, Caroline. “Council Speaker Wants Public Tracker for Lagging Bus- and Bike-Lane Projects.” Crain's Business New
York , 14 Mar. 2024,
www.crainsnewyork.com/transportation/council-speaker-wants-public-tracker-lagging-nyc-bus-and-bike-lane-projects.

3 Coburn, Jesse, et al. “Dot Expects to Miss Targets for New Bus Lanes, Sources Say.” Streetsblog New York City, 12 Dec. 2022,
https://nyc.streetsblog.org/2022/12/12/dot-will-miss-required-streets-plan-targets-for-new-bus-lane-miles-sources/.

http://www.cnbc.com/2024/01/29/nyc-chicago-san-francisco-10-us-cities-with-the-worst-traffic.html#:~:text=New%20York%20City%20has%20the,20%2Dsecond%20increase%20over%202022
http://www.cnbc.com/2024/01/29/nyc-chicago-san-francisco-10-us-cities-with-the-worst-traffic.html#:~:text=New%20York%20City%20has%20the,20%2Dsecond%20increase%20over%202022
https://inrix.com/scorecard/#city-ranking-list.
https://www.amny.com/transit/nyc-buses-running-slowest-speeds-since-2019/#:~:text=Buses%20run%20by%20the%20MTA,8.3%20mph%20the%20year%20before
https://www.amny.com/transit/nyc-buses-running-slowest-speeds-since-2019/#:~:text=Buses%20run%20by%20the%20MTA,8.3%20mph%20the%20year%20before
https://nypost.com/2019/10/30/city-council-approves-corey-johnsons-1-7b-car-reduction-plan/.
http://www.crainsnewyork.com/transportation/council-speaker-wants-public-tracker-lagging-nyc-bus-and-bike-lane-projects
https://nyc.streetsblog.org/2022/12/12/dot-will-miss-required-streets-plan-targets-for-new-bus-lane-miles-sources/


3

add an additional “35 miles of dedicated bus lanes and busways9 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, and thus, increased farebox revenue,” 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 Yokers 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 Adams’ and the Council Transportation Committee’s advocacy for
solutions and urge that the final budget funds more DOT staff to get the bus lane planning and
installation work done.

Expansion of Fair Fares

Proposed funding for the Fair Fares program for FY25 remains at the same level that the mayor and City
Council agreed to last year, which is still lower than pre-pandemic levels.

In the past, the Mayor called Fair Fares, the City’s half-priced MetroCard program, “transformative.”
And it truly has been, proving to be a huge success since its inception in 2019, giving just 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 120 percent of the Federal Poverty
Line (FPL) can apply for and receive MetroCards 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 120% of the federal poverty
line– currently $18,072 per year for a single individual10–would be eligible. That is less than half of
minimum wage in New York City and one of the most stringent income requirements for similar
programs across the country.11 These income requirements cause many New Yorkers who earn
significantly less than the city's median income to be ineligible, severely lowering enrollment rates.

According to a recent study done by the Community Service Society, almost one in five New Yorkers
struggled to afford subway and bus fares in 2023.12 As a result, hundreds of thousands of New Yorkers

12 https://smhttp-ssl-58547.nexcesscdn.net/nycss/images/uploads/pubs/031324_UHT2023_Transit_Brief_V6.pdf

11 Darling, W., Carpenter, E., Johnson-Praino, T., Brakewood, C., & Voulgaris, C. T. (2021). Comparison of Reduced-Fare
Programs for Low-Income Transit Riders. Transportation Research Record, 2675(7), 335–349.
https://doi.org/10.1177/03611981211017900

10 “Poverty Guidelines.” ASPE, https://aspe.hhs.gov/topics/poverty-economic-mobility/poverty-guidelines.

9 Brachfeld, Ben. “NYC Buses Running at Slowest Speeds since 2019.” amNewYork, 28 Nov. 2023,
www.amny.com/transit/nyc-buses-running-slowest-speeds-since-2019/#:~:text=Buses%20run%20by%20the%20MTA,8.3%2
0mph%20the%20year%20before

https://smhttp-ssl-58547.nexcesscdn.net/nycss/images/uploads/pubs/031324_UHT2023_Transit_Brief_V6.pdf
https://doi.org/10.1177/03611981211017900
https://aspe.hhs.gov/topics/poverty-economic-mobility/poverty-guidelines
http://www.amny.com/transit/nyc-buses-running-slowest-speeds-since-2019/#:~:text=Buses%20run%20by%20the%20MTA,8.3%20mph%20the%20year%20before
http://www.amny.com/transit/nyc-buses-running-slowest-speeds-since-2019/#:~:text=Buses%20run%20by%20the%20MTA,8.3%20mph%20the%20year%20before


4

are unable to fully benefit from the public transit system as a means of accessing economic
opportunities. Because of the fare increase in August 2023 from $2.75 to $2.90 coupled with the
growing expense of living in New York City, it is now more difficult to afford mass transit and
significantly more difficult for low-income New Yorkers.

Financial woes and transportation affordability gets even worse for New York City college students,
where costs extend beyond the classroom. Affording a Metrocard swipe or 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,13 a recent survey by the Center for Urban Future found that affording a Metrocard was the
biggest financial barrier cited by students when discussing college costs.14 Acknowledging the
importance of mass transit to education equity, New York City’s K-12 students receive free Metrocards,
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.

With the steady increase in ridership along with the increase in fares last year, there is no better time to
find ways to ensure New Yorkers have affordable access to our transit system.

In line with Speaker Adams’ call to action, Fair Fares should be expanded to include New Yorkers with
incomes below 200% of the poverty level, while including all current CUNY students.

Thank you.

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

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

https://nycfuture.org/pdf/CUF_OpportunityCosts_Final.pdf


Budget Hearing Testimony
March 14, 2024

Open Plans is a nonprofit with the mission to make New York city’s streets, sidewalks and public
spaces livable, joyful and equitable.

New York City’s budget reflects the priorities of the city; safe, livable and equitable streets and
public spaces must be included in those priorities. As New Yorkers, we deserve access to
streets and public spaces that are joyful and vibrant. But, without proper funding and attention,
they cannot fulfill their potential of being equitable, successful, and prosperous. Therefore, it is
important that the City properly invests in streets and public spaces that serve as assets to our
public health, economy, and quality of life.

In particular, it’s critical that the City allocate funding for the following items:

● Maintain full funding of the Streets Plan. The Streets Plan is an ambitious initiative
that, if implemented, will help create the transportation system our city deserves.
However, the City is not meeting their goals. If the necessary funding isn’t maintained,
the City will continue to fall further and further behind the schedule outlined in the plan. It
is imperative that the Streets Plan’s funding is maintained, as Mayor Adams has
committed to.

● Hardening existing and new daylit spots. Daylighting intersections has proven to be
an effective way to activate curb space and improve the pedestrian experience while
also making our streets safer. However, hardening daylit spaces by placing infrastructure
in the spaces — boulders, planters, or bike racks for example — is key to increasing
safety. Funding should be provided so that the Department of Transportation can
continue to harden existing locations, as well as the 1,000 locations Mayor Adams
committed to creating annually.

● Prepare for congestion pricing by making public and active transportation work
better. Congestion pricing will soon be implemented, and it’s critical that we get it right.
We need to make it easier for New Yorkers to get in, around, and out of the Central
Business District using public and active transportation. That means creating more bus
and bike lanes which have proven to increase efficiency and safety, and improving the
pedestrian experience. The city should also push for the state level “Get Congestion
Pricing Right” package that would provide $90 million more for better bus service.

● Properly fund Open Streets. Open Streets have proven to be a popular and joyful use
of our public spaces that increase a neighborhood’s access to public space and boost
nearby businesses’ sales by 19% of pre-pandemic levels. However, Open Streets
typically rely heavily on volunteer assistance due to a lack of City funding. Additionally,
what little money the City does provide to Open Streets groups takes months to arrive
and be reimbursed, causing small, neighborhood groups to incur thousands of dollars of

https://www.nyc.gov/html/dot/downloads/pdf/streets-for-recovery.pdf
https://www.nyc.gov/html/dot/downloads/pdf/streets-for-recovery.pdf


debt in the meanwhile. The City should dedicate the full funding necessary to provide
every Open Street maintenance support (including through the Hort and other similar
programs), and reform the reimbursement process so that public space partners aren’t
being hung out to dry.

● Expand and fund School Streets. The School Streets program is another vital DOT
initiative that provides kids safe and accessible Open Streets in front of their schools in
order to make it safer to get to and from school. Unlike Open Streets, which are eligible
for up to $20,000 in funding, School Streets are not eligible for any such funding. The
city should expand eligibility for this funding to School Streets and should also dedicate
$10 million to provide stipends to Sustainability Coordinators or other employees at
schools to help run School Streets.

● Fund local public space management. In 2023, Mayor Adams appointed Ya-Ting Liu
as our city’s first ever Chief Public Realm Officer, a historic step to ensure our public
spaces are cohesively and efficiently managed. However, there is still a need for
local-level public space managers that would help communities coordinate and manage
their public spaces to have more support, care, and stewardship. The City should
allocate funding for local public space managers across the city. We are working on
creating a proposal that would outline the funding necessary to create such a program,
and will share it with the Council when it is complete.

● Prioritize Street Improvement Projects. Due to the current budgetary resources
allocated to complete Street Improvement Projects (SIPS), Open Streets are pitted
against each other to vie for these scarce resources. As the City expands these projects
in line with Streets Plan priorities and the New New York Panel recommendations, the
city must also increase funding to expedite and complete SIP projects.

● Fully realize the Office of Livable Streets and the Public Realm. Recently, units were
combined to create the Office of Livable Streets and the Public Realm at the Department
of Transportation. In order to realize the namesake and mission of the office, the City
should adequately fund the office which allows them to ambitiously complete public
space and livable streets projects, and support vital public space partners.

With these investments, the City can take an important step forward in ensuring that every New
Yorkers has equitable access to joyful, vibrant, and safe streets and public spaces.

Sincerely,

Sara Lind
Co-Executive Director
Open Plans
sara@openplans.org

Jackson Chabot
Director of Advocacy and Organizing
Open Plans
jacksonchabot@openplans.org

mailto:sara@openplans.org
mailto:jacksonchabot@openplans.org


Michael Sutherland
Policy Analyst
Open Plans
michael@openplans.org
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New York City Council Committee on Transportation and Infrastructure 
March 14, 2024 
Testimony of Eric McClure, Executive Director, StreetsPAC 
 
At the March 2023 hearing of this committee on the fiscal 2024 budget, we testified 
about our deep concern regarding the city’s failure to have met the 2022 benchmarks 
for the creation of physically separated bike lanes and bus lanes required by the city’s 
Streets Plan. We noted that those benchmarks were increasing in 2023, underscoring 
our worry. Unfortunately, our concern was prescient, as the administration failed again 
to reach the Streets Plan mandates, building about 32 of the 50 required bike-lane 
miles, less than 20% of the prescribed 30 miles of separated bus lanes, and upgrading 
only a fraction of the 500 bus stops mandated. 
 
So, while the Department of Transportation reports that it is back to pre-pandemic 
staffing levels and that it’s adequately funded, the continued failure to meet legally 
required benchmarks indicates otherwise. That the vast majority of cycling deaths that 
have occurred on city streets over the past year happened on streets without protected 
bike lanes underscores the human cost of not doing better. And with the advent of 
congestion pricing right around the corner, we should be doing everything we can to 
improve bus service, not leaving straphangers stuck behind double-parked SUVs. 
 
This isn’t a case of DOT staff needing to work harder or smarter, it’s a case of needing 
to give them the resources and tools to deliver on the Streets Plan. And we gladly 
acknowledge that there has been progress, notably in redesigned intersections and 
expanded public space. But we’ll note that Mayor Adams two years ago announced an 
historic five-year, $900 million commitment to “rapidly build out critical street safety and 
public transportation infrastructure.” Given the number of projects in both realms that 
have been slow-walked or outright obstructed, we were heartened to hear Speaker 
Adams announce yesterday her intent to legislate the creation of a Streets Plan tracker 
to help hold the administration accountable for the lackluster progress. 
 
We also need to ensure that investment is focusing on the equity gaps that persist in 
our transportation system and infrastructure. As we said at last year’s hearing, the 
Streets Plan rightly focuses on addressing equity by prioritizing upgrades in those areas 
of the city whose residents are predominantly people of color, where incomes are 
lowest, and where investment in infrastructure has lagged the most. It’s therefore critical 
that funding is sufficient to prioritize those efforts, and that Streets Plan targets are met. 
 
At the same time, we need the members of the City Council to be full and constructive 
partners in that work. We were very disappointed to learn that only six Council Members 
responded to Commissioner Rodriguez’s request for ideas on where to make street-



safety upgrades in their districts. Yes, it is DOT’s job to take the lead on that work, but 
we hear plenty of criticism from the Council about what DOT should or shouldn’t do, and 
a cold shoulder is an odd and unacceptable response to an invitation for input. We can 
assure you that we and our advocacy colleagues would jump at such a chance to inform 
project priorities. 
 
Turning back to the administration, we’re deeply concerned about the city’s failure to 
deliver promised funding to many of the volunteer organizations operating Open 
Streets, and we in fact signed on to a letter sent by several such groups to DOT last 
month. In some cases, Open Streets volunteers haven’t received reimbursement for any 
of the funds they advanced in 2023. This is a serious problem that threatens the future 
viability of some of the city’s most popular new open-space efforts, and 
disproportionately affects under-resourced communities. This situation must be rectified, 
whether the issue is a need for more funds for reimbursement or for adding staff to 
process those payments in a much timelier fashion. 
 
We also support Speaker Adams’s call to increase eligibility for the Fair Fares program 
to New Yorkers who are at 200% of the federal poverty level. Expanding the effort will 
require only a sliver of the city’s budget and create more economic opportunity for those 
New Yorkers who need it most, and it should apply to commuter rail within the city, as 
well. Expanding Fair Fares eligibility is an easy way to advance transportation equity. 
 
Lastly, we want to circle back to two areas we highlighted in last year’s testimony. We 
renew our call for public investment in the city’s bike-share system to accelerate Citi 
Bike’s expansion into all city neighborhoods. We’ll note again that the Chairs of the 
Transportation and Infrastructure and Finance Committees have said they’re eager for 
bike share in their respective districts, and we’ll reiterate that bike share is the only facet 
of our public transit system that receives no public subsidy. 
 
We also renew our call for the city to make a significant investment in safe, secure bike 
parking infrastructure. We know that the absence of secure storage options is a critical 
barrier to growing the use of bicycles, and it’s also a partial solution to the lack of 
sufficient charging infrastructure for e-bikes, and for reducing the dangers of battery 
fires. We urge the administration to aggressively increase its investment in secure bike 
parking facilities. 
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Council Member Selvena N. Brooks-Powers 
Chair 
New York City Council Committee On Transportation 
And Infrastructure 
Sent to: council.nyc.gov/testify/ 
 
Re: New York City Council Budget and Oversight Hearings on The 
Preliminary Budget for Fiscal Year 2025, the Preliminary Capital 
Plan for Fiscal Years 2024-2028, and The Fiscal 2024 Preliminary 
Mayor's Management Report-T2024-0289 
 
 
Dear Chair Brooks-Powers; 
 
My name is Kathleen Collins.  I am a native New Yorker who is a 
congenital quadruple amputee who uses a wheelchair.  I am on 
the board of Disabled In Action of Metropolitan New York, Inc. 
(also known as Disabled In Action or DIA ). Disabled In Action is 
a 501(c)(3) grassroots civil rights organization run by and for 
people with disabilities.  Disabled In Action's mission is to 
eliminate discrimination for people with all kinds of disabilities. 
 
Thank you for holding a public hearing on the Budget with respect 
to transportation and infrastructure. 
 
I am having deja vu. Another year has passed and New Yorkers 
with disabilities are still asked to gamble with the safety of their 
lives. 
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We are still required to request rides before 5 pm the day 
before.  When will all Access-A-Ride customers be able to use On 
Demand?  At the very least, all Access-A-Ride customers should 
be able to use taxi authorization between boroughs in the same 
way that Access-A-Ride customers can use taxi authorization 
within a borough.  
 
When we make our reservation for Access-A-Ride and see that we 
are assigned a black car, we, who use wheelchairs, wonder 
whether the wheelchair vehicle will have a seatbelt and shoulder 
belt.  New Yorkers who are blind and New Yorkers with low vision 
wonder if  the driver will come over to them and assist them into 
and out of the vehicle. 
 
We all wonder if we will be picked up on time and arrive at our 
destination on time. 
 
Further, we ask when will Access-A-Ride come into the 
21st century and coordinate with the Taxi and Limousine 
Commission concerning filing complaints?  Presently, the 
information you need to provide 311 in order to make a complaint 
about an Access-A-Ride trip is not provided to Access-A-Ride 
customers.  The two systems need to be connected and 
streamlined.   
 
Finally, online Access-A-Ride has a button that states "Give 
Feedback (coming soon)".  We would ask that the City Council 
inquire when this will be accomplished?  
 
Turning to the New York City Department of Transportation,   
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 than one that does have 
one.  Further, you may encounter sidewalks with no curb ramps 
or curb ramps which are very steep, have cracks and potholes, be 
uneven or guide you into traffic instead of a safe way to the other 
sidewalk.  Even in the 21st century we still encounter bus stops 
that are not accessible, this is not acceptable and illegal. 
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With respect to the New York City Taxi and Limousine 
Commission again we don't know when taxis and for hire vehicles 
will help us into and out of the vehicle.  Riders who use 
wheelchairs do not know if they will be provided with a seatbelt 
and shoulder belt. 
 
What we see is the Taxi and Limousine dismissing our needs, 
specifically its refusal to comply with the binding settlement 
agreement with New Yorkers with disabilities and its refusal to 
not provide us even the bare minimum 50% of the yellow taxi 
cabs wheelchair accessible.  At the very same time, the Taxi and 
Limousine has allowed several Revel for hire vehicles 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. 
For instance, if a large organization such as the City Council were 
to pass a law that mandated that the New York City Taxi 
Limousine Commission require that all electric for hire vehicles be 
wheelchair accessible then manufacturers would make them. Why 
are our tax dollars being used to deliberately exclude us, the 
largest voting minority in New York City? 
 
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 confer with cross-sectional grassroots 
disability advocacy organizations, such as Disabled In Action 
before and not after it does its work and thus, avoid making 
costly mistakes. 
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Thank you for the opportunity to comment today since equal 
access to all New York City’s services, activities and programs is 
important to all New Yorkers. If you would like additional 
information or have any questions, please do not hesitate to 
contact DIA at info@disabledinaction.org. 
  
Thank you for your continued work on behalf of all of us. 
 
Sincerely, 
Kathleen Collins 
Board Member of Disabled In Action 
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