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Comprehensive Written Testimony of Michael Festa 

Response to Department of Motor Vehicles’ Submission Regarding Police-Ordered 

Towing Rates 

My name is Michael Festa. I am a founding member of ACT, Inc. And the owner of MyHoopty.com 

LLC in Oakville, Connecticut. My company performs police-ordered towing, recovery, storage, 

abandoned vehicle processing, private-property towing, and related motor vehicle services. 

I submit this written testimony in response to the Department of Motor Vehicles’ written response to the 

Police-Ordered Towing Council’s recommendations concerning rates and charges for police-ordered 

towing under Public Act 25-55. 

In addition to this written testimony, I have separately filed a formal written objection and motion 

concerning the Department’s written and oral submissions regarding proposed towing rates, which I 

respectfully request be incorporated into and preserved as part of the administrative record for all 

purposes, including any judicial or appellate review. 

I. The Department’s Process Was Incomplete and Demonstrably 

Prejudicial 

The Department’s submission acknowledges that the Commissioner received a letter from the Insurance 

Association of Connecticut expressing concerns about increased towing rates and consumer insurance 

premiums. At the same time, to my knowledge, the Department did not meaningfully solicit operational 

cost data from Connecticut’s towing associations before preparing its recommended rates. 

That imbalance matters. 

Insurance carriers and towing operators have directly adverse economic interests in this proceeding. 

Insurers benefit from lower regulated towing rates. Towing companies, by contrast, must purchase the 

equipment, pay the insurance, employ the operators, maintain emergency readiness, comply with public 

safety requirements, process abandoned vehicles, and absorb unpaid losses. 

A rate hearing is supposed to gather evidence before conclusions are reached. If the Department 

contacted or relied upon insurance-industry concerns while failing to seek equivalent operational data 

from towing-industry associations, then the resulting recommendation is not based on a complete record 

and is not in the spirit of Public Act 25-55. 
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II. The Department’s Use of CPI, PPI, and TPPI Does Not 

Capture Actual Towing Costs 

The Department relies heavily on broad economic indicators such as CPI, PPI, and TPPI. Those 

indicators may provide general economic context, but they do not reflect the specific cost structure of a 

police-ordered towing business. 

Towing costs are not driven merely by broad consumer inflation. They are driven by: 

• wrecker acquisition costs; 

• truck body costs; 

• financing costs; 

• commercial insurance premiums; 

• workers’ compensation exposure; 

• driver wages; 

• fuel; 

• repairs; 

• tires; 

• dispatching; 

• shop rent; 

• abandoned vehicle losses; 

• equipment replacement; 

• training; 

• regulatory compliance; 

• documentation requirements; 

• and non-billable emergency readiness. 

A general inflation index does not measure whether a light-duty flatbed that previously cost 

approximately $95,000 now costs approximately $145,000, or whether a medium-duty flatbed that 

previously cost approximately $130,000 now costs approximately $155,000. Those are the actual capital 

costs operators must bear. 

Further, generalized national economic indicators do not adequately capture the substantially higher cost 

of living and cost of doing business within Connecticut. 

Connecticut operators face: 

• elevated labor costs; 

• elevated insurance costs; 

• elevated energy costs; 
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• elevated property costs; 

• elevated regulatory costs; 

• and elevated wage pressure associated with Connecticut’s state minimum wage structure. 

Many national economic indicators are influenced by broader nationwide averages that do not accurately 

reflect Connecticut-specific business conditions. Connecticut’s state-mandated wage structure 

substantially exceeds the federal minimum wage baseline that underlies many generalized national labor 

and inflation metrics. 

As a result, reliance upon generalized national indicators without meaningful Connecticut-specific 

operational analysis risks materially understating the true economic burden imposed upon Connecticut 

towing operators. 

III. Real-World Truck Cost Analysis 

It is not merely what it costs to perform a police-ordered tow; it is what it costs to remain available and 

operationally prepared to perform the work when called upon. 

Unlike many other transportation or service industries, police-ordered towing is not a fundamentally 

predictable or continuously scheduled revenue-producing business. Revenue cannot be forecasted in the 

same manner as traditional transportation, delivery, construction, or contracted service operations. 

Further, unlike consensual towing, police-ordered towing assignments generally cannot be selectively 

declined without consequence. Wreckers operating on police rotation systems are expected to remain 

available and responsive. If a company repeatedly passes or declines calls, it risks removal from the 

jurisdiction’s rotation list. 

Accordingly, towing operators must continuously maintain: 

• staffed equipment; 

• insured vehicles; 

• compliant facilities; 

• dispatch capability; 

• trained operators; 

• and emergency readiness; 

regardless of whether revenue-producing calls are actively occurring. 

The following analysis reflects a real-world operational cost evaluation of a modern light-duty police-

ordered towing unit. The analysis considers acquisition cost, depreciation, insurance, fuel, repairs, tires, 
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driver labor, dispatch allocation, rent allocation, financing cost, and related operational burdens across 

the truck’s expected useful service life. 

Assumptions used for illustration: 

• Operating period: 4 years 

• Mileage: 46,000 miles 

• Operational/engine hours: 4,250 hours 

• Fuel economy: 8 MPG 

• Fuel cost: $4.60/gallon average placeholder*   

• Repairs: $1,500/year 

• Tires: $1,700 every 1.5 years 

• Driver labor: $33/hour 

• Dispatch allocation: $430/week divided by 3 trucks 

• Rent allocation: 1/8 of $2,650/month shop rent 

• Interest: 6% annually on build/acquisition cost 

*fuel costs were calculated using approximate average commercial fuel pricing during the relevant 

operational period of 2022, 2023, 2024, 2025 to arrive at the per gallon average  

A. Light-Duty F-550 Flatbed 

Prior approximate acquisition cost: $95,000 

Current approximate acquisition cost: $145,000 

Increase: $50,000 

Percentage increase: approximately 52.6% 

Using the current replacement cost of $145,000 and applying the same four-year operating model, the 

capital and operating burden of a light-duty flatbed cannot reasonably be evaluated against old flat-rate 

assumptions. The truck’s acquisition cost alone has increased by approximately $50,000 before 

accounting for insurance, payroll, fuel, tires, repairs, financing, compliance, and overhead. 

Estimated four-year cost components, before final ACV adjustment: 

• Insurance: $16,500 per year policy period 10/25 - 09/26 

• Fuel: approximately $26,450 

• Repairs: approximately $6,000 

• Tires: approximately $4,533 

• Driver labor: approximately $140,250 

• Dispatch allocation: approximately $29,813 
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• Rent allocation: approximately $15,900 

• Interest at 6% on $145,000: approximately $34,800 

• Depreciation: current replacement/acquisition cost less documented actual cash value 

Once the actual cash value is inserted, this analysis will produce a per-mile and per-hour cost. The point 

is clear: a $160 hourly rate for light-duty police-ordered towing does not meaningfully reflect the 

modern cost of placing a light-duty flatbed into service and maintaining it for 24-hour emergency 

response. 

B. Medium-Duty Flatbed 

Prior approximate acquisition cost: $130,000 

Current approximate acquisition cost: $155,000 

Increase: $25,000 

Percentage increase: approximately 19.2% 

Using the current replacement cost of $155,000 and the same four-year operating methodology, the 

medium-duty flatbed carries an even larger operational burden. Medium-duty equipment generally 

involves increased insurance exposure, higher repair costs, higher tire costs, increased fuel usage, 

greater capital risk, and heavier-duty components. 

Estimated four-year cost components, before final ACV adjustment: 

• Insurance: $16,500 per year policy period 10/25 - 09/26 

• Fuel: to be adjusted if actual MPG differs from 8 MPG 

• Repairs: to be adjusted if higher than light-duty averages 

• Tires: to be adjusted if higher than light-duty averages 

• Driver labor: approximately $140,250 if operated across 4,250 hours 

• Dispatch allocation: approximately $29,813 

• Rent allocation: approximately $15,900 

• Interest at 6% on $155,000: approximately $37,200 

• Depreciation: current acquisition cost less documented actual cash value 

The Department’s medium-duty recommendation cannot be evaluated fairly without actual operator cost 

evidence. A single statewide medium-duty rate must account for real capital cost, specialized equipment, 

readiness, and the risk that police-ordered calls frequently involve non-paying or abandoned vehicles. 
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IV. Response to Department’s Light-Duty Recommendation 

The Department recommends $160/hour for light-duty towing and characterizes this as “generous” 

because it represents a 28% increase from the prior $125 flat fee. 

That framing is flawed. 

The issue is not whether the proposed rate is higher than an outdated rate. The issue is whether the rate 

is just and reasonable today and whether it reflects reasonable operating costs under Public Act 25-55. 

The prior $125 flat fee was already inadequate. Using an inadequate historical rate as the baseline makes 

any percentage increase misleading. A 28% increase from a rate that did not reflect actual cost still 

produces a rate that does not reflect actual cost. 

The Department also assumes most light-duty tows are simple and completed in under an hour. That 

assumption ignores police-ordered realities, including: 

• response time; 

• accident-scene uncertainty; 

• traffic exposure; 

• night calls; 

• paperwork; 

• photographs; 

• police coordination; 

• vehicle condition; 

• blocked lanes; 

• EV concerns; 

• owner disputes; 

• impound intake; 

• and abandoned vehicle risk. 

A police-ordered tow is not a retail tow in a controlled environment. It is part of public safety response. 

V. Response to Department’s Portal-to-Portal Position 

The Department recommends removing portal-to-portal time for light-duty towing and starting the clock 

only when the wrecker physically arrives at the scene. 

That recommendation ignores the economic reality of emergency dispatch. 
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When a police department dispatches a wrecker, the truck and operator are committed to that call. The 

operator is no longer available for other revenue-producing work. Fuel is being consumed. Payroll is 

being incurred. Risk begins when the truck responds. 

If travel time to the scene is excluded, rural towers and operators covering larger geographic areas are 

disproportionately penalized. Many towing companies, including MyHoopty.com LLC, participate in 

larger rural response areas where police scenes may be located approximately 13 to 18 miles from the 

company’s facility. 

In many cases, after responding to the scene, the vehicle owner may then direct the vehicle to a nearby 

repair facility only a short distance beyond the scene itself. As a result, the towing company may travel 

approximately 28 to 38 miles round-trip while effectively receiving compensation only for the base hook 

fee and little or no compensable mileage. 

Under prior flat-fee structures, this often resulted in operators traveling substantial distances, consuming 

fuel, incurring payroll expense, and assuming roadside risk while receiving approximately a $125 hook 

fee and effectively zero mileage compensation. 

It also creates an artificial subsidy where the towing company bears the cost of public safety response 

travel for the benefit of the motoring public and the state. 

The Council’s portal-to-portal recommendation is more consistent with the actual cost of emergency 

readiness 

 

VI. Response to Department’s Winching Recommendations 

The Department substantially reduces the Council’s winching recommendations, particularly for light -

duty and medium-duty work. 

Winching is not merely “pulling a car.” It involves judgment, risk, specialized equipment, equipment 

strain, scene assessment, operator exposure, liability, and potential damage claims. Winching often 

occurs in unsafe environments, off paved surfaces, in poor weather, in wetlands, on embankments, or 

involving severely mangled cars after crashes. 

The Department’s concern about padded bills can be addressed through documentation requirements, 

photographs, videos, and itemized invoices. It should not be addressed by setting rates below the level 

needed to maintain qualified operators and equipment. 

The proper solution is documentation, not underpricing. 
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VII. Response to Department’s Additional Labor 

Recommendations 

The Department’s light-duty additional labor rate of $85.50/hour is not realistic when compared to 

actual labor cost, payroll burden, workers’ compensation exposure, training, supervision, liability, and 

emergency response conditions. 

A $33/hour driver wage is only the starting point. The true cost of labor includes payroll taxes, workers’ 

compensation, unemployment, insurance, training, uniforms, administrative supervision, and downtime. 

Labor performed at crash scenes, roadways, and police-ordered events carries far greater risk than 

ordinary shop labor. 

Additional labor must be priced as emergency response labor, not as ordinary hourly labor. 

VIII. Response to Department’s Administrative Fee 

Recommendation 

The Department acknowledges that administrative fees are now explicitly permitted and recommends 

5% capped at $600 rather than the Council’s 5% capped at $750. 

The Council’s recommendation should be adopted. 

Administrative work in police-ordered towing is significant. It includes: 

• billing; 

• documentation; 

• photographs; 

• video retention; 

• police-request documentation; 

• owner communication; 

• lienholder communication; 

• insurance-company access; 

• certified mail; 

• release paperwork; 

• impound records; 

• complaint response; 

• and abandoned vehicle processing. 
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Reducing the cap to $600 without operator cost evidence is arbitrary. Administrative complexity 

increases with the size and complexity of the incident. A higher cap is appropriate where large, complex, 

multi-hour or multi-vehicle incidents require extensive documentation and post-incident administration. 

IX. Response to Department’s Medium-Duty Recommendation 

The Department rejects the Council’s two-tier medium-duty recommendation and instead proposes a 

single medium-duty base rate. 

This ignores the practical distinction between smaller medium-duty vehicles and larger medium-duty 

vehicles near the top of the class. A 10,000-pound vehicle and a 25,999-pound vehicle do not present the 

same operational burden. They do not require the same equipment, carry the same risk, or impose the 

same recovery demands. 

A tiered structure is more rational and more closely tied to actual operating conditions. 

X. Response to Department’s Heavy-Duty and Oversize 

Recommendations 

The Department reduces the Council’s heavy-duty and oversize recommendations while acknowledging 

that such work is often complex, involves major highways, and may involve multiple vehicles. 

That acknowledgment supports the Council’s recommendation rather than undermines it. 

Heavy-duty and oversize recoveries require substantial capital investment, specialized equipment, 

trained operators, high insurance limits, and major liability exposure. The Department should not reduce 

Council-recommended rates without operator-specific cost evidence demonstrating that the reduced 

rates still reflect reasonable operating costs and allow a reasonable profit margin. 

XI. Response to Department’s Equipment Rate Reductions 

The Department sharply reduces numerous specialized equipment rates and states that the Council did 

not provide specific cost support. 

However, the Department also does not appear to provide Connecticut operator-specific cost support for 

its reductions. In many instances, the Department simply substitutes lower figures based on other 

jurisdictions or national averages. 

That is not a substitute for Connecticut evidence. 
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Public Act 25-55 requires rates to account for the cost of specialized equipment and a reasonable profit 

margin. Specialized equipment is not free because it is used intermittently. In fact, intermittent use often 

increases the required rate because the equipment must be purchased, insured, maintained, stored, 

transported, and kept available even when not producing daily revenue. 

A low utilization asset must recover its cost over fewer billable hours. 

XII. Response to Department’s Position on Unpaid Tows and 

Abandoned Vehicles 

The Department states that it lacks legal authority to create a compensation mechanism for unpaid 

towing bills. 

Even if that is true, the economic reality cannot be ignored in the rate-setting process. 

If abandoned vehicles and unpaid police tows are a known and recurring cost of providing police-

ordered towing, then those losses are part of the reasonable operating cost of the system. If no 

separate reimbursement mechanism exists, then the rate structure itself must account for that 

uncompensated burden. 

The Council recognized that a significant percentage of police-ordered tows remain unpaid and that 

vehicles are often abandoned. That finding must be treated as a material cost factor in the final rate 

determination. 

XIII. Economic Sustainability of Police-Ordered Towing 

One of the most important realities missing from the Department’s analysis is that police-ordered 

towing, standing alone, is no longer economically self-sustaining for many Connecticut towing 

companies. 

In my own operation, consensual towing and related private work subsidize police-ordered towing 

operations. Without other revenue sources, the regulated side of the business would not produce 

sufficient return to support the equipment, staffing, insurance, compliance burden, and emergency 

readiness required by the State. 

My company currently operates with an approximate net profit margin of approximately 6% on Police 

Ordered Tows. That figure does not reflect excessive profitability. To the contrary, it reflects a highly 

regulated, capital-intensive business operating under significant financial pressure. 
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My operators average approximately 41 hours per week. As the owner, I routinely work approximately 

85-100 hours per week. Overnight calls, interrupted sleep, missed holidays, weekend work, and constant 

operational stress are normal parts of this business.  

The substantial workload, interrupted sleep, overnight response demands, missed holidays, regulatory 

pressure, and constant operational stress associated with the industry help explain why towing operators 

and business owners are often perceived as exhausted, overworked, and, as commonly said within the 

industry and by the public alike, ‘always grumpy.’ 

The public often assumes towing companies generate extraordinary profits because they occasionally 

observe a single invoice following an accident or police tow. That perception is inaccurate. The public 

rarely sees: 

• the idle standby time between calls; 

• the unpaid abandoned vehicle losses; 

• the financing burden; 

• the insurance burden; 

• the equipment replacement burden; 

• the dispatching costs; 

• the regulatory compliance burden; 

• the environmental cleanup responsibilities; 

• or the substantial amount of non-billable time required to maintain twenty-four-hour readiness. 

If the total hours worked by towing operators and business owners were divided against actual realized 

profit, many operators effectively earn less than minimum wage after accounting for the total burden 

associated with operating a police-ordered towing business. 

In many respects, police-ordered towing functions operationally more like an emergency-response 

public-safety service than a traditional transportation business. Tow operators must remain continuously 

prepared to respond immediately to roadway emergencies, disabled vehicles, accidents, hazardous 

conditions, and public-safety incidents regardless of whether calls are actively occurring. 

If the Department’s reasoning were applied to other emergency-response systems, fire departments 

would rarely receive increased operating budgets simply because fire apparatus is not continuously 

engaged in active firefighting operations every hour of the day. The cost structure of emergency-

response services is not based solely upon active utilization; it is based upon maintaining immediate 

readiness, staffing, equipment, training, compliance, and response capability whenever emergencies 

occur. 

Police-ordered towing operates under a similar emergency-readiness model. The economic burden arises 

not merely from the individual tow itself, but from maintaining the infrastructure, personnel, equipment, 
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insurance, and operational readiness necessary to safely and immediately respond whenever called upon 

by law enforcement or public-safety agencies. 

 

• fully insured; 

• fully equipped; 

• maintained; 

• staffed; 

• compliant; 

• financed; 

• and immediately deployable; 

regardless of whether calls are actively being generated. 

Emergency readiness itself carries substantial economic cost. 

XIV. Capital Investment and Equipment Inflation 

The Department’s recommendations do not adequately account for the extraordinary increase in towing 

equipment acquisition costs over the past decade. 

My current light-duty F-550 flatbed replacement cost is approximately $135,000 fully outfitted. 

Historical comparison: 

Approximate Year Approximate Fully Outfitted Cost 

Approximately 10 years ago $65,000 

Approximately 5 years ago $95,000 

Current replacement cost $135,000 

This represents: 

• approximately a 42% increase over five years; and 

• more than a 100% increase over ten years. 

The medium-duty flatbed category has experienced similar inflationary pressure. 

At the same time: 

• financing costs have increased; 

• insurance costs have increased; 
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• fuel costs have increased; 

• labor costs have increased; 

• repair costs have increased; 

• tire costs have increased; 

• and compliance costs have increased. 

The Department’s recommendation that a light-duty police-ordered tow rate of approximately $160 per 

hour is “generous” because it exceeds prior flat-rate structures fundamentally misunderstands the issue. 

The question is not whether proposed rates exceed outdated historical rates. 

The question is whether proposed rates are sufficient to support modern emergency-response towing 

operations under present-day economic conditions. 

The answer, based upon actual operator economics, is no. 

Illustrative Four-Year Light-Duty Operational Cost Analysis 

The following table reflects a real-world illustrative operating-cost analysis for a modern light-duty 

police-ordered towing unit based upon actual company operating data and current replacement 

economics: 

Cost 

Component 

4-Year 

Total 
Notes / Assumptions 

Depreciation $70,000 

Approximately $135,000 acquisition cost less approximately 

$65,000 estimated ACV after four years for the F-550 light-

duty unit 

Interest (6%) $32,400 Approximate financing cost 

Insurance $66,000 
Approximately $16,500 annual premium for light-duty and 

medium-duty trucks 

Fuel $26,450 46,000 miles at 8 MPG at approximately $4.60 per gallon 

Repairs $10,632 Approximately $2,658 per year 

Tires $5,122 
Approximately 13% increase over historical baseline tire 

costs 

Driver labor $140,250 4,250 hours at approximately $33 per hour 

Dispatch 

allocation 
$29,813 Approximate dispatch allocation across fleet 

Rent allocation $32,000 

Approximate 10,000 SF suburban industrial property 

allocation using approximately $7–$10/SF/year Connecticut 

market range 
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Total Operating 

Burden 
$384,744 Fully loaded operational burden 

Fully-loaded 

hourly cost 
$90.53/hour Total divided by approximately 4,250 operational hours 

This analysis does not include: 

• unpaid abandoned vehicle exposure; 

• chargeback losses; 

• merchant processing losses; 

• owner labor burden; 

• reserve replacement; 

• catastrophic litigation exposure; 

• environmental cleanup exposure; 

• EV-related storage risk; 

• or reasonable profit margin. 

Accordingly, the actual sustainable operational burden associated with maintaining a modern police-

ordered towing operation is substantially greater than the Department’s assumptions suggest. 

XV. Insurance Burden and Liability Exposure 

Insurance is one of the largest and fastest-growing operational expenses facing Connecticut towing 

companies. 

My company’s commercial auto premiums increased from approximately $12,500 per truck in 2025 to 

approximately $16,500 per truck in 2026. That represents an increase of approximately 32% in a single 

year. 

At the same time: 

• vehicle values have increased; 

• litigation exposure has increased; 

• bodily injury exposure has increased; 

• on-hook exposure has increased; 

• and carriers willing to insure towing companies have become increasingly limited. 

Only a small number of insurance carriers remain willing to insure towing operators in Connecticut. 

The Department’s reliance upon generalized insurance metrics fails to capture the actual underwriting 

conditions facing the towing industry. 
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Towing operators are exposed to: 

• catastrophic roadway accidents; 

• secondary collisions; 

• environmental contamination claims; 

• property damage claims; 

• loading/unloading claims; 

• worker injuries; 

• and increasingly aggressive litigation exposure. 

These realities materially impact the true cost of operating a towing business. 

XVI. Roadside Danger and Public Safety 

Police-ordered towing is not merely transportation. It is roadside emergency response. 

Towing operators routinely work: 

• on highways; 

• in snowstorms; 

• in darkness; 

• during traffic incidents; 

• near distracted drivers; 

• near impaired drivers; 

• and in dangerous roadway environments. 

On December 24, 2017, at approximately 12:13 a.m., while loading a vehicle during a snowstorm on the 

highway, I was struck by a motor vehicle. I spent Christmas hospitalized and continue to experience 

lasting health effects from that incident. 

That experience permanently changed my understanding of the physical risk associated with this 

profession. 

The public rarely sees the true danger involved in roadside towing and recovery work. 

Simple police tows frequently become dangerous scenes involving: 

• high-speed traffic; 

• poor weather; 

• disabled vehicles in unsafe locations; 

• rollovers; 
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• guardrail impacts; 

• culvert recoveries; 

• and secondary collision exposure. 

Many scenes require additional labor not because towing companies seek additional billing 

opportunities, but because rapid scene clearance is critical for public safety. 

Additional operators are frequently necessary to: 

• deploy winching equipment; 

• route recovery cables safely; 

• stabilize scenes; 

• manage traffic exposure; 

• and reopen roadways quickly. 

Further, towing operators are often left exposed after police or fire personnel depart the scene before 

loading operations are complete. 

The danger does not end simply because the roadway appears partially stabilized. 

Towing operators remain exposed until the vehicle is safely removed and transported. 

XVII. Abandoned Vehicles and Environmental Burden 

One of the most overlooked aspects of police-ordered towing is abandoned vehicle processing. 

My company processes approximately 42 abandoned vehicles annually. 

The average abandoned vehicle remains on the lot for approximately five months. 

The average direct certified-mail, title-search, and administrative processing cost is approximately 

$78.98 per vehicle before considering labor, lot occupancy, compliance exposure, insurance burden, or 

unrecovered storage. 

My company experiences approximately $76,000 annually in unrecovered abandoned vehicle storage 

losses. 

In many cases: 

• the average invoice approaches approximately $3,000; 

• while actual salvage recovery may total only approximately $400. 



   

 

  17 

 

This is not a profitable process. 

It is a substantial uncompensated public-service burden shifted onto private towing operators. 

Abandoned vehicle processing requires: 

• DMV paperwork; 

• certified mailings; 

• owner and lienholder notification; 

• title processing; 

• hearings and disputes; 

• environmental management; 

• vehicle storage; 

• and disposal coordination. 

Public Act 25-55 further increased these obligations through expanded mailing, documentation, and 

record-retention requirements. 

Towing operators effectively function as: 

• environmental cleanup providers; 

• quasi-public custodians; 

• compliance administrators; 

• and public nuisance removal contractors. 

If the State wishes to continue relying upon private towers to perform these functions, the economic 

burden associated with abandoned vehicles must either: 

(1) be reflected within the rate structure itself; or 

(2) be separately reimbursed through a state-funded abandonment reimbursement mechanism. 

XVIII. Workforce Crisis and Industry Contraction 

The towing industry is experiencing a significant workforce and sustainability crisis. 

My company has already lost two skilled workers. 

Recruiting qualified operators has become extremely difficult. 

The industry suffers from: 
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• long hours; 

• overnight work; 

• missed holidays; 

• physical danger; 

• regulatory burden; 

• low profit margins; 

• and high stress. 

Tow operators are expected to function as first responders while simultaneously operating under 

increasing economic pressure. 

In my opinion, Connecticut stands to lose approximately 7% of its towing operators annually if rates 

remain artificially low and disconnected from actual operating realities. 

As towers leave the industry: 

• response times increase; 

• rural coverage deteriorates; 

• remaining operators face greater burden; 

• roadway clearance slows; 

• public safety declines; 

• and commerce is disrupted. 

Police-ordered towing is part of Connecticut’s transportation and emergency-response infrastructure. 

Roadways cannot function efficiently if qualified towing operators cannot remain economically viable. 

XIX. Recommended Rate Structure and Policy Considerations 

Based upon actual operating economics, capital investment, emergency-response obligations, 

abandonment exposure, and low-utilization standby realities, I believe a sustainable rate structure should 

include: 

Light-Duty Police-Ordered Towing 

Approximately $300 per hour portal-to-portal. 

This figure is not intended to represent operator wages. Rather, it reflects the total economic burden 

associated with: 

• emergency readiness; 
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• truck acquisition; 

• insurance; 

• financing; 

• labor; 

• dispatching; 

• compliance; 

• abandoned vehicle exposure; 

• non-billable standby time; 

• and reserve replacement. 

Medium-Duty Police-Ordered Towing 

Approximately $650 per hour portal-to-portal. 

Administrative Services Fee 

5% administrative fee consistent with the Police-Ordered Towing Council’s recommendation. 

Annual Adjustments 

Any final rate structure should include: 

• annual CPI indexing; 

• annual fuel indexing; 

• insurance indexing; 

• and mandatory periodic review. 

EV-Related Insurance and Storage Risk 

Electric vehicles have fundamentally altered the insurance and storage-risk environment for towing 

operators. 

Historically, open-lot insurance coverage limits were commonly structured around approximately 

$45,000 per vehicle with aggregate limits around $100,000. 

Due to the increasing presence of electric vehicles and the catastrophic exposure associated with 

lithium-ion battery fires, insurers are now increasingly requiring: 

• approximately $100,000 in per-vehicle exposure coverage; 

• aggregate lot limits approaching or exceeding $1,000,000; 

• increased underwriting scrutiny; 
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• and significantly higher premiums. 

The operational danger associated with electric vehicle fires is unique because the risk often appears 

minimal until a catastrophic event occurs. 

When an EV thermal event occurs: 

• fire suppression becomes substantially more difficult; 

• secondary vehicle damage exposure increases dramatically; 

• environmental contamination risk increases; 

• storage-yard exposure escalates; 

• and total-loss severity can become catastrophic. 

These risks materially affect: 

• insurance availability; 

• insurance pricing; 

• storage protocols; 

• operator training; 

• equipment requirements; 

• and long-term liability exposure. 

The Department’s recommendations do not appear to adequately account for the rapidly increasing 

insurance and operational burden associated with electric vehicle storage and recovery. 

EV Surcharge 

Electric vehicles create additional: 

• fire risk; 

• recovery complexity; 

• storage risk; 

• training burden; 

• and equipment burden. 

An additional 33% EV-related surcharge is appropriate. 

Environmental Mitigation Fees 

Environmental cleanup and mitigation responsibilities associated with police incidents should be 

separately recognized. 
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Abandoned Vehicle Reimbursement 

If the State intends for private towing companies to continue performing abandoned vehicle processing 

functions on behalf of the public, the State should establish a reimbursement mechanism recognizing the 

substantial uncompensated burden associated with abandoned vehicle administration and storage. 

XX. Additional Operational Cost Factors 

Credit Card Processing Burden Under Public Act 25-55 

Another substantial operational burden not adequately reflected in the Department’s analysis involves 

mandatory electronic payment processing and the increasing reliance upon credit card transactions. 

Approximately 85% of my company’s customers pay by credit card. 

As a result: 

• approximately 3% to 4% of gross revenue is immediately absorbed by merchant-processing fees; 

• additional labor costs are incurred responding to chargebacks and disputes; 

• and approximately 3% of revenue is further impaired through chargeback losses and 

administrative reversal costs. 

Under the current statutory and regulatory environment, towing operators increasingly function as 

involuntary lenders and payment processors while simultaneously absorbing the risk of disputed 

charges, delayed reimbursement, and administrative reversal labor. 

These expenses are real operating costs directly associated with police-ordered towing and should be 

reflected within any rate structure intended to be “just and reasonable.” 

Updated Light-Duty and Medium-Duty Cost Assumptions 

The following additional assumptions further demonstrate the inadequacy of outdated rate structures: 

Light-Duty F-550 Flatbed 

• Current replacement cost: approximately $135,000 fully outfitted; 

• Current annual insurance cost: approximately $16,500; 

• Fuel economy: approximately 8 MPG; 

• Repairs: approximately $2,658 annually; 

• Tire costs: approximately 12% higher than prior baseline assumptions; 
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• Estimated service life: approximately 125,000 miles before major catastrophic repairs become 

increasingly likely; 

• Depreciation burden: approximately $5,000 annual value loss, while replacement cost inflation 

has simultaneously increased approximately $50,000 over recent years. 

Even where resale value remains partially intact, replacement economics continue worsening because 

operators must replace depreciated assets at dramatically higher acquisition prices. 

Medium-Duty Flatbed 

• Current replacement cost: approximately $150,000 to $155,000 fully outfitted; 

• Current annual insurance cost: approximately $16,500; 

• Fuel economy: approximately 8 MPG; 

• Estimated ACV after four years: approximately $96,000; 

• Repairs generally comparable to light-duty operations; 

• Tire costs approximately 16% higher than comparable F-550 light-duty units; 

• Similar financing, compliance, and emergency-readiness burden. 

Even where medium-duty units retain partial resale value, replacement economics remain extremely 

challenging because operators must replace equipment into a dramatically inflated acquisition 

environment while simultaneously absorbing increased insurance, labor, financing, and compliance 

costs. 

The Department’s recommendations do not adequately account for the reality that operators are 

replacing trucks into an inflationary environment where replacement costs are dramatically increasing 

while regulated rates lag substantially behind actual operating economics. 

XXI. Final Conclusion 

While the recommendations of the Police-Ordered Towing Council may not perfectly reflect every 

operational reality or fully account for the total economic burden presently facing Connecticut towing 

operators, they represent a meaningful and necessary starting point toward restoring financial viability to 

an industry that has become grossly and unfairly undercompensated. 

The Council’s recommendations at least begin recognizing the true cost of maintaining emergency-

response towing infrastructure, including: 

• capital investment; 

• insurance burden; 

• emergency readiness; 
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• abandoned vehicle exposure; 

• labor; 

• compliance; 

• public-safety risk; 

• and the operational realities of modern police-ordered towing. 

Absent meaningful correction to the current rate structure, Connecticut risks continued industry 

contraction, worsening response times, reduced rural coverage, increased roadway danger, and 

deterioration of the emergency-response towing infrastructure relied upon daily by law enforcement, 

emergency responders, and the motoring public. 

Police-ordered towing is not merely transportation. It is a critical public-safety and emergency-response 

function that requires qualified operators, substantial capital investment, constant readiness, and 

significant personal and financial sacrifice. 

For the reasons set forth herein, I respectfully urge the Commissioner to adopt a rate structure that 

genuinely reflects the actual economic realities of operating a modern police-ordered towing business in 

Connecticut and to give substantial weight to the operational testimony and evidence presented by the 

towing industry itself. 

The Department’s recommendations repeatedly rely on outdated historical rates, broad inflation metrics, 

insurance-industry concerns, and generalized comparisons to other jurisdictions. They do not adequately 

account for actual Connecticut towing operator costs. 

Public Act 25-55 requires rates that are just and reasonable and that reflect reasonable operating costs. 

That standard cannot be satisfied by reducing the Council’s recommendations without first developing a 

full evidentiary record from the operators who purchase the trucks, pay the insurance, employ the 

drivers, maintain 24-hour readiness, process abandoned vehicles, and absorb the compliance burden. 

For these reasons, I respectfully request that the Commissioner give substantial weight to testimony and 

cost evidence submitted by towing operators and towing associations, reject unsupported reductions 

proposed by the Department, and adopt rates that genuinely reflect the actual costs and risks of 

providing police-ordered towing and recovery services in Connecticut.  

Respectfully submitted, 

Michael “Hoopty” Festa 

Michael Festa 

Founding Member of ACT, Inc  

Owner MyHoopty.com LLC 
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Oakville, Connecticut 

 


