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TO THE UADEP,: 

Attached are :  

* The repor t  of the  Ci t izens  League Committee on Promoting 
. 

Trans i t  Ridership 

* A statement by the  Board of  Directors  of the  Ci t izens  
League, summarizing repor ts  of the  League i n  1968 and 
1971 on matters  of governmental s t r u c t u r e  r e l a t e d  t o  
the  committee1-s- repor t .  

The committee was charged by the  Board of Direc tors  i n  September 
1972 t o  follow up the  s p e c i f i c  conclusion of the  1971 repor t  
t h a t ,  with respect  t o  t r a n s i t ,  "The Key Thing t o  Guild is Usage." 
The b a r d  of Direc tors  be l i eves  the  new repor t  represents  a 
major breakthrough -- with i ts understanding t h a t ,  i f  au to  con- 
ges t ion  is  r e a l l y  t o  be reduced, ' t r a n s i t '  must be  redefined a s  
t r a v e l  i n  - a l l  multiple-passenger vehic les ;  and with its innova- 
t i v e  proposals t o  develop meaningful a l t e r n a t i v e s  t o  the s ingle-  
passenger vehic le .  

The committee was not  charged t o  make recommendations on the  
l a r g e r  quest ion of metropolitan governmental s t r u c t u r e  . In  ap- 
proving the  r epor t  of the  cormit tee f o r  d i s t r i b u t i o n  t o  the com- 
munity, the  3oard f e l t  i t  would be appropriate t o  ind ica te  the  
pos i t ion  of  the  League on the  manner i n  which t ranspor ta t ion-  
decision-making should be s t ruc tu red  i n t o  the  l a r g e r  framework 
of metropolitan organizat ion.  A statement summarizing the  posi- 
t ion  es t ab l i shed  i n  1968 and reaffirmed i n  1971 was adopted by 
the  Board March 26, 1973, and is  at tached a t  the  back of the 
committee repor t .  
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1 ,  

SUMMARY 
1 I 

i rl . . .OF FINDINGS AND ,CONWSIONS 
\ 

/ 

\ * A very Qxpeasive , i n e f f i c i e n t  t ranspor ta t ion  sys tern, heavi ly-re l iant  upon \ 

the  personal  c a r ,  has grown up i n  the  ~ w k n  Cities area. It has helped 
+ 

/ crea te  and continues t o  fos te r ,  a g rea t  d e a l  of urban sprawl. 

* Public and p r i v a t e  p o l i c i e s ,  unconsciously t o  a g rea t  ex ten t ,  have favored 
the  single-occupant car  and discriminated a g d n s t  multi-passenget vehic les ,  
i n  such are& as t ra f f*  control ,  parking, and zoning and subdivision . 

I regulat ions.  
I 1 

* Freeways and other  h i g b a y d  have been planned on the assumption t h a t  in- 
d i v i d u b  ' demands f o r  t r a v e l  m u s t  be served,  regardless  of i n  what ,form t h e  
demand occurs. Because the  predominant form of t r a v e l  h y  been the personal  

\ 

car ,  even though if is f i l l e d  t o  one-fourth capacity most of the  t i m e ,  high- 
ways have been b u i l t  unnecessarily l a rge ,  simply to  accommodate under- 
u t i l i z e d  vehicleg. 

C * The a b i l i t y  t o  r e l y  s o  extensively upon'the single-occupant car  is l i k e l y  
! ' t o  diminish substan$ia l ly  i n  coming years ,  f o r  reasons of ancreasing c o s t s ,  

pol lu t ion eontrols  , energy l i m i t s  and others.  
\ 

1 

* ' h e  Twin C i t i e s  mptropoliran a rea ,  however, has bepme 
\ 

J r e l i a n t  upon the  

f' 
personag car ,  almost t o  the  exclusion of any r e a l  a l t e r n a t i v e s  f o r  most I ' 
people . I 

* But a l t e r n a t i v e s  must be found-if tb i s ' r eg ion  i s  t o  maintain i ts  pmosperity. 
/ / 

+ So f a r ' t h e  metropali tan a rea  has had a very narrow d e f i n i t i o n  of what con- 
a t i t u t e s  an a l t e r n a t i v e  t o  the  single-occugan t car.  _,Mainly the  def i n 1  t ion  
has been a 4 0 - ~ a s s e n ~ e r  veh ic le  operated by the  >lTCco permanent, regularly-  
scheduled,gublished routes.  - 

* Bur the  h e t r a ~ ~ o l Y t a n  area  has given the  MTC a job i t  can ' t  begin t o  handle 
I 

i t s e l f ,  although, without question,-MTC-type t r a n s i t  ia indispensible  as  p a r t .  
of the  t o t a l .  \ 

* A u& broader d e f i n i t i q n  of t r a n s i t  is needed, covering al l  a l t e r n a t i v e s  t o  
the single-occupant car.  Trans i t  s h ~ u l d  mean r id ing  with o the rs ,  r a t h e r  
than dr iv ing alone, regardless of the  type of vehiqle. 

1 

1 
\ , 

* Publ ic  policy m a t  begin, consciously, t o  influence the way i n  w y c h  demand L 

f o r  t r a v e l  occurs, i n  a$l veh ic les ,  buses,  vans, taxis, rent-a-cars , as wel l  
as the  privately-mnpd car  i t s e l f .  1 , 
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I 

. . . RECOM?BNDATIONS 
I 

* The 1973 Legis la ture i  should / 

I / - Fix  r e s p o n s i b i l i t y  f o r  t r anspor ta t ion  pohicy-making i n  t h e  metropoli tan 
a rea ,  replacing the  non-statutory Transportgt ion Planning Program. 

- Require t h a t  appmval  of cons t ruct ion  of major highway and t r a n s i t  f a c i l -  
i t i e s  s h a l l  be a searnd r e s p o n s a i l i  t y  of t r anspor ta t ion  polfcy-mking 
t o  take @lace only a f t e r  decisions first areamade on inf luencing . - 

ex ten t  t o  vhich t r i p s  a r e  rhde i n  slogle--occupant versus mult i-  
paSseaser v ~ h i c l r s .  I 

- ~ s t a b ' l f s h  a g i l  of increas ing the  proport ion of persons who r i d e ,  r a t h e r  ' 
than d r i v e ,  i n  the  peak hour from 37X i n  1970 t o  50% by 1980- A r epor t  
on progress toward? t h i s  goal  should be submitted t o  the  Legis la ture  i n  
1974 and every yea r  thereafger ,  along  wit!^ recommendations a s  t o  f u r t h e r  
l e g i s l a t i v e  action, which might be needed t o  h e l p  achieve the  goal.  

1 

\ 

\I 

, - I n s t r u c t  t ransportat ion,planners t o  a l t e r  t h e i r  cons t ruct ion  p0liCieS S O  
t h a t  from now on multi-passenger veh ic les  w i l l  r e ~ e i v e  p r e f e r e n t i a l  access 
t o  new and r e b u i l t  freeways and o the r  s t r e e t s ,  as possible, and t o  park- 
ings lots an& ramps. / 

I P 

/ - I n s t r u c t  t r anspor ta t ion  planners t o  plan rou t ine ly  f o r  exclus ive  r igh t s -  i q f v a y  f o r  multi-passenger vehic les  t o  g ive  them the  speed necessary t o  
compete s u c d e s s f ~ $ l y  with the  p e r s o w l  car .  

- 

Require provision f o r  multi-passenger t r anspor ta t ion  be h c o r p o r a t -  
e d  i n t o  the  planning f o r  r e s i d e n t i a l ,  c a m e r c i a l  and i n d u s t r i a l  developme 
i n  the  regton, and f o r  the  development of t r anspor ta t ion  centers  whi& 
br ing  together  al; a l t e r n a r i v e s  t o  the  single-occupant car .  Stop fu r the r  
increases  i n  property t a ' e s  f o r  county highways s o  t h a t  the  pe r sona l  c a r  
assumes more of its nm cos t s  d i r e c t l y ,  r a t h e r  than passing them on t o  
the  genera l  tmgayers .  , 

n t s  

Suppliers  US t r a n s i t  s e r v i c e ,  including the  MTC, pr iva te  bus companies, t a x i  
companies, rent-a-car operat ions,  and providers  of van-type and car-pool-. 
type t r a n s i t  should adopt a new approach t o  reaching customers, by marketing 
t h e i r  se rv ices  a t  the  d e s t f w t i o n  where the  people a r e  c lus tered  together ,  
r a t h e r l t h a n  a t  t h e  orig5n where-.they a r e  more d i f f i c u l t  t o  reach. This 
means, p a r t i c u l a r l y ,  marketing t r a n s i t  at the  place of employment, i n  order  
t o  capture more work t r i p s .  

1 



* Population dens i ty  is low, 19th among 20 metropoli tan a reas .  \ 

* Automobile ownership is  high,  1st amond 12 metropoli tan areas .  \ 

* Transportat ion expenditures a r e  high, 7th among 18 metropoli tan a reas ,  - 
! I 

* Trip d is tances  a y  g e t t i n g  longer,  doubling from 1958 t o  1970. 

, * The number of t r i p s  pe r  person is increasing.  
i 

- *  ravel time is l i k e l y  t o  increase.  Freeways through buil t -up areas  no 
long-2r a r e  acceptable.  

* Trip des t ina t ions  a r e  widely dispersed.  , 
\ ' * More f u e l  and po l lu t ion  con t ro l  problems ate l i k e l y .  

This  metropolitan a r e a  may be more dependent upon the  personal c a r  f o r  t ransporta-  
t i o n  than any o ther  metropoli tan a rea  i n  the  country, s o  dependent, i n  f a c t ,  t o \ t h e  t 

exclusion of alrnos t any a l t e r n a t i v e .  I f  the ab; Zityl  t o  ~ e Z y  upon the personaz cap 
diminished i n  c o m i g  gears, the area wouZd have no, reariy attemcstSve. The a m a - m s t  , 
find a Ztemut.i.ves, MOW ! 

I 

To a considerable degree, the  a b i l i t y  of the  Twin Cities meernpolitan a r e a  t o  
compete with o ther  metropoli tan greas throughout the  na t ion  depends upon its trans- 
por ta t ion  system. Can people g e t  from t d e i r  homes t o  jobs,  shopping, educational ,  
r e c r e a t i o n a l  and c u l t u r a l ~ c e n t e r s  quickly and a t  reasonable cos t?  I f  no t ,  the continued 
prosper i ty  of i n d u s t r i e s ,  o f f i c e s ,  r e t a i l  o u t l e t s ,  r e s j d e n t i a l  develdpments and o the r  
places which a r e  dependent upon gsod access would be plaked i n  jeopardy. 

'7 
The Twin Cities a rea  nay nov y e t  general ly b e  regarded as havf ng. an " ine f f i c i en t "  

t r anspor ta t ion  system. In s m e  respects  the  system,is thought t o  be enviable .  A 
1971 federal ly-f inanced report1 on t r a v e l  on I-35W s~uth of downtown l.Ij-n~eapolis s t a t e d : ,  

6 "In comparison t o  o the r  major urban a reas ,  congestion on the  1-358 c o r r i d o r  is  v i r t u a l l y  
C non-existent.  I n  the  absence of acc idents ,  r a i n  storms o r  snowy pavements, t r a f f i c  

seldom c m e s  t o \ a  complete s top .  Any stoppages a r e  of a few seconds as  compared t o  
many minutes i n  Chicago, Los Angeles o r  New York. Rather than peak  periods of two 

-. o r  th ree  hours, w e  have a n l y  30 t o  45 minutes of peak volumesa" But such comments 
perhaps re inforced by some r~idernts'o~n~irn~ressions of t ranspor ta t ion  here  a s  compared 
with elsewhere, must not cloud the  ser iousness  of t h e  s i t u a t i o n :  \ 

/ 

a .  Population dens i ty  is low-- The Twin C i t i e s  metropoll tan a r e a  ranked 19th I 

i n  population dens i ty  among the  20 most popudus urbanized a reas  i n  the  country 
i n  1970, according t o  the  U. S . Census .2 The Census Bureau def ines  an urban- . , ized a rea  a s  a eentyal  c i t y  o r  c i t i e s  and surrounding, c lose ly-se t t led  
terrie0r-y . . ." The Minneapolis-gt. Pap1 urbanized area, (contgins about one- 
t h i r d  of the  give-county (&tok+, ~ a k o k a ,  Hennepin, Ramsey ,, gnd Washington) 



Standard Metropolitan S t a t i s t i c a l  Area (SMSA). Accordtng t o  the  Census 
Bureau, the nunber of pereons pcr sh-re mile i n  the  Twin Cities area was  \ 

2,363. Highest w z s  the  Mew York aPea, 6 , 6 8 3 ,  and lowest, the  Dallas a rea9  \ 

1,986. If only the  dens i ty  of the  central. cities is  considered, Minn~apo l i s  
and S t .  Paul,  with a combined dens i ty  of about 7,000 persons per  s q u a w  mile9 
rank 14th  among the  20. About 43% of the populat ion of the  Minneapolis- 
S t .  Paul  urbanized area is located wi th in  t h e  c e n t r a l  c i t i e s .  

This region must not  pknnit urban sprawl t o  be taken f o r  granted.  The P a t t e r n  
of growth which e x i s t s  was st imulated t o  a l a r g e  ex ten t  by a assumation of 
freedom, of mobi l i ty  v i a  freeways and personal  cars .  Bur such a p a t t e r n  of 
growth, requi r ing  persons t o  take  more and more t r i p s  f o r  longer and longer 
d is tances  is leading tt, h igher  costs, more ine f f i c i ency  , and g rea te r  vulner- / 

- 
a b i l i t y .  / 

b. AUtO'mObil; ownership is  hi&-- The 1972, National Transportat ion ~ e p o r t ?  \ 

prepared by the  U . S . Department of Transportat ion,  reveaked thk Twin C i t l w  
a rea  has a smal ler  percentage of fami l ies  w-lthout c a r s  (12.9%) and a higher  

P e r c e n t a g e  of fami l ies  with two cars  (40.623 &an. i n  the  11 o t h e r  l n e t r o ~ o l i t a  
areas  mentioned: New York, Los Angeles-Long ~ e a c h ,  ChJcago, , ~ h i l a d e l p h i a ,  
De t ro i t ,  Sari ~rancisco-o&d, Boston, P i t t sburgh,  S t .  L o  , Washington, l 3 - C -  9 

and Cleveland. \ 
, $ !  

\ 

C. Transportat ion e w e n d i t u r e s  a r e  high-- P, recent  s tudy by the  Urban I n s t i t u t e  4 
placed the  Twin C i t i e s  a r e a  7th h ighes t  i n  t r anspor ta t ion ,cos t  f o r  a moderate 

, income family of four among the  18-large urban &as i n - t h e  study. The s tudy,  
+?which compared the  qua l i ty  of l i f e  i n  the  18  a reas ,  using a composite of 12 

indfca to r s ,  a c t u a l l y  ranked the  '&dn C i t i e s  a r e a  f i r s t  i n  o v e r a l l  q u f i t ~  of 
l i f e ,  desp i t e  the  problem of t r anspor ta t ion  c o s t  , I n  almost every o the r  
i n d i c a t o r ,  the  Twin C i t i e s  a r e a  ranked near  the  top. A Ci t i zens  League es t imate  
Csee b a d g x o ~ d )  ' p l aces  current  annual cost  'of an a u t o m b i l e ,  inc luding cosks- - 

d i f e c $ l ~  ?aid by the  user, a t  about $1,800. 

d o  Tr ip  d is tances  a r e  g e t t i n g  longer- In  1958, the  median t r i p  length i n  the  
/ Twin C i t i e s  a r e a  was 2.2 m i l e s  .r I n  197 0 ,  the  average t r i p  length i n  the  

. grea was 4.9 mi les ,  according t o  the Travel ~ e h a v i o r - ~ n v e n t o ~ , ~  a tfansporta- 
t i o n  Sur;vey coaducted by the  Transportat ion Planning Progaam, a J o i n t  p r o j e c t  
of t h e  Metropolitan Council, Metropolitan Trans i t  Commission, Minnesota High- 

I way Department, the  seven metropolitan count ies  and the  munic$p&ties in 
t he  area.  

\ 

The number of t r i p s  /per person is ihcreasing-- More than 5 mi l l ion  t r i p s  are 
taken on a typical .  work day by 'people whw l i v e  i n  the  Twin CitSes a r e a ,  an 
average of about 2.7 t r i p e  per  person, accord ing ' to  the  Travel Behavior 

.~nv&ntory .  I n  1949 the  f igure  was 1.4 and/ the  1958, 2.3. Unless present  
t rends  a r e  a l t e r e d , ' i t  is l i k e l y  the  number of t r i p s  per  person w i l l  continue 
t o  increase--compmding the  t r anspor ta t ion  problem, Transportat ion planners 
have found t h a t  as people 's  incomes r i s e ,  they take more t r i p s .  One p ro jec t -  /. Ion by the  TransportatFon Plannling Program s t a t e s  t h a t  i f  present  t rends  don' t  
chang'e, t h e  number of ' t r ips pe r  person per  day could rise t o  4.0 by the  year  
2000. We doubt t h i s  region's  t r anspor ta t ion  system can support  t h i s  d e g r a  
of mobil i ty.  ' , 

1 

Travel time is l i k e l y  t o  kncrease-- Travel t@e ac tua l ly  decreased from 1958- 
t o  1970, the  period when most of the  new freehays opened i n  the  Twin Cit ies  
area.  In  1970, the  median t r a v e l  t i m e  f o r  a work t r i p  i n  the  qrea was 22 .3  
minutes, down from 26.0 minutes i n  1958. 

I 
/ 



But the era of new freeway construbtion in the  h ~ a v i l ~ - u r b a n i z e d  port ion of , 
the region i s  ending, Trafisportation p i m n c ~ s  ha* deleted from their naps 
such proposals as the  Central Ave, , W. proac?way and Cedar Ave. freeways ink i 
Minneapolis, and the  Cleveland-Prior freeways i n  Sts  Paul. Even i f  these - 
freeways were t o  be b u i l t ,  the a rea ' s  t ranspor ta t ion problem would no t  be 
solved, but  only accciltuated, i n  addi t ion $reducing innumerable detr imental  
e f f e c t s  on people who would be,driven from t h e i r  homes o r  who would have t o  
l i v e  near a freeway. 

\ 

While some increbsed t r ave l  i n  coming years w i l l  be accommodated by the r;e- 
m i n i n g  comibted,  yet-to-be-built freeways, no longer w i l l  t q l a n s y e r  t d  
t r a f f i c  problems be nore freeways. This means the  t ranspor ta t ion planners - 
w i l l  have t o  t a l k  i n  terms of s a t i s fy ing  growin8 t r ave l  requirements with a 
f i n i t e  amount of s t r e e t s  ind freeways. 

If the present pattern of Zow-vehicZe-occupanc~ persists, ~sevem traffic 
jams, wch longer travel times, and, thereby, higher costs of tmn6portation, 
are insuitabZe. b l u e  the average ca r  t ravel ing i n  the  seven-county area 
today has 1.5 occupants, ar&ordihg t o  the  Travel Behavior Inventory; occupdn- 
cy is even lower (1.2) f o r  the  t r i p  taken a t  the  time of g rea tes t  congestion, 
the work t r i p .  

/ 

The average perqon who t r ave l s  on a weekday spends a t o t a l  of about 37 rcin- 
utea t o  do GO, according to  the  Travel Behavipr ~nvehtory:  It i s  d i f f i c u l t  
t o  a'ttach a pric* t a g  t o  t r ave l ,  time, but  more time t ravel ing means less time 

(- f o r  o ther  purposes, which i s  a r e a l  cost i n  terms of t i m e  away from work, 
family, rest and relaxatLon and the l i k e .  

Some idea of the l i k e l y  increase i n  congestion at present occupartcy l eve l s  is , 
evident from projectAons by the,Minnesota Highway Departnent on future t r a f -  
f i c  volumes i n  sc lected port ions of the region. For example, the  Department 

/, p ro j ec t s  t h a t  north-south t r a f f i c  in an area north of downtown Ianneapolis 
I 

(a corr idor  bounded by Perm kve, & Stinson ~ l v d . )  wi lb  double between 1979 & 
1985. The yet-to-be-built, bu t  e s s en t i a l l y  " eom~i t t ed ,~ '  1-94 freeway through 

I t h i s  area  won' t becin t o  handle the projected t r a f f i c  in&eases, a t  present: 
occupancy leve l s .  The freeway w i l l  be able  t o  handle a maximum of 135,000 
vehicles 3n a 24-hour period, a s sudng  a m a x i m  rush hour speed bf 30 miqes 
an h ~ u r ,  wZZh occasional period when t r a f f i c  would h a l t  momentarily. But the  , 
Departmnt p ro jec t s  t h a t ,  a t  presefit occupancy l e v e p ,  195,000 ~ h i c b e s  w i l l  
be seeking t o  use t he  freeway. The Department does'not maRe project ions  qf 

q t r ave l  time, but  i t  i s  obvious t h a t  f u t u r e ~ c o ~ g e s t i o n  of t h i s  type wouLd leng- 
then trade1 t i n e  t o  a d e v e e  not! imagined i n  t he  Twin Cities area  today. 

- g. Trip  des t inat ions  are widely d i s p e r s a  -- The problem of peak-hour capacity 
i s  aceurring a t  mul\tiple points  around the region. For example, the  1970 

- census7 showed t h a t  no more than one i n  s i x  workers An the  metropolitan a r ea  
is employed i n  the  cen t r a l  buafness d i s t r i c t s  of EZinneapoLis and' S t .  P a d ,  

\ with an absolute majori ty employed outside the c i t y  limits of the  cen t ra l  
c i t i e s .  O f  workers who l i v e  i n  Minneapolis, according t o  the Census, one i n  
f ive  is employed in  the  Minneapolis c'entral business d i s t r s c t .  Of workers 
who l i v e  i n  St .  Paul, orre i n  f i ve  f s  employed i n  the S t .  Paul c en t r a l  busi-  , 
ness d i s t r i c t .  

\ , 
Accordin8 t o  the Census, about 13.3% of workers who live on the Near North- 
Side of l~knneapolis (west of thq rivet: t o  the  c i t y  lira$&, and nor th  of the 
ra i l road  trqcks t o  26th Ave . N.)  . work i n  the Ninneapolis c en t r a l  bus'iness 
d l8  tr jct . I 



About 60.4% are employed elsewhere 13 Minneapolis, and 26.2%, elsewhere %n 
t h e  Het ropol i tan  area. About 2.72 of Rosevi l le  workers, and 5.4% of Burns- 
vi l le  workers are employed i n  t h e  t inf ieapol is  c e n t r a l  b u s i n e s s  d i s t r i c t -  About 
7.2% of Rosev i l l e  wrlrkers and 2.1% of l3urnsatille workers a r e  employed i n  t h e  
S t .  Paul  c e n t r a l  business d i s t r i c t .  

1 

The Census bureau da ta ,  of course ,  cover a l l  work t r i p s ,  r ega rd les s  of t h e  
t i m e  qf day. Unpublished d a t a  frm the Travel  Behavior inventory8 shows 
l o c a t i o n  of t r i p  des t ina t ions  f o r  t h e  6-9 a.m. peak on a t y p i c a l  work day i n  
1970. The survey reveakedtbae 8.2% of t h e  6-9 a.ml t r i p s  terminated i n  down- a 

town MFnheapolis and 5 . 2 %  i n  downtown S t ,  Paul. Another 20 .l% terminated 
elsewhere i n  Minneapolis, and 12.7% elsewhere i n  St .  Paul ,  leaving  a t o t a l  . 
of 53.8% i n  t h e  suburbs. Suburbs have some l a r g e  concent ra t ions ,  too-  For 
example, t h e  communities along 1-494 and Hwy. 100 from Minneapolis-St- Paul 
I n t e r n a t i o n a l  Airpor t  t o  Golden W l l e y  ~ E E O Q R ~  f o r  17.1% of a l l  des t ina t ions  
in t h e m e t r o p o l i t a n  a r e a  i n  t h e  6-9 a.m. peak, The d a t a  from t h e  Inventory , 
s h h s  t h e  des t ina t ions  o f  a l l  t r i p s  which o r i g i n a t e  i n  each munic ipa l i ty  
For example, about one-half of all 6-9 a.m. t r i p s  which o r ig ina ted  i n  Ffinne- 
tonka terminated i n  Golden Valley,  S t .  Louis Park and Hopkins fibout onea 
tmc8t t @ & W t ~ d  i n  t h e  c e n t r a l  bus iness  d i s t r i c t  of Efinnespolis 

. 
A 1970 study of northbound t r a f f i c  on I - 3 5 1 ~ ~  from 6-9 a.m. i nd ica ted  t h a t  one 
i n  10 cars cross ing  t h e  Minnesota River were bouqd f o r  t h e  Minneapolis c e n t r a l  
business d i s t r i c t .  A t  t h e  poin t  where 1-35W passes  over Lake S t r e e t ,  5,599 
cars  out  of a t o t a l  of 13,761 were bound f o r  the  c e n t r a l  business d i s t r i c t .  
I-35W c l e a r l y  is se rv ing  double duty, carrytrig t r i p s  downtown and cross  t r i p s  
which have o t h e r  des t ina t ions .  

More f u e l  and p o l l u t t o n  c o n t r o l  problems a r e  likely-- It is poss ib le  t h a t  i n  
coming years  use of f u e l  w i l l '  be l i m i t e d  i n  the  Twin C i t i e s  a rea .  This 
means t h a t  freedom gf movement which tht? single-occupant car enjoys today 
would be r e s t r i c t e d .  The ser iousness  of t h i s  p o s s i b i l i t y  is ind ica ted  by 
the f a c t  t h a t  t he  P res iden t  may be  e v e n  standby au thor i ty  t o  r a t i o n  gasol ine.  
Transpor ta t ion  acc2rfnts for  about one-fourth of t h e t o t a l  energy demand ip the  
United S t a t e s ,  aqd i n  1970, the autosnobile accounted for 55% of the  energy 
consumed by t ranspor ta t ion .10  b%ile the re  may be d i spu te  over  t h e  degree t o  
which energy sources a r e  l i ~ i t e d ,  t he re  i s  no ques t ion  t h a t  such l i m i t s  
e x i s t .  

O f  course,  r a t ion ing  gaso l ine  would i t s e l f  s e rve  t o  reduce air  po l lu t ion .  But, 
i n  t h e  absence of t h i s  s t e p  o t h e r  measures al?e l i k e l y .  The Mipnesota , 
P o l h t i o n  Control  Agency has found t h a t  some reduction i n  t h e  amount of . 
veh icu la r  t r a v e l  i n  c e r t a i n  p a r t s  of t h e  downtown$ of S t .  Paul  and Minnea 
may be necessary t o  meek f e d e r a l  a i r  po l lu t ion  con t ro l  s tandards  by 1975. flPliS 
Consequently, some governmental restrictions may be,imp~sed which l i m i t  t r a v e l  - 
on c e r t a i n  s t r e e t s .  

\ 

What a l l  these  f a c t o r s  add up t o  is,  simply, the  &in C i t i e s  a r e a  has  a very 
expensive, i n e f f i c i e n t  t r anspor t a t fon  system which is growing more expensive and more . 
i n e f f i q i e n t .  More and more ca r s ,  cprrying fewer pereens per  c a r ,  a r e  f i l l i n g  up 
l imi t ed  road space a t  peak hours. This area cannot afford to perpetuate a system i n  
which an unnecwary number of vehicles, f i l led only t o  one-fourth of cap&%, over- \ 

crmd freeways which were bu i l t  t o  their  s ize mainly t o  serve such wzde~utiZCzed 
vehic ks . 
-- I f  t h e  'itrin C i t i e s  a r e a  had t o  move immediately, today, t o  economize on i t s  - t r anspor t a t ion  system-a move which may be i n e v i t a b l e  i n  coming years-- i t  would have 
no p lace  



'to turn.  The two-car-farraily Systern has  been taken f o r  gran ted ,  a s  i f  i t  would se rve  
a l l  needs. 

The cha l tenge  now is t o  reverse  the  t r end  of increasi-ng t h e  propor t ion  o f  people 
who a r e  d r i v e r s .  Ins tead ,  the  propor t ion  of  people who a r e  passengers ,  r a t h e r  than 
d r i v e r s ,  must i nc rease ,  This  means r e l a t i v e l y  fewer veh ic l e s ,  which, i n  t u rn ,  w i l l  
he lp  reduce the  problems of congest ion,  c o s t  of t r a n s p o r t a t i b n ,  a v a i l a b i l i t y  of f u e l ,  
p o l l u t i o n  c o n t r o l  and urban sprawl. / 

2, P a s t  a l t e r n a t i v e s  have been t o o  l i m i t e d  -- Twin C i ty  Lines,  Inc . ,  the domi- 
nant  privately-owned bus company, was purchased by t h e  Eletropolitan T r a n s i t  Commission 
(iLtTC) i n  1970. Under Twin Ci ty  t i n e s ,  r i d e r s h i p  had been dec l in ing  s t e a d i l y  s i n c e  the  
l a t e  1940s, from a high of more than 200 m i l l i o n  r i d e r s  annual ly,  t o  a p o i n t  on ly  about 
one-fourth of t h a t .  The Z1TC i n h e r i t e d ' a n  ex tens ive  system of  rou te s  designed t o  s e rve  
p r imar i ly  peak-hour work t r i p s  t o  t he  downtowns of Elinneapolis and S t .  Paul .  Because 
of t h e  s e r v i c e  which a l r eady  e x i s t s ,  and because of the dens i ty  of employment, down- 
towns w i l l  cont inue t o  be major 1.ITC na rke t s .  Over 302 of peak-hour t r i p s  t o  t he  down- 

, towns a r e  by bus r i d e r s .  l2 But adequate t r a n s p o r t a t i o n  t o  t he  downtowns r equ i r e s  a 
, program f o r  bu i ld ing  r ide r sh i ?  t o  o t h e r  d e s t i n a t i o n s  as we l l .  Thi's is  pa l r t icu lar ly  

ev ident  when the  r o l e  of t h e  mafm f ~ e w a y s  s e r v i n g  the  downtowns is considered. Much 
of the  t r a f f i c  on these  freewa s today has  o t h e r  d e s t i n a t i o n s ,  as was no ted  e a r l i e r .  S Such t r a f f i c  h inde r s  freedom of  movement t o  the  do~mtowns. 

Since i t  took ove r  Twin C i ty  Lines ,  t he  flTC has  increased  bus rou te  mileage by 
50%, purchased s e v e r a l  hundred new buses,  b u i l t  sYlelters, s t a r t e d  new express  s e r v i c e ,  
undertaken a m a j o r  a d v e r t i s i n g  campaign, e l i n k a t e d  f a r e s  f o r  s e n i o r  c i t i z e n s  during , 
off-peak hours ,  and s t a r t e d  a mini-bus s e r v i c e  i n  trhe downtowns of  S t .  Paul  and Elinne- 
a p o l i s ,  a l l  a s  p a r t  of a major e f f o r t  t o  b u i l d  r i d e r s h i p  us ing  its buges-on regular ly-  
scheduled, pub l i c ,  permanent t rou te s .  The e f for t :  has ,not  been i n  va in .  Ridership h i t  * 
a low of 46 mi l l i on  passengers  annual ly s h o r t l y  a f t e r  t he  PffC took over ,  and has  begun 
t o  move up. Major a d d i t i o n a l  improvements involv ing  s e v e r a l  hungred m i l l i o n  d o l l a r s  
worth o f  c a p i t a l  iniprovements a r e  planned f o r  t he  3lTC system by t he  y e a r  2000. 

An e s t ima te  by t h e  PITC p r o j e c t s  a t o t a l  of 166 m i l l i o n  r ide r s13  annual ly on i t s  
system by t h e  y e a r  2000. If p r o j e c t i o n s  by the  Travel  Sehav io r  Inven'tory of  3.8 t r i p s  
pe r  person p e r  day i n  t h e  y e a r  2000 a r e  accepted,  t he  MTC s h a r e  would be  approximately 
4.6% o f  a l l  t r i p s .  I f  a 1.1uze c x ~ s e r v a t i v e  p r o j e c t i o n  of 2.8 t r i p s  p e r  person p e r  day 
i s  used, t he  MTC sha re  wad-d Se  approximately 6.2% of a l l  t r i p s .  The Travel  Behavior 
Inventory revealed a t o t a l  of 2.7 t r i p s  p e r  person p e r  day i n  1970, wi th  t h e  P C  share  
of t he  market a t  3.2%. F7e n u s t  n o t  be mislead by the  s i z e  of t hese  percentages.  The' 
E1TC is an inva luab le  lower-cost op t ion  f o r  a s u b s t a n t i a l  number of people whose t r a v e l  
requirements coincide wi th  t h e  s e r v i c e  o f f e r e d  and f o r  o t h e r s  who, f o r  a v a r i e t y  0% 

reason? (wuch as income, age and phys i ca l  condi t ion)  would have no o t h e r  way t o  g e t  
around. 

But t he  c e n t r a l  message s t i l l  cones through: fie metropolitan area has given the 
M'C a job i t  canno$ be e q e c t e d  t o  handle by i t s e l f .  T r a n s i t ,  as t r a d i t i o n a l l y  def ined,  
may r ean  only  the  MTC. But a t r a d i t i o n a l  d e f i n i t i o n  of  t r a n s i t  is  n o t  enough. Only a 
much broader  a t t a c k ,  i nc lud ing  t h e  MTC and o t h e r  e f f o r t s ,  w i l l  r e a l l y  be e f f e c t i v e  i n  
t u rn ing  the  Twin C i t i e s  a r e a  around from a dr iver -or ien ted  t o  a r i d e r - o r i e n t e d  commun- 
i t y .  

3. The r eg ion ' s  d e f i n i t i o n  of  " t r a n s i t "  needs t o  be broadened -- The term t r a n s i r  
a s  gene ra l ly  underszood i n  the  comun i  t y  ~ r o b a b  l y  encompasses only  t h e  t r a n s p o r t a t i o n  

, of. persons i n  veh ic l e s  w i t h  a capac i ty  of about 40 passengers  each on regularly-scheduled 
permanent, publ ished routes  s e rv ing  mainly work-hour t r i p s .  This def ini t ion i s  far too 
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narrow. I f  thCa .Is t o  be the1 onZy n t t q m t i u e  to the single-occu&nt car, the result  
i s  inevitabZe: this reg.ior, wiZZ never be able to make a reaZZy substantial denC jn 
mducittg reliance oq the \singZe-ooaecpant cm. 

r 

To r e a l l y  achieve sucdess i n  reducing re l i ance  upon the  c a r  with the  d r i v e r  t h e  
1 only occupant, a broader-than t r a d i t i o n a l  d e f i n i t i o n  of t r a n s i t  is needed, a de f in i t ion  
u i t h  p o t e n t i a l  of serving almost a l l  r r i p s .  Ee have concluded t h a t  t r a n s i t  means 
at2 U q s  of moving people around i n  vehicle9 i n  the  metropoli tan a r e a  other thczd *he -, 
sirgze-occupant car. It means r id ing  with o the r s ,  not  drivirig alone.'> By OUT defin-  ' 
i t i o n ,  t r a n s i t  inc ludes ,  bu t  is not  limL$ed t o ,  v&icles operated by the  Metropolitan 

\ Trans i t  coldmission. It includes buses dperated by p r i v a t e  companies, buses operated 
by apartment complexes, schirol buses,  vehic les  Jargel: than a p r i v a t e  ca r  bu t  smaller 
than a bus, t a x i s ,  and i t  includes t h e  p r i y a t e  ca r  when occypied by more persons than 
the  d r i v e r  (such a s  c a r  pool$). We do not be l i eve  the t r a d i t i o n a l  f o m  of measurink 
t t a n s i t  r ide r sh ip  is adequate, with t h i s  broader def i n i  tiv. ~ r a d ' i  ti on all^, people 
have thought i n  terms of the  r e l a t i v e  proport ion of persons tn ca r s  versus buses. 
This has extended even i n t o  the  o f  f i  ~ i a l ' t r a n s ~ o r t a t i o n  planners ' l i ngo  4 who measure 
the  "modal s p l i t " ,  which is t h e f r  term f o r  the  d i s t r i b u t j o n  of t r f p s  between ca r s  and 
buses. 

\ 
Using\ the  language of t h e  transportat iorl  planners,  the  Travel  Behavior inventory 
revealed t h a t  i n  1970 the  modal s p l i t  f o r  a l l  t r i p s  a t  a l l  times i h ' t h e  metropoli tan 
a r e a  was a s  follows: 90% automobile, 3.2% publhc buses,  3.8% school  buses, and 3% a l l  - 
o the r ,  including trucks,  motorcycles, and t a x i s .  , 

- I 

Such an approach is n a t  workable f o r  e s t a b l b h i n g  r e a l i s t i c  goals f o r  bui ld ing 
transit r ide r sh ip ,  under our  broader def in i ton .  We need a measurement which reveals  
Ehe proport ion of people who r i d e ,  r a t h e r  than dr ive .  And, t o  be  r e a l t y  e f f e c t i v e ,  
such a measurement needs t o  take i n t o  considerat ion the  length  of t r i p s .  The longer 
the  t r i p ,  t h e  more important i t  is t o  a w i d  r i d i n g  alone. Transportat ion planners could 
measure, bu t  have not  bothered t o  do so,  the m b e r  of pmsexgers per vahicle mile, 
a measbte which would encompass a l l  kinds of veh ic les ,  a l l  persons who r i d e ,  gnd the  
d i s t ance  tiey t r a v e l ,  

1 
I 

4. , 4t,her  t r a n s i t  a l t e r n a t i v e s  hatre,not received gdequate a t tent ion-  Many forms 
of t r a n s i t  e x i s t  in' the  Twin C i t i e s  area ,  although some i n  very rudimentary f o m .  
None has reached i ts f u l l  po ten t i a l .  We have concluded t h a t  each of t h e  following 
options--in additon t o  prov'iding s e s i c e  o n  regularly-scheduled, permanent, pub l i c  
bus routes--has a p o t e n t i a l  t o l e  t o  play. / I 

/ 
a. Cax pools-- This form of " t r a n s i t "  even though arranged almost exclusive- 

- 1y by individuals ,  with v i r t u a l l y  no organized encouragement by publ ic  o r  
~ r i v a t e  bodies,  appears  have  considerable appeal already. An est imated ' -  

137,000 persons rode d a i l y  a s  au to  passdngers during the  6-9 a.m. peak i n  
I t h e  metropoli tan a r e a  i n  1470, according t o  the  Travel  Behavtor Inventory, 

more than double the  r ide r sh ip ,  on conventional bus transit during those  J 

hours. Also, t h e  Inventbry shbwed :that the  f a s t e s t  mode of  t r a v e l  t o  
gork i s - b y  ,auto passenger) an average t i m e  of 17.7 minutes, wlyich pdobably 

/ r e g l e c t s  the  s h o r t e r l t r i p s  of passengers picked up i n  route.  
\ I 

The Universi ty of ~ i n ~ e s o t a ' d e ~ a n  an e f f o r t  last f a l l  to s t imula te  t h e  I 

formation of c a r  pools among s tuden t s ,  f acu l ty  and c i v i l  s e r v i c e  employees. 
About 1,000 person's w e r e  matched up with t h e f r  neighbors with the  he lp  of . . .  

/ I 
I 

I \ > 



a computer. I n i t i a t i v e  on s e t t i n g  up the  car pools r e s t ed  with t h e  individ-  
ua l s  themselves, Exactly how nany ca r  pcols  were f o h e d  is not known. But - I 

l e s s  than one-half of the  15% who responded t o  a quest ionnaire s a i d  they 
had pa r t i c ipa ted  i n  a c a r  pool. A s  f a r  as we could l ea rn  no comparable 
e f f o r t  has been made a t  any other  major t r a v e l  des t ina t ion  i n  t h e  region, 
even where t h e  hours of p b t e n t i a l  car-pooling mates would b e  more l i k e l y  
t o  coincide than those a t  t h e  Univerpity. Several  businessmen i n  downtpwn 
Minneapolis may undertake a t r a v e l  survey whi& mihht l ead  t o  such an e f f o r t .  , 
Automobile insurance companies have d i f f e r e n t  p o l i c i e s  towards c a r  pooling, 
bu t  two major companies i n  the  %in C i t i d s  a r e a  indica ted  t h a t  passengel= 
would be automatically covered f o r  l i a b i l i t y  and t h a t  insurance r a t e s  
would not  inc rease  so long a s  the  d r i v e r  was not  opera t ing ,  i n  e f f e c t ,  a 
~ommercial  en te rp r i se .  I 

A car-pooling program s t a r t e d  i n  1964 a t  the  National Aeronautics and Spa&& 
Administration has r e su l t ed  i n  an average of 3.85 persons per  c a r ,  accordin 

1 t o  a r epor t  cn c a r  pooling i ssued by the  U .  S. Department of Transportat ion.  Q5 
NASA grants  p r e f e r e n t i a l  parking p r iv i l eges  t o  ca r  pools.  To assi$t oew 
o r  moving employees, NASA maintains a pigeonhole g r i d  map f o r  matshingo The 
repor t  a l s o  s t a t e s  t h a t  c a r  occupancy went t o  2.8 persons per  car ,  double 
the  typ ica l  r a t e ,  at IlcDonnell Douglas corporation; St* Louis, Mo* 
following an e f f o r t  s i m f l a r  t o  t h a t  of NASA. 

Increasing ?to occupancy from 1 . 2  persons per car ( the rush hour m t e  i n  
the m i n  Citzes metropolitan area) t o  1 . 5  persons per ear would prodwe a 
20% redvetion i n  vehicles on the highway, according t o  the report f r ~  the 
Department of Transportation. I 

But car  pools won't s t a r t  automatical ly.  Incent ives  f o r  pecple t o  use them I 

a r e  needed, p lus  a comprehensive program of matching people with common 
t r a v e l  pa t t e rns .  The Flinnesota Highway ilepartment has developed a computer , 
program f o r  matching employees who l i v e  near  each o ther ,  The Department w i l l  
make th i f 3  prsgrm ava i l ab le  t o  employers . 

\ 
b. Worker-driven --. van?-- ?'he 3M Cornpan i n  March 1973 was scheduled t o  begin 

a unique t r m - p o , r r ~ t i a n  experi=nt . l6 Six  12-passenger, air-conditioned 
vans were bcLzz,? purchased t o  c,ssistemployees i n  d iverse  locat ions  t o  get . 
t o  work,at t:ic 31: Center e a s t  of st.  Paul.  Passengers w i l l  pay a d a i l y  
f a r e  f o r  e r e c t  door-to-door, home-to-office service .  The d r i v e r  of each 
van w i l l  be an employee himself ,  w i l l  r i d e  f r e e ,  have use sf t h e  v e h i c l e ' a t  
o ther  times a t  a given mileage r a t e ,  and as an incent ive  t o  a t t r a c t  more 
r i d e r s ,  w i l l  be allowed t o  keep f o r  himself a l l  f a r e s  from more than e igh t  
passengers. T h d p r o j e c t  is being designed s o  t h a t  the  f a r e s  (about $25 a .' 
month per  person) w i l l  cover the  cos t s  of c a p i t a l ,  operat ions,  and maintenance. 
The 3% Company w i l l  awn t h e  vans. A s i m i l a r  approach was followed by s i x  
commuters from S t i l l w a t e r  t o  downtown Minneapolis who formed a t2orporqtion 
( t h e  Metropolitan Trans i t  Association) and bought a second-hand VW bus t o  
take t o  and from work each day. 17 , 

c. " ~ u b s c r i p t i o n "  t r a n s i t ;  service-  A Twin Cities a rea  apartment f i m  has 
purchased i ts  own' f l e e t  of s ix  buses, f i v e  of them air-conditioned, t o  

-provide specia l ized  s e r v i c e  f o r  its reorants between the  apartment h o s p i t a l s  



I I 

t h e  Universi ty of Minnesota, down tan Hinpeapolis , and suburban shopping 
centers .  The se rv ice  is a v s i l e b l e  only t o  , the tenants ,  with the  c o s t  b u i l t  
i n t o  the  r e n t ,  and v i t h  t h e  ~ o u t c s  and schedules designed f o r  t h e i r  s p e c i f i c  
w e d s .  , 

\ The 3M Company and the  HTC j o i n t l y  he lp  subs id ize  a bus route  which s h e s  \ 
exc lus ive ly  3 M  employees i n  the  North St .  Paul  aEea. Undoubtedly many o the r  ' 
s i t u a t i o n s  e x i s t  throughout the  metropoli tan a r e a  where people lPve i n  the  
same general  a rea ,  have a r e l a t i v e l y  cornon des t ina t ion  but  cannot be s e w e d  
by conventibndl, pub l i c  bus routes .  Such s i t u a t i o n s  represent  major p q t e n t i a l  
markets f o r  publ ie  and p r i v a t e  transportatioqcompanies. - 

d. S,@hool buses-- Hore people r i d e  school  buses i n  the  Twin C i t i e s  m e t r o p o ~ i t a n  \ - I 

\ 
a r e a  during the  nine-month schqol  yea r  than r i d e  the MTC duridg' the e n t i r e  year.  
There a r e  th ree  times a s  many school  buses a s  MTC buses i n  the  area.  But 
school  bus opera t ions  have had an extremely l imi ted  p e ~ s p e c t f v e :  serving 
capt ive  r i d & r s ,  s tudents  who have no o the r  choice. The p o t e n t i a l  of using ) 

School buses f o r  o the r  t r anspor ta t ion  purposes ~ i t h i n  a school  d i s t r i c t ,  such 
I a s  serving Becreation centers ,  shopping cen te r s ,  nd s o  fof th , '  a f t e r , schoo l  

, hours has bcen v i z t u a l l y  ignored. School d i q t r i c  3 s, automatical ly re iabur led  
by the  s t a t e  f o r  t ran6port ing s tudents  more ehan one m i l e  from school a t  
80% of $ransportat ion cos t s  up t o  a t o t a l  of $80 per  pupi l ,  have nbt  had 
incent ive  t o  seek broader Aarkets. \ 

School bus se rv ice  is  a good ekan>le of t h e  totally-fragmented approach which 
\ has been taken towards t r a n s i t  s e r v i c e  i n  t h i s  a rea ,  and i n  o t h e r  areas  

throughout the  nat ion.  Vi r tua l ly  no coordinat ion e x i s t s  between the  publicly- 
 upp ported system which moves school  chi ldren  and the  publicly-supported system 
which moves o the r s ,  on the  assumption t h a t  they have nothing i n  common. 
Considerable p o t e n t i a l  may w e l l  e x i s t  f o r  school  d i s t r i c t s  t o  use the  "bther" 
system f o r  s o w  of the i f  t r anspor ta t ion  needs. I f  rhe publec is going t o  be 
subs id iz ing tzqnspor ta t ion ,  i t  a t  least should have the  opportunity t o  i n s i h t  
on an e f f i c i e n t  s y s t m .  Unfortunahely, s e v e r a l  b u i l t - i n  r e s t r i c t i o n s  exist .  
For example, fedcral standards,  adopted by the s t a t e ,  precaude a school  , 
d i s t r i c t  fror? contracting with the  ?flC i f  :he MTC is t o  use its regu la r  
equipment. TIES? standards requi re  t h a t  s&001 busesg among o the r  ,things, be 

I painted yclicw, have ~ight - inch-high l e t t 2 r s  iden t i fy ing  the  vehic le  a s  a I 

s,chool bbs, and 'nave Pour-way f l a sh ing  s i g n a l s  f r o n t  and r e a r .  Safety of 
\ 

chi ldren  n ~ s t  :lot be compromised, bu t  t r a d i t i o n a l  s c h o o l  bus desfgn'has not  
been irrmune from c r i t i c i s m  about sa£ety.  Staqdarde a r e  the  same f o r  r u r a l  and 
urban areas .  Tke standards -say nothing about\promoting a comfortable r ide , '  
meaning t h a t  only "ceptives" a r e  l i k e l y  t o  r i d e  a school bus with any degree 
of r e g u l a r i t y  and, 'as a r e s u l t  of the  experience, be r e l u c t a n t  t o  have any 
i n t e r e s t  i n  t r a n s i t  when they leave school.  

,' 7 

An expansion of school  bus t r anspor ta t idn  i s  imminent i n  both S t .  Paul and 
r 

Minneapolis, where both school  d i s t r i c t s  a r e  contemplating providing se rv ice  - \ 

t o  high school  s tudknts  f o r  a var ie ty ,of  o the r  educational  se rv ices  
purposes. The two d i s t r  cu r ren t ly  a fe  s tudying options f o r  the  provision 
of the  expanded se rv ice .  

\ e .  Taxis- While taxis by themseLves a r e  ndt  an e f f i c i e n t  way of indreasing the  
\ number of passengets per veh ic le  mile, they represqnt  probqbly the  most 

t ragicsl l ly qsunders tood  and i r o n i c  part of the  e n t i r e  Twin C i t i e s  a r e a  
t r a n ~ ~ o r t a t i b d  g y s  tem. 
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I 
\ Thc main ad.vantage of the  t a x i  3s i ts  f l e x i b i l i t y ,  being ab le  t o  taQ a 

person from whcre he is t o  where he wants t o  go on a moment's not ice .  EM, \ rel ' iabi lf ty was fyqJorred  i n  a recent  consumer survey conducted by the 
~ i n n e a ~ o l k i  Szar, although cab dispqtchers themselves admit t h a t  a t  time$ 
of incqement weather, when demand is high, r e l i a b i l i t y  goes down. I n  
f a c t ,  when a cab ig most i n  demadd, f t is  l i k e l y  t o  b e  least ava i l ab le ,  

Taxi r ide r sh ip  repre$ents only a small  f r a c t i o n  of I3 of a l l  t r i p 9  taken 
i n  the  region and, ackording t o  the  ownei of the l a r g e s t  cab cdmpany, \, 

r ide r sh ip  is not increas ing and probably i s  going down. About 800 cabs . a r e  l icensed i n  the  metropolitan area. - 
Despite re la t ive ly-higher  f a res , ,  which is a major drawbac@, the  cab s t i l l  
serves  p~Pmar i ly  lower-income people who bave no  o the r  t r anspof ta t ion  
option,  actording t o  bath cab owners and dispatchers.  A d ispatcher  eetimat- 
ed t h a t  50-602 of cab r i d e r s  have incoees b e l w  $6,000 a year. Hcet of , them, i n  ZJlInneapolis, l i v e  dn the  a r e a  between 38th St .  ctn t he  south and 
Broadway on the  north.  / I 

I \ 

One of the  b igges t  problems wish the  organizarioh of cab  s e r v i c e  is t h a t  
i t  still  opera tes  on a municipal bas i s .  Only munic ipa l i t i e s  l i cense  
t ax i s .  Every' ride: musg e i t h e r  begin o r  end i n  a municipal i ty where the  
cab is l icensed.  , W i t h  t he  exception of a few qubhrbqn cabs which a r e  li- 
censed i n  two or  three suburban commun-lties, no cab has a - l icense for  
more than one municipal i ty.  A Minneapolis cab d r i v e r  can take  a pzisserkger 
from Minneapolis t o  S t .  Paul ,  bu t  he cannot p i ~ k  up a passehger i n  S t .  
Paul unless t h a t  passenger's des t ina t ion  is wiqhin Minn~apo l i s .  Each cab 
COq3any opera tes  its own dispatching system. There is no s i n g l a  n~mber  t o  
c a l l  f o r  cab service .  \ 

, 
Although l e g a l l y  the  same, f a r e  app l i& regardless  if t he  number a f  pmemgagc 
with the  sane o r i g i n  ahd des t ina t ion ,  cab com?anies a n d P r i v e r s  make l i t t l e ,  
i f  any, e f f o r t  t d  l e t  people know t h i s  f a c t .  Persons who otherwise might 

1 be a t t r a c t e d  to 'consddar a cab and sha r i ag  the  f a r e  may w e l l  b e  degerred 
I 

for f e a r  of having t o  pay the  f u l l  f a r e .  
I \ 

I Cab o f f i c i a l s  cdha2k&terized t h e i r  operat ions as marginal, which, they s a i d  
d e t e r s  then from t r y i n g t t o  reach more markets f o r ~ t h e i r  s e r v i c e . '  The exact  
p o t @ n t i a l  is not  knownibut c e r t a i n  unique s@:vices a r e  possible.  Fdr 
examplq, the Yelaow Cab Company has had a long-standing iirangement t o  take  
n igh t - sh i f t  B e l l  Telephone opera tors  home from downtown Ninneapolis. Another.  
example : r ecen t ly  the Minneapolis Publ ic  Sehoals , needing spec ia l i zed  
t r anspor ta t ion  s e r v i c e  f o r  some 21 youngsqers, found i t  cheaper t o  h i r e  
th ree  cabs than con t rac t  f o t  a b i g  school  b y .  

7 , 
Although cab business goes up i n  the  l a t e  eveqing hours whcn the  rest- 
aurants ,  barb, and entertainment centers  c lose ,  i t  is  l i k e l y  t h a t  t h e  - potentila1 market h e r e  is much grea ter - -par t icular ly  i f  people were encourhged 
t o  take  a cab r a t h e r  than t h e i r  p r i v a t e  car t o  avoid the  h i s k  of-driviqg 
a f t e r  drinking.  

C 

Taxis represent  a f o r a  of demand-loading t r a n s i t  s e r v i c e ,  an experimental 
e f f o r t  b e h g  considered by s e v e r a l  bus systems. Cab cornpahies have th-e 
bigges t  reservoir of knowledge about demand-loading. They have an 

I .-- 
\ 



opportunity,  a t  t h i s  t i n e ,  t o  prdv5de urgently needed leadership  and cre- 
a t i v e  marketing b e n e f i t  t o  the  comrnu~~ity and theaselves.  

5. Fa i lu re  t o  provide off-peak as we l l  a s  peak s e r v i c e  i n h i b i t s  persons from 
using transit f d r  work -- The rush-hour work t r i p  merits p r i o r i t y  a t t e n t i o n  f o r  pro- - 
viding an a l t e r n a t i v e ,  immediately, t o  the single-occupant ca r ,  because of (1) its 
r e g u l a r i t y  i n  time from day t o  day, (2) qts s ingu la r ,  conimon purpose, (3) t he  poten- 
t i a l  f o r  assembling people with common des t ina t ions ,  (4) t h e  high degree of under- 
occupancy of vehic les  which p r e v a i l s  f o r  the  rush-hour work t r i p  now, and (5) t h e  PO- 
t e n t i a l  involvement o f  employers i n  inf luencing more e f f i c i e n t  t r anspor ta t ion  f o r  
workers. But t h i s  e f f o r t  cannot take p lace  i n  a vacuum. 

\ 
\ 

a. Off-peak se rv ice  needs -- Many persons now may dr ive  t h e i r  own c a r e  t o  
work because they must use them regu la r ly  o r  occas ional ly  f o r  work pur- 
poses during the  day. A s  f a r  a s  w e  cbuld determine, few employers o r  
o the r s  have made much attempt t o  provide vekic ies  f o r  employees t o  use 
durihg the  day s o  they can take t r a n s i t  t o  work. The S t a t e  of Mnnesota 
maintains a motor pool 02 veh ic les  f o r  use by employees on s t a t e  business.  
But t h i s  se rv ice  is no t  adver t i sed  as a way f a r  ehployees t o  leave  t h e i r  
personal  c a r s  a t  home. I n  f a c t ,  i n  most s t a t e  o f f i c e s ,  i f  a t r i p  is under 
50 m i l e s ,  a12 enployee can use h i s  personal  c a r  and be reimbursed a t  10 
cents  a m i l e  without  even checking t o  see i f  a s t a t e  c a r  would b e  avai lable .  

I 

/ persons who might need a c a r  f o r  one hour o r  so  during the  day might th ink 
of khecking rent -arcar  opera t ions ,  b u t  rent-a-car se rv ice  today is  primari-  

I l y  o f fe red  on an all-day b a s i s  a t  the  minimum. Rent-a-car pr imar i ly  serves 
I out-01-town custonlers. Another p o t e n t i a l  rent-a-car market, y e t  t o  be 
/ 

tapped, is  t o  encourage peopXe t o  r e n t  o r  l e a s e  a c a r  f o r  weekend purposes, 
using t r a n s i t  during t h e  work days. 

\ \ 

Perhaps the  most i n t r i g u i n g  concept i n  using tent-a-cars a s  an adjunct  t o  
t r a n s i t  e x i s t s  i n  the  se rv ice  o f fe red  t o  r e s iden t s  of the  new Cedar- 
Riverside apartment complex. Tenants a r e  gfven the  opportunity t o  give 
up r i p h t s  t o  a garage and receive ,  thereby, lower r en t ,  i n  r e tu rn  f o r  hav- 
ing access t o  a '  3 e e t  of c a r s  f o r  t h e i r  needs. The t o t a l  number of c a r s ,  
and parkfzg s?c?scs, f o r  the apartment complex is  thereby reduced. 

/ 

I h y  b~ : s ixes~es  provide in ter -p lant  t t anspor ta t ion  s e r v i c e  f o r  t h e i r  own 
personal  uses,  although the  e x a c t  e x t e n t  of t h f s  se rv ice  is  no t  known. 
Nevertheless, a p o t e n t i a l  f o r  i n t e g r a t i n g  these  routes  wi th  pub l i c  rou tes  
may exist  . 
o t h e r  p o t g n t i a l  markets f o r  t r a n s i t  i n , t h e  off-peak houts  include t r i p s  
f o r  shopping, medical, and rec rea t iona l  purposes. i 

, 
b. Off -peak u t i l i z a t i o n  needs -- Off-peak t r a n s i t  s e rv ice  a ldo  he lps  u t i l i z e  

equ ipm~nt  and personnel which a r e  needed f o r  peak-hour demand b u t  which, 
i f  allowed t o  s i t  i d l e  i n  the  off-peak, can be unnecessari ly expensive. / 

 thus^ a necessary complement to-5ui ld ing r ide r sh ip  a t  peak hours 5s t o  make I 

s u r e  that,equipment and personnel  a r e  put  t o  use a t  o t h e r  times, too. 
\ This w i l l  tznd t o  increase  the  t o t a l  revenue f r o p  use r s ,  thereby decreas- 

i n g  the  ex ten t  of any pub l i c  subsidy. Moreover, an increase  In off-peak 
u t i l i z a t i o n  serves  t o  enhance the  prospects  of-making f u r t h e r  improvements 

/ durjng the  peak. Serving peak hour demand may be  held  back i f  i t  is n o t  
poss ib le  t o  mke use of equipment and personnel a t  o t h e r  t i m e s .  

The off-peak problem i s  p a r t i c u l a r l y  acute f o r  the  !TC. .For example, 607 
buses a r e  on the  street i n  t h e  a.m. peak and 630 i n  the  p.mk peak, b u t  only 

\ 
\ 

/ , 



234 buses a t  a low off-peak point .  I n  1972 h e  MTC paid d r ive r s  f o r  
115,000 of f - p e ~ ? ~  hours which *]ere not  worked' bu t  which, under the  MTCPs 
l abor  con t rac t ,  had to  b e  p d d .  d.r.j.ve+s a r e  g&ran$?eed a f u l l  e igh t  hours 
pay each day, -whether o r  no t  the re  i s  work f o r  them. I n  add i t ion ,  because 

/ " of o the r  scheduling ,problems the  > K C  i n  1972 paid overtime a t  time-and-a- 
I 

hal f  f o r  189,000 hours. It was necessary to t&e some d r i v e t s  from t h e i r  
r egu la r  s h i f t s  t o  handle the  peak load. 

\ 
1 

1 One poss ib le  approach f o r  improving u t i l i z a t i o n  i n  the  of f  -peak, a1 though 
it has p o t e q i a l  as peak-hour se rv ice ,  too ,  is  the  i d e a  popularly known 
as, dial-a-r ide (Ford Motok Company has applied f o r  a copyright t o  t h e  name, 

- 'Dial-A-Ride") . The MTC staff prepared a r epor t  on dial-a-r ide i n  1972, 
xecomending an experiment ip one area .  Dial-a-ride i/s a demand-reapon- 
s i v e  t r a n s i t  system t h a t  br ings  a small bus, van, o r  s t a t i o n  wagon t o  a 
t r a v e l c r v s  door wi th in  a few minutes of h i s  telephone c a l l  f o r  service .  
It i s  poss ib le  t h a t  dial-a-r ide might serve  shopping t r i p s  i n  t h e  off-peak. 

6 .  - Publfc and p r ivq te  p o l i c y - - u n c o n ~ c $ o u s ~  
passenger transgOrtarion-- --- Despite the  f a c t  t h a t  no o f f i c i a l ,  s t 3 t e d  po~?.cy may e x i s t  
on s i n g l e  occupant vezsus mqlti-passenger t r a n s p o r t s t i o n ,  a p a l  i c y  does, i n  f a c t ,  I 

e x i s t ,  i f  unwritten. It i s  Impohsiblo not  t o  have one. Today poldeies a r e  skewed 
agains t  multi-passenger t r apspor ta t ion  : 

a .  - -  Present  p o l i c i e s  on1 t r a f f i c  movement i n  the  metrqpoli tan a rea  
r e l a t e  pr imar i ly  t o  movement 6f vehfc les ,  not  novenent of people, which, 
i n  e f f e c t ,  gives preference t o  thk single-oc&pant c a r ,  

, 
* Spec ia l  l a ~ e s - -  It has been very d i f f i c u l t  t o  c ~ n v i n c e  highway plan- 

ners of the  n5ed f o r  exc lus ive , l anes  f o r  mulki-passenger vehic les .  
So f a r  the  argument f o r  such lanes  hds been based only on p o t e n t i a l  
bus r ide r sh ip ,  which has l imi ted  the  p o t ~ n t i a l  because l i k e l y  bus 
, r idershzp i n  a given cor=idor is not heavy enough. The quest ion of 

whether an eexelusive la.re can t e  j u s t i r i e d ,  considering l i k e l y  use 
by a l l  multi-passenger vehPcles, not  j u s t  buses, has not  been raised: 

\ 

@e are fnt r ipucd by a p u s s i b i l i t y  under study by t h e  Qlinneapolis / 

I T r a f f i c  De; a r h e n t  to provide exclus ive  reverse-direct ion l anes  f o r  
buses only on Marquette and 2nd Ave. S ._ f n  thh c e n t r a l  business dis-  

\ trice. Such a measure would e l iminate  buses and ca r s  i n  the  same 
lace  and en4 r ight - turn  c o n f l i c t s  . 

* P r e f e r e n t i a l  access-- Access t o  frgeways has been granted t o  a l l  
v e h i c l e s  a l i k e ,  regardless  of the  nvmber of passengers. A major 
experiment i n  soqe modificat ion of t h i s  po l i cy  w i l l  begin i n  the  
f a l l  of 1973 on I-35W from downtown Minneapolis south t o  County Road 
42 i n  Dakota County. Buses w i l l  be  given p r e f e r e n t i a l  access to the  

/ 
\ f reewa during peak ,hours from ramps constructed exclus ively  f o r  

\ them.2f; Other veh ic les ,  including ca r s ,  w i l l  be regulated by a com- 
puter ized  t r a f f i c  s i g n a l  system kn en te r ing  the  freeway td assure  
free-flowing movement. O f f i c i a l s  responsible f o r  t h e  pro-ject s a i d  
they have not  thought about g iv ing o t h e r  multi-passenger vehic les ,  
i n  addi t ion  to/ buses, the  r i g h t  t o  use t h e  prefereb$ial access x q s .  



* am- Ri-\+-qf-wev-- --- Generally a bus wlth 40 passengers is, given no preference 
over a c s r  with only 0r.e passelzger. I n  f a c t ,  the  bus is penalized i n  
picking up and discharging passengers because i t  has no right-of -way t o  
o,et back i n t o  zhe stream of t r a f f i c .  The problem is mare se r ious  a t  
points  of g r e a t e s t  congestion, such as the  c e n t r a l  business d i s t r i c t s ,  
where such things a s  apparently i n s i g n i f i c a n t  a s  a r i g h t  t u r n  by a c a r  can 

\ , g r e a t l y  slow &own t h e  movement of a bus. 

ParLing-- The s e c t o r  (employers, r e t a i l e r s ,  e t c . )  not  the  pub l i c  
s e c t o r ,  provides most of the  parking space i n  the metropoli tan area .  Places 
f o r . s t o r s g e  of veh ic les  are as  s i g n i f i c a n t  a s  places .for movement of vehic les .  
Thus, t h e  p a r t i c i p a n t s  i n  the  p r i < a t e  s e c t o r  a r e  major t r anspor ta t ion  decision- 
makers. ! / 

With the exception of the  downtowns of !!Iinneapolis and st. Paul and a very 
few other  loca t ions ,  a motor is t  today is assured of f r o e  parking wherever 
he chooses t o  go i n  the  metropoli tan area .  Estimated o s t  (subsidy) of '' The c a r  wi th  s i x  providing f r e e  parkirfg bs about $100 mi l l ion  annually. 
occppanCs takes up no more parlciug space than a ca r  with one occupant, bu t  
preference is r a r e l y ,  i f  ever ,  given t o  multi-passenger cars  f o r  parking 
p laces  c l o s e s t  t o  bui ld ings ,  Employqrs who provide f r e e  parking f o r  employees 
who d r i v e  do n o t  provide any cbmparable compensation f o r  t h e i r  o the r  employees 
who are'paesengers, e i t h e r  i n  ca r s  o r  buses. The I-linnesota Highway Department 
has found t h a t  people a r e  very responsive, i n  t h e i r  choice of t r a v e l  mode, t o  
the  p r i ce  of psrking.22 

Construction of new parking l o t s  and ramps is undertaken throughout the ' 
metropolitan a r e a  without review as  t o  t h e i r  impact upon use of s ingle-  , 
owupant  versus multiple-occupant vehic les .  In  f a c t ,  the  o f f i c i a k  Transporta- 
t i o n  Planning Progi-am, the inter-agency body responsl3le f o r  coordinat ing the  
planning of t ranspor ta t ion  f a c i l i t i e s  i n  the  metropoli tan area ,  a l l  but  / 

ignores parking l o t s  and ramps. , 

New . r e s iden t i a l ,  commercial and i n d u s t r i a l  developments'are rout ine ly  planned 
f o r  the  maximuz amount of parking--with no review a s  t o  the  i ~ p a c t  such re- 
quirements have cn fu r the r ing  the  use of the  single-occupant car .  

\ \ 

We f u l l y  recognfze t h a t  competition between out ly ing shopping and o f f i c e  
\ .areas ahd thc downtowns i s  a veky real f a c t o r  i n  the  parking p o l i c i e s  which 

\ l o c a l i r i e s  snd businesses adopt.' This c l e a r l y  ind ica tes  t o  us  t h a t  e f f o r t s  t o  
br ing  t r a n s i t  i n t o  balance with the  single-occupant c a r  by, changes i n  park- 
ing  policiCs ~ u s t  t r e a t  a l l  p a r t s  of the  region the same. That i s , - a  parking ., 
policy must ndt d iscr iminate ,  f o r  example, aga ins t  a c e n t r a l  c i t y  shopping 
o r  employment a rea  t e l a t i v e  t o  a suburban a r e a i  

- c. zoning and subdivieian ordinances-- ks f a r  bs we could determine, no munic- 
ip'dify i n  the  seven-county a rea  makes 'any provision f o r  t r a n s i t  i n  approving 
major r e s i d e n t i a l ,  commercial and industrial o u t l e t s ,  desp i t e  the  f a c t  they 
are-raajor t r a f f i c  generators .  Everything is planned a s  i f  the  only mode of 
t r anspor ta t ion  is  an ind iv idua l ' s  personal  car .  A r e c e n ~ p r o p o s a l  by a 
St.- P p l  c i t y  councilman t o  amend the  c i t y ' s  zoning code s o  the ,  apartments 
and cbmmercial a reas  would have to provide l igh ted  and heated passenger bus 

1 s h e l t e r s  is  one of the  f i r s t  ind ica t ions  of a poss ib le  change in' pol icy ,  



\ f 3  
Current zoning and subdivision ordinances are, of course, se rv ing  t o  shape 
develo~ment  of the region t o  s u i t  the  personal  car .  L 

h 
\ 

Sh~pp-ing centers  of a l l  s i z e s  can b e  ~ r i n c i p a l  ga ther ing  points  f o r  a v a r i e t y  
i of comuqi ty  a c t i v i t i e s .  But not  enough a t t e n t i o n  has been devoted t o  

1-providing transparkation service ,  bes ides  parking f o r  the  personal  car9 al: 
shopping cen te r s .  . I 1 \ .  

1 

I f ,  6or r e l a t i v e l y  s h o r t  t r i p s ,  people can use b t h e r  forms of\ tr2tnsportation 
than d*iving t h e i r  own c a r ,  t h i s  w i l l  enable them t o  reduce use of t h e i r  
ca r  forhlonger t r i p s  a s  w e l l .  Yet m o i s t  new commercial developments a r e  
b u i l t  s o  t h a t  they c a n ' t  be reached e i t h e r  by pedes t r ians  o r  b i c y c l i s t s .  
Many people have t o  use t h e i r  ca r s  f o r  s h o r t  trips simply because i t  is qot 
safe t o  b ike  o r  walk. \ 

1 

d- Pricing-- Motor veh ic le  users  do not  pay the  f u l l  cos t  of t r a v e l  i n  peak , 
hours, according t o  t h e  1972 National Trampor ta t ion  ~ e ~ o r t .  This  is the  
r e s u l t  of the  current  p r i c ing  system whereby a motor vehic le  user  pays an 
average out-of-pocket cos t  i r r e s p e c t i v e  of the  time of day o r  locat ion .  

I Since gome por t ion  of highway capacity is constructed s o l e l y  t o  c a w  
t r a v e l  i n  peqk periods,  the  motor veh ic le  user  does not  pay the  f u l l  c o s t  of 
such t r a v e l .  I \ 

About one-thlrd of the  cos t  of ~ n s t r u c g i o n  and maintenancd of roads i n  
i n  the  7-county metropoli tan a r e a  is finencad through general  t a x a t i o s  vie! 
the  property tax.  Th&,proportion has been increasing.  In 1965, about 
one-forth of the  c o s t  was financed from the  .property t ax ,  and the  balance 

\ 

faom road user  taxes.  i t  might be agreed t h a t  some prsper ty  taxes 
t o  support roads can be j u s t i f i e d ,  because roads a r e  a ' serv ice  t o  property,  
we,can f i n d  no j u s t i f i c a t i o n  t o  allow more and more property t ax  funds t o  be 
use f o r  cons t ruzt ion  and maint2nance .'of county highways. The 1971 Legisla- 
t u r e  a t tenpted  t o  s u b s t i t u t e  p a r t  of the  property tax f o r  county highways 
i n  the  metropoli tan a r e a  wi th  a wheelage tax.  However, f i v e  of the  seven 
metropoli tan counties used loophole'in the law which enabled them t o  dodge 
imposing the  whee-laze t ax  'and still; increase  the property '  t ax  - levy $or county 
highways, This lcophole snould be closed. 

, 
\ 

/ e. . Because soc ie ty  is s o  auto-oriented,  from the  ti-me,a c h i l d  plays 
with h i s  f i r s t  toy carsthrough adulthood (where "success" may be measured a 
by the  kind, age and number of c a r s  owned), the  job of / s t r e s s ing  the  v i r t u e s  
of r i d i n g  r a t h e r  t h a ~  d r iv ing  is d i f f i c u l t .  We understand about $4 b i l l i o n  

spent annually il . .auto--rslated promotian, i n  comparison t o  only the smal-' 
l e s t  f rac t ion ,  of t h a t  amount being spent  t o  prbmote transit* \ 

We have not made any sys temat ic  review of p resen t  educational  programs offered  
f o r  people of a l l  ages, never the less ,  we doubt any major e f f o r t  is  made t o  
a s s i s t  people i n  various ways of g e t t i n g  around ia the  metropoli tan a r e a  
o t h e r  than v i a  the  personal  c a r /  The most extens ive  programof education i n  
the  t r anspor ta t ion  area undoubtedly a r e  the  state-mandated programs of 
dr iver  education. D i d ,  any s t a t e  ever  mandate  ride^ education? 

\ 
\ 

7. Government - - - - -- . - -- a p n c i e s  - . have -- dbeenqreoccupied - with  bui ld ing f a c i l i t i e s  ~ i a t h e r  than 
~ i d e r u  -- , A t  the  f ede ra l ,  s t a t e ,  regional ,  county and l o c a l  l e v e l ,  governmental. 
agencies respodsible f c r  t r anspor ta t ion  have concentrated t h e i r  e f f o r t s  mainly on 
supplying and mainbaining physica l  f a c i l i t i e s  t o  accommodate demand f o r  t r a v e l .  It , 
/ \ , 

/-' 
\ 



i s  a s  i f  demand f o r  t r a v e l  Isere l a rge ly  an ir~dapendent va r iab le ,  t o  be accepted w$th- I 

out quest ion,  regardless of when o r  i n  what fonn the  demand occurs. The assumption 
seems t o  be t h a t  i f  e v e e o n e  yere t o  choose tq dr ive ,  alone, i n  the  peak hour, then 
they would have t o  be served, regardless of t h e  ine f f i c ienc ies .  ,/ 

Such an apprcach is fundzmantally r~nsound. The way i n  which demand f o r  t r a v e l  
occurs can--and does--vary, depending upon ou t s ide  fac to r s .  For example, ready 
a v a i l a b i l i t y  of a speedy multi-passenger vehic le  as  an a l t e r n a t i v e  t o  t h e  personal 
car  w i l l  inf luence  an individual  i n  h i s  decision.  This, i n  tu rn ,  w311  a f f e c t  t h e  
number Of vehic les  needed t o  s a t i s f y  t r a v e l  demmd and, consequently, the  ex ten t  t o  
which rights-of-way need t o  be b u i l t .  O r ,  t o  take another example, the  way i n  which - 

demr~d  f o r  t r a v e l  occurs w i l l  vary depending upon whether new urban development con- 
t r i b u t e s  t o  f u r t h e r  urban sprawl o r  counteracts  such a t rend.  

, 

\ No b ~ e r  can i%ansportatiora pZanning be limited t o  suppZyiq facizities as 1 

demand for *rave& requires. The way i n  which demand occurs must b e m a  subject 
in f  luence . 

Unfortunately, t h e  Trznsportat ion Planning Program, t h a t  body which has respon- 
s i b i l i t y  f o r  coordinating the  construction of major t ranspor ta t ion  f a c i l i t i e s  i n  the  
metropolitan area ,  has been almost exclusively or iented  t o  the  supply s i d e  (providing 
the  physical  f a c i l i t i e s )  with no more than inc iden ta l  a t t e n t i o n  t o  t h e  way i n  which 
dgma?zd occurs,  (such as  t h e  number of t r i p s  i n  s ing le -occupa~t  cars  versus multi- 
passenger veh ic les ) .  

The Transportation Planning Program is a non-stztbtory associa t ion which has 
ex i s t ed  i n  d i f f e r e n t  £oms  i n  t h e  metropolitan area  ever t h e  pns t  11 y e a s .  Gurrently \ 

it i s  a j o i n t  powers agreement among the  Metropolitan Council, 14etropolitan Transi t  
Cominission, Minnesota Highway Department, counties and municipalitit%s i n  the seven- 
county metropolitan area .  The establishment of t h e  Program was st imulated by federa l  
regula t ions  c a l l i n g  f o r  a comprehensive, cooperative, copcinuing planning process i n  
each metropolitan area  t o  qual i fy  t h a t  area  f o r  federa l  funds f o r  t r a n s p o t t a q a n  fa- 
c i l i t i e s ,  It i s  headed by a five-nelhber Pianagement Coxnittee which includes the  
chairman of t h e  MetropolLtan Council, chairman of the  M ~ t r o p o l i t a n  Trans i t  Commis- 
s ion ,  s t a t e  Comissioncr 02 Highways, a representa t ive  of county governments and a 
r e ~ r ~ s e n t a t i v e  of ~ ~ n f e i p a l  governments. Its core s t a f f  i s  t'PLe Transportation Plan- 
ning s t a f f  of the  Metropoiitan Council. Its annual budget f luc tua tes  from y e a r , t o  
year ,  depending upon the  of funds its par t i c ipan t s  contr ibute .  A t y p i c a l  bud- 
get  i s  about $400,000 annually. The l a r g e s t  share  of the  funds , about one-half , i s  
w n t r i b u t e d  by t h e  Highway Department as p a r t  of i t s  required investment i n  t h e  plan- 
ning process. About 40% of t h e  work p r o g r m  involves preparat ion and refinement of 
a t r anspor ta t ion  plan and about 60% i n  coordination of planning implementation of 
the  plan.  a 

\ mile t h e  Transportat ion Planning Program has been ab le  t o  provide a valuable 
forum f o r  a l l  p a r t i e s  t o  d iscuss  t r anspor ta t ion  quest ions,  it has been ine f fec tua l  
i n  making decisions.  Because it i s  a j o i n t  powers agreement, representa t ives  of t h e  
various agencies have i n s i s t e d  on an equal voice,  meaning t h a t  no  one has tk f i n a l  
r e spons ib i l i ty .  The r e s u l t  has been t h a t  t h e  Program has been unable t o  provide / 

leadership i n  t r anspor ta t ion  policy.  ~ 1 ~ 0 ,  because it is e s s e n t i a l l y  an organizat ion 
of the  building agencies, with the  representa t ive  of each agency looking out primar- 
i l y  f o r  h i s  own area ,  i t  has been d i f f i c u l t  f o r  the  Program t o  take  an o v e r a l l  per- 
spect ive  on t ranspor ta t ion  i s s u e s .  



iVIetropolitan areas throughout the  country have\ ,had s i m i l a r  d i f f i c u l t i e s  i n  mak- 
ing  t r anspor ta t ion  policy.  Conscquently, federal o f f i c i a l s  have become increas ingly  
i n t e r e s t e d  i n  devising ways whereby e$fec t ive  t r anspor ta t ion  policy-making s t ruc tu re3  
can be s e t  up. I n  recent  years ,  f ede ra l  o f f i c i a l s  have been t a lk ing  more and more 
ab-out the  need f o r  s t a t e  l e g i s l a t u r e s  t o  de gnste o~ o f f i c i a l  pol icy  body f o r  t rans-  
por t a t ion  policy i n  each metropolitan area." The Minnesota l e g i s l a t u r e  has not  
taken t h i s  ac t ion  t o  da te .  We bel ieve  i t  must. 

I - / 
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1 Action by the  ' 19 73 Leg i s l a tu re  on t r a n s p o r t q s o n  decision-making-- A s ,  
\ necessary f i r s t  steps i n  providing a f t e r n a t i v e s  t o  &he systen: which r e l i e s  s o  heav i ly  

On t h e  i n e f f i c i e n t  pefsonal  cat i n  t h e  Twin Cities a rea ,  we recommend t h a t  t h e  1973 
Leg i s l a tu re  : 

I 

I r  Designate t ranspor ta t ion ,  decision-making body by s t a ty t e - -  The Leg i s l a tu re  
should f i x  r e s p o n s i b i l i t y  f o r  t r a n s p o r t a t i o n  dec is ioninakixg  i n  the  W n  
C i t i e s  a r e a  by des iga t ing ,  by s t a t u i e  , a pol icy  body i n  the-metropol i tas  a r e a  , 
t o  have o v e r a l l  r e s p o n s i b i l i t y  f o r  t r a n s p o r t a t i o n  planning and p o l i e  1% , 
inc luding  the  assumption o f ' t h e  funct ions  of t he  Transpor ta t ion  Plan 
Program. The Trrlnsportation Planning Program is  a li t t le-known, b u t  
s i g n i f i c a n t  non-statutory arrangement which has  c a r r i e d  rout cer tain,  - 
s i b i l i t i e s  i n  coor#ina t ion  of t r a n s p o r t a t i o n  planning i n  t h e  metropoli tmi 
a r e a  i n  r ecen t  years .  

\ 

b .  Make cons tr-pn po l i cy  emerge from non-cagi td l  policy-- The ~ e g i s l t d t u r e  
should requare Ghat dee&sions on construction'  of major highwPry and t r a n s f f  
f a c i l i t i e s  s h a l l  be a second r e s p o n s i b i l i t y  of t r anspor t a t ion  policy-making, 
t o  t ake  p lace  only a f t e r  dec is ions  first ' a re  made i n  in f luenc ing  the  h e  of 
skngle-occupant versus  multi-passenger vehic les .  This r ep resen t s  a amjot 
s h i f t  i n  Brnphesie i n  t r a m p o r t a t i o n  planning and polgcy-making. I t e  
t r a d i t i o w l  r e s p o n s i b i l i t y  hag been e s s e n t i a l l y  construet ion-oriented (mainly 
bu i ld ing  rights-of-way f o r  more r a p i d  v e h i c l e  movement). It has  not  included 
the  mat te r  of $ inf luencing  t h e  number of t r i p s  taken i n  single-occupant versus  
mblti-passenger veh ic l e s .  1 

The e f f e c t  of our  recommendation would be t h a t  henceforth the  dec is ions  on - 
cons t ruc t ion  of 'major highway and t r a n s i t  f a c i l i t i e s  would be made only i n  t h e  
context  of t h i s  process.  

, 
I n  e f f e c t ,  t h e  Leg i s l a tu re  would s t a t e  t h a t  t r anspor t a t ion  po l i cy  s h a l l  i n -  
volve t r a d e o f f s  between t h e  e x t e n t  of inf luencidg  pereons t o  swi tch  dram , 
s fngle-odcup~nt  t o  muiti-pcssenget vehic lesand t h e  ex ten t  of new construct-  
ion.  So f a r  t h e  Le$ i s l a tu re  has n o t  e x p l i c i t l y  s t a t e d  Transportat ion po l i cy  
f o r  thd reglorr, b u t  t he  e f f e c t  of p a s t  ac t ions  has been, mainly, t o  suppLy 
f a c i l i t i e s  t o  meet demand, without  t r y i n g  t o  in f luence  the way i n  which 
demand occurs .  A s  a r e s u l t  the  region has developed a very expensi*, in-  
e f f i c i e n t  t r a n s p o r t a t i o n  system, con t r ibu t ing  t o  a g r e a t  d e a l  of urban 7 

sprawl. \ 

c. Broaden t r anspor t a t ion  policy-making t o  i 
I 

--Encompass a l l  vehic leg  car ry ing  mul t ip l e  passengers-- The &egis  l a t u r e  should 
s p e l l  o u t  t h a t  automobiles,  pub l i c  buses ,  p r i v a t e  buses,  school  b u s e ~ ,  t a x i p ,  
rent-a-cars,  ca r  pools and o t h e r  ways used .to aove people around t h e  metropoli tan 
a r e a  a h a l l  come wi th in  t h e  scope of t r a n s p o r t a t i o n  palicy-making. For t i e  

' f i r s t  time an i n t e g r a t e d  approach t o  a l l  modes would be  poss ib l e .  Our i n t e n t  
he re  is  t o  h i g h l i g h t  f o r  emphasis, no t  t o  l i m i t  the  o v e r a l l  scope of t r anspa r t a -  
t i o n  policy-making. For exan:ple, a l l  veh ic l e s ,  inc luding  those used f o r  goods 
movement, r a t h e r  than passengers ,  wbuld be  included.  \ 

L 

--Include parking on the agenda-- Even on t h e  phys ica l  s i d e ,  t h e  Tfanspor ta t ion  
p l a n n i n g  Program has  been t o o  l imi t ed ,  by concentqating on making pol icy  f o r  
t h e  movement af Vehicles (rights-of-way] t t h e  exc lus ion  of po l i cy  f o r  the 
storage of veh ic l e s  (parking l o t s  and ramps j . We rbcomedd t h a t  t he  1973 
Leg i s l a tu re  broaden t h e  ~ h a r g e ~ f o t  t r a n s p o r t a t i o n  t o  inc lude  planning fb,r 
parkipg. A l l  proposed parking f a c i l i t i e s  of a c e r t a i n  s i z e  (say,  50 spaces o r  

, more) skould b e  submit ted f o r  review as t o  t h e i r  impact on advancing t h e  cause 
n6 rnr r1 t . f -naaQonanr  3~ a n ~ 4 n c t  a 4 n - l ~  finaannnnr t r a d a n n r t n t 4 n n  



d, Es tab l l sh  a goal  of increas ing the  proporpion of pea$-hquk r i d e r s  t q  50% by 
1980--We recommend t h a t  t h ~  Legis la ture  e s t a b l i s h  a goal to ' inc rea$e  the  

1 - 
proport ion b f  r i d e r s  i n  the  6-9 a.m. peak hour from 37X* i n  1970 t o  SQX by , I 

1980, which, i f  Bttaimkl, would approximate the  percentage of r iderdhip  
' which prdvailed i n  1949. The attainment of t h i s  @ wpuld requ i re  t h a t  

a p p ~ x i m a t e l y  an add i t iona l  100,000 persons who otherwise would d r ive  t o  . 
I \ work from 6-9 a.m;'would r i d e  ins tdad -- on the  m y i n  car  pools ,  company- 

owned vans, err what-have-you. Tine establishment o? a goal  w i l l  moSe than 
anything e l s e  give transpor-tatiod management a gense of purpose. L - 

i 

e .  Require prqgress repor t  i n  1974, fo l lowed,byrep,u lar  monitoring--The Legis- 
l a t u r e  qhoukd) c a l l  f o r  a f i r s t  r epor t  en t he  r e l a t i v e  proport ion of d r ive r s  
and passbngers, i n  a l l  vehic les ,  be submitted by the  s t a t u t o r y  successor t o  

1 
\ the  Transportat ion Planning Program i n  January 7974, with,  as deemed desir-. 

ab le ,  recommendationspn l e g i s l a t i o n  f o r  moving up the  p r o p o t t i ~ n  of pasnen- 
gers  . 
/ 

\ The Legis la ture  should requ i re  an annual r epor t  oh progress towatds reaching 
- a goal  of 50% passengers by 1980, p lus  des i rab le  goals  f o r  longer periods i n  

t h e  fufure .  We see no reasqn why, i n  t h e  long run,  t h e  p r o p o ~ t i o n  of persons 
\ who a r e  passengers r a t h e r  than d r i v e r s  , i n  the  peak hour c a n q t  approach 75%. 

\ 

, We recommend a program of r egu la r  monitoring of r ide r sh ip  i n  the  region, not  
j u s t  surveys once every 10 years  o r  BO+ We understand t h a t  such an e f f o r t  
is  f e a s i b l e  thq6ugh s e l e c t i v e  sampling, r a t h e r  than comprehensive surveys,, 

We recommend a t  l e a s t  two methods of measurement: (1) the  proportion of , 
t r i p s  taken by riders,  r a t h e r  than d r ive r s  (which can be f a i r l y  e a s i l y  under- 
stood) and (2) t h a t  number of passengers pe r  vehic le  mile ( a  more technica l  

\ measurement, but  important because i q  can r e f l b c t  tbe dis tance  of t r i p s  a s  
we l l ) .  / , ) 

\ , 
,' 

4 2. Change p u b l i c  p o l i c i e s  t o  help bui ld  ridership--An impkoved t r a n s i t  marketing 
program f's unl ike ly  t o  r e d l i z e  i t s  f u l l  p o t e n t i a l  unless  accompanied by chan$es i n  
p u b l i c  policy.  We recornand t h a t  the s t a t u t o r y  sttclcessor t o  t h e  Transaortat ion Plan- 
hing P r ~ g r a m  have t h e  contintiing r e s p o n s i b i l i t y  t o  develop proposals f o r  t h e  Legisba- 
t u r e  and o t h e r  governneutal bodies on making pub l i c  p o l i c i e s  cons is tent ,  with the  goal  . 
of bui ld lug ? r ide r sh ip .  b!e hzve i d e n t i f i e d  severa l  a reas  where the  Legis la ture  should \ ' 
a c t  immediately : 

r 
/ > * 

a .  Help increase  t h e  speed of m u l t i - p a s s e n g e r , v e ~ c l e s  by giving p r e f e r e n t i a l  
t reatment--Trwsit  must b e  rapid  t o  d i b e r t  present-  d r ive r s  h multi-occupant 
vehic les ,  whf ch means g e t t i n g  the  vehic les  ou t  of &xed t r a f f i c .  

I 

- -Preferential  @&try--All new o r  r e b u i l t  l imi ted  access roads i n  the  metro- 
p o l i t a n  a rea  should inc lqde  separqte  access  ramps, i n  a l l  di.rections, f o r  
the  exolusive use'of multi-passenger deb ic les .  The add t t ioba l  ramps can 

. 
/ \ 

i \ 
- 

I 

k 
\ 

\ 

* Th s c u i r e n t  percentage' covers a l l  types of t r i p s  d y i n g  , the  6-9 a.m. peak, includ-I k i n  school bas t r i p s .  r f ,  on t h e  o t h e r  band, only work t r i p s  were considered, b u t /  
including work t r i p s  throuzhout the  e n t i r e  day no t  only the  6-9 a.m. peak, thei1970 
percentage of r i d e r s  ,was 25%. 



be b u i l t  a t  modest cost.- Than, i n  peak haurs,  as necessary,  multi-ppssen- 
g&r vehic les  can be allowed p r e f e r e n t i a l  e n t r y  ove: single-occupant vehi- 
c l e s .  Ye do not  have adequate information t o  kecoSnend a sp c i f i c  number 

\ of p3rsong needed i n  a vehic le  t;o qua l i fy  f o r  use of a spec ia  5 access ramp. 
Perhaps t h r e e  o r  four  persons would be  a des i rab le  minimum, although i n  
c e t t a i n  c i r cmctances  t h e  requirements might have t o  be g r e a t e r  than ' tha t ,  
and i n  o thers  it could even be as few as  two persons. 

We recoplsqend t h a t  access t o  t h e  p r e f e r e n t i a l  ramps now under cons t ruct ion  
on I-35W from ~ u r n m i l l d  t o  Minneapqlis, *hich now a r e  being planned Eor 
bused only ,  be expanded t o  i n c l u d e  o the r  smal ler ,  multi-passenger veh ic les ,  
includtng,  poss ib ly ,  ca r s  i f  they have enoufih passgngers. I n  addi t ion ,  , 
p r e f e r e n t i a l  access should b e  provided on a l l  ramps, not  j u s t  those h a d -  
ing  i n  one d i r e c t i o n ,  t o  r e f l e c t  the  p a t t e r n  of t r a v e l .  , 

, 
Also, parkfng l o t s  and ramps should be desigrred so  t h a t  prefer red  access 
and locayion a r e  given t o  multi-passenger vehicle9 (such a s ,  f o r  example, 
they p r e f e r e n t i a l  treatment now given buses i n  the  Metropolitan Stadium 
parking l o t ) .  This w i l l  requi re  \the cooperation of employers and shopping 
center  owners. To s e t  t h e  pace f o r  p r i v a t e  employers, w e  recommend t h a t  
the  Legislakure provide t h a t  parking l o t s  f o r  employees a t  t h e  S t a t e  Cap$- 
t o 1  be designed t o  g ive  preference,  both i n  loca t ion  and i n  p r i c e ,  t o  muiti- 
dassenger cc r s  . 1 > 

--Exclusive lanes--We recomend t h a t  exclusive lanes f o r  multi-passenger 
vehic les  be rou t ine ly  designed f o r  present  and new freeways unless  i t  can I( 

be demonstrated conclusively t h a t  such lanes a r e  unnecessary. Because of 
design requirements, it might be necessary t o  l i m i t  c e r t a i n  kinds of exy 
c l ~ t s i v 2  lanes t o  multi-passenger vehic les  wi th  profess ional  d r i v e r s  o r  
with s p e c i a l  eq,uipment s u i t a b l e  f o r  use of the  lanes.  

\ 
i 

1 

--Right-of-way t o  busqs--!dz recomend ,that s t a t e  law gran t  'buses an autama- 
t i c  xight-of -SJZ:T over o thdr  vp'nicles when t r ave l ink  i n  mixed t r a f f i c .  
This mems, for  exarcple, t h a t  when buses pula away from the  curb afker  
having picked u? passengers, they wpuld have t h e  absolqte right-of-way 

/ over o t h e r  vehic les  I n  g e t t i n g  back i n t o  t h e  stream of t r a f f i c .  Perhaps 
a f l a sh ing  stop l i g h t  a t  t h e  back of a bus could be  ac t iva ted  t o  n o t i f y  I 

o the r  uebides  t o  y ie ld .  

b. Trea t  multi-passenker t r anspor ta t ion  as  a u t i l i t y  t h a t  must b e  provided. 

--Transit impact stakegent--To s t i m u l a t e  an awareness of t r a n s i t ,  the  owners 
of pmpoged hew r e s i d e n t i a l ,  comierciol,  o r  i n d u s t r i a l  developments should 
be requi red  by law t o  s e b d t ,  a& a p a r t  of whatever information i s  pye- 
pared when any kind of permit ,  p l a t  approval o r  rezoning i s  sought from q 
government body, a t r a n s i t  impact statement ind ica t ihg  (1) t h e  e f f e c t  of 
the  proposal  an multi-passenger versus single-passenger t r anspor ta t ion ,  
(2) t h e  e x t e n t  t o  which the  proposal serves t o  enhance multi-passenger 
t r anspor ta t ion ,  (3) any unavoidable aspects  of the  proposal which serve  t o  
enhance single-passenqer t r anspor ta t ion .  The Leg i s l a tu re  should i n s t r u c t  
t h e  successor body t o  t h e  Transportat ion Planning Program t o  s p e l l  ou t  what 
s h a l l  be covered i n  such a s tatement and guidel ines  as  t o  how l a r g e  a pro- 
posal  must be fox a t r a n s i t  impact statement do be required. Such a s t a t e -  
ment would,be a n a t u r a l  exteas ion of t r a f f i c  analys is  r epor t s  usual ly  re- 
qui red  of proposed developments now. 



,- -- -;e!t:i~r; t_"&cr:3ists apd pedestrim-?-!-The p o t e n t i a l  market 6or usbg  
t r a n s i t  fox ionger t r i p s  wil kybe helped i f  people can use o the r  forms of I 

t r anspor ta t ion  than t h e i r  o w , c a r s  f o r  s h o r t  t r i p s ,  Proposed residen- ' 
t i a l ,  c o m e r c i a l  and i n d u s t r i a l  developwnts should be designed sol that  
pedes t r ians  arid b i c y c l i s t s  can reach and move around i n  the  devehp*nts 
Qithout undue s a f e t y  q isk  because of the  automobile. Many g 'eo~le \  today 
use t h e i r  c a r s  f o r  s h o r t  t r i p s  simply because i t  is not  sa fe  t o  b ike  o r  
walk. / i 

-- IIedocing parking requirements-Develogers should be  allowed by s t a t ;  l a w  
t o  provide fewer parking placks than required by mmicipal  ordinances i f  , 
they can demonstrate a v a i l q b i l i t y  of trarisit service, broadly def i w d -  
Thus, f o r  example, an apartment development could reducq its of f - b t ~ e e f  ( *  

-. parking spaces i f  i t  provided 8 t r a n s i t  s h e l t e r  and/or a f l e e t  of ca r s  
\ fo'r tenants  t o  use r a t h e r  than t h e i r  own. , I I 

, - Transi t  s h e l t e r s  and t ranspor ta t ion  centers--Shopping cen te r s  and large 
emPloyment cen te r s  should b e  required t o  provide, a s  rout inely  a s  they 
now provide parking, indoor heated a reas  f o r  discharging and picking UP 
passengers from busep and o the r  multi-passenger vehic les .  Shopping an- 
terS should also  be , requ i red  t o  demonstrare the  provision of an aqea f o r  

I in tegra t fon of a v a r i e q  of t ranspor ta t ion  se rv ices ,  such a s  t a x i s ,  rent- 
' _  a-car oper&tions, bus turn-arounds , park-and-ride l o t s ,  aqd perthaps o the r  

re lared  se rv ices  f o r  people, such as conwnient  wait ing areas  with res- 
taurants ,  newsstands, and places  t o  obta in  tqanportazion information. I n  
e f f e c t ,  such t r anspor ta t ion  se rv ice  cen te r s  would be a v i s u a l  manifests- , 
t ion  of the broad approach t o  " t rans i t "  which we bel ieve  i s  needed. 

Tfe a l s o  see p o t e n t i a l  f o r  using p a r t i ~ n s  of parking l o t s  adjacent  t o  r 

regular ly  scheduled bus routes f o r  o f f  -the-road loading and unloading. 
I 

\ 
c. Change ~ ? . c i n g  polfc5ies--Previous Ci t izens  League repor t s  have recoamended -. - 

h t h a t  <&) The N i ~ ~ z ~ e s n t a  Const i tu t ion be arcender! t o  give the  Leg ie la tuw 
, grea te r  d i sc re t i?n  i n  t h e  use of h$%hway use r  taAes, and (2) t h a t  county 

road  and bridge ;.evles be reduced, with t h e  l o s s  in_revenue\s made up by a 
\ wheelage tax. ' L!e h2v2 f d e n q f i e d  the  f o l l o w k g  add. i tbnal ,  r e l a ted ,  is- 

sues which s2aofil:.9 be dacpd now: \ 

\ 

\ \ -- $ropo;(f::-tx;p-s f o r  county high-days--Action by, the  19 71 ,LegislAture allow- 
l ing  c o m t i e s  t o  imposetwhcelage taxes d id  ndt  s top the  iricrease i n  gener- 

a l  taxes, f o r  major thoroughfares. We be l i eve  t h a t  f u r t h e r  increases  i n  I 
county property taxes f o r  roads i n  the  metropolitan area  are no t  j u s t i -  
f i e d ,  Additional funding f o r  county roads should come from road user  
taxes.  heref fore: we recornend' tha t  the Legis la ture  p r o h i b i t  any f u ~ t h e r  ' 

increase  i n  county rbad and bridge property t a x  r a t e s  i n  the  metropolitan 
area  above the  level of the r a t e s  ac tua l ly  l ev ied  f o r  1973. Further,  ae 
addi t ional  highway use r  funds are  rnade ava i ldb le  f o r  county highGaysc 
such a s  from the  county share  of an increase  i n  the gasoline tax, cotmty 

l property taxes f o r  roads should be reduced accordingly. 
\ 
/ \ 

, -- Peak-hou=ricing-- We were unable, i n  the  t i m e  ava i l ab le  t o  us, t o  'de- 
1 

I vise s p e c i f i c  recomnrendations i n  t h i s  area. But i t  needs t o  receive , 
- ihigh p r i o r i t y  a t t en t ion .  GJe recommend t h a t  the  Legis la ture  i n s t r u c t  t h e  

L 

s t a t u t o r y  successor t o  the  Transportation Planning Program to  redew the  
1)  question of peak-hour t r a v e l  cos t s  an& pr ic ing,  and repor t  t o  the  next  

Legis la ture .  The inves t iga t ion  would include,  b u t  n o t  be l imi ted  to: / 
I 

/- , 
c 



\ 

* Poss ible  i n s t a l l a t i o n  of spec ia l  sensprs* i n  highwhys t o  record peak-hour 
ise aqd bf 11 vehic le  ovners eccordingly . 

/ 

. * Poss ible  higher fees  on the  second c a r  i n  a household, t o  r e f l k c t  the  \ 

I \ f a c t  a secoqd car i s  usuaily needed because of t h e  peak-hour work t r i p ;  
orlpurchase of s p e c i a l  s t i c k e r s  f o r  peak-hour dr iv ing.  \ -1 

\ * Poss ible  peak-hour parking sur taxes  a t  publ ic  and p r i v a t e  ' l o t s  qnd ramps 
throughdut t h e  metropolitan area. \ * I 

/ 

3 .  Beginmarketing t r a n s i t  a t  the  destin-atiqn--Transir, a s  we have defined it, 
broadly, -to mean r id ivg  t d t h  o the rs  r a t h e r  than dr iv ing alone, whatever the  veh ic le ,  
t r a d i t i o n a l l y  has been marketed d i r e c t l y  t o  the  individual .  But i t s  success has beeq ' severely l lmi ted  because individuals  l i v e  i n  such a v a r i e t y  of ldcat ions  and have t r i p s  
with such a var'rety of desqinations.  To overcome this problem, w e  be l i eve  considerable 
p 'otential  e x i s t s  f o r  e s s e n t i a l l y  reversing p a s t  marketing s t r a tegf  es . This means, f o r  
example, i n  the  case cf work t r i p s ,  t h a t  t r a n s i t  may be b e t t e r  so ld  a t  <he destination 
than the  o s g i n .  Such a market ing approach w i l l  enable the  supp l ie r  of t r a n s i t  service,  
(such as  the  MTC, a p r i v a t e  Sjus company, a t a x i  company or' a rent-a-car-firm) to reach 
l a rge  groups of individuals  a t  oncp--individuals who a r e  known t o  be concentrated to- 
gether a t  one end of t h e i r  t r i p  and who a r e  l i k e l y  t o  have common wcrking hours. The 
supp l ie r  of t r a n s i t  se rv ice  can focus h i s  marketing e f f o r t s  on fewer groups, with 
gfeater  prospect of success.  This meas, s p e c i f i c a l l y ,  s e l l i n g  t r a n s i t  t o  (1) employ- 
ers, who, i n  e f f e c t ,  would a c t  a s  agents f o r  t h e i r  employees. For example, specia l ized 
t r a n s i t  Bervice could be designed t o  meet the  p a r t i c u l a r  t r a v e l  needs of employees i n  
a s i n g l e  f i rm o r  g r o u ~ b f  firms located near each o the r .  Service t ~ o u l d  be p re i so ld ,  
with the  customers signed up before t h e  se rv ice  i s  s t a r t e d ,  It would not  be necessary 
s,i.rn?ly t o  o f f e r  B published rou te ,  hoping f o r  randoa pickups, People could "subscribe" 
f o r  t r a n s i t  se rv ice  designed s p e c i f i c a l l y  f o r  them. (2) apartment complexes o r  o t h e r  
places where residences a t e  concentrated. Service could be t a i l o r e d  to m e e t  the  par- 
t i c u l a r  needs of r e s d d e ~ t s  of a s i n g l e  apartxtent area.  A developer of a r e s i d e n t i a l  
complex e a s t  of S t .  ~ a u i  t o l d  us he i s  looking f 6 r  t l a n s i t  supp l ie r s  t o  come fo r th .  '\ ('3 commercial centers ,  which might f ind  i t  advantageous, f o r  exanple, f o  o f f e r  demand- 
loa ing t r a n s i t - s e r v i c e  -t4 t h e i r  customers/as an option t o  t h e  personal c a r  f o r  t rans-  
por ta t ion .  ) 

\ 

We recommend the  following marketing ac t ions  and s t r a t e g i e s :  f 

--Continue t o  r e f l n e ,  i n  g r e a t e r  d e t a i l ,  t r a v e l  behauior information so  t h a t  . c l u s t e r s f  of people (i.e. p o t e n t i a l  markets f o r  multi-passenger transporta-  
t ion)  can be b e t t e r  i i tent i f ied .  This should cover non-peak a s  w e l l  a s  peak 
hour  t r a v e l  pa t t e rns .  Work t r i p  des t ina t ions  can be i d e n t i f i e d  f a i r l y  I 

e a s i l y ,  even without some of the  t r a v e l  behavior i rk f~rmat ion .~  But much 
b e t t e r  knowledge, about non-peak t r a v e l  i s  needed. ,' 

\ 

--Circulate broadly the  t r a v e l  behavior informstion already co l l ec ted ,  It 
has been more than two years s ince  the  Travel Behavior Inventory was taken 
but  l i t t l e  has been published. 

--Undertake market research sPudies \ in  depth as t o  what motivates people t o  
p r e f e r  t h e  personal  ca r  over o the r  forms of t ransparfar ion and t o  determine 
what kind of products n6ed t o  be marketed m d  which appeals need to be used 

I - 

*s imi la r  t o  ' automatic e a r  i d e n t i f i c a t i o n  in automated r a i l r o a d  yards 
\ 



t o  encourage people t o  p r e f e r  o the r  forms of t r a n a p o r t i ~ i o n  over t h e i r  personal  
cars .  Coordinate major s a l e s  and education program on mult i-passenger tqans- 
portatiton. This might include a wide range of and publ ic  r e l a t i o n s  
a c t i v i t i e s .  \- i - 

\ / 
I 

\'- 
--Continue t o  seek o the r  ways of p r ~ v d d i n g  'v iable  a l t e r n a t i v e s  t o  the  s ingle-  - 

\ occupant car .  I 
I / '  / - i 1 

--Monitor the  progress and con t t ibh t ion  made by the  varibus s u p p l i e r s  of t rans-  
'. pdr ta t ion  se rv ice  i n  the  metropoli tan a r e a  and make recommendations t o  t h e  Leg- 

l s la tu??e ,  a s  deemed delsirable, a s  t o  needed changes. For example, i f  i t  appears 
as i f  munidipdl l i cens ing  of taxis is impeding adequate s e w i c e ,  r e c y e n d a t . i o m  
t o  c o f r e c t  the  s i t u a t i o n  should be made. 

\ b. To the  MTC 
\ r- 

--Con$aCt majdt employers and employment cen te r s .  Urge entploykr9'cooperation 
determining c l u s t e r s  of res ideaces  which might be p a r t i c u l a r l y  appropr ia te  f o r  
subsc r ip t ion  se rv ice  59r employees. b 

, --Get  i n  touch with munic ipa l i t i e s  and f ind  okf when every new apartment complexL! 
d 

,is planned. Contract apartment owners t o  o f f e r ,  a s  an inducement ta  prospectivC 
tenan t s ,  specia l iked t r a n s i t  s e r v i c e  under MTC contrac t  t o  meet tpeir p a r t i c u l a e  - 
t r a v e l  requirements. Urge apartment owners to surv,ey work des f inat$ons ef a l l  

I tenants .  
- 

&-Get i n  touch wi th  the  Plinneapolis and S t .  Paul  S c h ~ o l  Boards and o f f e r  t o  providk 
spec ia l i zed  serarice f o r  t ransport i t t ion of s tudents .  Tb the  ex ten t  such se rv ice  
can be provided i n  ,the o#f-peak whdn MTC dr ive r s  and equipment now a r e  qdle,  r a m  
can be adjustre'd accordgngly, s o  a s  t o  be compet'itive with any o t h e r  se rv ice  the  
School Boards might consider.  I f  c e r t a i n  s t a t e  regula t ions  & ~ l h i b i t  the  a b i l i t y  
of the  MTC t o  mke such con t rac t s*  the  issue! should be brought t o  the  Legis la ture  
and r e s o b e d .  \ \ 

\ 
\ \ 

-- Explore, In cooperation, with the  t r a n s i t  d r ive r s  ' union, the  i;mpac t of current  
p o l i c i e s  agains t  h i r i n i  any part-time d r i v e r s  upon the  a b i l i t y  Of the  WC t o  

, I  s u b s t a n t i a l l y  ex~and peaii-hour se rv ice  and, conseqqently , its revenue base; 
/ ,  
, Explbre r e l a t i n g  d r i v e r s s  compensation t o  extent/to,which r i d ~ r s h i p  increases .  

A s  des ixab le ,  make proposalls t o  the  Legis la ture  ip t h i s  rbgard. 
i 

\ 

\ --Review the  p o s s i b i l i t y  of cont rac t ing  the  r e t a i l  StoqOa f o r  the  de l ive ry  of goods 
a s  a f o r b  of b e t t e r  u t i l i z a t i o n  of d r ive r s  and buses i n  the  off-peak hours. We 
understand an experiment such a s  t h i s  may be s t a r t e d  ip Canada.* 

--Reduce f a r e s  i n  off-peak hours t o  s t imula te  mote e f f i c i e n t  u t i l i z a t i o n  of its 
system. h p l o r e  d i f f e r e n t  forms of paying f o r  t r a n s $ t ,  i nc lud ing  monkBly o r  I 

weekend passes. /' 
I 

\ c 

--Continub t o  ca r ry  out  its 13-point i m ~ r o v e m n t  program, inc luding 'development of 
park-and-ride f a c i l i t i e s ,  s h e l t e r s ,  &d a more equ i t ab le  f a r e  zoning s t r u c t u r e .  

\ 

- -~eview t h e r p o , s s i b i l l t y  of designing vehic les  t o  give r i d e r s  a g r e a t e r  sense  of 
,privacy,  such as, providing s e a t s  wi th  head rests and personalized l igh t ing .  

V 

--Allow f r e e  i r a n s f e r  between MTC buses and p r i b a t e  bus companies. , 

--In t e g r a t e  pr/esent se rv ices  i n t e r n a l l y  by Mproved coordinatZon of routes  and 
schedules and increased use of ex i s t fng  freeways, coordinate  passenger se rv ices  

k with these  of o the r  c a r i e r s  , including inter-city trains and buses, l imousines, 
i 
I t a x i s  and p r i v a t e  passqnger s e r d c e s .  I ( ,  1 

*% Evhluation of U f i a r i  Transport Efficiency i n  c&adal', N o m n  D1. Lea 6 Associates,  



--Take the  i n i t i a t i v e ,  perhaps ie cooperation with t ax i  hcompani&s, %n demsind- 
loading (Dial-A-Ridej service  i n  the re$ion,,offering an adjusted f a r e  I 

s t h c t y r e ,  sp t ha t  people can be piaked up a t  t h e i r  homes &nd p&en t a  
\ t h e i r  des tinatdons ae reassnab l e  ra tes .  

I 

c,  To t ax i  companies I 
\ / 

1. 

--Move, jo in t ly ,  t~ es tab l i sh  a cen t ra l  marketing an+? taxi\dispatcbfn& ser- 
I vice f o r  the  e n t i r e  metropolitan area. 

I 

--Start u s i Q  t ax i s  $0 carry mbrk advertising,  such as  pointing out  t ha t  a J l  
persons with common o r ig ip  and destinations need pay QO more, t o t a l l y ,  than 
a s ing le  fndividual . , 

1 

1 --Undertabe experimental programs i n  demand-loading (~ial-A-Bide) . 
\ 

--Offer specialized service ,  on contract  a t  negotiated ra tes ,  t o  emplo$rers 
t o  provide transportation service  t o  emp)oyees as needed during the day so 

t 
I employees won't have t o  use t h e i r  o w  cars .  Work wlth the  MTC i n  coopera- 

t i v e  eSforts where the MT6 could handle horqe-to-work t r i p s ,  with taxis pro- 
viding serbice  f o r  business-related t r i p s  during the  day, I 

I 

--Urge t h a t  muniqipalities discontinue l imiting numbers of l icenses  and tha t  
l municipal1 ties permf t t ax i s  t o  pick up and discharge passengers anywhere 

I- 
i n  the metropolf tan area.  

/ 
/ 

--Offer t o  lease  f l e e t s  of cars  t o  apartment complexes f o r  use by tenants hho . 

wish t o  forego owning and s tor ing a persbnal car ,  -. L 

--Review the possibf l i t y  of ~a lc ing  rent-a-cars available f o r  shor t ,  during- 
the-day f r fp s  i n  the metropolitan area f o r  people who want t o  leave t h e i r  I 

1 

\ cars a t  home and take other mear,s of transportation to work. 
\ 2 \ 

--Explore the  Leaai.bility of )leasing sleets of cars t o  emplofre* f o r  us2 by 
t h e i r  emp2oyees fog work t r i p s  during the day, ra ther  than using t h e i r  own 
pr iva te  cars.  

I 
I 1 

--Begin t o  enTurage individuals t o  us9 t r a n s i t  during the  week, and lease - 
cars ,  with the  s i z e  of ca r  dependent upon the need, f o r  weekend purposes. 

> 
I 

e. To d is t r ibu tors  df ban$ and mini-buses 
1 

I 

--Urge employers w d  otgers t o  purchase veh i t l es  l a rger  than care,  but , 
smaller than conventional buses, which individuals can lease  t o  provide, 

I i n  e f f e c t ,  "maxi" car  goolin'g o r  "qini" busing. 
I 

--Urge individuals where residences a r e  concentrated together t o  jo in t ly  pur- 
chase' such vehicle's f o r  commuting purposes. 

\ I 
f .  To school' a i s t q i c t s  . I _ ,  I I 

f --Don't j e t  buse$ s i t  i d l e  a f t e r  the  pupils  have been taken home from school, 
, S t a r t  offkring o ther  transportation services-, and charge f o r  such seivtcey. 

/ 
\* 

1 'I \ 

I 
\ 



This includes s e t t i n g  up rqgu la r  r o u t e s  which could help handle t h e  v a r i e t y  
/ of t r anspor ta t ion  requirements of youth, and o t h e r s ,  such as taking them t d  

shopping cen te r s ,  recrea t ion  areah, i c e  arenas,schools ( f o r  e x t r a - q ~ r r i c u l a r  
purp'oses), churches and so f o r t h .  Where g \school  d i s t r i c t  con t rac t s  with la 
p r i v a t e  school Bus f i rm,  it should a l s o  seek b ids  f o r  af ter-schdol  se ry ice .  

, 

\ --Urge t h a t  s t a t e  regula t ions  not  l i m i t  t h e i r  a b i l i t y  t o  con t rac t  w i t 4  the  
MTC f o r  t r anspor ta t ion  se rv ice  ko s tudents .  I) 

/ --Band together  with other,  d i s t r i c t s  i n  purchasing school kuses arhd i n s i s t ,  
i n  such j o i n t  purchas<np, t h a t  manufacturers of school bu$es improve 

I 
qchool bus design t o  make them more apptjaling f o r  r id ing .  Urge t h a t  s t a t e  
and f ~ d e r a l  s tandards on school bus design be  modified. 

\ 
1 I 

, --Explore changing school hours s o  t h a t  vehic les  which' take  ~ e a ~ l d  t o  work 
a l s o  caa be  used t o  take o the r s  to  school.  

I '--Make s u r e  such courses a s  d r i v e r  t r a i n i n g  a r e  balanced ,with information on 
/ t h e  cos t s  of dr iv ing o r  r id ing .  

I 
I 

K 
I g. To employers \ / I '  \ 

\ '  

--Devise a method, preferably  a common approach throughout the  meti;opolitan 
I 
\ a rea ,  f ~ r  matching up employees who l i v e  .lose t o  each o t h e r  and who, ' 

tberef  o h ,  a r e  most l i k e l y  t o  tide together  t o  work r a t h e r  than -alone. 
, Such Snformatlon should be cont inual ly  updated. I n  tbe  case of a s i n g l e  

l a r g e  employer i n  an a rea ,  only the  employees of t h a t  f i t &  heed t o  be  in-  
formed. But where a number of smalleq firms a r e  located  c lose  t o  each 
o the r ,  t h e  information should be shareda perhaps with the  help of the  l o c a l  i\ 

,, Chamber of Comerce. U t i l i z e  t h e  Ninnesota Highway Zlepartmeat, which hap 
\ *  offered  t o  assist, i n  I s e t t i n g  up the  system of matching employees. 

--Where t h e  employer provfdes parking f o r  employees, parking p o l i c i e s  Should 
/ 

be, changed so t h a t  t h e  most favorable parking spaces-that is ,  t h e  indoor , 
I spaces o r  the  spaces nea res t  the  bui ld idg entrance--should be reserved 

I f i r s k  f o r  aul t i -passengzr ca r s ,  wi th  single-occupant cars given @hat i s  
l e f t  . I 

1- 
'i 

--If 'an employer provides a f l e e t  of cars  f o r  business purposes, such as the  
Minnesota highway Departmept doe?, -allow employees,to ude such veh ic les ,  • 

with appropriate f e e s ,  f o r  personal  use. 

I --Provide comparable compensation, perhaps, f o r  example, thrdugh bus tokens, - 
t o  those  employees who don't  take  c a r s  to work t o  match t h e  b e n e f i t  which 
f r e e  parking offqxs f o r  employees who dr ive .  \ 

, --Cooperate wi th  a l l  suppl iers  of t r a n s i t  s e r v i c e  i n  iden t i fy ing  groups of 
employees'who might be served by a s p e c i a l l y  designed bus route ,  a c a r  pool I 

o r ,  perhaps, an employee-operated van. t 

\ 

' --Accept t h e  r e s p o n s i b i l i t y ,  i n  h i r i n g  new employees, t o  help them f i n d  ways 
t o  ge t  Po work o the r  than by t h e  single-occupant car .  

, --Provide a l t e r n a t i v e  eorms of t r ansppr ta t ion  f o r  employees during the,work 
day s o  they dob't  have ta br ing  t h e i r  own cars .  

\ 
\ 

\ 

r 



f , ' /  
' \ --Underrake c h p a i g n s  t o  promote r ide r sh ip ,  r a t h e r  than d r ive r sh ip ,  encourag- 

ing  c a r  pools ,  bus r ider3hip ,  and o the r  measures, perhaps by dving recog- 9, I 

p i t i o n  t o  groups of employees w i t h  the  h ighes t  percentage of p o p l s  who 
r i d e  t o  work r a t h e r  than dr ive .  l \ I A 

--Provide indoor heated areas f o r  pickup and discharde of passenger$ fmrn 
buses and other vehic les .  

/ I 

--Offer t o  provide apace f q r  a v a r i e t y  of t r anspor ta t ion  s e r v i c e s ?  including 
buses, cabs, rent-a-cars,  and information centers  where people who may want I 

answers on mode of tran'sportation can go; i n  e f f e c t ,  one-stop transporta-  
t i o n  s e r v i c e  centers .  

,' 

--Build indoor, heated areas where passengers can be'picked up and * c h a r g e d  
I f o r  buses m d  o t h e r  vehlc les  . 

i --Give preference i n  parking Sots t o  multi-passenger veh ic les ,  by reserving 
spqces c lose  t o  the   building^ O r  charge a f e e  f o r  parking i f  a veh ic le  
has  only one passenger, allowing f r e e  pa=king f o r  multi-passenger vebicles'. 
This may we l l  be an e f f e c t i v e  device t o  f o r e s f a l l  t h e  need f o r  addi t ional  
construction< 4 

/ 

,--ExpSors cont rac t ing  wi th  the  MTC f o r  goods del ivery  i n  offdpeak hours. ' 

--Offer t r anspor ta t ion  f o r  shoppers t o  andrfrom t h e i r  homes. 
1 

--Balance programs of va l ida t ing  &king pr ickers  with (comparable t reatment - 

( e . g ~  f r e e  tokeqs) f o r  customers who take  a bus. 
I 

i. To neighborhood organizat ions , 

--Urge shopping centers  t o  ingorporate t r anspor ta t ion  s e r v i c e  cen te r s  i n  
t h e i r  p lans .  \ 

u \ 
/ 

--Urge school d i s t r t c t s  t o  se t  up i n t r a - d i s t r i c t  routes  f o r  o the r  t ransporta-  
t i o n  pttrposks af$kr school  hours. * 

--Establish a clearinghouse f o r  employment des t ina t ions  of people i n  the i r :  
r e spec t ive  nekghborhoods, and encourage people with common des t ina t ions  t o  - 

/ r i d e  together .  A s  needed, p e t i t i o n  the  MTC and o the r s  t o  provide se rv ice .  
\ I 



I I 
-. 

\ I 

-31- 1 
\ 

DISCUSSION OF RECOI!fMNlMTIONS 

I n  t h i s  s e c t i o n  a number of quest ions are addressed which might arise fa  a , 

reading of the recommendations. , 
1 

1. 'Lhe r epor t  r ecoqends  t h a t  publ ic  policy should inf luence  the  way i n  wh5ch 
demand f o r  t r a v e l  occur's. Jwt what sort of inffuence over an ind iv idua l ' s  use of 

personal  c a r  is contemplated? - 
\ 

0 Building r ide r sh ip  can b e s t  be  accomplished, t h e  c o d t t e e  f e l t  , through a s e r i e s  
of p o s i t i v e  s t e p s  favoring multi-passenger veh ic les ,  r a t h e r  than through pvngtive , 
measures aga ins t  the personal, car .  Measures such as o u t r i g h t  prohibi t ion  of the  
automobile i n  c e r t a i n  p a r t s  of t h e  urban area--already a f a c t  of l i f e  i n  some European 
cities-were re j ec ted  by t h e  e m i t t e e  as an unnecessary r e s t r i c t i o n  of freedom i n  the  

I Twin C i t i e s  a r e a  a t  t h i s  t i m e .  I 

/' 

Our recommendations contain no r e s t r i c t i o n s  on an individual ' s  prerogative t o  
choose h i s  own form af  t r a m p o r t a t i o n .  The committee only wants an individual  t o  pay 
t h e  f u l l  cos t ,  without impo&ing c o s t s  upon others ,  i f  he  chooses t o  use h i s  personal  
car .  

\ J 
The committee considere+, b u t  chose not  t o  rycommend, t h a t  d i r e c t  charges be ) 

imposed upon the  personal  c a r  f o r  use  during peak hours. For example, i t  was suggest$d 
t h a t  perhaps a peak-hour f e e  could be  imposed at  every parking l o t  and tamp, both c i t y  ' and suburban, throughout the  metropoli tan a rea ,  t o  re covEr some of the  e x t r a  cos t s  which ' 
the  personal  c a r  iqorses. It was f e l t  t h a t  even t h i s  approach--while cons is tent  with 
our goal of making tMe indiv idual  pay the  f u l l  cos t  of use of the  personal  car--was not  
f a i r  because no ready a l t e r n a t i v e  is  ava i l ab le  f o r  most d r ive r s .  

! 

It is not  new f o r  publ ic  policy t o  inf luence  the  way i n  which demand f o r  t r a v e l  
occurs. I f  j u s t  never has been e x p l i c i t l y  s t a t e d  i n  the  past .  Generally, the  e f f e c t  
of public  policy has been t o  favor t h e  personal  car .  Our recommendations urge t h a t  
publ ic  policy be changed t o  make multi-passenger t r anspor ta t ion  an a t t r a c t i v e  a l t e r -  
na t ive .  

\ 

And, of course, persons continuing t o  d r i v e  t h e i r  own personal  c a r s  dl1 them- 
se lves  b e n e f i t  from a program of promoting multi-passenger r ide r sh ip ,  because such a 
program w i l l  s t i roulatc people who can r i d e  with o thers  t o  do so, which, i n  tu rn ,  w i l l  
reduce congestion f o r  both single-passenger and multi-passenger vehic les .  

A successful  ridershgp-building program may reduee the  need f o r ,  o r  perhaps 
* eliminate,possible d r a s t i c  measures-already being advanced-to p r o h i b i t  automobiles 

from t rave l ing  i n  c e r t a i n  a reas  because of the  a i r  po l lu t ion  problem. 

2. T e h  r epor t  recommends t h a t  p u b l i c  --- policy -. should inf luence  the B a r i o ~ s  supp l i e r s  ' 
o ! a s _ u a u t  axi camp-anlee . ren t-a-car companies , s choo 1 bus ,op~r_a_t_ign~, 
MTC, and -priva_te bus compan_i-e_s_. What 2grt of i n £  luence is  conternplat* 

For t h e  f i r s t  rime a l l  supp l i e r s  of t r a n s i t  s e r v i c e  would be regarded as  p a r t  
of an in teg ra ted  system, keeping i n  mind, of course, t h a t  w e  have defined t r a n s i t  t o  
mean a l l  ways of r id ing  with 0-thers r a t h e r  than dr iv ing alone. Proposals could be 
made f o r  the  supp l i e r s  t o  work together  i n  common goals.  So f a r  none of the  supp l i e r s  
has f u l l y  appreciated the  common i n t e r e s t  bhich a l l  of them share  i r i  providing a l t e rn -  
a t i v e s  t o  the  personal  car .  I n  f a c t ,  t he  exact  opposi te  has more than l i k e l y  been the  
case. T'hey have been competing with each o the r  f o r  what has turned out  t o  be an ever- 



. - - - I 

decreasing sha re  .of the  Cbtal m r k e t ,  a s  we of the  personal car has been increasing. 
Supplier? can ronplernent each o ther .  One m y  handle home-ta-work t r i p s  bes t .  

Another, business t r i p s  aur ing  the ,day, Another, shopping %rips  . A l l  of eHem w i l l  
b e n e f i t ,  while still i n  competition with eacp o t h e r ,  i f  o v e r a l l  r e l i a n c e  upon the  
peksonal c a r  is  reduced. 

f 

Our recommendations would enable the  i d e n t i f i c a t i o n  and opening of t r a n s i t  
1 

markets heretof  o r e  ignored, through the  d e t a i l e d  i n f  o m a t i o n  which would be wade 
ava i l ab le  on o r i g i n s  and des t ina t fons  of t r i p s  (much of which l ready e x i s t s  b u t  has 
not  been widely c i r cu la ted )  . .- 4 

The r epor t  makes no r e c o w n d a t i d n s  f o r  g r e a t e r  pub l i c  con t ro l  a v e r  any t r a n s i t  
s ~ ~ ~ l i e r .  I n  c e r t a i n  cases,  however, the  Leg i s l a tu re  /might be  askkd i n  comJng Years 1 

t o  in tervene  where i t  is not  poss.ible t o  s t imula te  v o l m t a r y  ac t ions .  For example, 
municipak l i cens ing  of t a x i s  has l i m i t a t i o n s  on providing s e r v i c e  throughout _the region* 
I f  taxf'/companies &e no t  ab le  t o  overcome these problems, t h e  Leg i s l a tu re  might be 
asked t o  change the  l icens ing system t o  enable b e t t e r  taxi serdice .  O r ,  i f  volunatry 
coordinat ion between Achool bus and publ ic  bus opera t ions  does not  work out ,  the  
Leg i s l a tu re  may be &sffed-ed step i n  and provide d i rec t ion .  

( 

/ rc 

3. H02 does t h i s ' r e p o r t  r e l &  ;o the  Metropolitan Trans i t  Commission? 
I - 

The MTC undoubtedly is s t rong ly  I d e n t i f i e d  i n  the  p u l ~ l i c  ~ l n d  as the  body. 
resposs ib le  f o r  t r a n s i t  i n  the  metropoli tan area.  l 'his r epqr t ,  however, p laces  MTC- 
type t r a n s i t  i n  n l a r g e  context ,  with a l l  supp l i e r s  of a l t e r n a t i v e s  ta t h e  s ingle-  
occupant car .  Such an approach i p  no way diminishes the  inportance of the  PfTC. I n  
$ac t ,  q u i t e  the  contrary,  i t  i s  absolute ly  e s s e n t i a l  f o r  improving t h e  P f l ~ ~ s  a b l l i t y  
t o  serve .  x i 

/ 
For too long, t r a n s i t  has been the  mode of t r anspor ta t ion  f o r  "someone e l s e "  not 

"me". But our committee has concluded t h a t  adeiuate  t r a n s i t  is now everyone's business 9 

And, w$th t r a n s i t  redefined t o  mean r id ing  with o the r s  not  dlriving alone,  v i r t u a l l y  
everyone is  a p o t e n t i a l  t r a n s i t  r i d e r .  

The f u l l  w&ght of public  policy behind a somprehensivh approach t o  providing 
a l t e r n a t i v e s  t o  the  single-occupant ca r  would v a s t l y  increase  the  p o t e n t i a l  f o r  a l l  
f o r m  of t r a n s i t ,  iqcluuling, t o  be su re ,  the  NTC, t he  nos t  experienced " ~ f f i c i a l " ~  
t r a n s i t  supp l i e r ,  - 

/ 

How then does the  PlTC f i t ?  Is i t  j u s t  a ~ a t h e r  supp l i e r?  I n  a sense,  yes ,  , 
bkcause i t  and o the r  s u ~ f i l i e r s  a r e  providing a v a r i e t y  of t r a n s i t  s e rv ices ,  with none 
of them having a corner on the  market. 

w 

From another perspect ive  the  MTC is  not  j u s t  anather  suppl ier .  It occupies a 
f p a r t i c u l a r l y  importarot pos i t ion  because it is providing se rv ices  which, whatever t h e i r  

shortcwnings, cannot be dupl ica ted  elsewhere f o r - t h e  same cos t .  For people who a r e  
too young ok too o ld  t o  d r ive ,  who canq t a f fo rd  t o  d r ive ,  ok who have p h y s i q l  dds- 
a ~ i l i t i e s ,  t he  KCC routes'sys tern is invaluable.  Also, f o r  those who have a ehoice, i t  
is j u s t  aboux the  only workable a l t h r n h t i v e  today. F ina l ly ,  of course, the  MTC is 
hot j u s t  another supp l i e r  because i t  is publicly-owned. The publ ic  has a r e a l  s taRe 
i n  p ro tec t ing  its investment. 



The NTC can c a ? i t a l i z e  on the  recamendations i n  t h e  r epor t ,  by taking the  leader- 
s h i p  In beginning t o  reach'a wide v a r i e t y  sf p o t e n t i a l  merkets which c o n v e n t r n a l  
t r a n s i t  approaches (regularly-scheduled, permanent, published routes)  have been unable 
t o  reach, 

4 .  Uhat would d e  the f inancing requirements f o r  the  successor t o  the  Transport* 
t i o n  Planning Program? 

* 
Currently,  the  Transportat ion Planning Program has an annual budget of about 

$400,000, with the  l a r g e s t  cont r ibut ion  (about one-half) coming from the Mtnnesota 
Yighway Department, followed by t h e  cont r ibut ion  from the  Metropolitan C s u n c i l  (about 
d n e - f o ~ r t h ) .  Contributions from other  organizat ions,  such a s  the  W C ,  may VarY 
considerably from year t o  year.  Because of the  non-statutory nature  of the  TPansporta- 
t i o n  Planning Program, i ts  funding depends upon how much each agency is w i l l i n g  fp 
provide. The funds a r e  used t o  finance two general  r e s p o n s i b i l i t i e s  of the  Transporta- 
t i o n  Planning Program, (1) prepapatian and refinkment df a t r anspor ta t ion  plan and 
(2) coordinat ion of a c t i v i t i e s  of the  y a r i o w  t ranspor ta t ion  agencies and imp-nta- 
tica .af t h e  plan. 

We were not equipped t o  review i n  d e t a i L t h e  workload of the  present  ~ r a n e p o r t a t i o n  
Planning Program, nor were we able  t o  es t imate  the  budgetary requirements f o r  a 
Sta tu to ry  body with an assignment broader than t h a t  now given t o  the  Transportation 
Plannicg Program. I n  the abs'ence of b e t t e r  information on t h i s  p o i n t ,  th'e bes t  
approach a t  t h i s  time would be t o  provide, by s t a t u t e ,  a continuation of funding at 
present  l e v e l s  from the  various sources. The decisions on whether addi t ional  funding 
is-needed could b e  made l a t e r  when t h e  Legis la ture  may be faced with s p e c i f i c  requests  
f o r  add i t iona l  funds, supported by documented evidence, 

5 What a r e  the  , f inancing implicafions of o the r  r e c m e n d a t i o n s  irr our r epor t?  

I f  our reconmendations f o r  increas ing the  number of passengers per  vehic le  mile 
t raveled  a r e  adopt&, ee are convinced t h a t  the  t o t 2 1  cos t  of t ranspor ta t ion  f o r  
c i t i z e n s  of the  Twin C i t i e s  metropolitan a r e a  w i l l  be s u b s t a n t t a l l y  less than i f  
present  t rends contfaue. I 

\ 

Some of our recommendations may c a l l  f o r  short-term increases  i n  expenditurps i n  
c e r t a i n  areas  and s v v i n ~ s  i n  o the r s .  We did not h k e  an e f f o r t  t o  s e e  how these  
balance out.  But, ir! the  l a r g e r  context ,  savings  a r e  inescapable i f  the  region is 
a b l e  t o  make b e t t e r  u t i l i z a t i o n  of i ts  t r anspor ta t ion  system. 

6 .  Da,es a program of bui ld ing r i d e r s h i p ' m a n  t h a t  'no new construct ion of f a e i l i -  
ties is needed? , - 

No, bu t  the  recommendations cannot he lp  but  have an impact on how much construct-  
ion,  p a r t j c u l a r l y  of freeways, would be needed i n  coming years. An increase  i n  the  
number of occupapts per  ca r  from 1.2 t o  1.5 i n  the  peak hour dould reduce t r a f f i c  
volumes by 20%, a f a c t  which cannot be Isnored i n  l i g h t  of the  problems which addit ion- - 
a 1  freeway cons t r w t i o n  produce  i n  the  ragion. 

I But, i h p l i c i t  i n  our recommendations is a congiderable amount of ~ 0 n s t f ~ ~ t i 0 n  t o  
provide preference t o  multi-passenger veh ic les ,  v i a  such measures a s  exclus ive  r ights*  
of-way. This is i n  con t ras t  with pas t  freeway const ruct ion  which, i t  might, be s a i d ,  
has provided b e n e f i t  primarily f o r  the  personal car .  

\ 
/ 



Alternat ives  muat be provided t o  reduce re l i ance  upon the  personpl car. An &lt@v1 
na t ive  needs speed i f  itL'is t o  cumpete e f fec t ive ly .  Speed won' t be  f a s t  @o*$I? if 
vehic les  must operate i n  &xed t r a f f i c  a t  a l l  tima. This means designation of exist- 
ing  g a c i l i t i e s  f o r  exclusive rights-of-way, where possible, and const luc t f  - @f 
exclus ive  rights-of-way, where necessary, f o r  nult i -passenger vehic les .  

1 . I 

I- 1- 

7. _Does bui ld ing r ide r sh ip  he lp  shape f u t u r e  growth of  the  W i n  C f t r ~ I m ?  

"! .. ' 1" ,, .. 

I 

Yes, We were deeply ,concerned about the, ex ten t  of urban sprawl i n  t h e  
cities area,  undoubtedly fos tered  by the  high degree of r e l i a n c e  upon t h e  @@bgle- 
occupant car .  Our tecolmnandations will 'help arrest t h i s  sprawl. 

, I / ,  I . " " .  . . .,_. . ,  
< ' \  

The cos t s  of awning and opera t ing  an automobile undoubtedly w i l l  be fa ing 
C f a s t  i n  coming years as the  costs, of f u e l  grid po l lu t ion  con t ro l  rise- ft w % l l  be- 

come p a r t i c u l a r l y  expensive t o  own Wo cars.  
1 

i . , I '  

, \ L, I 

The advantages which the  personal  c a r  has o f fe red  over multi-passenger t r m ~ o r t *  
t ton ,  such a s  speed and convenience, v f l l  diminish if--as w e  recommend--public pol icy  
beghsco-ciously t o  inf luence  the  way fn which demand fox t r a v e l  Occurs- \ 

For these  reasons individuals  w i l l  be increas ingly  searching f o r  r e a l  a i t e r n a t i v e s  , 
to) the  personal  c a r ,  a l t e r n a t i v e s  which they can use f o r  t h e  t r i p s  they m u s t  take. 
Conscious t h a t  tndivi-duals w i l l  not  be a t t r a c t e d  t o  l i v e  i n  areas  wh@re everyone must 
r e l y  on h i s  personal c a r  f o r  t r anspor ta t ion  ,'developers w i l l  think twice b@f ore I 

bu i ld ing f u r t h e r  out  where urban sprawl would ge t  worse and where a l t e rna t ived  t o  t h e  
personal  c a r l a r e  l e s s  l i k e l y  t o  b e  ava i l ab le .  i 

Our repor t  a l s o  contains recommendations which a r e  designed t o  r e l a t e  d i r e c f l y  t o  
t h e  way i n  which new developments a r e  plafined. I n  the  p a s t  almost a l l  requf rements 
from a t ranspor ta t ion  s tandpoint ,  have r e l a t e d  t o  providing s e r v i c e  t o  the  personal  
car .  It would not have been any worse i f  regula t ions  had s p e c i f i c a l l y - i n s t r u c t e d  
developers t o  plan f o r  only bne form of t r anspor ta t ion ,  the  personal  ca r .  I f  ou t  
recomeadations a r e  ca r r i ed  ou t ,  provision f o r  t r a n s i t  w i l l  be rou t ine ly  incorporat-  
ed i n t o  r e s i d e n t i a l ,  comnercial and i n d u s t r i a l  developments a s  is any other  u t i l i t y ,  
telephone, e l e c t r i c i t y ,  gas, roads, sewer, water and sd for th .  , 

, 
2 ', 8. Haw w i l l  d.'f - '?rent p a r t s o f i t  from our r e w d a -  , 

t u n s ?  - 
\ 

FOP areas  "not now s e w e d "  our recommendations i n d i c a t e  severa l  ways whereby 
t r a a s i t  s e r i v c e  can be provided quickly and ipexpensively. An e labora te  system of 
permanent, published ' routes won't be necessary. For some forms of transpolrtqtion, 
such as ca r  pooling, concentrat ions of aCgfew as 50 persons a t  a d e s t i q ~ t f o n  a r e  
l i k e l y  t o  be suffic ' ient t o  provide se rv ice ,  according t o  a recent  f e d e r a l  refirt on 
ca r  pooling. , I 

Bulldtng r ide r sh ip  t o  se rve  a wide v a r i e t y  of destrLnations a l s o  w i l l  b e  af consider- 
a b l e  a s s i s t ance  t o  areas  which t r a d i t i o n a l l y  have been served by MTCAqpe t r a n s i t  ' 
( m i n l ~  t h e  c i t i e s  of Plinneapolis and S t .  Pau l  and t h e i r  downtowns). Good, rapid  
access without  ekcessive numbers of vehicles adding t o  congestion and po l lu t ion  i s  
c r i t i c a l  f o r  the  downtoynsi Freeways leading downtcbwn a r e  l i k e l y  t o  incfude as 
many persons who a r e  t r ave l ing  t o  o the r  des t jna t ions  as who a r e  t r ave l ing  dowatowa. 

I I f  a l t e v a t i v e s  t o  t h e  personal  car  a r e  made a v a i l a b l e  f o r  these  o the r  destinations/,  
t h i s  w i l l  reduce t o t a l  t r a f f i c  on freeways and make downsowns more access ib le .  

C I 



/ 
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I 

Also) it 1s l ike ly  t h a t  the  continued economic competitiveness of downtan 
shopping and employment centers will be 'enhanced by a program of bui ld ing r i d e r s h i p  

I which enables a i r  po l lu t ion  levels t o  drop r i t l iou t  having t o  r e s o r t  t o  d r a s t i c  measures , such as bwning  cars  i n  c e r t a i n  p a r t s  of da rn tams .  \ 
1 

The continued a t t r a c t i v e n e s s  of c e n t r a l  c i t y  neighborhoods as places  t o  l i v e  is 
dependent upon good access t o  jobs. More and more jobs a r e  locat&d i n  auberba today 
and, with f a s t e r  reverse-commuting poss ib le ,  c e n t r a l  c i t y  neighborhoods a r e  q u i t e  
we l l  s i t u a t e d  for giving res iden t s  quick t r anspor ta t ion  t o  and from work. Our 1 

\ .  

4 recommendations provide a way t o  m a t &  up c e d t r a l  c i t y  r e s iden t s  who have r e l a t i v e l y  
c o ~ o n  de$t ina t ions  i n  suburbs i n  order  t h a t  t r a n s i t  s e r v i c e  can be  provided, whether 
by spec ia l i zed  bus routes ,  van s e n i c e ,  c a r  pooling o r  some o the r  method. Such new 
OPPor~un i t i e s  i n  t r anspor ta t ion  are, of course, p a r t i c u l a r l y  important  t o  disadvantaged 
~ e s o n s w h o ,  f o r  l ack  of t r anspor ta t ion  a l t e r n a t i v e s  today, may be denied a bm9d choice 
of jobs. 

I 

9. What would a t r a n d i t  inpact  s tatement e n t a i l ?  
*- 

We do not  envision t h a t  t r a m i  t impact s t a t e w n t s - - w h i &  would rou t ine ly  
1 

accompany proposed r e s i d e n t i a l ,  c o m e r c i a 1  and i n d u s t r i a l  developments--need be 
e labora te  r epor t s ,  reqoi r ing  . exp$asive consul tants  ' time t o  prepare. Our ob jec t  A e  with 
the  impact statement is t a  s t i m u l a t a  dwelopers  t o  take  account of t r a n s i t  i n  t h e i r  , 

plans. We understand t h a t  many developers now much prepare t r a f f i c  ana lys i s  p lans  9 

which gor in to  considerable d e t a i l  on se rv ing ,  mainly, the  personal  c a r -  We would \ 
simply be extending th ig  concept t o  cover t r a n s i t ,  coo. A t r a n s i t  impact statement 
can be kept  simple, preferably  not  requi r ing  more, than one shee t  a f  paper A t r a n s i t  
impact statement might include such i n f o m a t i o n  as (a) estimated number of person- 
t r i p s  td  be generated by t h e  d&velopment d a l l y ,  (b) estimated proport ion of those I 

t r i p s  by t r a n s i t  i f  no s p e c i a l  e f f u r t s  a r e  made t o  encourage multi-passenger r ide r sh ip ,  
(c) approaches which the  developer plans t o  use t o  encourage multi-passenger r ider-  
s h i p ,  and (dl estimated s h i f t s  i n  r ide r sh ip  as  a r e s u l t  of the  developer's e f f o r t s .  

, 
I 

\ 

\ 
r - .  
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, 
COIvQIITTEE ASS IGNIBNT MID llE2BERSHIP 

The Ci t izens  League Board of Directors es tabl ished the Trans i t  Riderdhip Com- 
mit tee  i n  the f a l l  of 1972 with t h e  f o l l o w h g  charge: ' 

11 Explore ways t d  encourage t h e  maximum number of r i d e r s  t o  use the  tran- 
sit system, whether it! happens t o  be the  present  system o r  any new system 
i n  the  fu ture .  Exis t ing  e f f o r t s  t o  obta in  more r i d e r s  should be revieyed. , 

Obstacles which current ly  e x i s t  to  accomplishing a g rea te r  degree of tran- 
sit r ide r sh ip  should be i d e n t i f i e d  -- including such ' ind i rec t '  obs tac les  
a s  p o l i c i e s  which encourage more automobile use. In  formulating recommen- 
dations,  the  c o r n i t t e e  should be f r e e  t o  seek options involving the p r i -  
va te  s e c t o r  a s  w e l l  a s  the  publ ic  sector.'" - 

\ 

A t o t a l  of 20 members p a r t i c i p a t e d  a c t i v e l y  i n  the  work of t h i s  committee. 
Chairman was Pe te r  A. Heegaard, vfce pres ident ,  Northwestern National Bank of Minne- 
apol is .  Other members were: 

/ 

Allen R. Boy- 

Eleanor L. Colborn 

Fred Fischer 

t?ayne H. Olson 

R. Alan Oppenheimer 

Versa1 Furey Conrad b z i d l o  , 

Arthur J. Helland John Rollwagen 

' Corbin Kidder A. Kent Shamblin 

Steve McCo mi Cl: 
, 

Matcia Townley 
/ 

/ 

J i m  Newland Gedney T u t t l e  

Gerald Olafson \ Daniel M. Upham 
I 

Byron D. Blsen - 
. 

\ 

1 
The committee was a s s i s t e d  by Paul A. G i l j e ,  Ci t izens  League Associate D i r -  

ec to r ;  Jon Schtoeder, Research Assis tant ,  and Paula Werner of t h e  c l e r i c a l  s t a f f  . 



\ , 
I ~ h d  eomrditte he ld  25 meetings from October 24, 1972 to  ~ a r &  20, 1973, an average 

of more than one meeting a week; The ~c m e  met a l t e r n a t e l y  i n  S t .  Paul ~ n d  Minnea- 
p o l i s  f o r  t h e  convenience of  s q i t t e e  members and resource persons. 
'\ 

I She committee spen t  i ts  f i r s t  m b  weeks with o f f i c i a l s  of t h e  Metropolitqn T r a n l i t  
Commissim and ATE Management and Service  Company, which has the  cont rac t  w i t h  t h e  MTC 
t o  manage t h e  day-to-day operat ions of t h e  mc bus system. I n  these meetings tQe 
committee received o r i e n t a t i o n  t o  current  e f f o r t s  a t  bui ld ing r ide r sh ip .  

1 
\ 

For severa l  weeks thereaf  t e r , u n t i l  about mid-Derenber , t he  c o d  ttee m a t  with 
o the r  ~ ~ p p l i e r s  bf t r a n s i t  s e r v i c e ,  includi- privace.and publ ic  school bus opera tors ,  
tax com~anfes ,  an operator  of a s p e c i a l  bus s e r v i c e  t h a t  opergtes exclus ively  f o r  some 
apartment bui ld ings ,  etcro housing developers who a r e  contemplating providing t r a n s i t  
s e rv ice  f o r  t h e i r  occupants, the head of an independent suburban bus company, taxi 
ds ivers ,  bus d r i v e r s ,  a rent-a-car ~ r m ,  organizers  of a car-pooling experiment a t  the  
U n i v e r d t ~  of Wnnesota, and t h e  t r i t f f i c  mangger f ~ r  a l a r g e  corporat ion whicll is Pro- 
viding s e r v i c e  t o  employees. n e  committee a l s o  met with t h e  c e n t r a l  c i t y  and suburben 
municipal o f f i c i a l s  who out l ined t h e i r  parking requirements and zoning and subdivision 

I f 
r e g u l a f i ~ t l s .  Other resource pe rmns  explaitied a n ~ b e r  af surveys on t r a v e l  behavior 
pa t t e rns .  

J 
Y/ Detai led minute8 were taken on each meeting, with eopies made ava i l ab le  t o  members 

I wqo could not  b e  present .  I n  add i t ion ,  a l a r g e  list of i n t e r e s t e d  persons outs ide  ) 
I t h e  committee, received minutes s o  they could follow progress of t b e  committee. A 
Unitedt  nunber,of capiea of mfautra a r e  on f i l e  at the Ci t izens  League o f f i c e .  

' 
A l a r g e  numbe~ of background a r t i c l e s  and resea r& repor t s  were made avb i l ab le  

t o  t h e  committee, too. Background mate r i a l  assembled f o r  t h e  coinnittee can be review- 
ed t h e  League o f f i ce .  

. I  

After  ymple t iod  of t h e  "hearing" s t a g e ,  the  committee f i r s t  reviewed a summary 
of i n f d w a t i o h  presented t o  the  committee. I n  mid-January, a f i r s t  d r a f t  (of f indings  

1 an6 conclusions was prepared. AEter gengral agreement was reached on t h i s  document, ' 
t he  c o m i t t e e  began, i n  e a r l y  February t o  explore recommendations b The committee went 
through a t  l e a s t  four  d r a f t s  of f indings ,  atid conclusions and recommendations before  
completing i ts  work. I 

, me committee received a g rea t  deal  of background information from o f f i c i a l s  of 
ATE Management and Service  ~ o m ~ a n ~ ,  p a r t i c u l h r l y  Harry Springer,  genera l  manager ; 
Eouis B. Olsen, a s s i s t a n t  general  manager; Michaeb H. S e t z e r ,  adminis t ra t ive  a s s i s t a n t ,  
and,Ar,thur F. Bruss, d i r e c t o r  of f i n ~ e  and accounting. Others who provided invaluable 
as8is tance  outs ide  regular  committ&e meetings included Ron Hoffman,, t r a n s i t  l i a i s o n  
Of Sice ,  Minnesota Highway Department; Oliver  Byrurd, d i r e c t o r ,  t r anspor ta t ion  planning 
seetgon, Metrbpolitan Council, apd Fred Schaschl,  d i r e c t o r  of marketing and publ ic  
information, Metropolitan Trans.ig Commission and C.D. Andre, executive d i r e c t o r ,  ,' 
Metropolitan Transit-Commission. 

/ 

The following dersons met with t h e  f u l l  committee a s  resource persons f o r  one 'or 
more sess ions  : I 

\ 
\ 

Fred Schaschl,  d i r e c t 0 2  of marketidg and pub l i c  information Y ' Metropolitan 
~ r & s i t  Commission , 

Louis B. Olsjen, a s s i s t a n t  general  manager, ATE Management and Servicp Company 
I Conrad Graff ,  supervisor  of  t r anspor ta t ion ,  In ter fund Services,  Inc. 

1 



/ \ - 
Iven Hydalla, Columbia Trans i t  Corporation \ 

I 

1 Robert Larsen, supemisor  of school census and pup i l  t ranspor ta t ion ,  School' . 
D i s t r i c t  281 

r 

George Bl in ,  o f f i c e  of pup i l  t r anspar t a t ion ,  S t a t e  Department of Education 

Donald Jacobson, d i red to r  of planning and development, cedar-Riverside Associates 
Snc . ( \ 

Larry Laukka, Pres ident ,  She l t e r  Homes Corp. 

Roy Larson, Travel Behavipr Inventory s t a f f ,  Transportat ion Planning Program 

Jack Daly s general  manager, Minneapolis Yellow Cab Company 
\ 

Robert D. , t r a f f i c  d i r e c t o r ,  3M Company \ 
J \ 

Craig McKee and Charles R$sser, d ispatchers ,  Blue & White Cab CompfV 

B a r b p a  Gilbertson and Roger Huss, Off ice  of Physica l  Plqnning, Universi ty of 
Minnesota 

GBZarge Carlton, d i r e c t o r ,  motor pool d iv is ion ,  Minnesota Department ~f fldministra- 
t i o n  

\ 

Marvin Johnson, pres ident ,  Medicine Lake Bus Company 

DslRoy Peterson, d i r e c t d r  of development, c i t y  of Minneapolis 

Robert Wcbs t e r ,  d i r e c t o r  of community development, c i t y  of ~ l o o m i n ~ t o h  

Charles E w e r t ,  Operation '85, S t .  Paul 

Todd Heglurrd, Barton-Aschman Associates / \ 

Joe  Sul l ivan and Sue Plantikow, National Car R M t a l  System 
\ \ 

\ Frederick J. Beier, Associate prbfessor of t r anspor ta t ion ,  graduate school of  
, business adminis t ra t ion ,  Universi ty of Minnesota 

\ 
Ron Hoffman, t r a n s i t  l i a i s o n  o f f i c e r ,  Minnesota Highway Department 

/ 

Oliver E. Byrum, d i r e c t o r ,  t r anspor ta t ion  planning s t a f f ,  Metropali tan Courtcil 

Rayqond F. Krol l ,  d i r e c t o r ,  t ranspor ta t ion  se rv ices ,  Minneapolis Public  Schools --- 
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I. Ridership i n  the  Twin Citf es Area 
i '  / , 

1 1 A. Public Bus and S t r ee t ca r  Ridership 

Ridership on public buses and s t r e e t ca r s  i n  Minneapolis and S t .  Pbul *re; stgerdily 
from thg beginning of s t r e e t c a r  service  i n  the  1880s u n t i l  the  mid-1920s. I n  1922, I 

r i d e r e u p  reached i t s  peak when over 200 mi l l ion  t r i p s  were taken on publ ic  buses rad 
s t r e e t c a r s  i n  the  Twin Ci t i es  area.  

Except f o r  a b r ie f  spur t  during the gas-rationing World War I1 years ,  r ide rsh ip  
then continually declined t o  a l eve l  below 50 mil l ion i n  1970. During t h i s  same par- 
iod,  population i n  the  region has increased ten-fold and the  number of brips taken by 
each person each day has grown with income and the des i re  f o r  increased mobility. A 
complete summary of bas-streetcar r ide rsh ip  and population i n  the Twin Cities m e t t o -  
po l i t an  area  i s  found i n  Figure A. 

- Since the  acquis i t ion of the  f o m e r  Twin City Lines by the MTC i n  September of 
1970, however, an increase i n  publ ic  bus r idership  has been evident .  The following 
t ab l e  r e f l e c t s  t h i s  increase ,  both i n  terns of fafes  paid and person t r i p s  taken on 
Twin City Lines and MTC buses i n  1970-72. The di f ference between f a r e s  and t r i p s  
r e f l e c t s  the number of persons i n  each category who moved between f a r e  zones and a r e  
countad twice i n  the f a r e s  column. It should be noted t h a t  the  1970 and 1971 Adults 
f igures  include paying senior  c i t i z ens .  

1970 - 1971 
__C 

1972 - 
Fares -- Trips Fares Trips Farm -   rips 

I 

I Adults 
( f u l l  f a r e )  39,730,000 38,694,000 39,611,000 38,583,000 '35,940,000 35,105,000 

Senior Cit izens 
( f ree )  --- --- --- --- 7,021,000" 6,923,000 

Students 
(subsidized 5,919,000 5,754,000 6,175,000 6,015,000 6,358,000 6,275,000 

Suburban ( a l l  J 

f a r e  c lasses)  4,9!l7,-"3 913 000 5&51,00q 916,000 5,528,000 988,000 -. - -. .- - - - , E -  - 
Totals  50,554,OCO 45,371,000 50,937,000 45,514,000 54,847,000 49,291,000 

B.  Suburban Bus Company ~ i d e r s & ~  - 
I n  addit ion t o  the  MTC, 7 p r iva te ly  owned bus compmies have operations i n  the 

Twin Cities area. Their  operations are  primari ly or iented toward serving the  sub- 
\ urban pa r t s  of the region. Most of the routes have des t inat ions  i n  the cen t ra l  busi- 

ness d i s t r i c t s  of Minneapolis and S t .  Paul. Suburban companies experienced an abso- . l u t e  increase i n  r ide rsh ip  i n  the period from 1960 t o  1972. 
I 

Compar'iy 

Bloomington Bus Company 
D i  ckenson Lines 
Excelsior-Mpls. Bus Company 
Medicine Lake Bus Company I 
Rice-Zdgerton Bus Company 
South & Wpst S t .  Paul Bus Co. 
Val ley  Transi t  

Total  
/ 
1,622,956 

Percent Inc. 

3.3 
-9.7 
13.0 
15.8 
32.6 s 

,,lo .5 
46.4 , 





, C. SchooJ Bus 7.idershf.p ( f o r  1971-72)- I 
U ' 

A Ci t izens  League s t a f f  survey of the  49 schocl d i s t r i c t s  with school bus opera- 

1 t i o n s  i n  the  7-county metropo4itan area  reveals  the  following information on L 

school bus r ide r sh ip  and the  s ize Q_E thc  school bds operat ion i h  general :  
, 

D i s t r i c t  Owned Buses 
Contracted Buses 
Total School Buses 

\ 
School Hired Drivers 

\ Contracted Drivers 
Total  School Bus Drivers 

D i s t r i c t  Run Routes 
f 

Contracted Routes 
Tota l  School atas ~aGtes 

738 M i k e s  Trhveler' /Year 
1120 To and From- School 16,89d, 260 
1858 Extra Curricular  A c t i v i t i e s  992,120 

Fie ld  Trips 928,153 
873 o t a l  Miles/Yoar 18,8&0,533 

1312 
2185 Met Cost/Yeak . $12,198,963 

I 
2162 ~ o t d l  Students ~ranspor ted/Day 239,757 - 

2 808 'Totql Trips/Day 479,534 
4970 Total  TripglYear 86,310,120 

D. Taxi R i A e r s h i ~  
? . I 

T& companies a re  l icensed on a municipal bas i s  and not  reqtdred t o  record o r  1 
repor t  r ide r sh ip  dat'aito any l icens ing author i ty .  A s  a r e s u l t ,  accuyats t a x i  
r ide r sh ip  da ta  i s  not  avai lable .  A Cit izens  League survey 6f t h e  17 taxi compa- 
n i e s  serving t h e  Twin Cities area  est imated the  r ide r sh ip  f o r  each company, how- 
ever ,  basing the est imate on the  average number of cabs operat ing ekther  during 
t h e  day o r  n igh t ,  t l ~ e  estimated average number of t r i p s  pe r  cab p e r  day and the  
average number of persons p e r  t r i p ,  This survey q s t i s a t e d  r.ore than eleVeu m i l -  
l i o n  t r i p s  a r e  taken on t a x i s , i n  the  Twin Cities a r e a  per  year. I n  addi t ion  t o  
these  eleven mi l l ion  t r i p s ,  the  Minnesota Public Service Cormissfon repor ts  t h a t  
about 350,000 t r i p s  p e r  year  are taken on a i r p o r t  limousines operated by th ree  
companies i n  the Twin Ci t i e s  area.  A nore complete explanation of the\ Ci t izens  
Leagbe survey and ridership estirnqtes f o r  the  individual  companies i s  ava i l ab le  
from the League o f f i c e .  

11. Dis t r ibut ion of Work T r i p  Destinations i n  the  Region -- --- - 
I n  addi t ion  t o  the  197 Travel Behavior Inventory (TBI), t h e  1970 Census of Popu- , 
l a t i o n  shows d r a n ~ t i c a  ! l y  the  wide d i s t r i b u t i o n  of work t r i p  des t inat ions  in-the 
Twin C i t i e s  area.  \ 

Figure B shows t h i s  d i ~ t k i b u t i o n ~ f o r  the  Minneapolis-St. Paul Standard Metropo- 
l i t a n  S t a t i s t i c a l  Area (Anaka, Dakota, Hennepin, Ramsey, and Washington Counties) 
a9 a whole and f o r  t h e  Near North Side of Minneapolis (Census Tracts  20, El,  22, 
23, 27, 28, 29, 32, 33, 34, 3 5 ,  41, and 42). The same information i s  provided .. f o r  Burnsvil le  and Rosevil le  qn Figure C ,  I n  a l l  cases,  work t r i p s  include only 
those with des t ina t ions  ins ide  the SMSA. Ignored were those wor4 t r i p  des t fna-J  
t ions  no t  reported and those wi th  des t inat ions  outs ide  t h e  metropolitan area.  

\ 
1x1. Methodology of Measuring Increased Ridership 

\ - 
For reasons explained pieuiously ,  the  committbe has recommended a new measurement 

' of increased t r a n s i t  r ide r sh ip  as a ca lcu la t ion  of the  number of persons pe r  ve- 
h i c l e m i l e  Cravefed. T h e c o m a i t t e e h a s  suggestedthefol lowingmethqdcquldbe , 

/ used f o r  making ellat ca$culatiod: I 



A. Calculat ion 1 ( f o r  automobiles by t r i p  purpose) 
/ 

Average number of  persons per veh ic le  --- = Average number of  persons 
Average length of  ' t r i p  p e r  veh ic le  m i l e  t raveled  

Exmple: For a l l  auto t r i p s  
(da ta  from 1970 TBI) , 

\ 

Using t h i s  ca lcu la t ion ,  e i t h e t  an inc rease  i n  the  average occupancy o r  a decrease 
i n  the  average length of t r i p  would r e s u l t  i n  an increase  i n  the  average number 
of persons p e r  veh ic le  miles t raveled .  Logica l ly ,  both would r e s u l t  from car- 
pooling s ince  the  average occupancy would increase  and the  number o r  veh ic le  
t r i p s  would decrease. The g r e a t e s t  p o t e n t i a l  f o r  increas tng the  average nunher 

/of persons p e r  v h i c l e  m i l e  t raveled  would appear t o  be f o r  t h e  ~ r o r k  t r i p ,  s ince  
1) work t r i p s  a r e  t h e  mst adaptable to car-poolfng ; 2) average occupancy i s  
towest among auto t r i p  purposes; .and c) average t r i p  length  i s  longest  among 
auto t r i p  purpopes. 

L 

B. Calculat ion 2 ( f o r  o the r  modes of t ranspor ta t ion)  

To ta l  number of person\ t t i p s l v e a r ,  day = Average number of persons 
To ta l  number of veh ic le  miles t raveledlyear ,  day per  veh ic le  mile t raveled  

Example 1: For PTTC buses i n  1971 
(PRC data)  

Example 2:  For school buses i n  1971-72 
(Dept . of Educatfon data)  

/ 

Using t h i s  ca lcu la t ion ,  increased r ide r sh ip  i s  computed i n  r q t a t i o n  to the  t o t a l  ' 
number of veh ic le  miles t raveled  by buses, an important considerat ion as  bus 
routes  and s a r v i c e  are expanded. 

, 
C. Calculat ion 3 (cospos?te f o r  a l l  t r ips ) .  - --- .I---- 

From the  1970 T E I ,  we know t h a t ,  of a l l  
person t r i p s  nada i n  c a r s ,  pub l i c  buqes, 
and school buses (97.35% of - a l l  person 
t r i p s )  , t h e  following relabionship e x i s t s  : 

From ca lcu la t ions  1 and 2 above, w e  a l s o  
know the  fol lawing comparative persons 
pe r  v e h i c l e  mile p a v e l e d  f o r  these' 
t h r e e  modes. 

By then weighting fhe persong pe r  veh ic le  
mile t raveled  f o r  each mode by t h e  per- 
centage of t o t a l  person t r i p s  taken on 
t h a t  mode, w e  are able  to  compute an 
average o r  composite persons pe r  veh ic le  
mile trav'eled f o r  these  t h r e e  modes f o r  
the  region f o r  1970-71 as  follows: 

I ~ u t o  t r i p s  92.75% 1 
I Fubl ic  bus t r i p s  3.28% 1 , 1 School bus trips 3.96% 1 

100.00 1 

: Auto t r i p s  .31 
i ' Public '  bus t r i p s  2.73 / : School bus t r i p s  4.59 1 
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I V .  Cost of t h e  Auto Mode of Transportat ion t o  the  Region 

In  t h e  course of i t s  study,  the  committee found no researched d a t a  on the  total  
cos t  of the  auto mode of t r anspor ta t ion  t o  the  Twin C i t i e s  region. As a r e s u l t ,  
the  cornnittee s t a f f  attempted such a gross estimate by inveqt igat ing a number of 
auto r e l a t e d  cos t s ,  some of which had never before been calculated.  A more cara- 
p l e t e  explanation of the  auto cos t  research i s  ava i l ab le  from the  League o f f i c e .  

A. Normal operat ion and maintenance of the  automobile 
\ 

The most common method of ca lcula t tng the  cos t  of auto operat ion and metfntenernce 
i s  an a per  mile b a s i s ,  adding i n  such f a c t o r s  a s  gas,  o i l ,  tires, e t c .  Various 
publ ic  and p r i v a t e  agencies hatre ca lcula ted  t h i s  average cos t  pe r  m i l e  f o r  b w i -  
nesses and o the rs  who pay mileage, f o r  t h e i r  employees. The Ci t izens  League we- 
raged the  est imates made by Runzheimer and Company of Rochester, Wisconsin, artd 
t h e  U.S. Department of Transportat ion.  Both est imates were f o r  medium s ized 1971 
automobiles driven i n  urban areas f o r  10,000 miles pe r  year.  

\ 

3 Runzheimer Estimate---15.5~ pe r  m i l e  DOT Estimate--13.6~ 4 pe r  mile 

To transform these r a t e s  i n t o  year ly  cos t s ,  the  Cit izens League used a Metropoli- 
tan Council s t a f f  estimates of the  t o t a l  number of vehic le  miles t raveled  i n  the  
region and took t h a t  nuwber t i~l les the  14.0 cents  pe r  m i l e  f i g u r e  a r r ived  a t  above. 
Using t h i s  procedure i t  i s  est imated t h a t  auto opera t ion and maintenance cos t s  
t h e  region approximately 1.4 b i l l i o n  d o l l a r s  per  year.  

3. Building and Waintaining Highways and S t r e e t s  

According t o  the  same Metropolitan Council s t a f f  r e p o r t ,  approximately 180 mil l -  
ion d o l l a r s  was spent  on s t a t e  and l o c a l  highway and s t r e e t  maintenance and con- 
s t r u c t i o n  i n  the  Twin Cities a rea  i n  1969, Of t h i s  amount, approximately two 
t h i r d s  was derived from user  sources (gasoline taxes and l i cense  fees)  and one 
t h i r d  was derived from non-user sources ( loca l  property taxes) .  

I 

C. Pol ice  and T ~ n f E f c  Control --- --- .---- 

According t o  verious ~ ~ l i c e  departments i n  the  Twin Cities area ,  approximately, 
20% of the annus1 bni!zet of a po l i ce  department i s  d i r e c t l y  a t t r i b u t a b l e  t o  t r a f -  
f i c  control  and o the r  auto r e l a t e d  purposes. For 1970, t h i s  would'amount t o  
nearly 7 mi l l ion  d o l l a r s  i n  g i t i e s  and v i l l a g e s  i n  the Twin Cities area  wi th  a 
population of 2,500 o r  more. 

Simi lar  est imates by county s h e r i f f ' s  department of the  mount of funding 
\ required f o r  highway r e l a t e d  purposes amounts t o  an addi t ional  1.4 mi l l ion  

d o l l a r s  f o r  1972. 

D. Emergency F i r e  and Rescue Costs 
\ 

Based on in temiews  with l o c a l  f i r e  departments, i t  i s  estimated t h a t  5% of a 
municipal f i r e  department's budget is  d i r e c t l y  a t t r i b u t a b l e  t o  auto f i r e s ,  emer- 
gbncy rescue a t  the  scene of auto accidents ,  e t c .  For 1970, t h i s  would amount t o  
j u s t  over 1 mil l ion  d o l l a r s  f o r  c i t i e s  and v i l l a g e s  i n  the  Twin Cities area  with 
a population of 2,500 o r  more.7 



E. Administrative Court Costs 
/ 

No dat<a i s  ava i l ab le  on the  percentage of adminis t ra t ive  court  cos t s  which a r e  
' a t t r i b a t a b l e  t o  auto  accidents  and o t h e r  case?, r e l a t e d  t o  the  automobile. It has 

\> 
been est imated,  however, t h a t  as  much as  60% of the  c i v i l  calendar f o r  t h e  Heqnepin I 

Countp D i s t ~ i c t  Court i s  devoted t o  persona1 injury-auto zccidcrrt cqses. This would 
amount t o  approximately $300,000 i n  adminis t ra t ive  court  cos t s  f o r  t h e  county, no t  
i ~ c l u d i n g  payments t o  jurors  I f ,  as has a l s o  been est imated,  Hennepin County D i s -  
t r i c S  Covrt handles 40% of the  case load f o r  d i s t r i c t  cour ts  i n  the  7-county a rea ,  
$1 mi l l ion  would probably not  be an unreasonable es t imate  of t h e  t o t a l  administra- , 
t i v e  cos t s  t o  d i s t r i c t  cour ts  i n  the  7-county area  of auto accident  cases. 

I ' / . 
F. Death, Injury aqd Property Damage from Auto Accidenrs 

In  1970, Minnesotans were paid approximately $150 mil l ion  i n  auto insurance claims. 9 
A 1970 study by the U.S. Department of Transportat ion found t h a t  only one four th  t o  
one t h i r d  a l l  auto death,  i n j u r y ,  tind property damage cos ts  were actua1.y paid by 
insurance. " I f  w e  accept  t h i s  assumption and a l s o  assume t h a t  auto accident  cos t s  
a r e  d i r e c t l y  r e l a t e d  t o  the  number of passenger miles t r ave led ,  t r a f f i c  accident  
cos t s  i n  the  Twin C i t i e s  met ropo l i tm area  i n  1970 t o t a l e d  approximately $180 m i l l -  
ion. During t h e  same year ,  about 120 m&llion d o l l a r s  was paid i n  auto insurance 
premiums by Twin Ciries d r i v e r s , I l  leaving a n e t  cos t  of auto accidents  of about 
$60 mi l l ion  pe r  pear f o r  the  region. 

This es t imate ,  of course, does not  include c e r t a i n  o the r  "socia l  cos ts"  which r e s u l t  
from auto accidents .  The same DOT study c i t e d  above found, f o r  example, t h a t  14 
percept  of the  t r a f f i c  victiuis interviewed had t o  move t o  cileapar housing, 30 per- 
cent  had t o  drsw on savings, 29 percent  had t o  borrow money, 29'parcent missed cre- 
d i t  payments, and 45 percent had t o  change t h e i r  standard of  l i v i n g ,  I n j u r i e s  t o  
22 percent  of the  vict ims forced another family menber\to sdek work./ 

G ,  Subsidized P a r k i s  
, 

Generally speaking, the  cos t  of parking automobi7Les is  e i t h e r  d i r z c t l y  subsidized 
f o r  t h e  user  ( v i a  £red psrlcing a t  work o r  while shopping) o r  i n d i r e c t l y  levied  ( i n  
t h e  cogt of goods a t  a s h o ~ p f n ~  cen te r ,  i n  the  r e n t  of an apartment, i n  the  cos t  of 
a double garage o r  coy$ort,  ecc.) 

\ 

Whenever parking i s  no t  d i r e c t l y  paid f o r  a t t b e  time of usage, the  cos t  of provid- 
ing  t h a t  parking spaca must be added t o , t h e  t o t a l  cos t  of automobile t r a v e l  t o  t h e  
region. To determine t h i s  t o t a l  annual c o s t  of parking t o  t h e  region, w e  must esti- 
mate the  cos t  of providing each space and the  t o t a l  number of parking spaces i n  t h e  
Twin Cities area .  

The various components of the  cos t  of a re  cos t  of land, cos t  of construction,  
cos t  of maintenance, and annual property tax.  Using these  va r iab les ,  the  League 
s t a f f  developed a hypothet ica l  cos t  of providing m e  space t n  a parking l o t  i n  this 
region ranging from about $60 t o  $120. For purposes of t h i s  es t imate ,  $75 per  space 
i s  being used. (Note: A more extensive background memoranda on the  c o s t  of parking 
i s  ava i l ab le  from t h e  Ci t izens  League o f f i ce . )  



There is no researched es t imate  ava i l ab le  of  the  t o t a l  number of parking spaces i n  
the  IMn Cities area.  We do know, howav r ,  t h a t  there  a re  approximately 1,000,000 
reg i s t e red  motor vehic les  i n  the  region.f2dbout 500,COO of these vehic les  are-auto- 
mobiles t h a t  a r e  driven t o  work every day. l 3 ~ h i s  means t h a t  the re  a r e  a t  least 
500,000 work-related parking spaces p lus  a space f o r  each ca r  a t  home ( e i t h e r  i n  a 
garage o r  parking l o t )  . I n  addi t ion  t o  th'is 1.5 mi l l ion  spaces a r e  parking spaces 
used by persons using r e t a i l ,  banking, r ec rea t iona l ,  e t c .  f a c i l i t i e s .  For purrposes 
of ch i s  ca lcu la t ion ,  then,  the  f igure  of 2 mi l l ion  parking spaces f o r  t b e  region i s  
probably not  unreasonable. 

From t h i s  f i g u r e  of 2 mi l l ion  parking spaces should be subtracted the  approximately 
70,000 parking spaces i n  the downtowns of Minneapolis and S t .  Paul and another 
30,000 spaces f o r  the  Universi ty of Ninnesota, Metropolitan Stadium, and m y  o the r  
parking f a c i l i t i e s  i n  t h e  region which a r e  n o t  d i r e c t l y  o r  i n d i r e c t l y  subsidized. 
Taking the  remaining 1.9 mi l l ion  spaces times the estimated annual cos t  p e r  space of 
$75 t h s t o t a l  cos t  of d i r e c t l y  o r  i n d i r e c t l y  subsidized parking t o  the  region i s  
approxjlmately $142.5 mi l l ion .  

A c e w i n  percentage of these spaces a re  on-street  and have already had t h e i r  cos t  
computed i n  the  cos t  of bui ld ing and maintaining streets and highways i n  the  region. 
I f  ( a r b i t r a r i l y )  w e  assume t h a t  one-fourth of the  parking spaces i n  the  region a r e  
on-s t ree t ,  t h i s  leaves a n e t  cos t  of subsidizdd ~ a r k i n g  t o  the  region of $107 mil l ion  
per  year.  \ 

8. A i r  Pol lu t ion 
\ 

Perhaps one way t o  look a t  the  c o s t  of auto-related a i r  pollution i s  the  increasing 
cos t  t o  each d r i v e r  of a i r  po l lu t ion  control  devices on h i s  o r  her  ca r .  Estimates 
of the  cos t  of devices needed t o  m e e t  1976-77 a i r  q u a l i t y  standards a r e  ranging from 
$300 t o  $500 per  vehic le .  

\ 

I n  a d d i t i ~ n  t o  this one-time cos t  i s  ZI annual maintenance cos t  t o  keep pol lu t ion 
abatement devices i n  trorking order  and subsequent decreases i n  gas mileage r e s u l t i n g  
from use of the  devices. A r cceh t  a r t i c l e  i n  the Wall S t r e e t  Journal  reported t h a t ,  
i n  s t a t e s  where voluntary etaissfon checks a r e  being made on automobiles, annual main- 
tenance i s  being requirzc! i n  order  t o  keep ca r s  with po l lu t ion  abatement devices 
wi th in  the  a i r  q u a l i t y  standards . I 4  This annual maintenance cos t  i s  averaging $25-50 
pe r  vehicle.  

I f  use of t h e  po l lu t ion  abatement devices,  a s  has been sugges ted , , r e su l t s \ in  a,30-35% 
decrease i n  gas mileage, an addi t ion  of about 1~ per  mtle t o  t h e  opera t i& and 'main- 
tenance cos t  of dr iv ing an automobile w i l l  a l s o  occur. 

Taking a l l  these  cos t s  together f o r  the  1 mil l ion  vehic les  i n  the  !bin Cities region 
the  annual cos t  of a i r  pol lu t ion could then be computed a s  t h e  cos t  of i n s t a l l i n g  and 
maintaining pol lu t ion abatement devices and t h e  r e s u l t i n g  decrease i n  gas mileage as  
follows : 

Cost of devicesk(over 10 year l i f e  of car)  $ 35 mil l ion  
Annual /maintenance cos t  30 mi l l ion  
Increase i n  annual operat ion cos t  due - 

t o  increase  i n  fuel consumption ,100 mil l ion  
$165 mil l ion  



\ I. Total  Cost of t h e  Auto* 

From these e s t i m a t e s ,  then 
t o  t h e  Twin t i t ies  region: 

Auto operat ion and 
maintenance 

S t r e e t  and highway 
construction and 

T r a f f i c  control  and 
auto-relatsd 
emergency 

Administrative 
court  cos t s  

w e  a r r i v e  a t  the  fo l lo~s ing  summary of a u t o ~ r e l a t e d , c o s t s  
I 

N e t  Annual Cost Net Annual Cost 
Tota l  ainnual Borne Direct ly  Not Borne Direct ly  

Cost by the  User 

Death, i n j u r y ,  and 180,OQO ,000 60,00Oq0O0*** 
property damage 

\ 
A i r  po l lu t ion  165,000,000 165,0009000 

Subsidized parking 1429000,000 

Tota l  Annual N e t  Cost  1 a- PI. 803.000 1 (Approximately $1,00O/capi t a )  

* It should t e  nated t h a t  these  f igures  a re  drawn from d i f f e r e n t  years 
from 1969 zo 1372.  A s  such, tho  t o t a l  cos t  f igures  ar r ived a t  should 
n o t  be asstgned t o  any p a r t i c u l a r  year.  A por t ion  of the cos t  of 

, s t r e e t  2nd highway construction and maintenance, t r a f f i c  control  and 
auto-related emergency, and death,  in ju ry  and property damage- r e s u l t s  b 

- 
from use of o the r  motor vehic les  but has no t  been deducted from these  
t o t a l s !  The t o t a l s  do n o t  r e f l e c t ,  however, o ther  cos t s  which could * 
be r e l a t e d  t o  the  auto such a s  noise  po l lu t ion ,  increased time con- 
sumptibn, and increased cos t  of pub l i c  services  because of urban sprawl. 

\ 
\ ** User taxes are subtrac ted  s ince  they a r e  fncluded as t h e  n e t  user c o s t  o f  

building and maintaining < s t r e e t s  and highways. 

*** Insurance premiums paid a re  subtrac ted  s ince  they a r e  included i n  the  /- 

n e t  user  c o s t  of auto operat ion and maintenance. I 

I 
I **** Cost o f  providing on-street  parking i s  subtrac ted  s ince  it is  included 

i n  the  n e t  cost  of street and highway construction atid maintenance. 



COMPARATIVE POPULATION AND TIU?!ISPORTATION DATA FOR SJXECTED METROPOLITAN AREAS 

TABLE I TABLE I1 
TWO-CAR FAPIII, IES - NO-CAR FAMILIES 

% Families with \, % Famil ies  
S B A  2 o r  Mor,e Cars SMSA w i t h  N o  Cars 

Minneapolis-St . Paul  40.6 
Los Angeles-Long Beach 37.7 
D e t r o i t  36.2 
Cleveland 33.1 
San Francisco-Oakland '32.8 
Washington, D.C. 30.9 
Ph i l ade lph ia  27.7 
S t .  Louis 27.5 
Boston 23.7 
Chicago 21.7 
P i t t sbu rgh  19.5 
New Yo& 18.4 

\ \ 

Source : "Cons;wner Buying Indica tors" ,  
U.S. Department of  Commerce, 
Bureau of  t h e  Census 

/ '  

New York 41 -2  
Pi t t sbu rgh  29.1 
Boston 28.6 
Chicago 28.3 
Ph i l ade lph ia  27.0 
S t .  Louis 24.7 
Washington 24.5 
San Francisco-Odcland 19 -9  
Cleveland 19.0, 
Los Angeles-Long Beach 17.2 
D e t r o i t  15.5 
Minneapolis-St . Paul  12.9 

Source: "Consumer Buying Ind ica to r s "  
U.S. Department of Commerce, 
Bvreau of t h e  Census 

TABLE 111 
POPULATION DENSITY 

Urbanized Area Populat ion - ~ r e a '  ~ e n s i  tf 

New York Ci ty  
Los Angeles-Long Beach 
Chicago 
Ph i l ade lph ia  
D e t r o i t  
San Francisco-Oakland 
Boston 
Washington, D .C . 
Cleveland 
S t .  Louis 
P i t t sbu rgh  
Minneapolis-St. Paul  
Houston 
Baltimore 
Dal las  
Milwaukee 
Sea t t l e -Evere t t  
Miami 
San Diego 
Atlanta 

\ 
I n  Square Miles Note: The numbers i n  () show rank o rde r .  - 
I n  Persons P e t  Square Mile 

I 

Source: 1970 Cerisus of Populat ion,  U.S. Department of Commerce, Bureau of t h e  CensuS . 



, WORK TRIP DESTINATIONS 

HPLS. R@UUNDER R E H i U W R  ST. PAUL REMAINDkR REMAINDE~ ANDECA DAKOTA WASHINGTON 
CBD - MPZS BENN. CTY. CBD ST. PAUL RAM§EY CTY. C O U N ~  COUNTY COUl'lTY 

Coon Rapids 

South St. ~ k u l  

Bloomington 

a rooklyn  Center 

f ~ d i n a  
! 
!.:inneapolis I 

1 
tlf nnetonka 
i 
"ichf i e l d  

2t. Louis Park 

dap lewood 

Rosev i l l e  

S t .  Pau l  1 .2  _ 7'. 4 4.7 14 .4  57 .1  8.2 .9 - 2.6 1.2 
- 

? t i l l w a t e r  .4 5.4 1.4 / 4-2 i 

I 15.8 6 .1  . 3  - 6  65.5 
\ 

4Z6A= '\?. 7 28.4 23.2 4.7 17.9 7.2 d .  1 4.4 2 .O 
ou rce :  1970 ~ e n s u d ,  of Popula t ion ,  U.S. Department of Commerce, Bureau o f  the Census, 1970 

\ i b  
L 

I 

1 

, I < 
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STATEIENT BY T;iE GOAP3 OF DIRECTORS - 
n . 1 ,  

THE STRUCTURE OF TRANSEKTATIOE: DECISION-MAKING 
FOR TEE TWIF-CITIES 11PcEA -- 

The Board of Direc tors  of the  Ci t izens  League on liarch 26, 1973 reaffirmed its 
pos i i ion  t h a t  the  r e spons ib i l i ty  f o r  decision-making on t r anspor ta t ion  wi th in  the  
Twin C i t i e s  metropolitan area  should be f ixed by the  Legis la ture  i n  the  Metropoli- 
tan Council. 

The major elements of t h i s  pos i t ion  were es t ab l i shed  i n  a  s e r i e s  of r e p o r t s  
over the  l a s t  f i v e  years ,  i n  which w e  concluded t h a t :  

1. The e x i s t i n g  non-statutory arrangement f o r  t r anspor ta t ion  planning -- Set 
up by requirement of the  National Highway Act of 1962, a s  a  s t r u c t u r e  be- 
tween the  Metropolitan Council and the  agencies bui ld ing and'operating fa-  
c i l i t i e s  -- is inadequate a s  a  mechanism f o r  resolv ing c o n f l i c t  and f o r  
taking a f f i rma t ive  ac t ion .  

The committee which completed the  year-long study i n  December 1968, s a i d  
i n  i t s  repor t ,  " ~ i g h t r a ~ s ,  Trans i t  & the  Metropolitan Council," : 

If The Legis la ture  should pu t  an end t o  fragmentation, overlapping of re-  
s p o n s i b i l i t y ,  and the  l ack  of o v e r a l l  d i r e c t i o n  t h a t  has charac ter ized  
policy-making and planning f o r  t r anspor ta t ion  i n  the metropolitan a rea  . . . . Forced t o  meet f e d e r a l  requirements (these agencies) have a t -  
tempted l imi ted  coordinat ion f o r  the  pas t  s i x  years  through a voluntary 
associa t ion  known as  the  Jo in t  Program. Under the circumstances a t  the 
t i n e  of its crea t ion  the J o i n t  Program represented a s t e p  forward . . . 
bu t  i t  could not  make t r anspor ta t ion  pol icy  f o r  t h i s  a rea .  The Legis- 
l a t u r e  should no t  attempt t o  perpetuate  o r  brea the  new l i f e  i n t o  the  
J o i n t  Program, which is an outdated concept f o r  the  needs of the  Twin 
C i t i e s  a r e a  today. " 

The committee which reported a f t e r  a  yea r ' s  study i n  February 1971 s a i d  i n  
its repor t ,  "Transit:  The Key Tfiing t o  Build is usage!": 

11 The present  arrangeEent f o r  t r anspor ta t ion  planning, and p a r t i c u l a r l y  
f o r  the  m~iiing of major decis ions ,  i s  no t  working. The fragmented plan- 
ning, plus the  d i r e c t  expression of individual  b u i l d e r s  and of highway 
and t r a n s i t  h t e r e s t s ,  has r e su l t ed  i n  an organiza t ional  arrangement i n  
which the  na jo r  decis ions  w i l l  be extremely d i f f i c u l t  t o  make.'' 

2. Basic r e s p o n s i b i l i t y  f o r  decision-making should be f i ~ e d  by s t a t u t e  i n  a  
representa t ive  and responsible general policy-making body i n  the  Twin 
C i t i e s  a rea .  This can only be the  Metropolitan Council. 

The study committee which reported i n  October 1968 on the  o v e r a l l  concept 
of ne t ropol i tan  organizat ion (in a  r epor t  t i t l e d  "Metropolitan Policy and 
Metropolitan Development") s a i d  : 

"We (came) t o  the  general  conclusion t h a t  highways and mass t r a n s i t  need 
t o  be in teg ra ted  much more c lose ly  wi th  each o the r ,  and t h a t  t h i s  whole 
function of urban t r anspor ta t ion  needs t o  be in teg ra ted  much more c lose ly  
with the  program of metropolitan planning and development. . . . In  the 
Milwaukee a rea  the  b a s i c  land use / t ranspor ta t ion  r e s p o n s i b i l i t y  was as- 
signed t o  the  regional  planning agency. . . . A p a r a l l e l  i n  the  Twin C i t i e s  



a r e a  would be t o  a s s ign  the  b a s i x  r e s p o n s i b i l i t y  t o  t h e  Eletropolitan 
Council ,  which would then e s t a b l i s h  a subord ina te  t r a n s p o r t a t i o n  plan- 
n ing  agency. I f  s t a f f i n g  were provided, such an  agency would t a k e  on 
many of t h e  f e a t u r e s  of a s e r v i c e  commission.rv 

Our December 1968 r e p o r t  s a i d :  

"The L e g i s l a t u r e  should des igna te  the  Metropol i tan Council a s  t h e  only 
t r u l y  r e p r e s e n t a t i v e  body f o r  t h e  Twin Cities a r e a  f o r  met ropol i tan  
t r a n s p o r t a t i o n  planning and policy-making. D i rec t  and p o s i t i v e  involve- 
ment of the  Metropol i tan Council is e s s e n t i a l .  The fdetropol i tan Council 
cannot be ' j u s t  another  agency' o r  merely p l ay  an advisory  r o l e  ." 

Our 1971 r e p o r t  s a i d :  

"The Leg i s l a tu re  should f i x  r e s p o n s i b i l i t y  on the  Metropol i tan Council 
t o  make and c a r r y  o u t  e s s e n t i a l  t r a n s p o r t a t i o n  dec i s ions ,  and should 
c r e a t e ,  subord ina te  t o  t h e  Council, a Transpor ta t ion  Board." 

3. The Council should be mandated by the  Leg i s l a tu re  t o  c r e a t e  -- f o r  purposes of ongoing planning and management -- a Transpor ta t ion  
Board. 

Our October 1368 r e p o r t  s a id :  

I P  Because of t h e  urgency of r e l a t i n g  t r a n s p o r t a t i o n  planning t o  gene ra l  
areawide planning,  and of r e l a t i n g  the  planning of  major highways t o  
t h e  planning of mass r ap id  t r a n s i t  f a c i l i t i e s ,  w e  recommend t h a t  t he  
major elements involved i n  urban t r a n s p o r t a t i o n  be  brought t oge the r  i n  
a un i f i ed  program. Such a program should be  organized,  s t a f f e d  and ap- 
p r o p r i a t e l y  r e l a t e d  t o  t h e  l l e t ropo l i t an  Council." 

Our r e p o r t  i n  December 1968, a f t e r  recormending t h e  replacement of t he  
J o i n t  Prograc,, proposed the  c r e a t i o n  of what was then c a l l e d  a Transporta- 
t i o n  Cou?mission, subord ina te  t o  t h e  13etropolitan Council ,  t o  undertake t h e  
d e t a i l e d  i ~ p l e m e n t a t i o n  of t h e  counc i l ' s  t r a n s p o r t a t i o n  program. The l a y  
members of the  comnission should be appointed by the  Metropol i tan Council .  
The a r e a ' s  t r a n s p o r t a t i o n  bu i ld ing  agencies  should be involved on a con- 
t i nu ing  b a s i s  through an advisory board. 

E s s e n t i a l l y  t h e  same proposal  f o r  a subord ina te  Transpor ta t ion  Board was 
made by t h e  committee t h a t  repor ted  i n  1971. 

The Transpor ta t ion  Board would be  a non-operating board, s i m i l a r  t o  t h e  
Metropolitan Heal th Board -- which was a l s o  c rea t ed  and appointed by t h e  
Metropol i tan Council  t o  ca r ry  o u t  areawide p lan ing  and policy-making func- 
t i o n s  imposed by the  requirement of f e d e r a l  law ( i n  t h i s  case Public'Lak7 
89-749 - t he  Pa r tne r sh ip  f o r  Beal th  Act of 1967). 



ABW'f M E  Cl T I  ZENS LEAGUE . . . 
The Ci ti zens League, founded i n  1952, i s  an independent, non-part i  san educa- 

t i o n a l  organization i n  the  Twin C i t i e s  area, w i t h  some 3,600 members, spec ia l l z in 'g  
i n  quest ions o f  government planning, f inance and organizat ion.  

C j t i zens  League reports ,  which provide assistance t o  p u b l i c  o f f i c i a l s  and 
others i n  f i n d i n g  so lu t i ons  t o  complex problems o f  loca l  government, a re  developed 
by vo lunteer  research committees, supported by a f u l  l t tme  professional  s t a f f .  

Membership i s  open t o  t h e  pub 1 i c. The League's annual budget i s  f inanced by 
annual dues o f  $10 ($15 f o r  fami l y  memberships) and con t r i bu t i ons  f ran fmr-8 than 
500 bus 1 nesses, foundact1 ons, and o the r  organ i z a t i  ons. 

O f f  i m r s  

Presi  dent 
Richard J. F i tzGerald 

V i  ce Pres l dents 
John W. Mooty 
Ear l  F.Colborn, J r .  
Mrs. T. W i  l l iams 
Rot l i n  H. Crawford 
Verne C. Johnson 

Secretary 
Greer E. Lockhart 

Treas u r e  r 
A l  len I. Saeks 

Di rec to rs  

Newton Ablahat 
Charles H. Backstrom 
Francis M. Boddy 
Norman Carpenter 
Charles H. Clay 
Mrs. P a t  Davies 
Gordon M. Donhowe 
Richard J . Ft tzGera I d 
Paul H. Hauge 
Peter  A. Heegaard 
W i  l l iam J. Hempel 
James L. Hetland, J r .  
George C. H i t e  
Mrs. Geri Joseph 
Mrs. Jean King 
Robert W. MacGregor 
Ar thur  Naf ta I i n  
hayno H. Olson 
Eoge r Pa l me r 
John W ,  Pulver  
John Ro 1 l wagen 
Peter  ti. Seed 
Waverly Smith 
John M. S u l l i v a n  
Matthew Thaye r 
Doug I as Wa l l ace 
George We I ke rt 

Past  Pres i dents 

Charles H. Bel lows . 
Francis M. Boddy 
Charles H. Clay 
Waite D. Durfee 
John F. Finn 
Wal ter  S. Ha r r i s ,  J r .  
James L. Hetland, J r .  
S t u a r t  W .  Leck, S r .  
Greer E. Lockhart 
John W. Mooty 
Norman L. Newhal I, J r .  
Wayne H. Olson 
L e s l i e  C. Park 
Malcolm G. Pfunder 
James R. P r a t t  
Leonard F. Ramberg 
Charles T. S i  lverson 
Archi ba Id  Spencer 
Frank Wa l t e r s  
John W. W i  ndhorst 

S t a f f  - 
Executive D i r e c t o r  

Ted Ko lder ie  

Associate Di r e c t o r  
Paul Gi l j e  

Membership Di r e c t o r  
Ca lv in  W .  C lark  

Research Associ a te  
Clarence Shal l b e f t e r  



CITIZENS LEAGUE 
530 SYNDICATE BUILDING - 338-0791 
MINNEAPOLIS, MINNESOTA 55402 

Nonprofit Org . 
U. S. POSTAGE 

PA1 D 
Minneapolis, Minn. 

Permit No. 414 


