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Narrative . 

Purpose: To obtain the Board's adoption and approval of a Resolution authorizing proposed fare changes as set forth in Attachment 
A to the Resolution. 

Discussion: Fares and tolls are essential revenue that support the quality and quantity of service the MT A provides while helping to 
meet rising costs and achieve a balanced budget as required by law. For this reason, the MT A Financial Plan includes modest 
increases every two years. The MTA's focus on cost reduction and efficiencies has enabled a proposal that is the lowest increase 
since 2009 when the MTA first began increasing fares and tolls on a regular, biennial schedule. 

The Proposed Financial Plan 2017-2020 presented at the July 2016 Board meeting contemplates implementation of increased fares to 
achieve budgeted revenue targets. On November 16, 2016, the Board authorized agency staff to proceed with the steps necessary to 
consider proposals for fare and toll increases, including the issuance of public notices and the holding of public hearings to elicit 
public comment on such proposals. On December 16, 2016 the Board approved the 2017 Budget and 2017-20 Financial Plan which 
contemplate implementation of fare and toll increases in March 2017. 

In accordance with that direction, the public hearing process has been conducted. Notices advising the public of proposed changes 
in fares and establishing dates for the public hearings on such proposed changes were posted throughout the system in November 
2016, advertisements of the hearings were run in area newspapers, and detailed informational materials describing the fare proposals 
were posted on the MTA website. Between December 5 and December 20, 2016, the Board held eight public hearings to receive 
public comment on the proposed changes in fares. In addition, MT A conducted sessions at satellite facilities at which members of 
the public presented statements that were videotaped for inclusion in the record. MT A further invited and received written 
statements from members of the public commenting on the proposed fare changes. Transcripts and recordings of the hearing 
testimony and copies of written statements have been distributed to board members for their consideration. 

The increase for monthly and weekly passes is less than 4% on the railroads, bus and subway. For Transit and MT A Bus pay per ride 
customers, two options were included in the public notice. This staff summary puts forward for adoption the fare proposal with no 
increase in the base fare and a reduction of the bonus to 5%. The effective fare for customers who receive a bonus will increase from 
$2.48 to $2.62. On Bridges & Tunnels the increase for our NYCSC E-ZPass auto customers, 73% of all crossings, is less than $.25. 

The Board is now requested to adopt the accompanying resolution authorizing implementation of the proposed fares set forth in 
Attachment A to the resolution, having had the benefit of such public testimony and written comments that were submitted 
concerning the proposed changes in fares and having considered and deliberated upon the financial circumstances of the MTA 
agencies and the impacts of such proposed changes in fares upon riders of mass transportation. 

The proposed fare increases are summarized below. See Attachment A to the Resolution for further detail. 
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RESOLUTION 

FARE CHANGES 
PERTAINING, AS APPLICABLE, TO MTA, NYCTA, MaBSTOA, SIRTOA, MTA 

BUS, METRO-NORTH and LIRR 

WHEREAS, the 2017-2020 Financial Plan adopted by the Board on December 
16, 2016, contemplates implementation of fare and toll increases in 2017 in order to 
achieve a balanced budget in 2017; 

WHEREAS, on November 16, 2016, the Board authorized agency staffto take 
necessary steps in connection with the consideration of fare and toll increases, including 
publishing any required notices and conducting any required public hearings, for 
submission to the Board; 

WHEREAS, notices of public hearing on proposed changes in fares and crossing 
charges were prepared and posted by the Metropolitan Transportation Authority 
("MTA"), New York City Transit Authority ("NYCTA"); the Manhattan and Bronx 
Surface Transit Operating Authority ("MaBSTOA"); Staten Island Rapid Transit 
Operating Authority ("SIRTOA"); MTA Bus Company ("MTA Bus"), Metro-North 
Commuter Railroad Company ("Metro-North"), and The Long Isl<;md Rail Road 
Company ("LIRR") (collectively, the "MT A Agencies") at agency transportation 
facilities; and advertisements of said public hearings were contemporaneously published 
by the MTA Agencies, appearing in The New York Times, The Daily News, Newsday, 
The Journal News, The Poughkeepsie Journal, The Daily Challenge, The Amsterdam 
News, El Diario, Russkaya Reklama, Chinese World Journal, Korean Central Daily, and 
Haiti Observateur; 

WHEREAS, public hearings were conducted by MTA, NYCTA, MaBSTOA, 
SIR TO A, MT A Bus, Metro-North and LIRR, at the times set forth in the aforesaid 
notices of public hearings, at which all persons who wished to comment on the proposed 
fare changes were permitted to speak and written comments for inclusion in the record of 
the proceeding were invited, at Baruch College, 17 Lexington Ave, Manhattan on 
December 8, 20 16; at Hostos Community College, 450 Grand Concourse, the Bronx, on 
December 13, 2016; at the New York Power Authority, 123 Main Street, White Plains, 
Westchester on December 20, 2016; at York College, 94-45 Guy R. Brewer Blvd, 
Queens on December 5, 2016; at Hilton Long Island, 598 Broad Hollow Rd, Melville, 
Suffolk, on December 7, 2016; at Crown Plaza Suffern, 3 Executive Blvd, Suffern, 
Rockland, on December 15, 20 16; at the College of Staten Island, 2800 Victory Blvd, 
Staten Island, on December 6, 2016; at Brooklyn College, 2900 Campus Rd, Brooklyn, 
on December 19, 2016; and furthermore, opportunities to record a videotaped statement 
were provided at NYC Transit Headquarters, 3 Stone St, Manhattan on December 13, 
2016; at the LIRR Hicksville Station, Hicksville, Nassau, on December 13, 2016; and at 
the LIRR Ronkonkoma Station, Ronkonkoma, Suffolk, on December 15, 20 16; at the 
Metro-North Poughkeepsie Station, Poughkeepsie, Dutchess, on December 7, 2016; 
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WHEREAS, the Boards ofMTA, NYCTA, MaBSTOA, SIRTOA, MTA Bus, 
Metro-North and LIRR have considered the testimony of the public at the public hearings 
and satellite facilities, and the written comments that were submitted; 

WHEREAS, the Boards of MTA, NYCTA, MaBSTOA, SIRTOA, MT A Bus, 
Metro-North and LIRR have considered various alternative fare structures and proposals 
and the financial circumstances ofthe MTA Agencies, have reviewed the results of 
analyses of fare structures and proposals prepared in accordance with Title VI 
requirements, and have considered impacts of proposed fare changes upon riders of mass 
transportation services, including minority and low-income users of such services; 

NOW, THEREFORE, upon motion duly made and seconded, the following 
resolutions were adopted by the Boards ofMTA, NYCTA, MaBSTOA, SIRTOA, MTA 
Bus, Metro-North and LIRR: 

RESOLVED, that in accordance with the requirements of section 1205 and 1266 
ofthe Public Authorities Law, the Boards ofMTA, NYCTA, MaBSTOA, SIRTOA, 
MT A Bus, Metro-North and LIRR hereby approve the Title VI analysis and the fares and 
fare structures set forth in Attachment A hereto for NYCTA, MaBSTOA, SIRTOA, MTA 
Bus, Metro-North and LIRR, and the Presidents of each ofMTA, NYCTA, MaBSTOA, 
SIRTOA, MTA Bus, Metro-North and LIRR and their designees are hereby authorized 
and directed to take such steps as may be necessary or desirable to· implement such fares 
structures on the vehicles and facilities of their respective agencies. 

January 25, 2017 
New York, New York 
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NEW YORK CITY TRANSIT AUTHORITY 
MTA BUS COMPANY 

 
INCLUDING NEW YORK CITY TRANSIT AUTHORITY AFFILIATES: 

Manhattan and Bronx Surface Transit Operating Authority 
Staten Island Rapid Transit Operating Authority 

 
 
 
 

LOCAL RATES OF FARE AND REGULATIONS 
 

GOVERNING THE FURNISHING OF 
 

PASSENGER TRANSPORTATION 
 

ON 
 

REGULAR SCHEDULED SERVICE 
 

Subway Fares 
Local Bus Fares 

 SIRTOA Train Fares 
Express Bus Fares 
Paratransit Fares 

 
 

Effective March 19, 2017 
 

 
 
 
Veronique Hakim Darryl Irick 
President, New York City Transit     President, MTA Bus  
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           NYCTA & Affiliates, MTABC Tariff, Page 3 
3. Value-based MetroCards are sold at a minimum value of $5.50 and increments of $0.25 and a 

maximum value of $80 at all station booths ($2.75 MetroCards will be sold to reduced fare 
customers only).  Prevalued MetroCards are sold at selected locations.  Passengers conducting 
transactions at station booths can add value to valid MetroCards such that the maximum card 
value does not exceed $100.  A cardholder with a MetroCard with some value but less than the 
applicable fare for regular fare service may add the amount required to bring the card up to the 
appropriate fare.  A value-based card may be traded in at station booths any time up to one year 
after the expiration date, and may be traded in through the MetroCard Customer Claims Unit up 
to two years after the expiration date.  Value-based MetroCards are also sold at MetroCard 
vending machines (see paragraph 8, below).  

4. A n eleven five percent value above the purchase value will be provided on any single value-
based MetroCard purchase or add-value transaction of $5.50 or more. 

5. SingleRide Tickets are available for $3.00 from MetroCard vending machines only.  This ticket 
is valid for a single ride on the subway or SIRTOA when swiped at an entry turnstile, or for a 
single ride on a local bus when dipped in the bus farebox, provided the ticket is used within two 
hours of its purchase.  This ticket is not valid on express buses.  This ticket is not valid for free 
intermodal transfers; however, an electronic local bus transfer may be obtained on request when 
using the ticket to board a local bus. 

6. MetroCards may be purchased or refilled with both value or time at station booths or MetroCard 
vending machines; value will be deducted when valid time has expired.  A $1.00 fee will be 
charged for a new MetroCard purchased at a subway station or MTA commuter rail station or 
from a MetroCard vending machine 

7. The following passes (time-based unlimited ride MetroCards) are available at station booths or 
MetroCard vending machines and other authorized locations (See Section II.M for conditions of 
use): 

Pass Category Pass Price Conditions 
   
30-Day MetroCard 
 
Reduced Fare 30-Day MetroCard** 
 

$116.5012
1 
 
$58.2560.
50 

Valid for unlimited rides on NYCTA subway 
or NYCTA/MaBSTOA/MTABC local bus or 
SIRTOA, taken within 30 days of initial 
swipe or dip of pass.  Pass valid until 11:59 
pm on 30th day. 

Calendar Monthly MetroCard 
(Available only through mail subscription 
as part of joint commuter ticket or to 
participants in the Premium TransitChek 
MetroCard program.) 

$116.5012
1 
 
 

Valid for unlimited rides on NYCTA subway 
or NYCTA/MaBSTOA/MTABC local bus or 
SIRTOA, if used within specified calendar 
month. 

Continued on next page. 
**  Available only to qualifying senior and disabled customers with Reduced Fare photo-ID Cards.  
Note that Reduced Fare MetroCard may be encoded with both value and time; value will be deducted 
when valid time has elapsed. 
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           NYCTA & Affiliates, MTABC Tariff, Page 4 
7.  Passes available at station booths or MetroCard vending machines and other authorized locations 

(continued): 

Pass Category Pass Price Conditions 
   
Reduced Fare EasyPay MetroCard 
(Available through Reduced-Fare 
EasyPay subscription program.) 

$58.2560.
50 

Reduced Fare EasyPay subscribers billed up 
to a maximum of $58.25 60.50 per month for 
NYCTA subway and 
NYCTA/MaBSTOA/MTABC local bus trips.  

7-Day Express Bus Plus MetroCard 
 
 

$57.2559.
50 
 
 
 

Valid for unlimited rides on NYCTA subway 
or NYCTA/MaBSTOA/MTABC express or 
local bus or SIRTOA, taken within 7 days of 
initial swipe or dip of pass.  Pass valid until 
11:59 pm on 7th day.   

7-Day MetroCard 
 
Reduced Fare 7-Day MetroCard* 

$3132 
 
$15.5016 

Valid for unlimited rides on NYCTA subway 
or NYCTA/MaBSTOA/MTABC local bus or 
SIRTOA, taken within 7 days of initial swipe 
or dip of pass.  Pass valid until 11:59 pm on 
7th day. 

   
*  Available only to qualifying senior and disabled customers with Reduced Fare photo-ID Cards.  
Note that Reduced Fare MetroCard may be encoded with both value and time; value will be deducted 
when valid time has elapsed. 

 
 
 
8. Purchase or refill of fare media at MetroCard vending machines may be made with cash or with 

credit/debit cards specified by NYCTA.  Passengers may transfer value from one value-based 
card to another value-based card at vending machines from 30 days prior to the expiration date 
until one year after the expiration date.  Expired value-based MetroCards can also be traded in 
through the MetroCard Customer Claims Unit up to two years after the expiration date.  Both 
value and time may be added to MetroCards at MetroCard vending machines.    

 
9. Rules and regulations governing the above fares are outlined in subsequent sections of this 

Tariff. 
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           NYCTA & Affiliates, MTABC Tariff, Page 6 
II.  REGULAR FARE SERVICES 

(continued) 
 
 
B. Basic Fare (continued) 
 

2. Value-based MetroCards are sold at a minimum value of $5.50 and increments of $0.25 
and a maximum value of $80 at all station booths.  Prevalued MetroCards are sold at 
selected locations.  Passengers conducting transactions at station booths can add value to 
valid MetroCards such that the maximum card value does not exceed $100.  A cardholder 
with a MetroCard with some value but less than the applicable fare for regular fare 
service may add the amount required to bring the card up to the appropriate fare.  A 
value-based card may be traded in at station booths any time up to one year after the 
expiration date, and may be traded in through the MetroCard Customer Claims Unit up to 
two years after the expiration date. Value-based MetroCards are also sold at MetroCard 
vending machines (See paragraph 6, below). 

 
3. SingleRide Tickets are available for $3.00 from MetroCard vending machines only. This 

ticket is valid for a single ride on the subway or SIRTOA when swiped at an entry 
turnstile, or for a single ride on a local bus when dipped in the bus farebox, provided the 
ticket is used within two hours of its purchase.  This ticket is not valid on express buses.  
This ticket is not valid for free intermodal transfers; however, an electronic local bus 
transfer may be obtained on request when using the ticket to board a local bus. 

 
4. An  eleven five percent value above the purchase value will be provided on any single 

value-based MetroCard purchase or add-value transaction of $5.50 or more. 
 

5. MetroCards may be purchased or refilled with both value or time at station booths or 
MetroCard vending machines; value will be deducted when time has expired.  A $1.00 
fee will be charged for a new MetroCard purchased at a subway station or MTA 
commuter rail station or from a MetroCard vending machine 

 
6. Time-based Unlimited Ride MetroCards (passes) are sold at station booths and 

MetroCard vending machines and other locations authorized by the NYCTA by agents 
authorized by the NYCTA.  A complete list of these instruments appears in Appendix 
VIII.  For conditions of use of unlimited ride MetroCards see Section II.M. 

 
7. Purchase or refill of fare media at MetroCard vending machines may be made with cash 

or with credit/debit cards specified by NYCTA.  Passengers may transfer value from one 
value-based card to another value-based card at vending machines from 30 days prior to 
the expiration date until one year after the expiration date.  Expired value-based 
MetroCards can also be traded in through the MetroCard Customer Claims Unit up to two 
years after the expiration date.  Both value and time may be added to MetroCards at 
vending machines. 
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           NYCTA & Affiliates, MTABC Tariff, Page 8 
II.  REGULAR FARE SERVICES 

(continued) 
 
 

C. Senior Citizen/Disabled Reduced Fare (continued) 
 

(2) A senior citizen or disabled individual purchasing a $2.75 Reduced Fare 
Round Trip MetroCard is entitled to two one-way trip on all regular 
scheduled subway routes, SIRTOA (entering or exiting at St. George or 
Tompkinsville only), and all NYCTA/MaBSTOA/MTABC local bus 
routes, subject to all applicable conditions listed in this tariff. 

 
d. A senior citizen or disabled individual who is part of the account-based RFM 

EasyPay subscription program will be billed according to recorded use of 
NYCTA and other transportation agencies in the program up to a maximum of 
$58.2560.50 per month for subway and local bus trips.  The $58.2560.50 
maximum charge shall not include express bus fares and step-up charges, for 
which customers will be billed separately.  

 
2. Senior Citizen & Disabled Individual Reduced Fare MetroCard 

 
  a. RFMs will have no value when issued by NYCTA.  Cardholders can add value to 

valid RFMs at any station booth and at other locations determined by NYCTA at 
a minimum value of $5.50 and with increments of $0.25 and a maximum value of 
$80 per transaction provided that the maximum card value does not exceed $100.  
A cardholder with a RFM with some value but less than $1.35, may add the 
amount required to bring the card up to $1.35.  Cardholders can also add value to 
valid RFMs at MetroCard vending machines using cash or credit/debit cards 
specified by NYCTA.   

  b. An eleven five percent value above the added value will be provided on any 
single RFM add-value transaction of $5.50 or more.   

  c. Cardholders can add time to valid RFMs at any station booth or MetroCard 
vending machine and at other locations determined by NYCTA.  A complete list 
of unlimited ride MetroCards (passes) available to qualifying reduced fare 
customers appears in Appendix VIII. 
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           NYCTA & Affiliates, MTABC Tariff, Page 63 
 

APPENDIX III 
Uniticket Transfer Stations and Connecting NYCTA/MaBSTOA/MTABC Local Bus Routes 

 
 
      Connecting 
Station Name     Bus Routes 
 
Long Island Rail Road 
 
Rosedale     Q5 and Q85 
Bayside Q13 and Q31 
Flushing Q12, Q13, Q15, Q16, Q17, Q19, Q20, Q25, Q26, Q27, 

Q28, Q34, Q44, Q48, Q50, Q65, and Q66 
 
Metro-North 
 
Harlem-125th St    M60, M60 SBS, M35, M100, M101 and Bx15 
Woodlawn   Bx16 and Bx31 
Williams Bridge   Bx28, Bx38, Bx30, Bx41, Bx41 SBS and Bx55 
Fordham Bx9, Bx12, Bx12 SBS, Bx15, Bx17, Bx22, Bx41, Bx41 

SBS and Bx55 
Tremont   Bx40 and Bx42 
Melrose   Bx6 and Bx13 
Marble Hill     Bx7, Bx9, and Bx20 
Botanical Gardens    Bx26 
Morris Heights   Bx18, Bx40, and Bx42 
University Heights   Bx12, Bx12 SBS 
Yankees-E. 153rd Street   Bx6 and Bx13 
 
 
Individuals displaying prepaid Unitickets purchased from Long Island Rail Road or Metro-North 
Commuter Railroad will be carried at no additional charge on appropriate NYCTA/MaBSTOA/MTABC 
local bus in direction of Long Island Rail Road or Metro-North station only; or in either direction on 
appropriate bus when ticket holder boards bus at appropriate Long Island Rail Road or Metro-North 
station. 
 
Unitickets may only be purchased with Long Island Rail Road or Metro-North Commuter Railroad 
monthly or weekly commutation tickets.  Prices for Unitickets valid on NYCTA/MaBSTOA/MTABC 
local buses are as follows: 
 

Monthly $41.2542.75 
Weekly $11.0011.25 
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           NYCTA & Affiliates, MTABC Tariff, Page 67 
APPENDIX VII 

Unlimited Ride Time-based MetroCards (Passes) 
 
Time-based MetroCards are passes valid for unlimited rides over a specified period and subject to 
certain conditions.  A list of passes offered by NYCTA appears below along with the current price. See 
Section II.M for conditions of use.  
 
Pass Category Pass Price Conditions 
30-Day MetroCard 
 
Reduced Fare 30-Day MetroCard* 
 

$116.5012
1 
 
$58.2560.5
0 

Valid for unlimited rides on NYCTA 
subway or NYCTA/MaBSTOA/MTABC 
local bus or SIRTOA, taken within 30 
days of initial swipe or dip of pass.  Pass 
valid until 11:59 pm on 30th day. 

Calendar Monthly MetroCard  
(Available through mail subscription 
as part of joint commuter ticket or to 
participants in the Premium 
TransitChek MetroCard program.) 

$116.5012
1 
 
 

Valid for unlimited rides on NYCTA 
subway or NYCTA/MaBSTOA/MTABC 
local bus or SIRTOA, if used within 
specified calendar month.   

Reduced Fare EasyPay MetroCard 
(Available through Reduced-Fare 
EasyPay subscription program.) 

$58.2560.5
0 

Reduced Fare EasyPay subscribers billed 
up to a maximum of $58.2560.50 per 
month for NYCTA subway and 
NYCTA/MaBSTOA/MTABC local bus 
trips.  

7-Day Express Bus Plus MetroCard 
 
 

$57.2559.5
0 
 
 
 

Valid for unlimited rides on NYCTA 
subway or NYCTA/MaBSTOA/MTABC 
express or local bus or SIRTOA, taken 
within 7 days of initial swipe or dip of 
pass.  Pass valid until 11:59 pm on 7th 
day.   

7-Day MetroCard 
 
Reduced Fare 7-Day MetroCard* 

$3132 
 
$15.5016 

Valid for unlimited rides on NYCTA 
subway or NYCTA/MaBSTOA/MTABC 
local bus or SIRTOA, taken within 7 days 
of initial swipe or dip of pass.  Pass valid 
until 11:59 pm on 7th day. 

   
*Available only to qualifying senior and disabled customers with Reduced Fare photo-ID Cards.  
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MTA Long Island Rail Road 

Fare Proposal Overview 

 

 

  

A. Travel to From Manhattan Range of Increase 

One-Way, Round-trip and Ten Trip  2.5 – 6.1% 

Monthly Commutation 3.1 – 3.7% 

Weekly Commutation 3.0 – 3.6% 

 

B. Intermediate Travel Range of Increase 

One-Way and Ten Trip  0.0 – 8.3%  

Monthly Commutation 3.2 – 3.7% 

Weekly Commutation 3.1 – 3.7% 

 

Increases of more than 6.0% will be held to a maximum increase of $0.50 per ride. 

Monthly & Weekly Tickets will increase no more than 3.75% and be held to a 

maximum of $15.00 

 

C. Other Ticket Types 

The current policy for onboard fares will remain unchanged. 

Family Fare purchased at stations and onboard remains unchanged at $1.00.   

City Ticket price for one-way weekend travel within New York City remains 

unchanged at $4.25.  

The discount policy for all other ticket types (i.e., one-way off-peak, ten-trip off-peak, 

senior citizen/disabled fares, child fares, and group travel/special event fares) will 

remain unchanged.   

 

Increase the weekly UniTicket fare for connecting New York City bus service from 

$11.00 to $11.25 and the monthly UniTicket fare from $41.25 to $42.75. 

 

  

Proposed Fares: 

Table 1: Office/Ticket Machine Fares to/from Zone 1  

Table 2: On Board Fares to/from Zone 1 

Table 3: Sample Intermediate Ticket Office/Ticket Machine Fares 

  

Fare and Toll Increase Book -  Page 13



Table 1:  Office/Ticket Machine Fares to/from Zone 1 

 

 

Proposed Long Island Rail Road Fares

(Penn Station, all Brooklyn stations, Long Island City, Hunterspoint Ave, Woodside, Forest Hills, Kew Gardens)

Current Proposed Current Proposed Current Proposed Current Proposed Current Proposed Current Proposed

1 $184.00 $190.00 $59.00 $60.75 $82.50 $87.50 $51.00 $53.25 $8.25 $8.75 $6.00 $6.25
3 $218.00 $226.00 $69.75 $72.25 $100.00 $102.50 $61.75 $63.75 $10.00 $10.25 $7.25 $7.50
4 $252.00 $261.00 $80.75 $83.50 $115.00 $120.00 $70.25 $74.50 $11.50 $12.00 $8.25 $8.75
7 $287.00 $297.00 $91.75 $95.00 $130.00 $135.00 $80.75 $83.00 $13.00 $13.50 $9.50 $9.75
9 $338.00 $350.00 $108.25 $112.00 $152.50 $160.00 $93.50 $97.75 $15.25 $16.00 $11.00 $11.50
10 $377.00 $391.00 $120.75 $125.00 $182.50 $190.00 $112.75 $117.00 $18.25 $19.00 $13.25 $13.75
12 $446.00 $461.00 $142.75 $147.50 $217.50 $225.00 $134.00 $138.25 $21.75 $22.50 $15.75 $16.25
14 $485.00 $500.00 $155.25 $160.00 $282.50 $292.50 $174.25 $180.75 $28.25 $29.25 $20.50 $21.25

(Penn Station, all Brooklyn stations, Long Island City, Hunterspoint Ave, Woodside, Forest Hills, Kew Gardens)

Current Proposed Current Proposed Current Proposed Current Proposed

1 $4.00 $4.25 $40.00 $42.50 $4.00 $4.25 $3.00 $3.00
3 $5.00 $5.00 $50.00 $50.00 $5.00 $5.00 $3.50 $3.50
4 $5.75 $6.00 $57.50 $60.00 $5.75 $6.00 $4.00 $4.25
7 $6.50 $6.75 $65.00 $67.50 $6.50 $6.75 $4.75 $4.75
9 $7.50 $8.00 $75.00 $80.00 $7.50 $8.00 $5.50 $5.75
10 $9.00 $9.50 $90.00 $95.00 $9.00 $9.50 $6.50 $6.75
12 $10.75 $11.25 $107.50 $112.50 $10.75 $11.25 $7.75 $8.00
14 $14.00 $14.50 $140.00 $145.00 $14.00 $14.50 $10.25 $10.50

One Way Off Peak Child
Zone

One Way Senior Disabled 10 Trip Senior/Disabled One Way Peak Child

One Way Off Peak
Zone

Fares to/from City Zone 1

One Way PeakMonthly Weekly 10Trip Peak 10 Trip Off Peak

Fares to/from City Zone 1

Fare and Toll Increase Book -  Page 14



Table 2: On Board Fares to/from Zone 1 

 

 

Current Proposed Current Proposed Current Proposed Current Proposed

3 Queens Village Jamaica 3 $139.00 $144.00 $43.00 $44.50 $5.25 $5.50 $3.75 $4.00
4 Mineola Jamaica 3 $187.00 $194.00 $58.00 $60.00 $7.75 $8.00 $5.75 $5.75
7 Hicksville Jamaica 3 $219.00 $227.00 $68.00 $70.25 $9.25 $9.50 $6.75 $7.00
9 Babylon Jamaica 3 $265.00 $274.00 $82.25 $85.00 $11.25 $11.75 $8.25 $8.50
10 Ronkonkoma Jamaica 3 $311.00 $322.00 $96.50 $99.75 $14.00 $14.50 $10.25 $10.50
7 Oyster Bay Mineola 4 $93.00 $96.00 $28.75 $29.75 $3.00 $3.25 n/a n/a
9 Northport Mineola 4 $155.00 $160.00 $48.00 $49.50 $5.50 $5.75 n/a n/a
10 Ronkonkoma Mineola 4 $208.00 $215.00 $64.50 $66.75 $7.00 $7.25 n/a n/a
9 Deer Park Hicksville 7 $93.00 $96.00 $28.75 $29.75 $3.00 $3.25 n/a n/a
10 Ronkonkoma Hicksville 7 $155.00 $160.00 $48.00 $49.50 $5.50 $5.75 n/a n/a

Notes:
(1) Off Peak One Way tickets are not available for Zones 4 through 14 because Peak One Way tickets are specif ically priced for local travel in these zones.

Proposed Long Island Rail Road Fares

Monthly Weekly Peak One Way Off Peak One WayOrigin 

Zone
Origin Station

Destination 

Station(s)

Sample Proposed Intermediate Ticket Office / Ticket Machine Fares
Destination 

Zone
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Table 3: Sample Intermediate Ticket Office/Ticket Machine Fares 

 

 

 

Current Proposed Current Proposed Current Proposed Current Proposed

3 Queens Village Jamaica 3 $139.00 $144.00 $43.00 $44.50 $5.25 $5.50 $3.75 $4.00
4 Mineola Jamaica 3 $187.00 $194.00 $58.00 $60.00 $7.75 $8.00 $5.75 $5.75
7 Hicksville Jamaica 3 $219.00 $227.00 $68.00 $70.25 $9.25 $9.50 $6.75 $7.00
9 Babylon Jamaica 3 $265.00 $274.00 $82.25 $85.00 $11.25 $11.75 $8.25 $8.50
10 Ronkonkoma Jamaica 3 $311.00 $322.00 $96.50 $99.75 $14.00 $14.50 $10.25 $10.50
7 Oyster Bay Mineola 4 $93.00 $96.00 $28.75 $29.75 $3.00 $3.25 n/a n/a
9 Northport Mineola 4 $155.00 $160.00 $48.00 $49.50 $5.50 $5.75 n/a n/a
10 Ronkonkoma Mineola 4 $208.00 $215.00 $64.50 $66.75 $7.00 $7.25 n/a n/a
9 Deer Park Hicksville 7 $93.00 $96.00 $28.75 $29.75 $3.00 $3.25 n/a n/a
10 Ronkonkoma Hicksville 7 $155.00 $160.00 $48.00 $49.50 $5.50 $5.75 n/a n/a

Notes:
(1) Off Peak One Way tickets are not available for Zones 4 through 14 because Peak One Way tickets are specif ically priced for local travel in these zones.

Proposed Long Island Rail Road Fares

Monthly Weekly Peak One Way Off Peak One WayOrigin 

Zone
Origin Station

Destination 

Station(s)

Sample Proposed Intermediate Ticket Office / Ticket Machine Fares
Destination 

Zone
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MTA Metro-North Railroad 
Fare Proposal Overview 

 
  

A. East of Hudson Travel to From Manhattan Range of Increase 
One-Way, Round-Trip and Ten Trip  2.38%-6.45% 
Monthly Commutation 2.88%-3.74% 
Weekly Commutation 2.93%-3.65% 
 

B. East of Hudson Intermediate Travel Range of Increase 
One-Way, Round-Trip and Ten Trip  0.0%-6.67% 
Monthly Commutation 0.0%-3.75% 
Weekly Commutation 0.0%-3.75% 
 

C. West of Hudson Travel Range of Increase 
One-Way, Round-Trip and Ten Trip  0.93%-3.51% 
Monthly Commutation 1.76%-2.15% 
Weekly Commutation 1.83%-2.23% 
 
- Increases of more than 6.0% will be held to a maximum of $0.50 per ride except      
to avoid thru fare violations. 
- Monthly Tickets will increase no more than 3.75% and be held to a maximum of 
$15.00  
- Weekly Tickets will increase no more than 3.75%   

 
D. New Haven Line Travel within NY State 

The above percentages will apply to New Haven Line fares.  However, some New 
Haven Line fares may be increased in stages, in order to avoid exceeding the 
existing fares from Greenwich. 

 
E. New Haven Line Travel To/From Connecticut 

Fares for travel to/from Connecticut stations will remain unchanged. 
 
F. Other Ticket Types 

 The CityTicket price for one-way weekend travel within New York City will 
remain unchanged at $4.25. 

 Increase the one-way Haverstraw-Ossining Ferry fare from $4.00 to $4.25. 
 Increase the weekly UniTicket fare for connecting New York City bus service 

from $11.00 to $11.25 and the monthly UniTicket fare from $41.25 to $42.75. 
 Increase the weekly UniTicket fare for Hudson Rail Link from $11.00 to 

$11.50 and the monthly UniTicket fare from $37.25 to $38.75. 
 Increase the weekly UniTicket fare for Haverstraw-Ossining Ferry service 

from $13.50 to $14.00 and the monthly UniTicket fare from $40.50 to $42.00.  
 Increase the weekly UniTicket fare for Newburgh-Beacon Ferry service from 

$6.75 to $7.00 and the monthly UniTicket fare from $13.50 to $14.00.  
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 Other discount calculations continue to apply (i.e., senior citizen/disabled 
fares, child fares, and group travel/special event fares). 

 
 

Proposed Fares: 
Table 1: Harlem and Hudson Fares to/from GCT 
Table 2: Harlem and Hudson Line Onboard Fares to/from GCT 
Table 3: New Haven Line (NYS only) Fares to/from GCT 
Table 4: New Haven Line (NYS only) Onboard Fares to/from GCT 
Table 5: Sample Intermediate Fares 
Table 6: Port Jervis and Pascack Valley Line Fares to/from Hoboken 
Table 7: Port Jervis and Pascack Valley Line Fares to/from Penn Station, NY 
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TABLE 1

Current Proposed Current Proposed Current Proposed Current Proposed Current Proposed Current Proposed

1 Harlem-125th Street Harlem-125th Street $174.00 $180.00 $55.75 $57.50 $77.50 $80.00 $49.00 $51.00 $7.75 $8.00 $5.75 $6.00

Melrose Yankees-E. 153rd Street

Tremont Morris Hts.

Fordham University Hts.

Botanical Garden Marble Hill

Williams Bridge Spuyten Duyvil

Woodlawn Riverdale

Wakefield

Mt. Vernon West Ludlow

Fleetwood Yonkers

Bronxville Glenwood

Tuckahoe Greystone

Crestwood

Scarsdale Hastings-on-Hudson

Hartsdale Dobbs Ferry

White Plains Ardsley-on-Hudson

North White Plains Irvington

Valhalla Tarrytown

Mt. Pleasant Philipse Manor

Hawthorne Scarborough

Pleasantville Ossining

Chappaqua Croton-Harmon

Mount Kisco Cortlandt

Bedford Hills Peekskill

Katonah

Goldens Bridge

Purdy's Manitou

Croton Falls Garrison

Brewster Cold Spring

Southeast Breakneck Ridge

Patterson Beacon

Pawling New Hamburg

Appalachian Trail

Harlem Valley-Wingdale

Dover Plains

Tenmile River

Wassaic

Proposed Harlem and Hudson Line Fares to/from Grand Central Terminal
Zone HARLEM LINE HUDSON LINE

Monthly Weekly 10-Trip Peak 10-Trip Off-Peak One-Way Peak One-Way Off‑Peak

$6.75

3 $231.00 $239.00 $74.00 $76.50 $105.00 $110.00 $66.00 $70.25

$92.50 $55.25 $57.50 $8.75 $9.25 $6.502 $201.00 $208.00 $63.50 $65.50 $87.50

$10.50 $11.00 $7.75 $8.25

4 $259.00 $268.00 $83.00 $85.75 $117.50 $9.25$122.50 $74.50 $78.75 $11.75 $12.25 $8.75

$10.75

6 $356.00 $369.00 $114.00 $118.00 $162.50 $12.75$167.50 $104.25 $108.50 $16.25 $16.75 $12.25

5 $300.00 $311.00 $96.00 $99.50 $135.00 $140.00 $87.25 $91.50

$130.25 $135.00 $185.00 $192.50 $119.00 $123.25

$13.50 $14.00 $10.25

$166.75 $237.50 $247.50 $151.00

$18.50 $19.25 $14.00 $14.50

8 $460.00 $475.00 $147.25 $152.00 $212.50 $16.75$220.00 $136.00 $142.50 $21.25 $22.00 $16.00

7 $407.00 $422.00

$157.25 $23.75 $24.75 $17.75 $18.50

10 $521.00 $536.00 $165.50 $26.25 $18.75 $19.50$171.50 $252.50 $262.50 $159.50 $165.75 $25.25

9 Poughkeepsie $506.00 $521.00 $162.00
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TABLE 1 (continued)

Current Proposed Current Proposed Current Proposed Current Proposed

1 Harlem-125th Street Harlem-125th Street $3.75 $4.00 $37.50 $40.00 $3.75 $4.00 $3.00 $3.00

Melrose Yankees-E. 153rd Street

Tremont Morris Hts.

Fordham University Hts.

Botanical Garden Marble Hill

Williams Bridge Spuyten Duyvil

Woodlawn Riverdale

Wakefield

Mt. Vernon West Ludlow

Fleetwood Yonkers

Bronxville Glenwood

Tuckahoe Greystone

Crestwood

Scarsdale Hastings-on-Hudson

Hartsdale Dobbs Ferry

White Plains Ardsley-on-Hudson

North White Plains Irvington

Valhalla Tarrytown

Mt. Pleasant Philipse Manor

Hawthorne Scarborough

Pleasantville Ossining

Chappaqua Croton-Harmon

Mount Kisco Cortlandt

Bedford Hills Peekskill

Katonah

Goldens Bridge

Purdy's Manitou

Croton Falls Garrison

Brewster Cold Spring

Southeast Breakneck Ridge

Patterson Beacon

Pawling New Hamburg

Appalachian Trail

Harlem Valley-Wingdale

Dover Plains

Tenmile River

Wassaic

Proposed Harlem and Hudson Line Fares to/from Grand Central Terminal
(The discount calculation for child and senior citizen/disabled fares would remain unchanged.)

Zone HARLEM LINE HUDSON LINE
One-Way Senior/Disabled 10-Trip Senior/Disabled One-Way Peak Child One-Way Off-Peak Child

$4.50 $3.25 $3.50

3 $5.25 $5.50 $52.50 $55.00 $5.25 $5.50

2 $4.25 $4.50 $42.50 $45.00 $4.25

$4.00 $4.25

4 $5.75 $6.00 $57.50 $60.00 $5.75 $6.00 $4.50 $4.75

5 $6.75 $7.00 $67.50 $70.00 $5.50

$8.25 $6.25 $6.50$8.00

$95.00

$6.75 $7.00 $5.25

$7.00

6 $8.00 $8.25 $80.00 $82.50

$7.25

8 $10.50 $11.00 $105.00 $110.00 $10.50 $11.00 $8.00 $8.50

$9.25 $9.507 $9.25 $9.50 $92.50

9 Poughkeepsie $11.75 $12.25 $117.50 $122.50 $11.75 $12.25 $9.00

$9.75

$9.25

$125.00 $12.00 $12.50 $9.5010 $12.00 $12.50 $120.00
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TABLE 2

Current Proposed Current Proposed Current Proposed Current Proposed

1 Harlem-125th Street Harlem-125th Street $14.00 $14.00 $12.00 $12.00 $10.00 $10.00 $9.00 $9.00

Melrose Yankees-E. 153rd Street

Tremont Morris Hts.

Fordham University Hts.

2 Botanical Garden Marble Hill

Williams Bridge Spuyten Duyvil

Woodlawn Riverdale

Wakefield

Mt. Vernon West Ludlow

Fleetwood Yonkers

3 Bronxville Glenwood

Tuckahoe Greystone

Crestwood

Scarsdale Hastings-on-Hudson

Hartsdale Dobbs Ferry

White Plains Ardsley-on-Hudson

North White Plains Irvington

Valhalla Tarrytown

Mt. Pleasant Philipse Manor

5 Hawthorne Scarborough

Pleasantville Ossining

Chappaqua Croton-Harmon

Mount Kisco Cortlandt

Bedford Hills Peekskill

Katonah

Goldens Bridge

Purdy's Manitou

Croton Falls Garrison

Brewster Cold Spring

Southeast Breakneck Ridge

Patterson Beacon

8 Pawling New Hamburg

Appalachian Trail

Harlem Valley-Wingdale

Dover Plains

Tenmile River

Wassaic

Proposed Harlem and Hudson Line Onboard Fares to/from Grand Central Terminal
(The onboard fare increment calculation would remain unchanged.  Some onboard fares would not change due to rounding. One-way peak and off-peak senior citizen/disabled fares are not 
subject to onboard fare differentials.)

Zone Harlem Line Hudson Line
Onboard One-Way Peak

Onboard One-Way  

Off‑Peak
Onboard One-Way   Peak 

Child

Onboard One-Way 

Off‑Peak Child

$9.00 $10.00

$17.00 $17.00 $14.00 $14.00 $11.00 $12.00 $10.00 $10.00

$15.00 $15.00 $13.00 $13.00 $10.00 $11.00

4 $18.00 $18.00 $15.00 $15.00 $12.00 $11.00 $11.00

$20.00 $20.00 $16.00 $17.00 $13.00 $13.00 $11.00

$12.00

$12.00

$15.00

$13.00

7 $25.00 $25.00 $20.00 $21.00 $16.00 $13.00 $13.00

6 $22.00 $23.00 $18.00 $19.00 $14.00

Poughkeepsie $30.00 $31.00 $24.00

$12.00

$17.00 $14.00

$15.00

$14.00

$27.00 $28.00 $22.00 $23.00 $17.00

$16.00

$15.00

10 $31.00 $32.00 $25.00 $26.00 $18.00 $19.00 $16.00

$25.00 $18.00 $18.00 $15.009
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TABLE 3

Current Proposed Current Proposed Current Proposed Current Proposed Current Proposed Current Proposed

Mt. Vernon East

Pelham

New Rochelle

Larchmont

Mamaroneck

Harrison

Rye

Port Chester

(1) Subject to CDOT approval

$76.50 $7.75$105.00

Proposed New Haven Line (NYS Only) Fares to/from Grand Central Terminal1
(Certain New Haven Line fares may be increased in stages.)

Zone NEW HAVEN LINE
Monthly Weekly 10-Trip Peak 10-Trip Off-Peak One-Way Peak One-Way Off-Peak

12 $231.00 $239.00 $74.00

$9.50

$8.00

13 $259.00 $268.00 $83.00 $85.75 $117.50 $122.50 $74.50 $78.75

$107.50 $66.00 $68.00 $10.50 $10.75

$11.75 $12.25 $8.75 $9.25

14 $279.00 $289.00 $89.25 $92.50 $125.00 $10.00$132.50 $80.75 $85.00 $12.50 $13.25
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TABLE 3 (continued)

Current Proposed Current Proposed Current Proposed Current Proposed

Mt. Vernon East

Pelham

New Rochelle

Larchmont

Mamaroneck

Harrison

Rye

Port Chester

(1) Subject to CDOT approval

Proposed New Haven Line (NYS Only) Fares to/from Grand Central Terminal1
(The discount calculation for child and senior citizen/disabled fares would remain unchanged. In addition, certain New Haven Line fares may be increased in stages.)

Zone NEW HAVEN LINE
One-Way Senior/Disabled 10-Trip Senior/Disabled One-Way Peak Child One-Way Off-Peak Child

$5.25 $4.00 $4.00

13 $5.75 $6.00 $57.50 $60.00 $5.75 $6.00

12 $5.25 $5.25 $52.50 $52.50 $5.25

$5.00

$4.50 $4.75

14 $6.25 $6.50 $62.50 $65.00 $6.25 $6.50 $4.75
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TABLE 4

Current Proposed Current Proposed Current Proposed Current Proposed

Mt. Vernon East

12 Pelham

New Rochelle

Larchmont

13 Mamaroneck

Harrison

Rye

Port Chester

(1) Subject to CDOT approval

Proposed New Haven Line (NYS only) Onboard Fares  to/from Grand Central 
Terminal1

(The onboard fare increment calculation would remain unchanged.  Some onboard fares would not change due to rounding.  One-way peak and off-
peak senior citizen/disabled fares are not subject to onboard fare differentials. In addition, certain New Haven Line fares may be increased in stages.)

Zone NEW HAVEN LINE
Onboard One-Way Peak

Onboard One-Way

Off-Peak

Onboard One-Way Peak 

Child

Onboard One-Way 

Off‑Peak Child

$10.00 $10.00

$18.00 $18.00 $15.00 $15.00 $12.00 $12.00 $11.00 $11.00

$17.00 $17.00 $14.00 $14.00 $11.00 $11.00

$13.00 $11.00 $11.0014 $19.00 $19.00 $16.00 $16.00 $12.00
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TABLE 5

Line/Station(s) Destination Current Proposed Current Proposed Current Proposed Current Proposed

HUDSON LINE

Yankees-E. 153rd Street thru Riverdale Yonkers $67.25 $69.75 $20.75 $21.50 $25.50 $25.50 $3.00 $3.00

Yankees-E. 153rd Street thru Riverdale Tarrytown $99.75 $103.25 $32.50 $34.00 $44.75 $46.75 $5.25 $5.50

HARLEM LINE

Melrose thru Wakefield White Plains $75.00 $77.75 $23.25 $24.00 $32.00 $34.00 $3.75 $4.00

Mount Vernon West thru Crestwood White Plains $67.25 $69.75 $20.75 $21.50 $25.50 $25.50 $3.00 $3.00

Scarsdale thru North White Plains White Plains $67.25 $69.75 $20.75 $21.50 $25.50 $25.50 $3.00 $3.00

Valhalla thru Chappaqua White Plains $68.50 $71.00 $21.25 $22.00 $25.50 $25.50 $3.00 $3.00

Mount Kisco thru Goldens Bridge White Plains $108.75 $112.75 $33.75 $35.00 $46.75 $49.00 $5.50 $5.75

Purdy's thru Southeast White Plains $154.00 $159.75 $47.75 $49.50 $61.75 $63.75 $7.25 $7.50

Patterson and Pawling White Plains $203.75 $211.25 $64.25 $66.50 $89.25 $93.50 $10.50 $11.00

Harlem Valley-Wingdale and Dover Plains White Plains $268.25 $278.25 $83.25 $86.25 $108.50 $112.75 $12.75 $13.25

Tenmile River and Wassaic White Plains $268.25 $278.25 $83.25 $86.25 $114.75 $119.00 $13.50 $14.00

NEW HAVEN LINE (NYS only)
1

Fordham New Rochelle $67.25 $69.75 $20.75 $21.50 $25.50 $25.50 $3.00 $3.00

Mt. Vernon East thru New Rochelle Port Chester $68.50 $71.00 $21.25 $22.00 $29.75 $32.00 $3.50 $3.75

(1) Subject to CDOT approval

Sample Proposed Intermediate Fares
(Certain New Haven Line intermediate fares may be increased in stages.)

Monthly Weekly 10-Trip One-Way
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TABLE 6

Current Proposed Current Proposed Current Proposed Current Proposed Current Proposed Current Proposed

PORT JERVIS LINE

Sloatsburg

Tuxedo

Harriman $298.00 $304.00 $92.50 $94.25 $116.50 $119.00 $12.25 $12.50 $18.50 $18.75 $6.00 $6.25

Salisbury Mills $309.00 $315.00 $95.75 $97.75 $130.50 $133.00 $13.75 $14.00 $20.75 $21.00 $6.75 $7.00

Campbell Hall $326.00 $333.00 $101.00 $103.25 $145.00 $147.50 $15.25 $15.50 $23.00 $23.25 $7.50 $7.75

Middletown $340.00 $347.00 $105.50 $107.50 $154.50 $157.00 $16.25 $16.50 $24.50 $24.75 $8.00 $8.25

Otisville $364.00 $371.00 $112.75 $115.00 $168.50 $171.00 $17.75 $18.00 $26.75 $27.00 $8.75 $9.00

Port Jervis $397.00 $404.00 $123.00 $125.25 $187.50 $192.50 $19.75 $20.25 $29.75 $30.50 $9.75 $10.00

PASCACK VALLEY LINE

Pearl River

Nanuet

Spring Valley

Proposed Port Jervis and Pascack Valley Line Fares to/from Hoboken1

(The discount calculation for child and senior citizen/disabled fares would remain unchanged.)

Line/Station
Monthly Weekly Ten-Trip One-Way Off-Peak Round Trip Senior/Disabled

$5.50$294.00 $300.00 $91.25 $93.00 $102.00 $104.50 $10.75 $11.00 $16.25 $16.50 $5.25

$4.75 $4.75$262.00 $267.00 $81.25 $82.75 $90.50 $92.50

1 The onboard fare charge is equal to the one-way fare or the off-peak round trip fare plus an additional $5.00.

$9.50 $9.75 $14.25 $14.75
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TABLE 7

Current Proposed Current Proposed Current Proposed Current Proposed Current Proposed Current Proposed

PORT JERVIS LINE

Sloatsburg

Tuxedo

Harriman $374.00 $380.00 $115.50 $117.25 $146.50 $149.00 $15.25 $15.50 $24.50 $24.75 $7.35 $7.60

Salisbury Mills $385.00 $391.00 $118.75 $120.75 $160.50 $163.00 $16.75 $17.00 $26.75 $27.00 $8.10 $8.35

Campbell Hall $402.00 $409.00 $124.00 $126.25 $175.00 $177.50 $18.25 $18.50 $29.00 $29.25 $8.85 $9.10

Middletown $416.00 $423.00 $128.50 $130.50 $184.50 $187.00 $19.25 $19.50 $30.50 $30.75 $9.35 $9.60

Otisville $440.00 $447.00 $135.75 $138.00 $198.50 $201.00 $20.75 $21.00 $32.75 $33.00 $10.10 $10.35

Port Jervis $473.00 $480.00 $146.00 $148.25 $217.50 $222.50 $22.75 $23.25 $35.75 $36.50 $11.10 $11.35

PASCACK VALLEY LINE

Pearl River

Nanuet

Spring Valley

Proposed Port Jervis and Pascack Valley Line Fares to/from Penn Station, NY1

(The discount calculation for child and senior citizen/disabled fares would remain unchanged.)

Line/Station
Monthly Weekly 10-Trip One-Way Off-Peak Round Trip Senior/Disabled

$370.00 $376.00 $114.25 $116.00 $132.00 $134.50 $13.75 $14.00 $22.25

1 The onboard fare charge is equal to the one-way fare or the off-peak round trip fare plus an additional $5.00.

$22.50 $6.60 $6.85

$302.00 $307.00 $91.75 $93.25 $100.50 $102.50 $10.50 $10.75 $16.25 $16.75 $5.30 $5.30
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FARE PROPOSALS:  TITLE VI SUMMARY  

 

I. Executive Summary:  Results of Title VI Fare Change Analyses 

Before taking action to adopt a fare change, MTA conducts evaluations of the fare change 

to determine whether the specific fare proposal, if adopted, would be expected to have a 

disparate impact and/or disproportionate burden on minority and low-income populations.  

These fare change analyses are conducted in accordance with Federal Transit 

Administration (“FTA”) circular 4702.1B which provides guidance regarding 

implementation of Title VI of the Civil Rights Act of 1964 (“Title VI”) and FTA’s 

Environmental Justice Policy.1   

Each of the MTA agencies affected by the fare increase proposal under consideration have 

conducted an analysis pursuant to Title VI guidance to determine whether the proposal 

would have a  disparate impact and/or disproportionate burden2 on the minority and low-

income communities they serve.  The two paragraphs below summarize the conclusions of 

those analyses.  In Part II below, more detailed descriptions of these analyses are provided.   

Subway/Bus Fare Proposal:    Analyses conducted by NYCT and MTA Bus of  the fare 

proposal  (as described in further detail below) concluded that  it would not have a  

disparate impact or disproportionate burden on  minority or low income riders served by 

NYCT or MTA Bus.   

Commuter Rail Proposal:   Analyses of the proposed increases in fares applicable to 

transportation on the commuter rails conducted by Metro-North and LIRR each found that 

the proposed 2017 base fare increase would have not have a disparate  impact or 

disproportionate burden on minority or low income riders served by Metro-North and 

LIRR. 

  

1 As recipients of federal grants made by the United States Department of Transportation (“DOT”), the MTA 

affiliated and subsidiary agencies that provide subway, bus and commuter rail services are subject to the 

requirements of Title VI, which prohibits discrimination on grounds of race, color or national origin under a 

program or activity receiving Federal financial assistance.  In addition, DOT’s Order on Environmental 

Justice requires DOT grant recipients to take certain actions to address environmental justice concerns 

affecting minority and low-income populations.   
2  The FTA required analysis for minority populations is disparate impact and disproportionate burden for 

low income populations.  When the population includes both minority and low income populations, a 

disparate impact analysis is used.  
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II. Agency Title VI Fare Change Analyses

A. New York City Transit 

1. Proposed Fare Increase

The following fare scenario, comprised of a single fare, bonus amount, and unlimited ride 

pass, was evaluated.    

This proposal keeps the Base/Cash fare and Single Ride Ticket fare at the current price 

($2.75 and $3.00 respectively), while reducing the Bonus MetroCard threshold from 11% 

Bonus for each $5.50 purchased to 5% Bonus for each $5.50 purchased. Unlimited 7-day 

MetroCards would increase to $32 (from $31) and Unlimited 30-day MetroCards would 

increase to $121 (from $116.50) 

2. Methodology Used by NYCT

To evaluate fare changes, Transit developed a model that predicts fare revenue, ridership, 

and average fare by media type, based on historical electronic fare data that is maintained 

by Transit’s Office of Management and Budget.  The model contains two components 

calibrated from observations made before and after previous fare increases: “revealed” 

diversion rates between different fare media (i.e., cross-elasticity); and trip attenuation 

rates (i.e., direct elasticity), because some passengers curtail discretionary trips because of 

higher fares. This model therefore accounts for diversion between transit and other modes 

and between different fare media, but does not disaggregate across different demographic 

groups.  

To disaggregate the model across different demographic groups, and to therefore be able 

to determine the impact of fare changes on low-income and minority riders, first each 

subway station and bus route is classified as minority or non-minority, and low-income or 

high-income, based on Transit’s Title VI reporting methodology that defines minority and 

low-income areas as Census tracts where minority and low-income resident percentages 

exceed Transit’s service area averages. Using these averages, subway stations within or 

adjacent to minority/low-income tracts are classified minority/low-income stations. Bus 

routes that have more than one-third of route length traversing minority/low-income tracts 

are classified minority/low-income bus routes. 

Transit then weighs each subway station and bus route with the use of passengers’ actual 

fare media preferences at those locations and computes average fares by demographics on 

the basis of location profiles.  To determine the current fare mix by demographic attribute 

(i.e. minority status, income level) and by mode of travel (i.e. local bus, express bus, 

subway), Transit uses electronic fare payment data from all subway stations and bus routes 

for a one-month period, generally October or May, both historically high-ridership 
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months.3  Swipes during the entire month of May are used to compute average fares by 

demographics and mode of travel, assuming that riders travel from their home residence 

during these times and thus are representative of the riders’ Census-based demographics. 

Across an entire month, the number of swipes is approximately 166 million.  

  

The NYCT Title VI reporting methodology assumes that the demographics of subway 

riders correlate with the residential demographics of the Census tract in which the subway 

station lies.   This assumption is corroborated by 2014 MTA customer Service survey and 

2013 LEP intercept survey targeted at persons with limited English proficiency, which have 

shown that a high percentage of NYCT riders live within ¼ mile of their most frequently 

used mode of transit.  The fare mix is validated using MTA Customer Survey data.  

 

Data from surface transport was analyzed at a route level and data from subways was 

analyzed at an originating-station level. The fare model described above was then used to 

predict the changes to fare mix and the anticipated changes to ridership levels 

disaggregated by demographic attribute and mode of travel given the fare option. 

Combining the results allows the impact on riders, disaggregated by demographic group, 

in terms of expected average fare paid, to be predicted for each fare change scenario. 

 

Transit then conducts a statistical analysis for minority/non-minority and for at or below 

poverty/above poverty groups at the station and at the route level (separately for each mode 

of travel) to determine whether the impact of the fare change is distributed 

disproportionately between demographic groups for each option proposed.  A statistical 

test concerning the difference between means (technically, a t-test for two samples 

assuming unequal variance) is used to determine if the differences between demographic 

groups in the change of average fare paid is significant.  This method unambiguously 

demonstrates whether a difference is statistically significant.  If the difference in average 

fares is not statistically significant, then the change in fare structure does not have a 

disproportionate impact upon the protected (minority or low income) group being 

measured and therefore would not have a disparate impact or a disproportionate burden.  

However, if a statistically significant difference is found, then it must be determined if this 

represents a disproportionate adverse impact on a protected group (such as higher average 

fares for minorities).  If it does not, then the fare structure does not have a disparate   impact 

or a disproportionate burden.  

 

In applying the t-test to NYCT’s available fare media and demographics dataset, the fare 

differences between demographic groups are calculated at a subway station/bus route level 

owing to data collection methodologies associated with the MetroCard Automated Fare 

Collection (AFC) system. The average change in fare paid is used for the t-test, found by 

averaging all the differences between the current fare and the proposed fare on a station-

by-station and route-by-route basis.  Therefore, each subway station/bus route is weighted 

equally in this analysis. 

 

 

3 Since Transit assumes that the demographics of subway riders correlate with the residential demographics 

of the Census tract in which the subway station lies, certain stations (hubs) predominantly used by commuters 

outside of New York City, such as Penn Station, Grand Central Terminal, Port Authority Bus Terminal, 

Howard Beach-JFK, and Jamaica-Sutphin/Archer, are excluded from the analysis. 
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3. Results of the NYCT Analysis 

 

Using the above methodology, NYCT’s analysis demonstrates that the fare proposal does 

not have a disparate impact or disproportionate burden on   minority and low income riders 

served by NYCT.  The findings are detailed as follows:  

 

For subway service, there is a statistically significant difference in the proposed fare 

increase between minority and non-minority and low income and high income populations. 

However, the minority and low income populations are not adversely affected by the 

proposed fare change as compared with the non-minority and higher income populations, 

since the net increase in fare is less for minority and low income riders than for non-

minority and high income riders. Therefore, this proposal does not result in a disparate 

impact or disproportionate impact for minority and low income subway riders.  For local 

bus service, this proposal has no statistically significant impact for minority rider and there 

is a statistically significant difference between low income and high income populations. 

However, the low income populations are not adversely affected by this proposed fare 

change as compared with the higher income populations, since the net increase in fare is 

less for low income riders than for high income riders. Therefore, this proposal does not 

result in a disparate impact or a disproportionate burden for minority and low income local 

bus riders. For express bus service, this proposal has no statistically significant impact for 

minority riders, and an effective analysis could not be performed for income, as there are 

only two express bus routes that are designated low-income. 

 

B. MTA Bus 

 1.  Proposed Fare Increases 

The proposed fare increase for MTA Bus is the same as the one for Transit set forth in 

Section II. A(1) above. 

 2.  Methodology Used by MTA Bus 

The fare change impact assessment is primarily based on information extracted from the 

most recent MTA Bus Travel surveys, conducted separately for local and express bus 

services.  Included in this survey questionnaire were inquiries as to the rider’s: trip origin 

and destination (MTA Bus specific); type of fare media used; the bus route taken; the time 

of day of the bus trip; and demographic data (including race and household income related 

information, specifically both household income and household size).  The survey is 

conducted separately for local and express bus riders, based on the different fare structures 

between these two types of services.  In the event that some survey responses lack key 

demographic information, the pre-determined route designations (minority/income) are 

used for those responses.  These route designations are historically derived by using the 

one-third rule for each MTA Bus route (both local and express), meaning that a route is 

designated minority and/or low income if at least one-third of its total revenue miles are 

located in minority and/or low income Census tracts.   
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With each survey, the respondent’s race and income are determined by direct response.  

Two types of analyses are then performed.  The first involves creating an index (a cost per 

trip factor) by individual, for both minority and income categories (separately for express 

and local bus services).  The second involves creating an additional index (a cost per mile 

factor), also by individual, for both minority and income categories (separately for express 

and local bus services).  The cost components of both indexes are derived from the survey’s 

fare media responses (substituting the proposed fare structure), while the mileage elements, 

pertaining to one of the indexes, are calculated by using the origin/destination answers.  

The resulting cost per trip and cost per mile findings (by minority and income categories), 

for local and express services separately, are statistically analysed using the t-test to assess 

the impact of the proposed fare change based upon income and race.  If both of these equity 

analyses (local/express) show no findings of a disparate impact and/or disproportionate 

burden, then the proposed fare change is in compliance with Title VI guidelines. 

 

 3.  Results of the MTA Bus Analysis 

 

Using the above methodology, MTA Bus’s analysis determined that the fare proposal does 

not have a disparate impact nor disproportionate burden upon either minority or low 

income riders served by MTA Bus.  

 

 

C.  LIRR 

 1.  Proposed Fare Increases 

LIRR is proposing an overall base fare increase of 4%.  

  

           2.  Methodology Used by LIRR 

 

LIRR used data gathered from the 2012-2014 LIRR Origin-Destination Survey.  The 

Survey provides statistically valid origin-destination (“OD”) sets derived from customer 

responses, and also provides the distribution of various fare media (e.g., monthly tickets, 

weekly tickets, one-way trip, ten-trip tickets) used by the responding riders.  Employing a 

statistically valid random sample of selected respondents (minority/non-minority and 

above poverty level/at or below poverty level respondents) and their associated origin and 

destination stations, LIRR determined the trip mileages.  In conjunction with these mileage 

compilations, the average trip fare (derived from respondent fare media distribution) based 

on the OD sets was assessed. 

 

Merging the trip mileage calculations with their respective trip fare created the factors of 

actual cost per trip for the OD sets.  With these overall average cost per trip figures 

established, the statistical t-test was employed to determine whether there is any   disparate 

impact or disproportionate burden between the compared factors (minority/non-minority 

and above poverty level/at or below poverty level). 

 

 3.  Results of the LIRR Analysis  
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Using this methodology and its associated analysis techniques, LIRR found that the 

proposed 2017 base fare increase has no disparate impact or disproportionate burden on 

minority and low income riders served by the LIRR. 

D. Metro-North 

1.  Proposed Fare Increases 

Metro-North is proposing an overall base fare increase of 4%. 

 

     2.  Methodology Used by Metro-North 

 

This fare change methodology utilizes the annual Metro-North Customer Satisfaction 

Survey to determine the impact of the proposed fare matrix on minority and low-income 

users.  The Customer Satisfaction Survey provides OD sets derived from customer 

responses and also provides the distribution of various fare media (e.g., monthly tickets, 

weekly tickets, one-way trip tickets) used by the responding riders at each of the selected 

originating stations.  The trip mileages are determined by establishing total mileage from 

the originating station to Grand Central Terminal in New York City or Hoboken Terminal 

in New Jersey, and subtracting the total mileage of the associated destination station to the 

City terminal.  Special computations were made for both mileage and cost for interline trips 

that include a transfer at Harlem-125th Street Station between inbound and outbound 

trains; in that case the combined rail mileage to/from Harlem-125th Street Station is used.  

The resulting absolute value equals the total trip mileage for each OD pair. 

 

With the cost per mile, increase in cost per mile, cost per trip and increase in cost per trip, 

established for each complete and relevant survey response, a statistical test (“t-test”) was 

employed to determine whether the proposed fare change has a disparate impact or 

disproportionate burden with regard to race and income. 

 

        3.  Results of the Metro-North Analysis   

 

Using this methodology and its associated analysis techniques, Metro-North found that the 

proposed 2017 base fare increase has no disparate impact or disproportionate burden on 

both minority and low income riders served by Metro-North.   
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Triborough Bridge and Tunnel Authority

TYPE II DETERMINATION AND NEGATIVE DECLARATION

Under the State Environmental Quality Review Act

For the 2017 Toll Increase

I. Introduction

The Triborough Bridge and Tunnel Authority (“TBTA” or the “Authority”) has proposed to
increase crossing charges at the nine facilities it operates within the City of New York, effective in
March 2017 (the “Toll Increase” or the “Proposed Action”). The nine TBTA facilities that would
be affected by the Proposed Action are the: Bronx Whitestone Bridge (“BWB”), Hugh L. Carey
Tunnel (“HCT”), Queens Midtown Tunnel (“QMT”), Throgs Neck Bridge (“TNB”), Robert F.
Kennedy (“RFK”) Bridge, Verrazano-Narrows Bridge (“VNB”), Henry Hudson Bridge (“HHB”),
Cross Bay Veterans Memorial Bridge (“CBB” or “Cross Bay Bridge”) and Marine Parkway-Gil
Hodges Memorial Bridge (“MPB” or “Marine Parkway Bridge”). For purposes of its toll structure,
TBTA categorizes the BWB, HCT, QMT, TNB and RFK Bridge as “Major Facilities.” The VNB
toll rate is double the rate at the Major Facilities because it is collected only in the Staten Island-
bound direction in accordance with federal law. The CBB and the MPB are “Minor Facilities.” The
HHB has its own toll rate.

Attached as Exhibit A to this determination is a crossing charge schedule detailing the
current toll rates and the proposed toll rates that would result from the Toll Increase that constitutes
the Proposed Action. As shown in Exhibit A, the Proposed Action would result in the following
rates for passenger vehicles at: the Major Facilities, an $8.50 Cash or Tolls by Mail (“TBM”) toll rate
(“Cash/TBM”) and a $5.76 E-ZPass toll rate; the VNB, a $17.00 Cash/TBM toll rate and an $11.52
E-ZPass toll rate; the HHB, a $6.00 TBM toll rate and a $2.64 E-ZPass toll rate; and the Minor
Facilities, a $4.25 Cash/TBM toll rate and a $2.16 E-ZPass toll rate.1 Charges for other vehicle
classes would increase proportionately, and certain discount and rebate programs would be available.

The primary reason for the Proposed Action is to allow TBTA to contribute additional
funds to close the projected budget deficit for the Metropolitan Transportation Authority (“MTA”),
pursuant to the MTA’s 2017-2020 Financial Plan. The MTA, its subsidiaries, and the New York
City Transit Authority (“NYCTA”) are required by law to pay for operating expenses, debt servicing
costs, maintenance, repairs and other costs from revenue and other funds actually available to them,
and may not operate at a deficit.2 TBTA is permitted by law to generate surplus funds, after
payment of all bond obligations, operating and administration costs, and other necessary expenses to
subsidize the mass transit system operated by the MTA, its subsidiaries, and NYCTA.3 Thus,

1 In this document a “Cash/TBM toll” rate refers to the toll rate charged for the use of fare media other than New
York E-ZPass Customer Service Center (“NYCSC”) E-ZPass. Cash toll rates are charged to Cash customers and
non-NYCSC E-ZPass customers as well as to Tolls by Mail customers. Only NYCSC E-ZPass customers are eligible
for the lower E-ZPass toll rates.

2 Public Authorities Law § 1205(1), § 1266(3).
3 Public Authorities Law § 553(17), § 563.
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surplus funds that would be generated by the Proposed Action would provide needed support for
the continued operation of the integrated mass transit and commuter transportation systems
operated by MTA, NYCTA and their subsidiaries.

II. State Environmental Quality Review Act Compliance and Other Actions

The Proposed Action constitutes “routine or continuing agency administration” exempt
from the State Environmental Quality Review Act, Environmental Conservation Law § 8-0101 et
seq. (“SEQRA”), and SEQRA’s implementing regulations appearing at 6 New York Code, Rules and
Regulations (“N.Y.C.R.R.”) Part 617. See 6 N.Y.C.R.R. § 617.5(c)(20), which incorporates “routine
or continuing agency administration and management,” into the list of “Type II” actions that are
“not subject to review” under SEQRA. TBTA, therefore, believes the Proposed Action is properly
classified as a Type II action. Nevertheless, it is TBTA’s practice to review actions that would
increase crossing charges at TBTA facilities as if they were subject to SEQRA. Accordingly, TBTA
is acting as lead agency for purposes of conducting an environmental review of the Proposed
Action. To assist TBTA in undertaking this environmental review, an environmental assessment
form (“EAF”) has been prepared. In addition, TBTA engaged WSP|Parsons Brinkerhoff, in
association with AKRF Inc., to prepare a study analyzing the effect of the Proposed Action, which
together with the EAF, constitute the “Environmental Assessment” (“EA”). The EA evaluates the
potential effects the Proposed Action would have on transportation and air quality, as those are the
areas that would most likely be affected by the Proposed Action, and the information and analyses
contained in the EA are the basis for the determinations set forth herein. EA at 1-3 to 1-4.4 TBTA
fully incorporates the EA by reference into this Type II Determination and Negative Declaration.
As discussed in Section III below, the EA demonstrates that the Proposed Action would not result
in any large and/or important impacts and, as a result, the Proposed Action would have no
significant adverse environmental impacts.

A. Other Actions

1. 2017 Fare Increases

In parallel with the Proposed Action, fare increases, also to be effective in March 2017, have
been proposed for the following components of the MTA system: NYCTA; Long Island Rail Road
(“LIRR”), Metro-North Railroad (“MNR”), MTA Bus Company and the Staten Island Rapid Transit
Operating Authority. Fare increases adopted for these operating agencies are exempt from SEQRA
review pursuant to §§ 1205, 1266 and 1266-c of the New York Public Authorities Law. To account
for any cumulative impact caused by the potential simultaneous implementation of the Proposed
Action and these fare increases, the background conditions used to evaluate the Proposed Action
account for a small anticipated shift of transit riders to autos due to the proposed fare increases. EA
at 4-4.

2. Possible Future Toll Increases

Each July MTA issues a preliminary budget for the next year and a financial plan for the
three years that follow, which projects revenues, subsidies and expenses for the four-year period.

4 All page and table references in this Type II Determination and Negative Declaration refer to the January 2017
Environmental Assessment prepared by WSP|Parsons Brinkerhoff and AKRF Inc. for TBTA.
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The preliminary budget and financial plan are revised and updated in November, adopted by the
MTA Board in December, and reissued as an adopted budget and financial plan in February of the
following year to reflect additional adjustments and to establish a 12-month allocation of the
adopted budget. This four-year financial planning process helps MTA identify its long-range goals
and objectives for the operation of its services and facilities, and develop and refine its plan for
funding those activities. The plan undergoes periodic review and adjustment throughout the year.

To help address projected deficits for future years, the 2017-2020 Financial Plan anticipates a
potential toll increase in 2019 in addition to the Proposed Action. For purposes of forecasting
revenues, these financial plans assume that any such toll increase would be coupled with a fare
increase. The November 2017 Financial Plan for 2017-2020 forecasts the additional revenue from a
potential 2019 fare/toll increase with a combined 4% yield as $277 million in 2019 and $326 million
in 2020. However, no specific 2019 fare or toll schedule has been identified or proposed.

Due to the breadth and scale of the MTA system and the many sources of funds used to
support it, virtually every element in the four-year financial plan is an estimate that is subject to
further refinement. For example, revenues are a direct result of system usage, and certain subsidies
are tied to taxes that fluctuate in response to economic conditions. To predict future income from
such sources requires complex financial modeling involving present-day economic indicators that are
constantly being updated. A similar approach is employed in predicting costs. Accordingly, MTA’s
financial plan is an evolving document which projects expenses, revenues and subsidies at a
particular point in time, but is revised on an ongoing basis. It is for this reason that MTA updates
its four-year financial plan periodically as each year progresses, as described above, to provide the
most accurate predictions of its financial condition.

The identification of a possible future action in MTA’s financial planning documents does
not obligate TBTA to institute the projected 2019 toll increase. At present, there is no specific
proposal for a 2019 toll increase under consideration by TBTA or MTA and any such increase may
or may not ultimately be adopted by the TBTA Board. TBTA may elect to propose a toll increase
sooner or later than 2019, and the amount of any required toll increase has not been determined.

Accordingly, the Authority finds that any future specific proposal for a toll increase in or
about 2019 should be analyzed and considered through a separate environmental review.
Circumstances warrant a separate review of the environmental impacts of any proposed 2019 toll
increase, in light of the uncertainties that exist with respect to any such proposal, as discussed above.
In order to perform an environmental review of a possible 2019 toll increase now, assumptions
would have to be developed with respect to the timing of any future toll increase, the amount of
such an increase (which would require assumptions to be made regarding the future state of the
economy, potential MTA revenues from other sources and the amount of any potential future fare
increase, among many other things), and how such a toll increase would be allocated among vehicle
types and applied to TBM and E-ZPass toll rates. Undertaking such a speculative environmental
review in connection with the Proposed Action would be particularly inappropriate because MTA
must achieve a balanced operating budget for 2017. Moreover, based on its experience with
previous toll increases, TBTA believes that changes in travel patterns by a relatively small number of
vehicles due to the Proposed Action will be temporary and would diminish after the Toll Increase
goes into effect as higher congestion along toll-free routes, travel time considerations and the effects
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of inflation, among other factors, reduce the attractiveness of alternative routes. EA at 2-10, 2-31, 6-
26, 6-54.

Finally, the adoption of the Proposed Action is independent of any future toll increase and
will not make it any more likely that a toll increase would be implemented in 2019. On the contrary,
the adoption of the Proposed Action will allow MTA to reap some benefit immediately from the
resulting increased revenue and carry over such savings to subsequent years, thereby reducing future
projected operating deficits. MTA’s ability to forecast the 2018, 2019, and 2020 operating budgets,
refine the measures required to address deficits and assess the environmental effects of those
measures will benefit from the availability of additional years of financial and other data. Therefore,
the Authority finds that it is necessary and prudent, and no less protective of the environment, to
separate the environmental review of the Proposed Action from the environmental review of any
future toll increase.

3. Open Road Tolling Program

TBTA is in the process of converting all of its facilities (except the HHB)5 to cashless, all-
electronic Open Road Tolling (“ORT”). The process of converting TBTA facilities to ORT
(referred to as the “ORT Program”) is well underway, with cashless tolling becoming effective at the
HCT and QMT in January 2017 and at the balance of the TBTA facilities by the Fall of 2017.

TBTA previously examined the potential impacts of the ORT Program through a SEQRA
review that included an EA issued in October 2017 (the “ORT Program EA”) and concluded with
the TBTA Board’s adoption of a negative declaration on October 28, 2016 (the “ORT Program
Negative Declaration”). The ORT Program Negative Declaration explained why circumstances
warranted an environmental review separate from any review of the proposed Toll Increase.

In accordance with accepted SEQRA methodology, the traffic effects of the ongoing ORT
Program have been accounted for in the diverted traffic analysis set forth in the EA by including
diversions associated with the ORT Program in the “No Action” condition. EA at 4-3 to 4-4.
Nevertheless, mindful that with the exception of the HHB, where ORT was placed into operation in
November 2016, the Toll Increase would occur at TBTA facilities during the same year that the
ORT Program is being placed into operation, TBTA elected to go beyond routine SEQRA
methodology and perform an additional analysis that evaluates the combined effects of these two
separate actions. This additional analysis is discussed in Section IV below.

III. Assessment of the Potential Effects of the Proposed Action

As discussed in Sections III.A, III.B and III.C below, the EA presents a detailed analysis of
the potential traffic and air quality impacts that would result from the Proposed Action: (i) at TBTA
facilities; (ii) at the diversion locations expected to be most affected by the Proposed Action; and (iii)
with regard to region-wide Vehicle-Miles Traveled. With respect to each of these areas of analysis,

5 Cashless tolling was first implemented as a pilot program at the HHB in November 2012 and, following a separate
SEQRA review in 2014, became the permanent method of toll collection in January 2015. The HHB was converted
to full ORT operation in November 2016.
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the EA concluded that the Proposed Action would not result in significant adverse impacts to traffic
or air quality. See EA at Chapters 2, 5, 6 and 7.

It is important to note that the New York City area roadway network is a dynamic and
complicated system used by millions of vehicles on a daily basis. TBTA and its consultants have
developed a detailed methodology for estimating the potential diversions that would result from a
change in toll rates at the TBTA facilities and how those diversions would affect this complex
network. This methodology is based on data collected from TBTA facilities and toll-free alternative
routes before and after previous toll increases, origin-destination studies, generally accepted traffic
engineering methodologies and professional judgment. TBTA has been diligent in its effort to
develop conservative and reasonable estimates of the potential effect of the Proposed Action on
traffic diversions to alternative routes. Nevertheless, it bears noting that the analysis yields estimates
and must be viewed accordingly. The small number of vehicles that is estimated to divert as a result
of the modest Toll Increase that has been proposed represents a tiny fraction of the approximately
900,000 vehicles using the TBTA facilities each day, and the effects of these diversions would be
overshadowed on any given day by many independent factors affecting the greater roadway network
such as changes in gasoline prices, the state of the general economy, roadway conditions,
construction projects and other factors affecting travel patterns in and around New York City. Thus,
the effects of a toll increase are one minor factor affecting traffic patterns, and are likely to be
imperceptible on New York City roadways. EA at 2-7, 6-1 to 6-2.

A. Potential Effects of the Proposed Action on TBTA Facility Operations

In general, toll increases reduce overall facility traffic volumes due to consolidation or
elimination of trips, shifts of trips to mass transit, and diversion of trips to toll-free alternate routes
and, therefore, result in a reduction of delays at the facility and a general, but small, improvement in
traffic operations and air quality at the facilities. The expected result of the small reduction in facility
traffic volumes due to the Proposed Action is, therefore, a small improvement in traffic flow and air
quality at the facilities. EA at 2-8, Chapter 5. However, during the interim period following the
Proposed Action and before cashless tolling goes into effect at all of the TBTA facilities under the
ORT Program, traffic at some toll facilities and their approaches may be adversely affected by a
change in the Cash tolls from an even dollar amount to bills and coins. The facilities that would
potentially be affected are three of the Major Facilities (RFK Bridge, BWB, and TNB) and the two
Minor Facilities (CBB and MPB). EA at 2-9, Chapter 5, Sections 5.1, 5.2, 5.5, 5.7, 5.8, and 5.9.

Cash tolls at the RFK Bridge, BWB, and TNB would increase from an even $8.00 to an odd
$8.50 which would require additional change-making, resulting in a potential temporary increase in
transaction times, queueing, and delays. At the CBB and MPB, the Cash tolls would increase from
an even $4.00 to an odd $4.25 which also would require additional change-making and result in a
potential temporary increase in transaction time, queueing, and delays. Previous toll studies have
indicated that due to the predominance of E-ZPass as the method of toll collection at TBTA
facilities, the potential increase in such delays would be small, and since the E-ZPass market share
has continued to increase since those studies were performed, the delays would be even smaller now.
EA at 2-9, Chapter 5, Sections 5.1, 5.2, 5.5, 5.7, 5.8, and 5.9. Previous toll studies also have indicated
that similar small increases in the ensuing vehicle idling would result in insignificant increases in air
pollutant emissions. EA at 2-9, 2-19, 7-22. Moreover, the period during which affected TBTA
facilities would experience delays due to change-making would be of short duration since cash
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transactions will be completely eliminated under the ORT Program by the Fall of 2017 at all TBTA
facilities. EA at 2-9, Chapter 5, Sections 5.1, 5.2, 5.5, 5.7, 5.8, and 5.9. At the VNB, the Cash tolls
would remain an even amount, increasing from $16.00 to $17.00 (for a Staten Island-bound trip),
and there would be no change in transaction times, queueing, or delays at this facility due to the Toll
Increase. EA at 2-9, Chapter 5, Section 5.10.

There would be no change-making delays at the QMT and HCT, where the cashless toll
collection phase of the ORT Program went into effect in January 2017, before the implementation
of the Proposed Action in March 2017. At the HHB, Cash tolls were discontinued in November
2012 and all tolls are collected electronically. Therefore, this facility would similarly not be affected
by the proposed change in the TBM toll rate from $5.50 to $6.00. EA at 2-9, Chapter 5, Sections 5.3,
5.4, and 5.6.

As noted above, during the time since the previous analysis of potential traffic and air quality
impacts due to a change from even to odd toll amounts, the Cash market share of weekday
transactions has continued to decline. Therefore, the number of vehicles potentially affected, as well
as the potential impacts, would be lower than previously analyzed. As a result, any increases in delays
and emissions due to change-making activities would be largely or fully offset by facility traffic
reductions, resulting in negligible increases or minor decreases in emissions at the facilities overall.
EA at 2-9, 2-17 to 2-18, Chapter 5, Sections 5.1, 5.2, 5.5, 5.7, 5.8, and 5.9, 7-22.

In summary, the Proposed Action could result in a very small temporary potential increase in
queueing and delays at certain toll facilities due to a change from an even to an odd Cash toll
amount, to the extent such effects are not offset by facility traffic reductions. The period during
which affected TBTA facilities would experience such delays would be of short duration since cash
transactions will be completely eliminated under the ORT Program by the Fall of 2017. Therefore,
there would be no significant adverse traffic and air quality impacts at the facilities and their
approaches due to the Proposed Action. EA at 2-9, 2-17 to 2-18, Chapter 5, and 7-22.

B. Potential Effects of the Proposed Action on Traffic and Air Quality at
Diversion Locations

The EA analyzed potential effects of traffic diversions from TBTA facilities on intersection
delays and Level of Service (“LOS”) within the following four representative study areas that would
be expected to be most affected by the Proposed Action: (i) Lower Manhattan/Canal Street
Corridor Study Area; (ii) Ed Koch Queensboro Bridge and Vicinity Study Area; (iii) Nassau
Expressway Corridor Study Area; and (iv) Broadway Bridge Corridor Study Area. These study areas
were determined to be the locations with the greatest potential for impacts from traffic diverted
from the TBTA facilities due to the Proposed Action. EA at 6-2. A total of 49 critical intersections
and 651 movements (i.e., lane groupings within intersections) were analyzed in the EA. EA at 6-32.

As discussed below, based upon the traffic analyses at these four representative study areas,
it can be concluded that traffic diversions due to the Proposed Action would be small and would
result in insignificant increases in delays at affected intersections. In determining the significance of
any adverse impact that may result from the Proposed Action, TBTA considers, as and to the extent
it deems appropriate, guidance criteria derived from SEQRA reviews conducted by the New York
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State Department of Transportation (“NYSDOT”)6 and the criteria contained in the New York City
Environmental Quality Review (“CEQR”) Technical Manual.7 EA at 6-25 to 6-26. As set forth in
the EA, and discussed below, increased delays at each of the affected intersections would be below
both the NYSDOT SEQRA guidelines and the CEQR Technical Manual thresholds. EA at 6-25 to
6-32.

The potential impacts of the Proposed Action on air quality were also analyzed at certain of
the same diversion locations. Local analyses were conducted at the locations projected to experience
the highest air pollutant increments due to diverted traffic together with high existing background
traffic volumes and congestion. The analysis indicated that any projected increases in vehicular
emissions would be below relevant air quality criteria. EA at 7-18 to 7-22. No significant adverse air
quality impacts are projected at these locations, and, therefore, no significant adverse air quality
impacts would occur at any location due to the diversions. EA at 2-18, 7-15 to 7-16, 7-21 to 7-22.

It should be noted that, based on its experience with previous toll increases, the small effects
of the Proposed Action would be temporary and would diminish over time as higher congestion
along toll-free routes, travel time considerations and the effects of inflation, among other factors,
reduce the attractiveness of alternative routes. It is expected that this would result in a return of
some trips to tolled facilities, thereby reducing the additional delays at intersections along the
diversion routes over time. EA at 2-10, 2-31, 6-26, 6-54.

1. Potential Effects of the Proposed Action on the Lower
Manhattan/Canal Street Corridor Study Area

The EA estimated facility traffic diversions through Lower Manhattan, from both the VNB
and HCT, during the AM, Midday, and PM peak hours due to the Proposed Action: (i) westbound
from the VNB by means of the Brooklyn Bridge and the Manhattan Bridge; and (ii) eastbound and
westbound from the HCT via the Brooklyn Bridge and the Manhattan Bridge. EA at 2-10, 6-4.

Facility traffic diversions to the Canal Street corridor from the VNB and HCT would be
relatively small. The predicted increase in average delay at analyzed intersections during the AM,
Midday, and PM peak hours would be generally less than 1.0 second. The highest estimated increase
in average intersection delay would be about 2.2 seconds at the intersection of Chambers Street and
Church Street during the Midday peak hour; this intersection would remain at LOS D with the
Proposed Action and therefore, would be well under the NYSDOT SEQRA significance threshold.
In addition, the more stringent CEQR Technical Manual traffic criteria for significance would not be

6 The NYSDOT guidance criteria were derived from NYSDOT’s SEQRA reviews of its own projects, which
typically involve the construction or alteration of major surface roadways. Because the NYSDOT SEQRA criteria
were not specifically developed to evaluate the impacts of a toll increase, as a general matter TBTA views the
NYSDOT SEQRA criteria as one factor in determining whether the Proposed Action may result in significant
adverse environmental impacts.

7 The CEQR Technical Manual criteria are intended to apply to the analysis of traffic generated by projects or new
developments and, therefore, are not directly applicable to the analysis of a toll increase. In addition, TBTA, as a
state public benefit corporation, is not required to follow the procedures or criteria in the CEQR Technical Manual.
Nevertheless, as a general matter, TBTA views the CEQR Technical Manual traffic criteria, like the NYSDOT
SEQRA criteria, as one factor in determining whether the Proposed Action may result in significant adverse
environmental impacts.
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exceeded at any location within the Lower Manhattan/Canal Street Corridor Study Area due to the
Proposed Action. EA at 2-11, 6-27 to 6-28. Therefore, the Proposed Action at the VNB and the
HCT would not result in traffic impacts that would exceed the NYSDOT SEQRA criteria or the
CEQR Technical Manual traffic criteria for significance in Lower Manhattan and the Canal Street
corridor. EA at 2-11, 6-27 to 6-28, 6-32 to 6-33.

In addition, the EA indicated that these diversions would cause a very small increase (less
than 0.1 part per million) in estimated concentrations of carbon monoxide (“CO”) near the Holland
Tunnel at Canal Street and Sixth Avenue. EA at 7-18. This location is considered to represent the
area with the highest potential air quality impact from diversions destined to the Holland Tunnel.
EA at 7-15. This small increase would not result in a violation of the National Ambient Air Quality
Standard (“NAAQS”) for CO. The projected increase was calculated using very conservative
methodologies and assumptions, and if a more refined analysis was conducted it is expected that the
estimated increase due to the Proposed Action would be much lower. EA at 7-26. As a result, the
Proposed Action would not result in any significant air quality impacts with respect to CO due to
the diversion of traffic. EA at 7-18 to 7-19, 7-21 to 7-22.

The EA also found that the highest predicted concentrations for particulate matter less than
10 micrometers in diameter (“PM10”) at the same location would not result in a violation of the
NAAQS for PM10. EA at 7-19 to 7-20. Moreover, the maximum predicted 24-hour average and
annual average concentration increments of particulate matter less than 2.5 micrometers in diameter
(“PM2.5”) at the same location would be below the CEQR Technical Manual de minimis criteria for
PM2.5, and the interim criteria published by the New York State Department of Environmental
Conservation to guide its permitting decisions (“NYSDEC interim policy criteria”). EA at 7-19 to
7-20. The data and established methodology needed to perform a quantified analysis of any increase
in nitrogen dioxide (“NO2”) concentrations resulting from the Proposed Action are not currently
available. However, the small predicted increase in traffic is not expected to change NO2

concentrations appreciably, since such increase would be a small percentage of the total number of
vehicles in any particular area. EA at 7-20 to 7-21. Accordingly, there would not be any significant
impacts on air quality caused by the Proposed Action along these diversion routes. EA at 2-18, 7-21
to 7-22.

2. Potential Effects of the Proposed Action on the Ed Koch Queensboro
Bridge and Vicinity Study Area

The EA estimated facility traffic diversions to the Ed Koch Queensboro Bridge and Vicinity
Study Area due to the Proposed Action. The Ed Koch Queensboro Bridge is the primary diversion
route for the QMT, RFK Bridge, BWB, and the TNB. Diverted traffic from any of these facilities is
expected to use the Ed Koch Queensboro Bridge and then travel via the FDR Drive/Harlem River
Drive to either one of the Harlem River bridges between Manhattan and the Bronx or to the George
Washington Bridge to New Jersey, and vice versa. Because the Ed Koch Queensboro Bridge has
multiple access points (some of which vary by peak period), the effects of diverted facility traffic
would be spread out over various routes and intersections. EA at 2-11, 6-9.

Facility traffic diversions to the Ed Koch Queensboro Bridge and surrounding streets would
be relatively small. The estimated increase in average delay at analyzed intersections during the AM,
Midday, and PM peak hours would be generally less than 1.0 second. The highest estimated increase
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in average intersection delay would be about 4.6 seconds at the intersection of 2nd Avenue and 61st
Street during the Midday peak hour; this intersection would only change from LOS C to LOS D
with the Proposed Action and would, therefore, not exceed the NYSDOT SEQRA significance
thresholds. In addition, the more stringent CEQR Technical Manual traffic criteria for significance
would not be exceeded at any location within the Ed Koch Queensboro Bridge and Vicinity Study
Area due to the Proposed Action. EA at 2-12, 6-29 to 6-30. Therefore, the Proposed Action at the
QMT, RFK Bridge, BWB, and TNB would not result in traffic impacts that would exceed the
NYSDOT SEQRA criteria or the CEQR Technical Manual traffic criteria for significance in the
vicinity of the Ed Koch Queensboro Bridge. EA at 2-12 to 2-13, 6-29 to 6-30, 6-32 to 6-33.

In addition, the EA revealed that these diversions would cause a very small increase (0.1 part
per million) in estimated concentrations of CO near the Ed Koch Queensboro Bridge and 2nd

Avenue. EA at 7-18. This location is considered to represent the area with the highest potential air
quality impact from diversions from the BWB, QMT, RFK Bridge and TNB. EA at 7-15. This
small increase would not result in a violation of the NAAQS for CO. The projected increase was
calculated using conservative methodologies and assumptions, and if a more refined analysis was
conducted it is expected that the estimated increase due to the Proposed Action would be much
lower. EA at 7-26. As a result, the Proposed Action would not result in any significant air quality
impacts with respect to CO due to the diversion of traffic from the BWB, QMT, RFK Bridge and
TNB. EA at 7-18 to 7-19, 7-21 to 7-22.

The EA also found that the highest predicted concentrations for PM10 at the same location
would not result in a violation of the NAAQS. EA at 7-19 to 7-20. Similarly, the maximum
predicted 24-hour average and annual average concentration increments of PM2.5 at the same
location would be below the CEQR Technical Manual de minimis criteria, and the NYSDEC interim
policy criteria for PM2.5. EA at 7-19 to 7-20. As discussed in Section II.B.1 above, the data and
established methodology needed to perform a quantified analysis of any increase in NO2

concentrations resulting from the Proposed Action are not currently available. However, the small
predicted increase in traffic is not expected to change NO2 concentrations appreciably, since such
increase would be a small percentage of vehicles in any particular area. EA at 7-20 to 7-21.
Accordingly, there would not be any significant impacts on air quality caused by the Proposed
Action along these diversion routes. EA at 2-18, 7-21 to 7-22.

3. Potential Effects of the Proposed Action on the Broadway Bridge
Corridor Study Area

The EA estimated facility traffic diversions to the Broadway Bridge Corridor Study Area due
to the Proposed Action. The Broadway Bridge is a primary diversion route for the HHB, although
facility traffic would also divert to other toll-free bridges (the Third Avenue/Willis Avenue Bridge,
the Madison Avenue Bridge, the Macombs Dam Bridge, and the University Heights Bridge). EA at
2-13, 6-17.

Facility traffic diversions to the Broadway Bridge corridor would be relatively small. The
estimated increase in average delay at analyzed intersections during the AM, Midday, and PM peak
hours would be generally less than 1.0 second. The highest estimated increase in average intersection
delay would be about 1.0 second at the intersection of West 230th Street and the exit ramp from the
Major Deegan Expressway Southbound during the PM peak hour; this intersection, which operates
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at the cusp of LOS C/D would change from LOS C (34.4 sec delay) to LOS D (35.4 sec delay) with
the Proposed Action and would, therefore, be well under the NYSDOT SEQRA significance
threshold. In addition, the more stringent CEQR Technical Manual traffic criteria for significance
would not be exceeded at any location within the Broadway Bridge Corridor Study Area due to the
Proposed Action. EA at 2-13 to 2-14, 6-32. Therefore, the Proposed Action at the HHB would not
result in traffic impacts that would exceed the NYSDOT SEQRA criteria or the CEQR Technical
Manual traffic criteria for significance in the vicinity of the Broadway Bridge. EA at 2-14, 6-31 to 6-
33.

The EA found that the projected air quality impacts of diversions from the HHB to the
Broadway Bridge Corridor Study Area would be less than those predicted near the Ed Koch
Queensboro Bridge and vicinity, and the total volumes and congestion in the Broadway Bridge
Corridor Study Area would be less as well, resulting in lower total concentrations than at the sites
analyzed. EA at 7-15 to 7-16. Since no significant adverse air impacts were identified near that
location, the EA concluded that local impacts from the diversion of traffic from the HHB due to the
Proposed Action would not result in significant adverse local air quality impacts. EA at 2-18, 7-21
to 7-22. Accordingly, there would not be any significant impacts on air quality caused by the
Proposed Action along these diversion routes. EA at 2-18, 7-21 to 7-22.

4. Potential Effects of the Proposed Action on the Nassau Expressway
Corridor Study Area

The EA estimated facility traffic diversions to the Nassau Expressway Corridor Study Area
due to the Proposed Action. The Nassau Expressway is a primary diversion route for facility traffic
diverting from the MPB and the CBB. The main routes used to access the Nassau Expressway are
via the Rockaway Freeway and either Seagirt Boulevard or Beach Channel Drive. EA at 2-14, 6-13.

Facility traffic diversions to Rockaway Boulevard and the Nassau Expressway (in Queens
County and Nassau County, respectively) would be relatively small. The estimated increase in
average delay at analyzed intersections during the AM, Midday, and PM peak hours would be
generally less than 1.0 second. The highest estimated increase in average intersection delay would be
about 0.7 seconds at the intersection of Brookville Boulevard and Rockaway Boulevard during the
PM peak hour; this intersection would remain at LOS D with the Proposed Action and would,
therefore, be well under the NYSDOT SEQRA significance threshold. In addition, the more
stringent CEQR Technical Manual traffic criteria for significance would not be exceeded at any
location within the Nassau Expressway Corridor Study Area due to the Proposed Action. EA at 2-
15, 6-30 to 6-31. Therefore, the Proposed Action at the CBB and the MPB would not result in
traffic impacts that would exceed the NYSDOT SEQRA criteria or the CEQR Technical Manual
traffic criteria for significance in the Nassau Expressway Corridor Study Area. EA at 2-15, 6-30 to 6-
33.

With respect to air quality, the EA found that the projected impacts of diversions from the
CBB and MPB to the Nassau Expressway Corridor Study Area would be less than those predicted
near Canal Street and the Holland Tunnel and in the vicinity of the Ed Koch Queensboro Bridge,
and the total volumes and congestion in the Nassau Expressway Corridor Study Area would be less
as well, resulting in lower total concentrations than at the sites analyzed. EA at 7-15 to 7-16. Since
no significant adverse air impacts were found near those locations, the EA concluded that local
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impacts from the diversion of traffic from the CBB and the MPB due to the Proposed Action would
not result in significant adverse local air quality impacts. EA at 7-15 to 7-16. Accordingly, there
would not be any significant impacts on air quality caused by the Proposed Action along these
diversion routes. EA at 2-18, 7-21 to 7-22.

5. Conclusions Regarding Potential Effects of the Proposed Action on
Traffic and Air Quality at Diversion Locations

The EA sets forth a detailed analysis of a total of 49 key intersections and 651 lane groups,
in the four representative study areas that are most likely to be affected by traffic diverted from
TBTA facilities due to the Proposed Action. Based on this analysis, the estimated increase in
average intersection delay at the intersections analyzed would be very small and well within the
NYSDOT SEQRA guidelines for significance of traffic impacts. In addition, while TBTA is not
subject to CEQR, the intersections were also evaluated pursuant to the more stringent CEQR
Technical Manual criteria as part of a comprehensive look at potential traffic impacts. With the
Proposed Action, there would be no movements that would experience increases in delay that
exceed the CEQR Technical Manual thresholds in the four study areas analyzed. EA at 2-15 to 2-16,
6-32 to 6-33, 6-54.

Therefore, based upon the traffic analysis of potential traffic diversions, there would be no
significant adverse traffic impacts resulting from the Proposed Action since both the NYSDOT
SEQRA and CEQR Technical Manual criteria for significance would not be exceeded at any
location analyzed. In addition, the EA examined the areas most likely to be adversely affected by
increases in vehicular air pollutant emissions resulting from predicted diversions due to the
Proposed Action, and found that any such increases would not cause new or exacerbated violations
of the NAAQS or result in an exceedance of the criteria and de minimis thresholds discussed above.
Accordingly, there would be no significant adverse effect on air quality in areas affected by traffic
diversions. EA at 2-18, 7-21.

C. Potential Effects of the Proposed Action on Regional Vehicle-Miles Traveled and
Regional Air Quality Emissions

Based on the estimated changes in VMT by roadway type and vehicle speed, the EA
estimates that there would be a very small decrease in corresponding net emissions of volatile
organic compounds (“VOCs”), CO, nitrogen oxides (“NOx”), PM10, PM2.5 within the appropriate
affected nonattainment and maintenance areas, and a very small net decrease in greenhouse gases
(measured as carbon dioxide (“CO2”) equivalent (“CO2e”)) with the Proposed Action. Accordingly,
the Proposed Action would not have a significant adverse impact on regional air quality. EA at 2-18,
7-23 to 7-25.

IV. Combined Effects Analysis of the Proposed Action and the ORT Program

As noted in Section II.A.3 above, in accordance with accepted SEQRA methodology the
effects of the ORT Program were taken into account in the EA by including diverted traffic
associated with the ORT Program on toll-free routes in the future No Action condition. EA at 4-3
to 4-4. In addition, mindful that with the exception of the HHB (where ORT was placed into
operation in November 2016) the Toll Increase would occur at TBTA facilities during the same year
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that the ORT Program is being placed into operation, TBTA elected to go beyond routine SEQRA
methodology and perform an additional analysis that evaluates the combined effects of these two
separate actions. This additional analysis, referred to as the Combined Effects Analysis in the EA,
compares a hypothetical 2017 future baseline condition without the ORT Program against a 2017
condition that includes traffic diversions associated with both the Proposed Action and the ORT
Program that is currently underway. EA at 2-19, 6-33.

Like the analyses conducted for the Proposed Action and presented in the EA, the
Combined Effects Analysis analyzed potential effects of traffic diversions from TBTA facilities on
intersection delays and LOS for representative study areas that would be expected to be most
affected by the Proposed Action and the ORT Program. Thus, the Combined Effects Analysis
evaluated the (i) Lower Manhattan/Canal Street Corridor Study Area; (ii) Ed Koch Queensboro
Bridge and Vicinity Study Area; and (iii) Nassau Expressway Corridor Study Area. However, because
cashless tolling has been in place at the HHB since 2012, the Combined Effects Analysis does not
address the Broadway Bridge Corridor Study Area. A total of 37 critical intersections and 465
movements (i.e., lane groupings within intersections) were analyzed for the three study areas in the
Combined Effect Analysis. EA at 2-26 to 2-27, 6-33, 6-54.

The EA concludes that facility traffic diversions due to the Proposed Action and the ORT
Program would be very small and that the estimated increase in average intersection delay at the
intersections analyzed would also be generally small and well under the NYSDOT SEQRA
significance thresholds. While TBTA is not subject to CEQR, the intersections were also evaluated
pursuant to the more stringent CEQR Technical Manual criteria. The EA predicted that ten of the
465 movements analyzed (at nine intersections in Manhattan) would experience increases in delays
that exceed the CEQR Technical Manual thresholds, most of them by a small amount (less than 0.1
to 1.9 seconds), except at one intersection where the predicted delays are overstated because
diverted trips would rejoin the original route at this location. On average, it is predicted that less
than 1 vehicle per signal cycle per movement would be added to each of the intersections where the
CEQR Technical Manual criteria would be exceeded. Moreover, the effects of the Proposed Action
would be temporary and would diminish after the proposed Toll Increase goes into effect as higher
congestion along toll-free routes, travel time considerations and the effects of inflation, among other
factors, reduce the attractiveness of alternative routes. It is expected that this would result in a return
of some trips to tolled facilities, thereby reducing the additional delays at intersections along the
diversion routes over time. Traffic agents are also currently deployed at or near six of the
intersections where the CEQR Technical Manual criteria would be exceeded, further alleviating
potential delays. Moreover, the overall combined effects of the Proposed Action and the ORT
Program would most likely result in a slight improvement in area-wide traffic due to the reduction of
about 7,200 vehicle trips a day as a result of shrinkage. Considering all the circumstances, TBTA
does not consider the minor exceedances of the CEQR Technical Manual criteria to be indicative of
a significant adverse impact. EA at 2-27 to 2-28, 6-53 to 6-54.
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Like the air quality analyses conducted for the Proposed Action, the Combined Effects
Analysis for local air quality impacts near diversion routes and near the toll plazas, and on regional
emissions, showed no significant adverse air quality impacts due to the combined effects of the
Proposed Action and the ORT Program. EA at 2-29 to 2-30, 7-26 to 7-32.

Therefore, the analysis comparing a hypothetical 2017 future baseline condition without the
ORT Program against a 2017 condition that includes traffic diversions from both the Proposed
Action and the ORT Program found the combined effects of these two separate actions to be
insignificant. EA at 2-26 to 2-28, 6-53 to 6-54, 7-31 to 7-32.

V. Conclusions and Findings

Having undertaken a thorough environmental analysis, the Authority hereby determines that
the Proposed Action may properly be considered to be routine or continuing agency administration
and management, exempt from SEQRA requirements. Moreover, based on the foregoing analysis
and the EA incorporated herein by reference, the Authority finds and concludes that the Proposed
Action will not result in any large and/or important impacts and that the Proposed Action will have
no significant adverse environmental impact. This Type II Determination and Negative Declaration
have been prepared in accordance with Article 8 of the New York State Environmental
Conservation Law.

Dated: New York, New York
January __, 2017

________________________

Fare and Toll Increase Book -  Page 48



Triborough Bridge and Tunnel Authority
TYPE II DETERMINATION AND NEGATIVE DECLARATION

For the 2017 Toll Increase

14

EXHIBIT A

EXISTING AND PROPOSED CROSSING CHARGE SCHEDULE
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