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Sustainable Streets Index 2010

Letter from the Commissioner

Dear New York City Council Members and fellow New Yorkers:

Welcome to the 2010 Sustainable Streets Index. The Index represents NYCDOT's abiding
commitment to the people of New York City to report annually on transportation conditions,
trends and changes that affect both daily life and the City's long-term health. Additionally,
it reviews the performance of a set of DOT street improvement projects implemented in
recent years.

Continual evaluation of trends, data and performance is essential to 21st Century
governance, planning and democracy. For example, early editions of the Index highlighted
the unparalleledrole of public transit in absorbing travel demand during the City's population
and economic expansion during the 1990s and 2000s. This year, we note that 80% of
new housing units built in the city in the past decade are within walking distance of a
subway station or Select Bus Service stop. These findings both point to higher demand for
transit in the future, and challenge Albany to resolve the problem of transit funding. Strong
patronage of new Select Bus routes provides a counterpoint to our finding that citywide
bus ridership is shrinking, underscoring the importance of continued innovation and new
models of service.

This third edition of the Index also adds a compilation of travel surveys from neighborhoods
around the Five Boroughs. They demonstrate that the City's rich array of transportation
choices is not confined to the Manhattan business district, but is without question a city-
wide fact of life. In particular, the findings spotlight New York as one of the world's pre-
eminent walking cities. Local trips on foot are as prevalent on Fordham Road and in Astoria
as they are in Union Square. Pedestrian safety and connectivity feature prominently in all
of DOT's work on city streets, including several of the projects we review in detail in this
report’'s Project Indicators section.

The range of projects we examine this year reflects the many dimensions of travel in the
city, as well as the Bloomberg Administration's efforts to deliver increased performance
from a wide variety of transportation assets. From measures to improve bus speeds and
collaboration with businesses to reduce delivery delays, to the addition of greenery and
more space for pedestrians in a variety of streetscape settings, NYCDOT is striving to
meet the challenges of a growing, 21 st Century New York.

The Sustainable Streets Index provides NYCDOT and all of the stakeholders in the City's
transportation system with up to date information and insight into the workings, challenges
and successes of travel in New York City, at both city-wide and local scales. Its essential
feedback allows for ongoing update and refinement of the City's policies and priorities.

Sincerely,

o

[

Janette Sadik-Khan
Commissioner



Executive

Summary

Traffic and transit indicators were significantly affected by
the economic recession and resumption of job growth that
occurred in New York City over the past two-plus years. Initially,
transit ridership fell sharply due to job losses, budget cuts
and increased fares, while traffic levels edged upward. As the
city's economy began to emerge from the recession in 2010,
however, subway (though not bus) ridership began to increase
while traffic levels flattened out. The key trends, based on
comprehensive data available for 2009 and the more limited
data available for 2010, are:

= Subway and bus ridership fell 2.5% citywide from 2008
to 2009. The declines were more severe for transit
ridership into the Manhattan Central Business District
(CBD - defined as 60th Street to the Battery), which
experienced more rapid job losses than did the city as a
whole; CBD-bound transit ridership fell 5.7% in 20009.

= Traffic levels increased 0.3% citywide and 1.1% for
traffic entering the Manhattan CBD from 2008 to 2009.

= Subway ridership began to grow in the spring of 2010
and finished with a 1.5% increase for the year as a whole,
while bus ridership declined throughout 2010.

= Citywide traffic levels were not significantly changed in
2010 compared with 2009, based on traffic data from
tolled bridges and tunnels and New York City Department
of Transportation (DOT) traffic counts at a randomly
selected sample of locations throughout the city. (Note
that CBD-bound traffic and transit data are not yet
available for 2010.)

= The one consistent trend involved bike riding, which
continued a pattern of rapid increases. Commuter cycling
increased 26% from 2008 to 2009, and an additional
13% from 2009 to 2010.

The available data for 2010 thus suggest that New York
City may be positioned to resume the trends seen during the
economic expansion of the last decade. From 2003 until the
2008 recession, New York City experienced a period of fully
transit-centered economic and population growth in which
non-auto modes absorbed all the growth of travel in the city.
Vehicle traffic levels declined slightly while subway and bus
ridership rose 12% from 2003 to 2008 and commuter
cycling increased 79%. These trends were consistent with the
transportation and sustainability goals of encouraging mass
transit, walking, cycling and ferries established in PlaNYC, the
City's sustainability plan for 2030, and Sustainable Streets,
DQOT's strategic plan.

Looking beyond the recession, sustainable modes of
transportation will likely absorb increased travel generated by
economic and population growth - but only if the City and the
Metropolitan Transit Authority (MTA) commit the resources to
support these modes. The importance of investing in transit
and other transportation improvements is illustrated by the
two bright spots in the overall picture in the last several years.
First, while the bus system as a whole was losing ridership,
new Select Bus Services (SBS) in the Bronx and Manhattan
attracted increased bus ridership. In a similar vein, continued
expansion of the bike network spurred large increases in cycling
both into the Manhattan core, and in other areas of the city.

The good news looking ahead is that the City and the MTA are
continuing to innovate in these areas. DOT and the MTA are
continuing the roll-out of SBS routes and developing plans
for improved transit service to LaGuardia Airport, the only
major airport in the region without rapid transit access. DOT
continues to expand the bike network and is exploring a bike
share system that would make cycling a more convenient
option for point-to-point trips.

These initiatives will be further supported by patterns in
population growth in the city. Over the last decade, 80% of new
housing units were built within walking distance of a subway
station or SBS route, focusing population growth in transit-
oriented areas of the city. Increases in population are thus likely
to continue to lead to increased use of sustainable modes of
transit, biking and walking.

The big if, however, lies in the area of overall bus and subway
service. Given continued State budget shortfalls and pressures
on the MTA budget, it is unclear whether the recent pattern of
MTA service cuts and fare increases can be broken. In addition,
the current MTA Capital Program remains only partially funded.
Without firmer financing of the city's transit system, the gains
of the past decade are clearly at risk.

This third annual Sustainable Streets Index reviews transit and
transportation trends in New York City, reports CBD traffic
speeds based on taxi Global Positioning System (GPS) data
and reports performance indicators for eleven major roadway
projects involving changes in street operations. A new section to
the report profiles transportation patterns at the neighborhood
level. Based on field interviewing in eight neighborhoods, the
neighborhood-level data show that overwhelmingly, most
people shopping, going to restaurants, running errands and
going to and from their homes have traveled to the neighborhood
by walking or transit:

Sustainable Streets Index 2010



= Insix diverse neighborhoods (from the Bronx, Brooklyn,
Manhattan and Queens) 85-93% of people arrived by
transit, biking or walking.

= Intwo neighborhoods (Astoria, Queens and New Dorp,
Staten Island), 60-77% of people arrived by transit,
biking or walking.

These results underscore the value of strengthening transit,
biking and walking to address mobility, environmental quality
and quality of life goals.

The neighborhood-level section also shows the broad-based
and increasing role that cycling plays in the city's transportation
system:

= 520,000 adult New Yorkers bike at least several
times a month.

= Onkey bike routes in Manhattan, bike riders comprise up
to one-third of those using the street for transportation
- for example, 37% of those traveling on Prince Street
in the evening rush period and 32% of those traveling on
East 10th Street.

= |nstallation of improved bike lanes and protected bike
paths led to 46% to 268% growth in bike volumes,
helping to fuel the overall growth in biking in the city.
Examples are the 69% increase on Ninth Avenue in
Manhattan, 97% increase on Kent Avenue in Brooklyn and
268% increase on Rockaway Boulevard in Queens.

Highlights from the taxi GPS and project-specific performance
indicators sections are:

= Traffic speeds in the Manhattan CBD improved by 6%
between the fall of 2008 and fall of 2009, and then
leveled offin 201.0.

Bus ridership on 34th Street in Manhattan increased by
3-6% after implementation of bus countdown clocks

and related improvements to bus service, even as other
crosstown bus routes experienced an average drop of 5%.

Injuries from vehicular crashes decreased by 48% along
Gerritsen Avenue in Brooklyn after narrowing the roadway
and implementing left-turn bays, a painted median, a
pedestrian refuge island and other improvements.

Injuries from vehicular crashes decreased by 24 % along
Houston Street in Manhattan after implementation of lane
reconfigurations, dedicated left-turn bays, new medians,
pedestrian refuge islands and other improvements.

Injuries to motor vehicle occupants and bicyclists both
decreased by 35% along Allen and Pike Streets in
Manhattan after implementation of lane reconfigurations,
dedicated left-turn bays, pedestrian plazas, pedestrian
refuge islands and other improvements.

Delivery companies' vehicles saw travel times improve
130% from a pilot of off-hour deliveries, based on a
comparison of evening and midday travel speeds.

Traffic delay fell by 70% for northbound vehicles
coming off the Pulaski Bridge turning right onto Jackson
Avenue in Queens after lane reconfigurations and signal
timing changes.

Parking duration fell by 20% in Park Slope, Brooklyn due
to the PARK Smart peak rate pricing pilot, enabling more
drivers to find metered spaces and reducing overall traffic
volumes on the neighborhood's main commercial avenues.

These results underscore the value of
strengthening transit, biking and walking

to address mobility, environmental
quality and quality of life goals.

Sustainable Streets Index 2010



Traffic and

Transit Trends

In recent years, New York City travel patterns have been
marked by generally flat traffic growth and increasing
transit ridership and cycling. Concurrently, the city's
population and employment have grown. However, the
economic recession beginning in 2008 and continuing into
2010 resulted in employment losses and related shifting
travel patterns during 2009.

Employment in New York City rose by 7.3% from 2003
to 2008, but then declined by 2.7% in 2009 as a whole,
and 3.6% from fall 2008 to fall 2009. Among the five
boroughs, employment in Manhattan was down the most
in 2009, by 4.8% from 2008, after five straight years of
growth. Employment in the outer boroughs was a mix of
positive, negative, and no growth. The Bronx was up while
Queens and Staten Island were down, and Brooklyn was
flat. The city's population climbed slightly by 0.3% in 2009.

Travel costs such as gasoline prices, tolls and transit fares
also underwent noticeable changes in 2009. After reaching
an all-time high of over $4 per gallon in mid-2008, gasoline
prices fell to an average of $2.36 in 2009. Even with a
modest price rebound in late 2009, on average the year's
gasoline prices were at the lowest level since 2005.

While gasoline prices were down, MTA Bridges & Tunnels
tolls increased, affecting tolled crossings within the five
boroughs. Following an approximately 11% increase for
cash tolls for passenger vehicles on major crossings in
March 2008, there was an additional 10% increase in
July 2009 to $5.50. Hudson River tolls remained at levels
set in 2008.

In June 2009 the transit fares for single rides, the bonus
fare and the 30-Day Unlimited pass increased. The single
ride fare increased by 12.5% from $2.00 to $2.25 while
the 30-Day Unlimited pass - first introduced in 1998 -
increased by 9.9% from $81.00 to $89.00. The pay-per-
ride bonus still provided an additional ride with a 15%
bonus, however with a minimum purchase of $8.00 instead
of $7.00. Additionally, with the single ride base fare increase
the average bonus fare climbed from $1.74 to $1.96.

Traffic

Citywide traffic increased slightly by 0.3% but overall still
remained 1.7% below 2007 levels. Citywide travel levels
are down by just over 3% since 2003.

Like employment, traffic volumes have been more volatile
for vehicles entering the CBD than for non-CBD traffic.
CBD-bound traffic, which had declined from 2004 to
2008, ticked upward by 1.1% in 2009, but is still 2.7%
below 2007 levels. Traffic increases ranged from 1%-2%
for the 60th Street and Brooklyn Sectors and 4.8% for
Queens, while traffic from New Jersey dropped by nearly
6%. Furthermore, crossing 60th Street into the CBD,
traffic increases were observed along the periphery, east
of Park Avenue and west of Eighth Avenue. Traffic levels in
the core of Manhattan - which is better served by transit -
were generally down.

Traffic volumes outside the CBD were generally flat
between 2008 and 2009 with an observed increase of
only 0.2%. The Citywide Traffic Index - a new collection of

Citywide traffic volumes are 1.7%

below 2007 levels.

10

Sustainable Streets Index 2010



Citywide Transit and Traffic

= 2.5% decline in bus and
subway ridership in 2009,
but remained higher than
2007 level.

= 9.5% increase in bus and
subway ridership since
2003.

=  0.3% increase in weekday
traffic volumes in 2009,
but still below 2007 level.

= 3.1% declinein
weekday traffic volumes
since 2003.

= 26% increase in bicycle
commuting into the
Manhattan core from 2008
to 2009.

= Additional 13% increase

in bicycle commuting from
2009 to 2010.

= 154% increase in bicycle
commuting since 2003.

Sustainable Streets Index 2010
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traffic counts in the four outer boroughs - showed a generally
flat trend, mirroring the other counts that monitor non-CBD
traffic. Some river crossings had declines with the largest
decreases observed at the Bronx-Queens boundary, due to
on-going roadwork on the Bronx-Whitestone Bridge (down
3.4%) and the Throgs Neck Bridge (down 6.1 %).

Transit

Due to a combination of the economic recession and
employment losses and, to some extent, increased fares and
lower gas prices, gains in transit ridership during previous
years were reversed in 2009. Transit ridership decreased
2.5% in 2009 compared with 2008, with both subway and
bus ridership numbers falling. Reduced ridership was likely
not due to service changes, which were minor in 2009 for
MTA New York City Transit (NYCT) bus routes and subways.

As with job losses and traffic levels, transit ridership into
the CBD was more affected by the recession than was the
case with citywide ridership. Transit ridership into the CBD
declined by 5.7% in 2009 to a level observed between 2006
and 2007. CBD-bound transit ridership from all four sectors
was down, especially for the 60th Street crossing, which
declined by approximately 9% to a pre-2006 level. Transit
ridership from Queens and Brooklyn were each down about
5%, and just under 1% crossing the Hudson River from New
Jersey. CBD-bound ridership was up 2.5% from Staten Island
due to gains on the ferry.

In the outer boroughs and Manhattan north of 60th Street,
bus ridership was down 2% overall from 2008 to 2009.
Queens, Brooklyn, and Staten lIsland local bus ridership
were down by a similar percentage, while the Bronx and
upper Manhattan were each down by about 1.5%. However,
the 2009 bus ridership outside the CBD still remained up
1.2% from 2007.

Preliminary subway ridership data through October 2010
show a rebound of 1-2% from the 2009 figures, though
not back to 2008 levels. Local bus ridership continues to
decline across all boroughs, although Queens figures are
approximately flat from 2009 led by growth along routes
that the MTA took over from private operators several
years ago. Significant service modifications and cuts for
bus routes and subway lines were put into effect during the
summer of 2010, and the fare was increased at the very end
of 2010. The complete 2010 data and 2011 ridership data
will be needed to determine the impacts of the service cuts
and fare increase.

Due to the recession and fare increases,
transit ridership decreased 2.5% in 2009

compared with 2008, with both subway
and bus ridership numbers falling.

12
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Transit and Traffic into the CBD (Indexed to 1990)
= 5.7% decline in transit

(bus and subway) 190
ridership in 2009. 140
= 8.1% increase in transit Transit
ridership since 2003. 130
= 1.1% increase in traffic 120
volumes into the CBD in
2009, but remained lower 110
than 2007 level.
= 5.9% decrease in traffic 100
volumes since 2003. 90
B
70
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Year

Transit and Traffic Outside the CBD
(Traffic indexed to 1993/Transit indexed to 1998)

= 2.0% decreaseinbus

ridership outside the CBD 150
in 2009, but still above the
2007 level. 140
= 7.6% increase in bus Transit (Bus Only)
ridership outside the CBD 130
since 2003.
120
= 0.2% increase in traffic
volumes outside the CBD 10
in 2009.
= 2.4% decrease in traffic 100 1
volumes since 2003.
O
s
70
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Year

Note: Borough-level bus ridership is not available prior to 1998. Subway ridership is not shown because data for
subway trips made exclusively outside the CBD cannot be separated from data for trips beginning or ending inside
the CBD. Note that a large majority of subway trips that begin outside the Manhattan CBD are CBD-bound.
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New direct NJ Transit First
bus service opens Kearny MetroCard
between Connection, vending
Manhattan beginning machines
and LaGuardia Midtown introduced
Airport Direct service

DOT launches the Red
Light Program which takes
pictures of the license
plates of vehicles that run
red lights

E-ZPass introduced in New
York City

NYC Transit's bus fleet
becomes 100 percent
accessible to customers
with disabilities

14

E-ZPass accepted at all
regional crossings

Full integration of
MetroCard on Subway
and Bus System & Free
transfers

1-day, 7-day, 30-day
and Bonus MetroCards
introduced

NYC Transit introduces
hybrid-electric buses

Articulated buses begin
service in Manhattan. They
have 22 more seats than
standard buses and can
carry almost twice as many
customers

63rd Street Tunnel opens to
Qns. Blvd. IND Service

Travel restrictions
implemented post-9/11 on
major roadways (Single-
Occupant Vehicle Ban, No
Commercial Vehicles)
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All city curbs Manhattan Bridge
are ADA- peak hour HOV DOT completes
compliant lane put in place implementation
of 200 miles
Opening of Secaucus Select Bus Service debuts | of bike lanesin
Junction in December on Fordham Road, Bronx, three years
and 34th Street Bus
PATH service restored Priority, Manhattan DOT creates
to Lower Manhattan pedestrian
in November plazasin
Herald Square
JFK AirTrain begins service and Times
Square
Central Park High-Occupant
Vehicle (HOV) restriction Select Bus Service begins
introduced in November on 1st and 2nd Avenues
on West Drive in Manhattan
Full subway service MTA eliminates service on
restored on the 2 subway lines
Manhattan Bridge and 37 bus routes
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Manhattan

Traffic Speeds

Weekday CBD o
Taxi Speeds from
8a.m.-6p.m.
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Speed Trends

Methodology Findings

All yellow taxicabs are equipped The taxi GPS dataset provides the first comprehensive view of network-wide traffic
with GPS devices which create  speeds in Manhattan. The taxi speed data are based on the distance and duration of the
electronic trip sheets for all entire trip for customer-carrying taxi rides. Speeds reflect both time in motion and time
customer-carrying taxi trips 24  spentstoppedintraffic oratred lights. The data can be used to track shifts in traffic speeds
hours a day, seven days a week. across time (fromyear to year, from day to day, or from hour to hour within the typical day),
The dataincludes time and location  and for trips in different geographic areas. Findings from the data include:

of trip origin and trip destination,

time elapsed, distance traveled, =  Traffic speedsinthe Manhattan CBD improved by 6% between the fall of 2008 and
and fare. The system records fall of 2009

approximately 13 million trips per . Speeds leveled offin 2010

month. DOT receives the taxi GPS
data from the Taxi and Limousine
Commission (TLC) in order to study =  Speeds during January, February and March are on average 5% faster compared to
travel patterns and analyze vehicle the rest of the year

traffic speeds to support agency
policymaking and operations. DOT
has usable data from fall 2007 to =  One-third of the top 100 fastest days are in January, February and March

the present.

= Weekday speeds average 9.3 mph for CBD trips between 8 a.m. and 6 p.m.in 2010

= January is the fastest month and December is the slowest
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Daytime Traffic Speeds:
Weekdays (9'a.m. -4 p.m.)

Lincoln Tunnel

T ——

Holland Tunnel h

Battery Tunnel Brooklyn Bridge

4

" Manhattan Bridge

Williamsburg Bridge

Queensboro Bridge
o

\
\

Average Speed (short taxi trips)
I 7.5 m.p.h. or below
P 7.5-85mph.

I 85-90mph.

. 9.0-95mph.

.~ 95-105mph.
.~ 105-150mph.
|:| Taxi data not available

Daytime Traffic Speeds

Findings

Methodology

The data shown in the map are based on GPS data for short-
distance trips (up to a half mile) from typical weekdays (excluding
major holidays) between 9 am. and 4 p.m. between November
2009 and October 2010. Speeds are calculated for small zones
using the median speed for taxi trips in each zone. Data reflect
these average zonal speeds, not speeds for individual streets.
Zones with insufficient number of taxi trips are not included.

Sustainable Streets Index 2010

Daytime speeds are slowest in Midtown and Lower
Manhattan; these areas also have the largest amount of taxi
pickups and drop offs

Speeds are somewhat similar to Midtown on the west side up
to about 76th Street and up to 86th Street on the east side

The average speed for short distance trips on the
map is 6.8 m.p.h.

17



o
M| o~ 0| | o < | | o Mo~ =
O N B R R VR UL I I B OB B B VI UL L IR PN Y U IR IR I RV o
x
3
o | o© <+ || o mlo|~ N|lo | © <
Y - | L U S R RSN L O x|« Lo 53« @
)
- e
=
— | 0| W M| o |~ | o | © ©!wn! )
mwm L I (R I e B RV = ©l5|(q |l - Elol o a e - o
] ] o)
< > ® n :
> o~ |« o | © > — | |1 o~ | IS
= O A mm = 2 = | o T REIR 2 o5 S| I
(a1] > N
wl © | m — o} < oln~| < | o > o|lm|o
M- v o8 8 ~ < g ol Fl ol SS9 d1 5 F Ao S Al®
- -
1 1 1 1
1 1 1 1
= |05y = ol SI5Jre! = qjo 5|88 = - o 58 |R
1 1 1 ]
< | | o|lm|o oln|o R R ')
U L I BN SV ] NS la| @ L2 I o B S B VI Y ] L I B SR Y

©o|lm|o oln~| < oln~| < | o o|lm|o
O N SN ® (LI e (R P (SIS B S O NSl ®
-III-
1 ]
0l oo olm| o ©o|lm|o ol o
i A R R N2 ala | ™ NP a | o™ L= @) 4 Q N
] ]
< | | o ol o ola| o | ©
> b NMola N b S R B VR RV AR S = AoV oV o = D N | A
- ;
mlo|~ < | | @ | © m| o
=l = ©la A N NS N w ™~ N |« (o} = SRR
P4 =
< 3
B N o | © Mo~ m| o~ | o | ©
= LI It i i YV ©l 4 la |« © g ]| = SR i e ) B Y
-III- -III- -III-
—'o! o | o | © ! ' o | © 'H4'o | wn
= Sl alalQ SElN i e B Y to N SN = SOl
1 ] 1 ] 1 ]
- beeed - ——-
o |~ | S| o ! lH | 0| nw — | | W o~ | | o
L (SLI e R B ) b SR i o D B R e ] (SCI e i B 5]
1 ]
-

Aeq Ag Aeq speadg oljjel] uejjeyuep




This calendar shows average daily speeds in the
MARCH Manhattan CBD, 6 a.m. to 6 p.m.

Key:

The 25 fastest days (average speed between
7 8 9 10 11 12 13 14.2 m.p.h.and 12.0 m.p.h.). Most occur on
major holidays or on Sundays in January or July.

21 2o 23 24 25 26 27 The next 75 fastest days (average daily speed
between 12.0 and 10.8 m.p.h.). Most occur
on weekends, or immediately before or after
holidays, especially early in the year.

Between the 100 fastest days and 100 slowest
days are the 165 days with average daily speeds
JUNE between 10.8 and 9.6 m.p.h. Most are weekdays,
S M T w T F S though most Saturdays in the last quarter of the
year also fall into this group.

6 7 8 - 10 11 12 The next 75 slowest days (9.6 to 9.1 m.p.h.).
Most are mid-week weekdays scattered
throughout the year, with visible blocks in the

20 21 22 23 24 25 26 spring and late in the year.
27 28 29 S0 - The 25 slowest days (9.1 to 6.4 m.p.h.).
Most occur in the latter part of the year and all

are weekdays. The heaviest concentration are
in late September during the United Nations
General Assembly, and in December.

SEPTEMBER Fastest Day
s M T W T F s = 2008: Sunday, June 1 (15.1 m.p.h.)
= 2009: Thursday, January 1 (13.9 m.p.h.)
1 2 3 4 = 2010: Sunday, July 4 (14.2 m.p.h.)

5 + 6 » 7 | 8 | 9 | 10 11

Fastest Non-Holiday Weekday

= 2008: Friday, May 11 (12.4 m.p.h.)
= 2009: Monday, September 28 (11.9 m.p.h.)
= 2010: Monday, January 4 (11.8 m.p.h.)

Slowest Day

= 2008: Wednesday, September 24 (7.0 m.p.h.)
= 2009: Monday, December 21 (8.0 m.p.h.)
= 2010: Wednesday, December 29 (6.4 m.p.h.)

DECEMBER pommss 1 2010 Holidays

(LTS + January New Year's Day (1)
Martin Luther King Jr. Day (18)

April ] Easter Sunday (4)
May .| Memorial Day (31)
July Independence Day Observed (5)

November  Veteran's Day (11)
Thanksgiving (25)
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A substantial majority of people interviewed
in eight diverse neighborhoods arrived by
walking or transit.
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OTHER \1% BUS 39 BUS&SUBWAY 2%
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FRIEND 1%
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MEDICAL 2%
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SHOPPING 11%
SCHOOL 1%
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DOT staff conducted intercept surveys at eight locations for
various projects between December 2008 and March 2011.
While each survey was completed for different types of DOT
projects such as Select Bus Service and PARK Smart, all the
surveys were designed to better understand people’s travel
behavior. The surveys were conducted in areas with a high
concentration of shopping and during peak shopping times on
weekdays and weekends. For all eight surveys, respondents were
asked how they got to the area and their reason for making the trip.

The survey results indicate that 85-93% of respondents walked,
rode a bicycle or used public transportation to get to their
destination except in Astoria and New Dorp where the figures were
77% and 60%, respectively. Auto and taxi use accounted for only
7-15% of trips except in Astoria (23%) and New Dorp (40%). The
trip purposes for over 60% of respondents were shopping, live here
and work except for the New Dorp neighborhood in Staten Island.
Forty-eight percent of respondents were on New Dorp Lane to shop
or work or because they lived in the neighborhood, 15% were there
for school and 15% were taking care of personal business such
as going to the bank or library. The category “live here” represents
survey respondents that live in the survey neighborhood but did not
have a specific trip purpose. The survey conducted along Fordham
Road did not have a“live here” category for respondents to select.
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Regular Bike Riders

Number of adult residents who bike
several times a month or more (includes
commuting, errands and recreational)

<12,000

,000-25,000

Manhattan

Bicycle Facts

Airports

Data not available

Source: 2009 NYC Community Health Survey

Staten Island
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Bicycle Facts
o 520,000 NYC adults are regular bike riders o Cycling increases after installation of bike lanes:
o Commuter cycling has doubled since 2006 = Kent Avenue (Bk) 97% increase

= Grand Street (Mn) 56% increase
= Oth Avenue (Mn) 69% increase

= Prospect Park West (Bk) 199% increase
L] 32% of traffic on East 10th Street (Mh) " Vernon Avenue (Qn) 46% increase

O Inthe evening rush hour, cyclists are:

= 37% of traffic on Prince Street (Mn)

= 26% of traffic on Bleecker Street (Mn) »  Rockaway Boulevard (Qn) 268% increase
= 28th Street (Qn) 77% increase

= Smith Street (Bk) 46% increase
= Manhattan Avenue (Bk) 66% increase

= 22% of traffic on Hoyt Street (Bk)
= 12% of traffic on Prospect Park West (BK)

Sustainable Streets Index 2010




Bike Commuters

Percent of Workers who Commute by / \\\'\fi
Bicycle by Census Tract 2005-2009 /

24
1

/o
S Iy
0%-1% f The Bronx

I 1%-2%
- 2%-16%

Airports

Source: U.S. Census Bureau, American
Community Survey, 2005-2009

Staten Island

“Regular Bike Riders" data covers all NYC adults, and all trip purposes.

“Bike Commuters” data covers workers who report bicycling as their “usual” mode of travel to work for the week prior to
the survey. It excludes workers who bike to work a few times a week as well as non-commuter trips (e.g., shopping, leisure,
personal appointments), which comprise 82% of all trip-making.

520,000 NYC adults ride-abike at least

several times a month.
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Safety, Pedestrian &
Bicycle Improvements

1. Gerritsen Avenue

2. West Houston Street
3. Allen and Pike Streets
4. Jackson Avenue

5. Park Circle

6. Allerton Avenue

7.34th Street Bus Priority
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Congestion Reduction
8. Belt Parkway Access/Egress Improvements
9. Amboy Road

10. Off-Hour Deliveries®

S
|
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o

11. PARK Smart - Park Slope Pilot

NEES
e

\
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Project

Indicators

To fulfill provisions of Local Law 23 of 2008 (Intro 199), this
section reports performance indicators for major roadway
projects involving “changes in street operations, such as
lane reapportionments, lane reconfigurations, significant
adjustments in traffic and parking regulations and changes in
traffic signal timing." The performance indicators are formulated
to assess the effectiveness of DOT projects in encouraging
more sustainable means of transportation.

This section reports on 11 major DOT projects that were
implemented by the end of 2009. In each case, DOT collected
before and after performance indicators. The indicators
measure safety, usage levels for motor vehicles, cyclists,
pedestrians and bus riders, and/or travel times through the
project area.

The 11 projects selected for evaluation reflect the multimodal
character of DOT's projects. They include safety; pedestrian,
bus and bicycle enhancements; traffic calming; congestion
reduction; and parking and truck regulation. The projects are
distributed throughout the five boroughs, and reflect a range of
conditions from the dense Manhattan core to streets in low-rise
Brooklyn and Staten Island neighborhoods.

The projects also illustrate a range of different design
treatments. Along Gerritsen Avenue, safety improvements,
traffic calming measures such as reducing the number of
travel lanes, simplifying turning movements, and installing a
pedestrian refuge island have proven to significantly reduce
crashes along the corridor while not causing congestion with
fewer lanes. The Jackson Avenue/Pulaski Bridge project helped
transform an old industrial neighborhood to meet the needs of
new residential development for safe pedestrian routes through
the area and to public transportation. Pedestrian safety and
connectivity was also paramount to the Park Circle and Allen
Street/Pike Street projects. Changes at Park Circle provide safe
pedestrian, bike and equestrian routes to and from the park and
surrounding area. At Allen and Pike Streets, pedestrian plazas
were created to provide an enjoyable space for the public.

Other projects improve the operation of a street by modifying
traffic signal timing or phasing. On Amboy Road in Staten Island,
DOT changed the timing of the signals to improve traffic flow.
In Brooklyn at the intersection of Bay Parkway and Cropsey
Avenue, signal timing changes were implemented to reduce
conflicts between pedestrians and vehicles making left turns.
Signal timing changes were also completed to give priority
treatment to buses turning left from 34th Street onto Seventh
Avenue in Manhattan.

Goals can often be accomplished simply by adding streetscape
enhancements. On West Houston Street, benches, trees and
a landscaped median were installed throughout the project
area along with historic-style lamp posts, tinted sidewalks

Sustainable Streets Index 2010

and granite curbs. A new park was created by simplifying the
intersection at Sixth Avenue and Bedford Street.

Inthe PARK Smart pilot in Park Slope, DOT adjusted meter rates
to encourage turnover of parking spaces, thus enabling more
people to park in a given space for the purpose of shopping,
going to medical appointments and the like.

Highlights from the project performance indicators are:

Injuries from vehicular crashes decreased by 48% along
Gerritsen Avenue in Brooklyn after narrowing the roadway
and implementing left-turn bays, a painted median, a
pedestrian refuge island and other improvements.

Injuries from vehicular crashes decreased by 24 % along
Houston Street in Manhattan after implementation of lane
reconfigurations, dedicated left-turn bays, new medians,
pedestrian refuge islands and other improvements.

Injuries to motor vehicle occupants and bicyclists both
decreased by 35% along Allen and Pike Streets in
Manhattan after implementation of lane reconfigurations,
dedicated left-turn bays, pedestrian plazas, pedestrian
refuge islands and other improvements.

Pedestrian safety and connectivity improved in the area
of Jackson Avenue and the Pulaski Bridge in Queens,
Park Circle in Brooklyn, and Allen and Pike Streets in
Manhattan, with installation of pedestrian refuge islands,
signal-protected crosswalks and related changes.

Bus ridership along 34th Street in Manhattan increased
by 3-6% after implementation of bus countdown clocks
and related improvements to bus service, even as other
crosstown bus routes experienced an average drop of 5%.

Delivery companies’ vehicles saw travel times improve
130% from a pilot of off-hour deliveries, based on a
comparison of evening and midday travel speeds.

Travel times improved by up to 2 minutes on Amboy Road
in Staten Island, after implementation of signal timing
adjustments, lane reconfigurations, left-turn bays and
other improvements.

Traffic delay fell by 70% for northbound vehicles coming
off the Pulaski Bridge making a right onto Jackson
Avenue in Queens after lane reconfigurations and signal
timing changes.

Parking duration fell by 20% in Park Slope, Brooklyn due
to the PARK Smart peak rate pricing pilot, enabling more
drivers to find metered spaces and reducing overall traffic
volumes on the neighborhood's main commercial avenues.
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Reduce excessive vehicle speeds
Improve pedestrian and driver safety

DOT studied potential safety
improvements in response to community
concerns

DOT met with the Brooklyn Community
Board 15 Transportation Committee
(CB15) and elected officials in July 2009
to present a safety and traffic calming
proposal

DOT presented plans to CB15 and
elected officials in October 2009 and
received feedback

DOT modified the plans based on
community input

Narrowed the roadway from two
moving lanes to one moving lane in
each direction from Nostrand Avenue
to Avenue W

Installed a painted median and left-turn
bays at key intersections

Installed turn lanes at the Gerritsen
Avenue and Avenue U intersection and
the Gerritsen Avenue and Knapp Street
intersection to improve safety and to
reduce traffic delay

Installed a pedestrian refuge island

at the Gerritsen Avenue and Avenue U
intersection to improve safety

for pedestrians

48% reduction in total crashes involving
injuries along Gerritsen Avenue from
Nostrand Avenue to Whitney Avenue

Percentage of vehicles traveling over
the speed limit decreased by 30%
along northbound Gerritsen Avenue
and by 10% along southbound
Gerritsen Avenue

Fewer lanes have not caused congestion

3/10 mile
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Gerritsen Avenue is a wide roadway, approximately sixty
feet, with two moving lanes and parking in each direction.
In 2005, DOT implemented safety improvements along
Gerritsen Avenue, from Avenue W to the southern
terminus of the roadway at the edge of Plumb Beach
Channel. The improvements in this southern section of
Gerritsen Avenue consisted of roadway narrowing from
two lanes to one lane in each direction and installing a
painted median. The improvements resulted in a 10%
decrease in speed which brought the daily average
speed for vehicles traveling in both directions under the
30 m.p.h. speed limit.

The community and elected officials voiced their concern
to DOT over safety issues along the northern and central
sections of Gerritsen Avenue, specifically at and around
the Avenue U intersection. As a result of these concerns,
DOT collected speeds, traffic volumes and crash data
along Gerritsen Avenue between Nostrand Avenue and
Avenue W. DOT recorded a high incidence of speeding,
especially in the residential area north of Avenue U
where vehicles were traveling 45 m.p.h. on the 30-m.p.h.
roadway. The corridor was also found to have excess
traffic capacity based on the traffic volumes collected.
As a result of the findings, DOT began to develop safety
improvements for Gerritsen Avenue from Nostrand
Avenue to Avenue W.

DOT presented the project plans to CB15 in October
2009. The board suggested removing bike lanes from
the corridor. DOT made the modifications recommended
by the board. Project implementation was completed in
November 2009.

A pedestrian refuge island was installed in the south crosswalk
at the intersection of Gerritsen Avenue and Avenue U to
improve safety for pedestrians.

In order to calm traffic and improve pedestrian and driver
safety, DOT narrowed Gerritsen Avenue to one moving
lane in each direction and installed a wide center median
along with left-turn bays at key intersections. Most
segments along the corridor experienced a decrease
in speed due to the traffic calming improvements. The
percentage of drivers traveling above the speed limit on
northbound Gerritsen Avenue decreased from 37% to
7%. Along southbound Gerritsen Avenue, the incidence
of speeding decreased from 26% to 16%.

Weekday traffic volumes were virtually unchanged for
morning peak traffic in both directions. There was a
small decrease of 8-9% for the evening peak hour traffic
in both directions, most likely due to seasonal variation.
However, the decrease in traffic volumes shows that
removing one lane maintained capacity for existing
traffic levels.

The project also included modifications to the
intersections on Gerritsen Avenue at Avenue U and
Knapp Street to improve safety and reduce traffic delay.
The improvements at the Gerritsen Avenue and Avenue
U intersection included installing a left-turn lane on
westbound Avenue U and southbound Gerritsen Avenue
as well as installing a pedestrian refuge island on the
south-side crosswalk along with bollards and trees.
DOT provided a southbound right-turn lane on Gerritsen
Avenue approaching Knapp Street and added green time
to the signal for these right-turning vehicles.

The total number of crashes involving injuries along
Gerritsen Avenue from Nostrand Avenue to Whitney
Avenue decreased by 48% from an average of 16.7

Traffic calming and safety measures applied on Gerritsen
Avenue included the narrowing of the roadway from two lanes
in each direction to one and the addition of painted center
medians and left-turn bays.

—— S
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The total number of crashes involving injuries along
Gerritsen Avenue from Nostrand Avenue to Whitney

Avenue decreased by 48%, a statistically significant
reduction in crashes.

per year during the three years prior to implementation to
an annual rate of 8.7 since the project was completed. This
decline represents a statistically significant reduction in
crashes (for crash analysis methodology, see page 72). In
addition, the total number of crashes involving injuries is
lower than any of the 10 prior years.

The safety improvements along Gerritsen Avenue have
benefited pedestrians and drivers by providing traffic calming
measures, simplifying turning movements, and installing a
pedestrian refuge island while not causing congestion with
fewer lanes.

Southbound Gerritsen Avenue Traffic Volumes
At Avenue U (average vehicles per hour)

Northbound Gerritsen Avenue Traffic Volumes Time Before After % Change
At Avenue U (average vehicles per hour) 7-10 am. 425 426 0%

4-7p.m. 512 467 -9%
Time Before After % Change
Daily 299 291 -3%
7-10a.m. 509 514 1%
Before data collected in February 2009. After data collected in November
4-7pm. 642 593 -8% 201.0. Volumes shown in average vehicles per hour.
Daily 379 380 0%

Before data collected in February 2009. After data collected in November

! . Gerritsen Avenue Average Traffic Speeds (in m.p.h.)
2010. Volumes shown in average vehicles per hour.

Avenue U to Knapp Street

Crashes with Injuries along Gerritsen Avenue Eelole ey athiange
Nostrand Avenue to Whitney Avenue Northbound 295 22.9 -22%
Southbound 26.1 25.9 -1%

Before® (three previous years) After

Data collected between 3:40-4:00 p.m. on a weekday. Before data collected in

Total Crashes with Injuries 17 16 17 8.7 February 2009 and after data collected in May 2010.

Number of Crashes with Injuries to:

Motor Vehicle Occupants 14 10 11 6.5 Percentage of Vehicles Over the Speed Limit on Gerritsen Avenue
Pedestrians > 6 6 11 Avenue U to Knapp Street
Bicyclists 1 0 0 1.1
Before After % Change
*Before columns show the crash history for each of the three years immediately Northbound 37% 7% -30%
prior to project implementation. After column shows number of crashes since
implementation (through October 2010) at annual rate. See page 72 for further Southbound 26% 16% -10%

information on crash data source and analysis methodology. The sum of the
three specific categories may not equal “Total Crashes with Injuries” because
some crashes involved injuries in multiple categories.

Sustainable Streets Index 2010
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Improve pedestrian and motorist safety
Simplify complex intersections
Enhance streetscape

Project recommendations developed from NYU-
Wagner Graduate School of Public Service report in
late 1990's

DOT and Department of Design and Construction
(DDC) met with the Transportation Committees
of Manhattan's Community Boards 2 and 3

(CB2 and CB3) from 2001 to 2004 to present
project plans, receive feedback, and to address
community concerns

CB2 passed resolution in support of project in June 2004

Construction began in August 2005 and finished in
June 2009

Installed pedestrian refuge islands, pedestrian
ramps, bell bollards and corner extensions to
improve pedestrian safety

Built raised, widened, landscaped median along
Houston Street from Sixth Avenue to Broadway
to allow for inclusion of left-turn bays to reduce
crashes and to discourage mid-block crossings
by pedestrians

Widened sidewalks on the south side of Houston
Street from Varick Street to West Broadway

Created Bedford Triangle Park by eliminating
slip road at Houston Street and Bedford
Street intersection

Installed benches and trees throughout the project area

Selected amenities and materials to enhance the
historic characteristics of the project area

4/10 mile k
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24% reduction in total crashes involving injuries
along Houston Street from West Street to Bowery

Travel times decreased by as much as three and
half minutes during the weekday afternoon peak in
the westbound direction and increased by as much
as one minute and twenty-four seconds during the
weekday afternoon peak in the eastbound direction

Fewer lanes have not caused congestion

Improved street aesthetics through landscaping and
use of historical materials



Houston Street is one of Manhattan’s busiest crosstown
roadways. Between West Street and Sixth Avenue,
Houston Street is one-way westbound with two lanes and
parking along most blocks. The rest of Houston Street
is bidirectional with three travel lanes in each direction
separated by a median. Parking is also permitted on most
blocks. In partnership with the DDC, DOT reconstructed
Houston Street from West Street to Bowery. The
reconstruction included transportation improvements,
utility upgrades and landscape enhancements.

The planning process for reconstructing Houston Street
extended over a decade and involved significant community
outreach and participation. Recommendations from
the planning study were published by the NYU-Wagner
Graduate School of Public Service in the late 1990's and
were incorporated into the design and reconstruction
of Houston Street. Community outreach for the design
portion of the project began in July 2001 and culminated in
June 2004 with CB2 passing a resolution in support of the
project. DOT and DDC met with CB2 and CB3 many times
to present project plans, address community concerns and
receive feedback. In September 2002; DOT and DDC met
with CB2 to discuss a new park planned at the intersection
of Bedford Street and Houston Street, and follow-up
meetings were held in February and August 2003. The
New York City Landmarks Preservation Commission also
provided input to the project since historic districts are
located within the project limits. Construction for the
project began in August 2005 with a phased approach
that finished in June 2009.

The roadway geometry of Houston Street underwent
significant transformations. The number of moving lanes
was changed from three to two along eastbound Houston
Street between Sixth Avenue and West Broadway to
accommodate wider medians and wider sidewalks on
the south side of Houston Street. DOT removed parking
along westbound Houston Street from Bedford Street to
Varick Street to provide an additional moving lane and
widened sidewalks on the south side of Houston Street.

Prior to reconstruction, there was a significant number
of rear-end crashes to vehicles waiting to make a left
turn from Houston Street. As a result, a raised, widened
median was built along Houston Street between Sixth

W
I:I:

b

Avenue and Broadway to allow for the inclusion of
left-turn bays. The median also improves safety for
pedestrians by discouraging mid-block crossings and
provided an opportunity for landscaping.

Bedford Triangle Park was created at the intersection
of Houston Street and Bedford Street to improve
the aesthetics and safety of the intersection. The
intersection, which also crosses Sixth Avenue, was
simplified by eliminating the one-way slip road between
Bedford Street and Houston Street. The new park
includes historic-style lamp posts, tinted sidewalks, and
granite curbs. These historic amenities are also located
throughout the project area.

Other safety improvements included the installation
of pedestrian refuge islands, bell bollards, pedestrian
ramps, and neck-downs. Pedestrian refuge islands were
created by extending the median into crosswalks. Bell
bollards were added at each pedestrian refuge island
to block vehicles from entering the pedestrian area.
Ramps were installed at corners throughout the project
area to improve mobility for older pedestrians and those
using strollers or wheelchairs. Neck-downs (or corner
extensions) were implemented along the project corridor
to shorten pedestrian crosswalk distances and to slow
motorists turning onto side-streets.

Enhancements along the corridor included the installation
of benches in each pedestrian refuge area and extensive
landscaping in the medians. Seventy-four trees were
planted within the project area to green the corridor and
improve the street aesthetics.

Before and after traffic volumes were collected at several
locations along Houston Street in both directions. The
before and after volume comparison may be influenced
by several factors such as changes in land use and travel
patterns over the years of construction along Houston
Street or the new construction ongoing along the eastern
section of Houston Street. The additional westbound
lane between Bedford Street and Varick Street did not
induce more vehicular volume as that particular section
saw a decrease or no change in volumes during all time
periods except the morning peak. The roadway capacity
was reduced along eastbound Houston Street between
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The total number of crashes involving injuries
along Houston Street from West Street to Bowery

decreased by 24 %, a statistically significant
reduction in crashes.

Thompson Street and West Broadway yet volumes were
down during all peak periods in this section. And thus, the
removal of one travel lane did not create congestion.

Travel time runs were completed along the corridor in
both directions before and after project implementation.
Westbound travel times improved in the morning and
afternoon peak periods. Travel time savings in the afternoon
peak period were more than three and a half minutes. Travel
times during the westbound weekday evening and weekend
afternoon peak periods increased by over one minute and
by 21 seconds, respectively. In the eastbound direction,
travel times increased during the weekday peak periods
and decreased during the weekend afternoon peak period.
The increase in travel time was not due to the reduction
of capacity as the volumes in this section decreased. The
increase was most likely due to construction.

The crash analysis for the reconstruction of Houston Street
includes the three years before construction began - July
2002 to June 2005. Crash data from July 2005 through

Crashes with Injuries along Houston Street
West Street to Bowery

Before* (three previous years) After
Total Crashes with Injuries 107 77 69 63.8
Number of Crashes with Injuries to:
Motor Vehicle Occupants 63 36 33 30.8
Pedestrians 27 29 20 24
Bicyclists 19 12 17 11.3

*Before columns show the crash history for each of the three years immediately
prior to project construction. After column shows number of crashes since
implementation (through October 2010) at annual rate. See page 72 for further
information on crash data source and analysis methodology. The sum of the
three specific categories may not equal “Total Crashes with Injuries” because
some crashes involved injuries in multiple categories.
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June 2009 were not included in the analysis because it
coincided with the construction period. The total number of
crashes involving injuries along Houston Street from West
Street to Bowery decreased by 24% from an average of
84.3 per year during the three years prior to construction
to an annual rate of 63.8 since the project was completed.
This decline represents a statistically significant reduction
in crashes (for crash analysis methodology, see page 72).
In addition, the annualized crash rate after implementation
was lower than the number of crashes in any of the seven
prior years.

The eastern section of Houston Street from Bowery to
the FDR Drive is currently undergoing reconstruction as
a DOT/DDC capital project. Project completion is scheduled
for 2013.

Eastbound Houston Street Average Peak Period Travel Times
Sixth Avenue to Bowery

Before After Change % Change
Weekday 7-10 a.m. 03:24 03:44 00:20 10%
Weekday 12-2 p.m. 03:43 05:07 01:24 38%
Weekday 4-7 p.m. 04:13 05:03 00:50 20%
Saturday 11 a.m.-2 p.m. 07:47 06:23 -01:24 -18%

Before data collected in October 2004. After data collected in November 2010.
Times shown in minutes, seconds.

Westbound Houston Street Average Peak Period Travel Times
Bowery to West Street

Before After Change % Change
Weekday 7-10 a.m. 08:52 08:34 -00:18 -3%
Weekday 12-2 p.m. 11:00 07:28 -03:32 -32%
Weekday 4-7 p.m. 08:28 09:45 01:17 15%
Saturday 11 a.m.-2 p.m. 08:40 09:01 00:21 4%

Before data collected in October 2004. After data collected in November 2010.
Times shown in minutes, seconds.
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Improve safety for pedestrians, drivers and cyclists
Expand and connect pedestrian mall spaces
Enhance and improve bicycle connections

Enhance streetscape

The community initiated and participated in design workshops
that called upon DOT and the New York City Department of Parks
and Recreation (Parks) to transform Allen and Pike Streets into a
pedestrian-friendly boulevard

DOT presented plans to the Manhattan Community Board 3
Transportation Committee (CB3) in February 2009

DOT met with CB3 in March 2009 to address questions and
concerns and received support for the plans along with specific
recommendations from CB3

DOT modified plans based on community input and presented the
final plan to CB3 in April 2009

DOT distributed notices regarding project implementation to
community businesses and residences in August 2009

DOT updated CB3 on project progress in September 2009

Narrowed the roadway from three moving lanes to two
moving lanes in each direction

Installed left-turn bays and added a dedicated signal phase
for vehicles turning left

Created pedestrian plazas and widened malls
Installed new crosswalks to connect pedestrian malls

Relocated bicycle lane from right-side curb to left-side curb
next to mall; provided nine-foot buffer between bicycle lane
and travel lanes; provided connection to East River Greenway

35% reduction in both motor vehicle crashes and bicycle
crashes involving injuries along Allen and Pike Streets from
Houston Street to South Street

Daily traffic volumes decreased by 18% for northbound and
23% for southbound traffic

Bike ridership increased by 43% in the northbound direction
and by 60% in the southbound direction from 7 a.m. - 7 p.m.
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Members of the Lower East Side and Chinatown
communities contacted DOT about the need for
pedestrian and traffic safety changes in the area and the
opportunity to create a landscaped promenade to the
waterfront along Allen and Pike Streets. Allen Street and
Pike Street had concrete malls separating northbound
and southbound traffic, a legacy from demolition of the
Second Avenue elevated train line and several blocks of
tenement housing, a stark contrast to the park space
between Chrystie and Forsyth Streets to the west.
The Allen and Pike Street malls were underutilized
and presented an opportunity to significantly improve
pedestrian access and safety in both Chinatown and the
Lower East Side.

Inresponse to requests from the Lower East Side BID and
community organizations, DOT began to look for specific
areas of improvement along the corridor. Although few
neighborhood residents own cars, the area is a major
conduit for vehicular traffic due to the proximity of the
Williamsburg and Manhattan Bridges. Both bridges also
attract many cyclists, though the existing bicycle lanes
on Allen and Pike Streets were frequently blocked by
double-parked vehicles and delivery trucks.

The northern portion of the project area has a
concentration of restaurants and stores while the land
uses in the southern area of the project are a mix of retail
and residential. The street configuration was three lanes
in each direction plus bicycle and parking lanes on both
sides, divided by malls that are 20 or more feet wide.
Due to the wide roadway, vehicles would weave through
the three lanes and make unpredictable movements. The
road width also made for longer crosswalks. Another
safety issue resulted when left-turning vehicles queued
between the malls blocking traffic and pedestrians.

A bird's eye view of the project showing the new bicycle lane, buffer

space and a pedestrian plaza created by connecting the malls.

DOTmetwithCB3tooutlinethe projectplansinFebruary
2009, and started a dialogue that continued in the
following months. In March, DOT addressed questions
and concerns and the committee voted to support
the overall project. DOT modified the plans based on
community feedback and presented the changes to
CB3in April. In August DOT distributed notifications of
the project and its implementation to local businesses
and residences along the entire corridor.

DOT removed a travel lane in each direction, narrowing
the roadway from three lanes in each direction to two.
The bicycle lane was relocated from the curb adjacent
to parking to the interior space next to the mall. A
nine-foot buffer was installed between the bicycle
lane and the travel lanes to prote