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Introduction

On November 3, 2014, the Committee on Economic Development, chaired by Council Member Daniel Garodnick, together with the Transportation Committee, chaired by Council Member Ydanis Rodriguez, will hold an oversight hearing entitled: Assessing the Economic Impact of New York’s Failing Infrastructure Hearing 2: Transportation.  Those invited to testify include the New York City Department of Transportation (“DOT”), the Metropolitan Transportation Authority (“MTA”), the Center for an Urban Future, the Presidents of each borough chamber of commerce, transportation advocacy groups, civil engineers, and other interested parties. 
Background

Maintaining our City’s roads, bridges, tunnels and subway infrastructure is critical to preserving the City’s economy. Severely deteriorated infrastructure costs significantly more to repair than frequent and regular maintenance. Every $1.00 of deferred maintenance on local roads and bridges costs an estimated additional $4.00 to $5.00 in necessary future repairs.
 Further, it is estimated that every $1 billion invested in highway construction and repair can support roughly 13,000 jobs for one year in the United States, while large metropolitan areas such as New York City can see more than 30,000 jobs created as a result of such an investment.
  The cost of neglecting City infrastructure is substantially worse than making timely repairs.  Over 30 percent of the City’s roads are rated poorly and need repaving, 47 of the City’s bridges are considered structurally deficient, and 26 percent of the City’s subway signals have exceeded their useful life.
  The City’s transportation infrastructure cannot withstand sustained neglect by the agencies that oversee its operation and maintenance. As the aging roads, bridges, tunnels, and subways deteriorate, the potential for transit disruptions, damage to utility lines, and structural failures throughout the City increases.
Part I: The State of the City’s Roadways
There are over 18,000 lane miles of local streets and 306 lane miles of highway in the five boroughs of New York City.
  The City’s Department of Transportation (“NYCDOT”) is responsible for the maintenance of the local streets, and the State Department of Transportation (“NYSDOT”) is responsible for the highways. 
Local Roads
On average, city roads need to be resurfaced every 17 or 18 years.
  The NYCDOT set the goal of replacing roughly 1,000 lane miles of roadway every year, but since the year 2000 NYCDOT has fallen short of that goal and resurfaced, on average, only 852 lane miles each year.
  While Fiscal Years 2011, 2012, and 2014 did meet the goal of resurfacing 1,000 lane miles of roadway, a deficit of over 3,000 lane miles since the year 2000 continues to persist.

Each year the city assesses the status of its roads in advance of the annual Mayor’s Management Report (“MMR”). This assessment ranks each city block as either “good,” “fair” or “poor” based on the quality of the pavement in a particular area.  In the year 2000, 84.3 percent of the city’s roadways were rated in “good” condition, but that number fell to 69.3 percent by 2014.
  Over 30 percent of the city’s roadways are currently in “poor” or “fair” condition, nearly twice as many as in the year 2000.
 

While resurfacing is one critical component to repairing the city’s roadways, reconstruction of roadway foundations is just as important in order to protect the many utility mains that exist under city streets.
  NYCDOT’s reconstruction of roadway foundations has dropped off significantly over the past three years – there were over 135 lane miles of repair in 2006 to 2007, but there were only 80 lane miles repaired during the same period from 2012 to 2013.  On average, city roads outlive their useful life by 20 percent before being resurfaced or reconstructed.


NYCDOT engages with the public via the nyc.gov website and 311 to report potholes, cave-ins, utility damage, and other street surface complaints.
  NYCDOT repaired nearly 450,000 potholes in fiscal year 2014, up from roughly 260,000 in fiscal year 2013 and 240,000 in fiscal year 2012.
 However, fiscal years 2010 and 2011 had closer to 400,000 repairs, so this increase is in line with the number of repairs done prior to 2012.
  The target repair time for potholes is five days, and the average repair time for each pothole is roughly five and a half days.
  This repair time is also roughly in line with NYCDOT’s target repair schedule.

Highways

The city’s 306 miles of highways are rated on a 10-point scale, where a score of 1-5 would be considered “poor,” where “distress is frequent and severe,”  a score of 6 would be “fair,” with “surface distress clearly visible,” 7-8 would be “good” and 9-10 would be “excellent.”
  In 2008, roughly 38 percent of the city’s highways were in “fair” or “poor” condition, but by 2012, that number had risen to 51 percent.
  Data regarding the condition of the city’s highways from the NYSDOT after 2012 is presently unavailable. 

 
NYSDOT’s strategy for repaving highways amounts is to wait until a particular stretch of highway falls to a rating of 6 or below and then schedule it to be repaved.
  As of 2012, the worst rated highways included Route 22 in the Bronx, Jackie Robinson Parkway in Queens, Mosholu Parkway in the Bronx, and Korean War Veterans Parkway in Staten Island.
  

Economic Impact

City roads that are deficient, congested, or lacking safety features cost the city’s drivers roughly $2,300 per driver each year in higher operating costs, congestion-related delays, and accidents.
  This includes an average of $673 per driver in extra vehicle operating costs such as depreciation of their vehicles, tire wear, increased fuel consumption and additional repairs,
 as well as an average of 59 lost hours annually in congestion-related delays.
 
Part II: State of the City’s Subway System

The New York City Subway system consists of 24 lines, 468 stations, and 659 track miles across four boroughs serving over 5.4 million riders every weekday.
  The system is operated by New York City Transit, a subsidiary of the MTA.  Most of the system is very old, with the first line opening in 1904.  After suffering a period of serious neglect in the 1970s and 1980s, the system began to benefit from renewed investment starting with the MTA’s first modern five-year capital program, which covered the years 1982-1986.  With more than $85 billion in capital investment in the overall MTA system since then, the subway system has moved from the “brink of collapse” to an era of improved infrastructure, resulting in better service.  For instance, in 1982, New York’s subway cars had a mean distance between failure of 7,186 miles; by 2012, that number had improved over twenty-fold to over 170,000 miles. Ridership has in turn increased dramatically.


Some aspects of subway infrastructure are in better shape than others.  In general, while the MTA has made significant progress improving things that commuters see, such as train cars, other behind-the-scenes systems generally need more attention.
     

Rolling Stock

Many subway lines in both the A Division (numbered lines) and B Division (lettered lines) have trains consisting of relatively new cars.  These cars, such as the R142 and R142A on the Lexington Avenue Line, have clearer communications systems, electronic next-stations and notifications displays, and improved lighting, among other features.  The updating of the rolling stock has contributed greatly to the decrease in the rate of mechanical breakdowns and resulting delays.  The oldest train cars in the system are the C train’s R32 cars, which were built in 1964 and 1965.  They are scheduled to be replaced by new R179’s in January 2017, but delivery may be delayed between six and eleven months due to problems with the prototypes.
  In addition, the MTA’s recent Twenty Year Needs Assessment explored what the next generation of subway cars should look like, highlighting open-gangway trainsets, which allow passengers to move freely from one car to another.
 

Signals


According to the MTA, 26 percent of its subway signal system is beyond its 50-year useful life and is in need of modernization.
  The future of subway signals is Communications-Based Train Control (“CBTC”).  CBTC is a state-of-the-art signal and train control system, common in many subway systems around the world, that, compared to traditional “fixed block” signals, “offers a variety of benefits including the ability to run more trains per hour, improve safety, reduce maintenance costs, and provide timely information to passengers.”
  CBTC is operational on the Canarsie Line (L train) and is in construction on the Flushing Line (7 train).
  The MTA plans to bring CBTC to the Queens Blvd. and 6th Avenue Lines next.
  The pace of the MTA’s CBTC rollout has been criticized as inadequate; a May 2014 Regional Plan Association report recommended doubling the pace of the MTA’s planned investment in converting to CBTC to 21 track-miles annually.
  Likewise, the Citizens Budget Commission has criticized the MTA for lacking a “full and comprehensive plan” for CBTC conversion and for planning to leave “the vast majority of the system with outdated components for at least the next 20 years.”
 

Rails

Responding to an increase in rail fractures in recent years, the MTA has accelerated its installment of continuous welded rail (“CWR”).
  The derailment of an F train in Queens in May 2014, which injured 19 passengers and which was apparently caused by a broken rail, highlighted the dangers of rail fractures and breaks.
  The MTA has replaced about half of its 659 miles of traditional bolted rail track with CWR and “has seen three times fewer breaks” since the replacement.
  The MTA’s proposed 2015-2019 Capital Program includes funding for 16 additional miles of CWR.
 

Stations

The MTA Twenty Year Needs Assessment reported that 78 percent of station components were “in good repair.”
  However, an October 2014 report by the New York State Comptroller noted that, as of 2012, only 11 percent of subway stations were “free of both structural and architectural defects.”
 In an effort to efficiently and effectively use its resources, beginning with the 2010-2014 Capital Program, the MTA began focusing on repairing the most deteriorated structural components in stations across the system rather than fully renovating entire stations.
 

The MTA has also sought to leverage private funding for station improvements when possible.  For example, the developer SL Green is proposing $210 million worth of transit improvements at Grand Central as part of their negotiation with the City for permission to build a skyscraper next door.
 

Mega-Projects


The MTA is engaged in a series of “mega-projects” designed to expand and improve its transportation systems.  Some of these projects include the extension of the 7 train to 34th Street and 11th Avenue, expected to open in early 2015, Fulton Center, a new transit hub in lower Manhattan scheduled to open on November 10, 2014, and the Second Avenue Subway (SAS), the first phase of which is expected to open in December 2016.  Moving forward, aside from the second phase of SAS, the primary network expansion projects that the MTA plans involve the commuter railroads.  The East Side Access project will bring the Long Island Rail Road to Grand Central Terminal and Penn Station Access will bring Metro North to Penn Station.    
Funding


In October 2013, the MTA released its 2015-2034 Twenty Year Capital Needs Assessment as a precursor to the release of its next five-year capital program.
  The Needs Assessment is the culmination of a two-year process in which the Authority examines the needs of the system, both in maintaining a state-of-good-repair and in areas where is should be enhanced and expanded to meet the evolving demands of the city and the region.  The Needs Assessment established the planning context for the development of the 2015-19 Capital Plan, providing a strategic roadmap for capital investments in the 2015-2034 period.

On September 24, 2014, the MTA board approved a $32.046 billion proposed 2015-19 Capital Program.
 The plan divides planned investments into three categories. “Renew” involves protecting the safety and reliability of existing service.  This includes replacing out-of-date subway cars and buses and renewing infrastructure such as tracks, depots, signals, and stations. “Enhance” includes changes which enhance riders’ everyday experience using the system, such as accessibility and communication improvements.  And “expand” involves the authority’s efforts to grow the system to meet the changing needs of the region.   

The MTA has identified funding sources to cover $16.87 billion of the $32.046 billion cost of the proposed Capital Program, leaving a $15.176 billion funding gap.
  The identified funding includes a mix of federal, City, MTA, private, and loan sources.
  The anticipated City contribution is $125 million in annual capital contributions, a 25% increase above contributions to the current capital program, and $32 million in City matching funds to federal grants supporting the MTA Bus Capital Program.
  To cover the funding gap, the MTA intends to work with its funding partners to develop proposals which could include such options as “new dedicated revenue sources, private funds or in-kind contributions, additional appropriations from state, federal, and local governmental funding partners, or new MTA debt.”
 
The funding plan does not include any expected state funding.  At recent hearing of the Council’s Committee on Transportation, the MTA indicated that they expect to engage the Governor and the State Legislature in discussions regarding closing the funding gap in the early part of 2015.  Representatives of the Authority also declined to discuss any contingency plans they may or may not have if the Capital Plan does not get fully funded, simply stating that they hoped and expected a fully funded plan.  The Capital Program Review Board, which must approve the bulk of the Capital Program, vetoed the proposed plan “without prejudice” to allow time for the political process in Albany to unfold.

A recent report from the State Comptroller warned that an increased reliance on borrowing to close the funding gap could put pressure on fares and tolls.  Specifically, the report warned that “[e]ach $1 billion borrowed would increase debt service by an amount comparable to a 1 percent increase in fares and tolls.”
  Concerns have also been raised regarding whether the federal funding anticipated by the MTA will in fact materialize.
  The Citizens Budget Commission criticized the proposed capital plan for not focusing enough on “bringing aged infrastructure to a state of good repair” and, as mentioned above, modernizing the subway signal system.
  The Commission also took issue with the capital plan’s commitment of large sums of money for network expansion projects without sufficient cost-benefit analysis relative to other potential projects and without a clear accounting of total project costs.
  Finally, perennial concerns exist regarding very high costs capital projects in New York incur relative to other cities and regarding the MTA’s ability to deliver capital projects on schedule and on budget.
Economic Impact


A robust public transit system is central to New York City’s economic development potential.  According to studies, investment in public transportation in large metropolitan cities leads to a greater economic payoff than investments in roads.
  For each $1 billion spent on public transportation in major metropolitan cities in the United States, 36,108 jobs are created, while the same investment in highways and roads leads to 30,319 jobs.
  The full funding of the MTA’s 2015-2019 Capital Plan would result in the creation of hundreds of thousands of jobs and billions of dollars in economic impact for New York City.  For example, the MTA’s more modest 2010-2014 Capital Plan generated 350,000 jobs in the state and created an economic impact of $44 billion.
  In 2011, the MTA estimated that projects funded between 2005 and 2009 led to 194,695 jobs in New York City and created an economic impact in the City of $24.5 billion.

Part III: The State of the City’s Bridges and Tunnels

In New York City, NYSDOT, NYCDOT, the MTA, and the Port Authority of New York and New Jersey (“PA”) are responsible for bridge and tunnel infrastructure.  The aforementioned state and city agencies have jurisdiction over the vast majority of the bridge and tunnel infrastructure within the city.  The NYSDOT operates more than 600 bridges in the city, while the NYCDOT operates 788 bridges and five tunnels, including the Brooklyn Bridge, the Williamsburg Bridge, and the Ed Koch Queensboro Bridge.
  The MTA operates seven bridges and two tunnels, and additionally the PA operates three bridges and two tunnels.  This section will focus on bridges and tunnel operated by NYCDOT and MTA.

Bridges


The NYCDOT is responsible for operating a vast network of bridges and tunnels in all five boroughs, including vehicular and pedestrian bridges.  While some bridges have undergone extensive improvement in the past few years, many bridges were first completed decades ago. According to NYCDOT, the average life of a New York City bridge is over 70 years.
  During the 1970s and 1980s the City’s bridge infrastructure was facing a crisis, as the age of bridges and lack of investment led bridges to fall into a state of disrepair.
 


In the 1990s, the City began to invest in bridge infrastructure.  The heightened pace of investment further accelerated in the 2000s and have continued to the present.  In 1996, the NYCDOT ranked 46 bridges to be in a state of disrepair.
  By 2011, just three bridges in New York City were rated to be in poor condition.
  While the number of bridges receiving the lowest rating is down from the height of 75 in 1986, more needs to be done.
  According to data provided by NYCDOT, in 2013, only one bridge was rated to be in poor condition. 


While the City has reversed the dangerous conditions that existed in the 1970s and 1980s, serious concerns remain.  As of 2013, 456 bridges were rated as being in fair condition and 331 bridges as being in good or very good condition.
  In March 2014, the Center for Urban Future released a study on the state of core infrastructure in New York City.  Drawing on data from the NYSDOT, the study found that 162 of all bridges in New York City were structurally deficient in 2012.
  Further, the study found that 47 bridges were both structurally deficient and fracture critical.  The 47 bridges that arguably are in the worst state of disrepair are used by 2.7 million New Yorkers every day.

Tunnels


The vulnerability of tunnels became apparent during Superstorm Sandy (“Sandy”). During Sandy, the Queens-Midtown Tunnel, the Holland Tunnel and the Hugh Carey Tunnel flooded.  Although all three tunnels had to close to traffic, the Hugh Carey Tunnels sustained the most damage.  The most striking feature of the Sandy storm was how unprotected the tunnels are, and the Hugh Carey Tunnel remained closed for two weeks after the storm.  Currently, the MTA is undertaking an effort to fortify its tunnel infrastructure against possible future flooding.  
Conclusion
                A well-maintained transportation infrastructure is critical to both the City’s ability to support the existing needs of its population and the economy, as well its growth potential.  New York City currently faces serious challenges in regard to each major sector of transit.  The City’s roads, bridges, tunnels, and subway systems all require a significant investment to remain in safe condition, but also must grow and adapt to meet the changing needs of New Yorkers.  Today, the Committees hope to learn more about the issues facing the City’s transportation infrastructure, plans for repair and expansion, and ways in which the City’s economy can benefit from repairing and modernizing our transit system. 
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