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Addressing Midtown Congestion and Mass Transit Funding:
A Fair and Effective Proposal

As opposition to Mayor Bloomberg’s congestion pricing proposal deepens and solidifies,
fairness dictates that we continue our commitment to address the two problems the Mayor has
identified: congestion and mass transit funding.

The deeply felt and principled objections to the use of a pricing mechanism to control access to
our public streets, along with the unfairness to moderate and low income people and to residents
of the other boroughs who pay, while most out-of-state and instate commuters do not, have
resonated with the public and many elected officials.

In addition, the practical and functional failures of the Mayor’s and the Commission’s proposal
have strengthened public skepticism and opposition.  The refusal to do an Environmental Impact
Statement, the refusal to guarantee that congestion pricing revenues will be used solely for mass
transit, the inability to find a way to collect the fee from non-EZ-Pass drivers and the failure to
provide the promised mass transit improvements before implementing congestion pricing remain
insuperable obstacles to the congestion pricing scheme.

Yet the problems of congestion and mass transit funding remain.  The Mayor has rightly
identified problems that had been ignored, even as he wrongly proposed a massive, regressive
and unfair tax increase as the solution.  When the debate began last year, many who opposed
congestion pricing acknowledged our responsibility to propose alternatives. Today we fulfill that
commitment and present an alternative to the Mayor’s congestion pricing scheme that is fair,
provides almost as much money for mass transit, and more congestion relief.

Our proposal is not perfect, and can be improved as the legislative debate moves forward.
Although it raises substantial funds, like congestion pricing, it does not raise enough to fund the
likely MTA Capital Plan.  Further revenue increases will be needed to fund the MTA and the
statewide Road and Bridge Capital Plans, and that reality ought to be part of any public
discussion.  All funds collected from this proposal will go directly to the MTA for mass transit
purposes.

New York City has insisted that congestion reduction be measured only by reduction in Vehicle
Mile of Travel (VMT).  In other words, the only congestion reduction the city measures is a
reduction in vehicle usage in the Zone, and all others are ignored.  This is neither logical nor
necessary.  Substantial reforms, such as reductions in "block-the-box" violations should be part
of any congestion reduction proposal, and we include them.  Because we have conservatively
estimated the impacts of our proposal we continue to measure reductions in VMT's.  But we have
added additional reductions in congestion as a percentage reduction in time of travel (TOT). 
Although admittedly rough estimates, we believe our additional TOT reductions are a substantial
improvement over both the Mayor's and Commission's Plans.

Our proposal focuses on four areas:  First, reducing the congestion impacts of taxi, black car and
limousines.  Second, enhanced enforcement of existing traffic laws.  Third, reduction in the
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illegal use of placards.  Fourth, eligibility for federal funding.  Conservatively, our proposal
estimates that between $362 and $372 million will be raised annually, with little or no
administrative overhead and that there will be a reduction in congestion between 4.6 and 5.8
VMTs and a reduction in TOT by 10.6 percent.

While this proposal has reductions in VMT's and mass transit funding close to the Mayor's and
Commission's plans, and congestion reductions superior to those plans. It differs fundamentally
in its' social and economic impact. The other plans burden average citizens, especially those in
the boroughs outside Manhattan, place an access fee on public streets for the first time in
American history, let out-of-state and suburban commuters off the hook, and ignore the single
biggest cause of Zone congestion.  We shift the focus to the group that actually causes the
problem, that is better able to afford the increase cost of travel, and avoid costly and bureaucratic
systems of cameras and payment that weigh down the other plans.  We do not change the
environmental reviewlaws, do not raise taxes on Zone residents, do not place a fee on travel on
the FDR and Westside Drives.  Our plan is simpler, easier, fairer, and more effective.

Reform and Restructure Vehicle Cruising, Reduce Congestion and Fund
Mass Transit

As a class of vehicle, taxis and other for-hire vehicles1 are the single greatest contributor to
congestion in Mid Town.  New York City is home to more than 13,000 yellow taxi cabs, 10,000
black cars, 25,000 livery cabs (car service vehicles), and several thousand limousines.2  The New
York City Department of Transportation itself has estimated that yellow cabs alone account for
31% of Vehicle Miles of Travel (VMTs)3 in the congestion zone. 4 Similar data indicate that
black cars and limousines account for the same proportion of VMTs as medallion cabs on a per-
trip basis, showing that they are about 10% of VMTs responsible, for a total of over 40% of total
VMTs in the Zone causes by for-hire vehicles.5 No other category of vehicle comes close to their
impacts on congestion, and air quality.  The Commission plan has only a minor nod in their
direction, while placing the vast majority of the burden on average citizens.6 Given the fact that
for-hire vehicles are the single greatest contributor to congestion in New York City and the fact
that many New Yorkers use taxi cabs instead of easily available mass transit, any successful plan
to reduce congestion must include them.

                                                  
1 We define “for-hire” vehicles as yellow cabs, black cars, and limousines.  Livery vehicles are excluded because
they provide services to areas not served by mass transit or yellow cabs.
2 Taxi Limousine Commission – Design Trust for Public Space. Taxi 07: The Roads Forward.
3 “Vehicle Mile of Travel” is defined by the U.S. Department of Transportation as “A unit to measure vehicle travel
made by a private vehicle, such as an automobile, van, pickup truck, or motorcycle. Each mile traveled is counted as one vehicle
mile regardless of the number of persons in the vehicle.” http://www.transtats.bts.gov/Glossary.asp?index=V
4 Cambridge Systematics, “Congestion Reduction Policies Involving Taxis,”
https://www.nysdot.gov/portal/page/portal/programs/congestion_mitigation_commission/interim-report page ES, 1.
5 This only counts VMTs with passengers – not cruising time.  Livery vehicles are included in this figure but
account for a minute amount of VMTs in the Zone.
6 Commission plan
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For-hire vehicles also tend to be a transportation choice for wealthier citizens.7  Much of the
objection to congestion pricing is that it is regressive and raised the bulk of its revenues from
people of moderate incomes.  This proposal meets that objection.

Accordingly, we propose to restructure the fare and to reform the operations of New York City
taxicabs to reduce their impact on congestion in the Zone, and to fund mass transit.8

Restructure and Increase Cost of Taxi and other For-Hire Vehicle Trips in Zone

We propose to increase the drop charge and decrease the per 1/5 mile charge for yellow cab trips
within the Zone.  Currently the drop charge for a cab ride in NYC is $2.50 with a 40 cent per 1/5
mile charge making the average trip cost $8.74.9  A $4.00 increase in the existing drop charge of
$2.50 to $6.50 coupled with a decrease the 1/5 mile charge to 35 cents for trips within the Zone
would raise funding for mass transit.  This reform targets short trips within the Zone while
leaving fares for longer trips (to the other boroughs and airports) relatively stable, and exempt
the 80 disabled accessible taxi cabs that currently operate in the city.10  Even after adjusting the
available revenues to reflect the reduction in the per-mile charge this would generate roughly 187
million dollars annually.11 This proposal would reduce VMTs in the Zone by 1.7 to 1.9 percent
and TOT by 2.5 percent.12

The $4.00 drop charge would also be applied to 83,000 daily trips black cars and limos make in
the Zone generating about $80 million in additional revenues. There would be an estimated 0.2
percent reduction in VMTs and 1.2 percent reduction in TOT as a result of the $4.00 drop charge
on black cars and limos as most riders would absorb the fare increased or shift to yellow cabs.13

Reform the Ways For-Hire Vehicles Pick Up Riders

Cruising and frequent stops for passengers significantly increase congestion and pollution.14 39
to 43 percent of yellow cab drivers’ time is spent cruising, which accounts for approximately 13
to 14 percent of all VMT in the central business district.15

                                                  
7 According to Census data from 2000 the mean income of taxi cab riders was $139,540.  The average income for
fee payers under the Mayor’s plan is $46,004.
8 For the purposes of this proposal the Congestion Zone is defined as that part of Manhattan south of 60th street.
This does not include the FDR Drive.
9 Schaller Consulting. Taxi Fact Book 2006. A 2.19-mile trip with 5.9 minutes of wait time.
10 http://www.travelny.org/2007/11/15/nyc-taxi-commission-votes-for-311-dispatched-accessible-cabs/
11 Calculated using the same methodology as Cambridge Systematics in the report cited above, using an elasticity of
-0.22 and an average trip cost of $8.74.  We note the impact on driver income and would consider adjustments to the
drop charge to assure this outcome does not take place.
12 A 30-cent charge per 1/5 mile would generate about $188 million in net revenues and reduce VMTs by 1.5 to 1.7
percent.
13 Although difficult to project, this figure is based on a minimal shift of _ of 1% of VMTs.
14 http://www.nydailynews.com/opinions/2007/09/12/2007-09
12_to_start_hacking_traffic_take_1000_taxis.html?print=1
15 Taxi Limousine Commission – Design Trust for Public Space. Taxi 07: The Roads Forward.
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Reduction of cruising time is a clear and relatively easy way to reduce congestion.  The
mechanisms for such reduction include:

• Substantially increasing the number of cab stands in the central business district,
especially at sites that generate large numbers of trips;

• Expanding the number of Taxi and Limousine Commission (TLC) - designated locations
from which group rides are permitted;

• Expand "electronic hailing" of cabs via mobile phone and text messaging.16

These and other measures can reduce taxi cruising by 10 to 15 percent, reducing total VMT in
the Zone by an additional 1.3 to 2.0 percent and TOT by 0.9 percent.

The problems associated with black cars parking and idling on the streets must also be addressed.
Even though black cars are not allowed to pick up passengers from the street, black cars do
contribute to congestion by idling outside of buildings awaiting their next trip.  We propose to
end this practice by designating parking lots for black cars and limos to wait for their passengers
when they will be waiting for over 30 minutes.  Although there will be little VMT reduction
there will be a substantial reduction in congestion by roughly 1.0 TOT.

Increase Enforcement of Existing Congestion Reducing Laws

Another major source of congestion in the city comes from behaviors that are already illegal.
Parking and moving violations cause more pollution and frustration than the legal activities of
folks driving through the Zone.  We have identified existing laws and regulations that would
have the greatest impact, but also believe that a thorough review of traffic laws would yield even
better proposals and greater reduction in congestion.  Our projections are based on both an
increase in fines associated with violations and more aggressive enforcement.

Parking Violations

This legislation proposes to increase current fines and thus the amount drivers will have to pay in
both time and money to take away existing incentive to park illegally.  We propose to
dramatically raise fines in order to both raise funds and deter illegal driving practices.  We are
proposing to raise general no-parking/exceeding time limit/expired meter violations from $65 to
$125; increase double parking violations from $115 to $200; increase parking in
loading/unloading zone fines from $95 to $250; and increase parking in bus lane fines from $115
to $250.

Manhattan accounted for about 14 percent of the 1.7 million parking summons issued in 2007.17

Increases in both fines and enforcement will produce roughly $80 million dollars.18

                                                  
16 The Taxi and Limousine Commission recently implemented a pilot program for the 80 disabled accessible taxis in
New York.  http://www.travelny.org/2007/11/15/nyc-taxi-commission-votes-for-311-dispatched-accessible-cabs/
17 Based on estimates from several sources, including:
http://www.nydailynews.com/ny_local/queens/2008/01/08/2008-01-
08_seeing_orange_with_parking_ticket_blitz.html, http://www.nydailynews.com/ny_local/bronx/2008/01/15/2008-
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Moving Violations

Moving violations also contribute to congestion in the CBD. “Blocking the box” has long been
recognized as one of the forms of driver behavior that contributes to congestion. A survey of 10
of Manhattan’s busiest intersections conducted in 2006 by the Manhattan Borough President’s
Office counted a total of 3,044 vehicles blocking these intersections during a nine-hour period –
an average of 34 block-the-box violations per intersection per hour. Enforcing a $200 fine for
block-the-box violations will result in increased revenue from fines.  Drivers who block the box
are rarely penalized, however. The law now classifies blocking the box as a moving violation. As
a result, only police officers and a small number of traffic enforcement agents are authorized to
cite drivers for blocking an intersection.

Issuing just 300 to 500 additional tickets per weekday at $200 per ticket would generate
approximately $15 to $25 million in additional revenue.

Placard Violations.

Government issued parking permits have a long history.  Some are included in collective
bargaining agreements and others are need for the fair and efficient operations of schools, law
enforcement and other government activities.  However, there is clearly some abuse of the
placards, including use at times and places not authorized, and the use of counterfeit placards.
To the City’s credit, it has begun to address this issue.  We propose a new law limiting the abuse
of parking placards.

Placards are not a license to park at bus stops, in front of hydrants, or on the sidewalk.  This
proposal enables enforcement agents to have access to a data base of all currently valid placards,
so that they can more easily identify expired, unauthorized, and fake placards.  Illegally parked
cars with invalid placards will be towed and repeated violations by holders of valid placards will
result in the revocation of the placard.

There are currently estimated to be 47,000 authorized parking placards in use in New York
City.19  In addition, there are tens of thousands of questionable or illegal parking placards in
use.20  We propose to enforce regulations that would substantially reduce the number of illegal
permits by as much as 30,000.  If this policy reduced the number of vehicles entering the

                                                                                                                                                                   
01-15_number_of_parking_tickets_dropped_in_07-1.html,
http://www.timesledger.com/site/news.cfm?newsid=19207742&BRD=2676&PAG=461&dept_id=551069&rfi=6,
http://www.nydailynews.com/ny_local/brooklyn/2008/01/15/2008-01-
15_tickets_and_car_thefts_on_the_decline.html.
18 Assuming that parking violations in the CBD account for 75 percent of all Manhattan violations – that the
Manhattan CBD accounts for 20 percent of the $530 million in summons revenues collected in 2006 – and that
parking fines were, on average, doubled, these increased fines would generate $80 million in revenue.
19 Boniello, Kathianne. "Getting a 'Pass'". New York Post. May 20, 2007.
http://www.nypost.com/seven/05202007/news/regionalnews/getting_a_pass_regionalnews_kathianne_boniello.htm
20 Transportation Alternatives. Above the Law: A Study of Government Parking Permit Abuse in New York City.
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congestion zone by 10,000, it would reduce VMT by between .8 and 1 percent and decrease TOT
by 1 percent.21

Enforcement Personnel

In order to increase parking and traffic enforcement of this magnitude we propose to increase the
number of parking enforcement agents by 100 and police officers by 30, which would cost
between $9 and $12 million.22

By combining higher fines and more aggressive enforcement, congestion would be reduced.
There would be a higher turnover rate in legal on-street parking and a lower cruising rate for cars
looking for on-street parking.  The overall results of more aggressive enforcement of moving and
parking violations will result in overall VMTs being reduced by 0.6 to 0.7 percent and a decrease
in TOT by 5.1.

Taxi and Limousine Commission Report and Reform

This legislation intends these policies to be requirements effectuated by the Taxi and Limousine
Commission.  The commission is further directed to report annually on impacts of all for-hire
vehicles the effectiveness of the congestion mitigation proposals created in this legislation.  In
addition to reporting on the efficacy of this policy the commission is also directed to report on
any possible future policies that will limit congestion within the Zone including a plan that
would require yellow cabs to only drive on North/South streets in the Zone, the effects of
creating a Zone that is 86th street and lower, and alternate side delivery policies.

Telecommuting offers an opportunity to reduce congestion and complement efforts to reduce
government issued parking placards and has been shown to increase productivity and retention
while reducing absenteeism.  Our focus should be on reducing the enormous number of New
York City government employees who drive to work.  Arizona, for example, required (and
achieved) 20% of state government workers in busy Maricopa County (including the City of
Phoenix) to telecommute.  Virginia has required that each state agency should have 25% of its
employees telecommuting by 2010.23 We note the existence of legislation requiring NYC to
establish a telecommuting program for employees and support the adoption of this legislation.24

The commission will also be directed to study the feasibility of moving city agencies to the other
boroughs.

                                                  
21 Assuming that each vehicle drives about 4 miles in the CBD each workday.
22 Assumes an annual cost of $90,000 per agent. Based on a Citizen's Budget Commission analysis that found that
NYPD officers' wages and fringe benefits average about $65,000 in FY 2002. Assumes a 15 percent escalation due
to inflation and an additional 20 percent for overhead costs other than personnel services.
23 “It’s Time To Telework,” State Legislatures, March 2008, Pg. 16.
24 A.9369, Section 10.



8

Eligibility for Federal Grant

There has been much discussion of eligibility for $354.5 million in federal funding as a goal of
the competing plans. We respectfully suggest that our Proposal would leave us eligible for
Federal funds while the other plans do not. It is clear that the Mayor's Plan and the Commission
Plan fail to meet the requirements of the Urban Partnership Agreement which requires, in
addition to reduction of congestion through a pricing mechanism that the Plan include "bus
service sufficient to meet the mobility needs of New York City." Neither the Mayor's Plan nor
the Commission Plan provides such bus service, nor suggests a method of payment for such
service.  Our proposal would direct that the funds available first go to immediate improvement of
bus service, especially in the outer boroughs and would require the MTA to provide such a plan
within 30 days of enactment of our proposal, funded by the revenues we produce.25

We believe our plan offers both “material reductions in traffic congestion” and the proper
funding to expand public transportation options; including bus service.  In order to properly
expand bus service, this legislation requires the MTA to provide within 30 days a plan to provide
bus service sufficient to meet the mobility requirements of Plan 2030.

Total Funds Raise/Congestion Decreased

Funds Raised VMTs Reduced TOT
Reduced

Drop Charge – “For Hire”
Vehicles $267 million 1.7-1.9 3.6

Reform Pick Up practices - 1.5-2.2 1.9

Increased fines/enforcement $95-$105
million 1.1-1.7 5.1

Placards - 0.8-1 1.0

Federal Grants $354.5 million

TOTAL $362-$372
million

annually
4.4-5.6

11.6

                                                  
25   The Urban Partnership Agreement states: In the event the New York State legislature enacts and the New York
City Council approves an alternative congestion mitigation plan for New York City, no Federal assistance will be
provided in connection with the Urban Partnership Program, unless such plan is, in the opinion of the Department,
reasonably projected to achieve material reductions in traffic congestion within New York City by means of
congestion pricing and provides bus service sufficient to meet the mobility needs of New York City
.https://www.nysdot.gov/portal/page/portal/programs/repository/Appendix%20B%20Urban%20Parternship%20Agr
eement.pdf
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