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The t r a w p o r t a t i o n  problem i n  t h e  Twin Cities a rea  today is elusive, p a r t l y  
because i t  appears as d i f f e r e n t  things t o  d i f f e r e n t  people. 

To a low-income worker: His i n a b i l i t y  t o  f ind  a way t o  get  t o  a new job 
opportunity i n  a suburb. 

To a downtown businessman: The l ack  of a high-speed rapid  t r a n s i t  system t o  
br ing customers downtown. 

To a suburban shopping cen te r  developer: The need f o r  more roads t o  give 
customers access t o  h i s  s t o r e s  . 

To a r e a l  estate developer: Trying t o  convince highway engineers of t h e  need 
f o r  an interchange on a new freeway scheduled t o  pass near h i s  property to r a i s e  
h i s  property value and increase t h e  r e t u r n  on h i s  investments. 

To a highway engineer: Trying t o  l i m i t  t h e  number of interchanges on a free-  
way t o  meet s a f e t y  requirements and assure  order ly  movement of t r a f f i c  a t  minimum 
cost  . 

To a motorist  dr iv ing t o  work: T r a f f i c  tie-ups because an urgently needed 
freeway cannot get  b u i l t .  

To a one-car family: The l ack  of publ ic  t ranspor ta t ion ,  forc ing the  wife t o  
remain a t  home all day whi le  h e r  husband d r ives  t h e  f & l y V s  one c a r  t o  work. 

To a park board: The seemingly i n e v i t a b l e  tendency of a highway department 
t o  route  i ts  freeways through a park. 

To a highway department: The r i g i d  r e f u s a l  of a park board t o  give up its 
land f o r  a freeway. 

To a family whose home is taken f o r  a freeway: Disruption of l i v e s  because 
of r e loca t ion  and, perhaps, lack of adequate compensation f o r  t h e i r  loss .  

To a family whose home i s  located  next t o  a freeway: Increased t r a f f i c  on 
c i t y  streets used as f rontage  roads p lus  t h e  noise  and po l lu t ion  of f r e ~ a y s  
which they must now bear without compensation. 



To a businessman whose property is  near  a freeway interchange: Increase  of 
property value wi th  l i t t l e  e f f o r t  on h i s  p a r t .  

I To an e l d e r l y  person without a ca r :  Lack of oppor tun i t i e s  f o r  housing, 
l imi ted  choice of shopping loca t ions ,  and lack  of access t o  churches, a r t  centers ,  
parks, l i b r a r i e s  and o the r  p laces .  

TO a motor is t :  How t o  e l iminate  compromises on freeway design which pmduce 
hazardous d r i v i n g  condit ions.  

I To a c e n t r a l  c i t y :  The l o s s  of va luable  t a x  base t o  freeway construct ion.  

TO a businessman a f fec ted  by changes i n  t r a f f i c  pa t t e rns :  Poss ib le  108s of 
bus iness ,  perhaps fo rc ing  him t o  re loca te ,  leaving a neighborhood without h i s  se r -  
v ices  r ead i ly  ava i l ab le .  

To a motorist who d r ives  t o  work: Lack of good parking nea r  h i s  employment- 

To a planner concerned about downtarn development: Too many parking ramps, 
producing undes i rable  land uses and streets clogged with cars .  

To a semi-rural county, anxious f o r  its sha re  of metropol i tan  growth: Lack 
of funds t o  b u i l d  a good br idge  across  a r i v e r  t o  l i n k  i t  with t h e  metropoli tan 
area,  

To a r e s iden t  of  a cornunity s p l i t  by a freeway: Inconvenience i n  g e t t i n g  t o  
commercial and social.  s e r v i c e s  i n  h i s  neighborhood. 

To a motor is t  competing with buses f o r  space on l o c a l  streets: How t o  g e t  
r i d  of those buses which i n t e r f e r e  with t r a f f i c  mavement. 

To a bus r i d e r :  How t o  ge t  r i d  of those ca r s  which slow down t h e  bus so  much. 

F ina l ly ,  t o  an average, concerned c i t i z e n  i n  t h i s  metropoli tan area:  H i s  
i n a b i l i t y ,  through any d i r e c t  p o l i t i c a l  process, t o  have an e f f e c t i v e  voice  i n  t h e  
kind of t r anspor ta t ion  system he would l i k e ,  and t h e  absence of any pol icy  mechan- 
i s m  f o r  resolving these  choices. 

These i s s u e s  suggest  t h e  kinds of t r anspor ta t ion  decisions t h a t  have t o  be  
made. Together these  decis ions  make what we  c a l l  t r anspor ta t ion  policy.  What 
should be  t h e  r e l a t i v e  emphasis on t r a n s i t  f a c i l i t i e s  versus highways? What com- 
munity values should be  given g r e a t e s t  p ro tec t ion  i n  t r anspor ta t ion  planning? Where 
should our  t r anspor ta t ion  f a c i l i t i e s  be located  and haw should they look? What 
p r i o r i t i e s  of cons t ruct ion  should be  es t ab l i shed ,  

We cannot develop a t r anspor ta t ion  po l i cy  without  a government a1 framework 
wi th in  which t h e  choices can be made, The area s i g n i f i c a n t l y  s u f f e r s  from inade- 
quate  t r anspor ta t ion  policy-making and planning. It lacks  appropr ia te  con t ro l  of 
a process  i n  which decis ions  have been made f o r  t h e  a rea ,  not by t h e  area.  There 
is no un i f i ed  decision-making process f o r  determining what kind of a t r anspor ta t ion  , 
system i t  wants, and under e x i s t i n g  governmental framework no e t f e c t i v e  process can 
be  developed. Continuing c o n f l i c t s  e x i s t  over t h e  l o c a t i o n  and design of freeways 



and expressways with no means available f o r  broad area fn t e re s t s  t o  be developed a r  
injected i n t o  the process. Highways and t r a n s i t  i n t e r e s t s  continue t o  compete f o r  
the  same t ravelers .  

Such problems have been made abu~danrly  c lear  to the  Citilrens League Trratrport- 
a t ion Planning Committee during its twelve months of deliberatiarm. 

%@ Gtate Legislature has not yet  fu l ly  faced the question a0 broad a d  -Sffed 
tranaPportatian policy-making fo r  t h i s  metropolitan area. 

For the pas t  s i x  years, stimulated by federal  l aw  and f e d e r l  atiaaa, 
various slgmc5ss responsible f o r  transportation conetruetion In the m a  Ci t i e s  area 
have attempted t o  e s t a b l i ~ h  v o l ~ t a l y  coordinating catmittees t o  ebaiblish tmw- 
porcatlon policy f o r  t h i s  area. 

The voluntary cosrdinating committee approach ha$ not been a success, and i t  
is ti= f o r  t he  L e g i s l a t u r e - 4 i c h  rea l ly  should make t h i s  deci$ian aV~ay-- to  s t e p  
i n  and officia(l1g define the roles of the  various transportation agencies and makc 
it c lear  where transportqtion po l i cy - t~k%ng  fo r  t h i s  area should rest. 

The s e t t i n g  is partfcuSarly appropriate f a r  action by the  Legislature All  
of the  ageacies inwlved  i n  transportation construction ere anxious t o  have t h e i r  
role8 c la r i f ied .  

The various i n t e r e s t s  which support highway ~ ~ n s t r c i c e i o n  i n  the Tw%n Ci t ies  
area want the issues  resolved eo tha t  roadblocks can be opened and urgently needed 
ConStructiOn can be undertaken. 

Mass t r a n s i t  advocates recognize t h a t  t h e i r  programs w i l l  not move ahead unless 
transportation policy-making is clear .  

The Pktropolitan Council, w u r c  of tts own ro l e  via-a-v2s the various agencies 
i n  t t aa spo r t a t im ,  recagn$zas that the tr-portation i ssue  is key t o  almo~t a l l  
aspects of areawi.de development and tha t  transportation policy control  i s  c ruc ia l  t o  
influencing the shape of urban growth. 

The proposals i n  t h i s  repost a re  intended to provide a framework fix the  s e t t l e -  
ment of t ransporta t ion eontmversiee, so  t ha t  t h i s  a rea  can move ahead - 

They are  intended t o  indicate  c lear ly  where the policy-making ro le  0x1 metropoli- 
tan transportation should l ie.  They are  intended t o  ahow tha t  t h i s  mstropolitan area 
has a r e a l  opportunity f o r  leadership nationally and t o  be one of the first metro- 
pol i tan a r e a  i n  the nation t o  rea l ly  take charge of its traosportation system and 
have a t ru ly  balanced transportation system -- not balanced i n  name only, but  one 
which provides a var ie ty  of modes sa t i s fac tory  t o  a l l  residents.  The proposal w i l l  
resolve the  so-called "conf f i c t l '  between the t r a n s i t  iateres ts and the highway inter-  
e s t s  a t  the ~ o l i c y e . i n g  l eve l ,  where it should be resolved. 



C r i t i c a l  t r anspor ta t ion  i s sues  remain unresolved i n  t h e  Twin C i t i e s  a rea  
today because the  a rea  has f a i l e d  t o  t ake  t h e  i n i t i a t i v e  i n  t e l l i n g  the  t ranspor ta-  
t i o n  bu i lde r s  what the  a r e a  r e a l l y  wants. The metropoli tan a rea  must assume respon- 
s i b i l i t y  f o r  i t s  own t r a m p o r t a t i o n  system. This is t h e  only way t o  assure  t h a t  
highway d i spu tes  w i l l  b e  minimized and t h a t  a  mass t r a n s i t  system t h i s  a r e a  r e a l l y  
wants w i l l  be developed. A governmental framework is urgently needed, the re fo re ,  
whereby the  i n i t i a t i v e  can b e  taken by the  a rea  i t s e l f .  

* Give t h e  Pletropolitan Council t r anspor ta t ion  ~olicy-making au thor i ty ,  a s  an inse-  
parable  p a r t  of o v e r a l l  development policy f o r  the  Twin C i t i e s  a rea .  

* Establ ish  a seven-member Metropolitan Transportat ion Commission (TMCO) Y subor- 
d i n a t e  t o  the  Metropolitan Council, appointed by the  chairman of the  Metropolitan 
Council with t h e  advice and consent of t h e  Council. 

* Involve the  admin i s t r a t ive  heads of the  t r anspor ta t ion  bui ld ing agencies on a 
continuing b a s i s  through an advisory board, t o  ~ r o v i d e  t echn ica l  a s s i s  i n  
t h e  t r anspor ta t ion  planning process. 

* Provide t h a t  t h e  Metropolitan Council e s t a b l i s h  the  t r anspor ta t ion  guidel ines  and 
t h e  land use p lan  f o r  t h i s  metropoli tan a rea ,  wi th in  which TRANCO should prepare 
t r anspor ta t ion  p lans ,  The Council should approve t h e  TRANCO budget and approve 
t r anspor ta t ion  plans prepared by TRANCO. The Metropolitan Council should be the  
a r b i t e r  on route  d isputes .  

* Assign TWCO the  r e s p o n s i b i l i t y  t o  prepare long-range t r anspor ta t ion  plans with- - 
i n  Metropolitan Cpuncil guidel ines .  The ob jec t ive  should be a t r u l y  balanced 
t r anspor ta t ion  system cons i s t ing  of a  s t rong  mass t r a n s i t  network and highways. 
TRANCO should determine t h e  s p e c i f i c s  of t h e  r e l a t i v e  emphasis on t r a n s i t  and 
highways. TWCO should supervise  and d i r e c t  t h e  preparat ion of a l t e r n a t i v e  

% 
routes ,  and approve l o c a t i o n  and design of highway and mass t r a n s i t  routes ,  i n t e r -  
changes and t r a n s i t  s t a t i o n  s tops .  ~t should designate p r i o r i t i e s  f o r  scheduling 
of cons t ruct ion ,  e s t a b l i s h  cons t ruct ion  s tandards ,  c l a s s i f y  highways according t o  
funct ion ,  p lan  and regu la te  parking f a c i l i t i e s  and develop regula t ions  f o r  con t ro l  
of t r a f f i c  on highways wi th in  its -Jurisdict ion.  

* Provide t h a t  TRANCO h i r e  i ts  own s t a f f ,  inc luding an executive d i r e c t o r  who has 
t h e  confidence of both highway and t r a n s i t  supporters .  

* Support TRANCO's opera t ion  with planning funds from t h e  Bureau of Publ ic  Roads, 
t h e  Department o f  Housing and Urban Development, and t h e  metropoli tan area .  On a 
long-range b a s i s  TRANCO's funding should not  be  l imi ted  t o  such sources.  

* Divide r e s p o n s i b i l i t y  between TRANCO and t h e  opera t ing  agencies s o  t h a t  i t  i s  
c l e a r  the  opera t ing  agencies continue t o  prepare d e t a i l e d  p ro jec t  plans,  prepare 
programming schedules, and bu i ld  and maintain f a c i l i t i e s  -- but  t h a t  they carry  
out  t h e i r  a c t i v i t i e s  wi th in  d i r e c t i o n  provided by TRANCO. 



I 

I. Action by the  L e g i s l a t u r e  

The 1969 Leg i s l a tu re  should e s t a b l i s h  a p o s i t i v e  framework and designate a 
s p e c i f i c  organiza t ion  t o  develop and implement t r anspor ta t ion  policy-making and 
planning i n  t h e  Twin Cities metropoli tan area.  The ques t ion  is no t  whether o r  not  
such an organiza t ion  w i l l  be  set up, because f e d e r a l  regula t ions  r equ i re  the  orga- 
n iza t ion .  The ques t ion  is  whether the  Leg i s l a tu re  w i l l  a c t  t o  determine t h e  orga- 
n i z a t i o n  o r  whether f t  w i l l  be t h e  product of negot ia t ion  between a number of d i f -  
f e r e n t  publ ic  agencies,  primari ly the  nego t i a t ion  of  s t a f f  personnel of these  
agencies. I 

BY e s t a b l i s h i n g  t h e  appropr ia te  t r  napor ta t ion  policy-making and planning orga- 
n i z a t i o n  the  Leg i s l a tu re  should put  an nd t o  fragmentation, overlapping of respon- 
s i b i l i t y  and l ack  of o v e r a l l  d i r e c t i o n  h ich  has charac ter ized  policy-making and 
planning f o r  t r anspor ta t ion  i n  the  metr 1 p o l i t a n  area .  The new l e g i s l a t i o n  should 
speci fy  how t h e  var ious  s t a t e ,  county and l o c a l  agencies should r e l a t e  t o  the  over- 
a l l  organiza t ion ,  f o r  i t  is abundantly c l e a r  t h a t  the  ques t ion  of t r anspor ta t ion  
organiza t ion  no longer can b e  l c f  t t o  the  agencies themselves. Forced t o  meet fed- 
e r a l  requirements, these  agencies have attempted l imi ted  coordinat ion f o r  t h e  pas t  
s i x  years  through a voluntary assoc ia t ion  known as the  J o i n t  Program, Under t h e  
circumstances a t  the  t i m e  of its c rea t ion  the  Jo in t  Program represented a Step for-  
ward. During the  years  of i ts  exis tence  i t  gathered extens ive  da ta  on the  transport-  
a t i o n  needs f o r  t h i s  a rea ,  bu t  the  Jo in t  Proeram could not  make t ranspor ta t ion  pol icy  
f o r  t h i s  a rea .  Fragmentation, overlapping and l ack  of d i r e c t i o n  continued. The 
Legis la ture  should not  attempt t o  perpetuate  o r  brea the  new l i f e  i n t o  the Joint  Pro- 
gram, which is an outdated concept f o r  the  needs of the  Twin Cities a rea  today. 

The Leg i s l a tu re ,  i n  the  preamble t o  the  a c t  c rea t ing  the  Metropolitan Trans i t  
~ ~ m m i s s i o n  i n  1967, es tabl i shed as a matter  of pol icy  its concern with transporta-  
t i o n  f o r  t h e  area: 

I I The Leg i s l a tu re  f inds  and determines t h a t  near ly  h a l f  the  people of t h e  
s t a t e  l i v e  i n  the  metropoli tan t r a n s i t  a r e a  h e r e i n a f t e r  es tabl i shed.  The 
populat ion of  t h a t  a r e a  is growing f a s t e r  than i n  any o the r  a rea  of the  
S t a t e ,  r e s u l t i n g  i n  a heavy and s t e a d i l y  increas ing concentrat ion of resi- 
dent  and t r a n s i e n t  populat ion and c rea t ing  se r ious  problems of publ ic  
t r a n s i t  and publ ic  highway t r a f f i c  i n  the  area.  . .The Leg i s l a tu re  theref  o r e  
declares  a s  t h e  pub l i c  pol icy  of the  s t a t e  t h a t  f o r  t h e  protec t ion  and 
advancement of  the  publ ic  hea l th ,  s a f e t y  and welfare  of t h e  metropoli tan 
t r a n s i t  a r e s  and the  e n t i r e  s t a t e ,  and i n  o rde r  t o  provide f o r  adequate 
pub l i c  t r a n s i t  wi th in  t h e  area ,  reduce t h e  t r a f f i c  congestion and hazards 
on the  s t a t e  and o t h e r  highways and streets the re in ,  and relieve t h e  o t h e r  
harmful condit ions aforesa id  , there is urgent need f o r  the  establishment 
of t h a t  a r e a  as here in  defined, f o r  t h e  c rea t ion  of a bferropolitan T r a n s i t  
Gx-mission t h e r e f o r  with the  powers and ducies he re in  prescribed,  and f o r  
the  o t h e r  measures he re in  provided for .  I' (Section 4738.02, Minnesota S ta tu tes )  

But t h i s  policy deroands implementation beyond mass t r a n s i t  considerat ions,  f o r  i t  is 
obvious t o  t h e  committee t h a t  order ly  growth and developmenr of t h e  metropolitan a rea  
and the  serving o f  t r anspor ta t ion  needs cannot be  accomplished where d iv is iveness  
between highway i n t e r e s t s  , t r anspor ta t ion  modes and r e l a t e d  l o c a l  concerns prevai ls .  



11. Posit ion of the Metropolitan Council 

The Legislature should designate the  Metropolitan Council as the only t ru ly  
representative body f o r  the Twin Ci t ies  area responsible f o r  metropolitan area 
transportation planning and policy-making. Direct and posi t ive  involvement of the  
Metropolitan Council is essent ia l .  As an areawide body, the Netropolitan Council 
cannot be " jus t  another agency" nor merely play an advisory ro l e ,  but it m u s t  have 
responsibi l i ty  f o r  di rect ion.  The primary responsibi l i ty  of the  Metmpolitao 
Cauncil should be t o  develop a broad comprehensive land use plan and t o  develop 
~ a j o r  t ransporta t ion objectives and guidelines t o  make the  plan workable and effec- 
t ive .  The Legislature already has assigned the Metropolitan Council the  ro l e  of 
spealcing on bas i c  transportation policy, Now the Legislature should place the 
Council i n  its proper ro l e  of making transportation policy. 

Transportation f a c i l i t i e s  may well  be the  singlemoat important fac tor  in deter- 
mining and preserving res iden t ia l ,  commercial and indus t r i a l  development i n  the 
metropolitan area. For example, the  network of freeways l a i d  out  i n  1956 and 
planned f o r  ~omplet ion by 1975 already has had a major impact, with S ~ C O ~ & ~ Y  

e f f ec t s  on the t a x  bases of l o c a l  communities, demands f o r  sewage f e c i l i t i e e ,  loca- 
t i on  of educational i n s t i t u t i ons ,  development and maintenance of parks and open 
spaces and even the decline of ce r ta in  areas. 

The governmental agencies which have been responsible fo r  transportation faci-  
l i t ies have made decisions a£ f ectinp, these elements without having d i r ec t  responsi- 
b i l i t y  f o r  the consequences o r  being responsive t o  the  people o r  the i n t e r e s t s  of 
the area  as a whole. It is  only through the  Netropolitan Council, with broad metro- 

+ 

pol i  tan responsibi l i ty  , t ha t  we can rec t i fy  t h i s  deficiency* 

111. Establiehment of Transportation Commission (TFWCO) 

In addition, the  Legislature should es tab l i sh  a Transportation Cormnfssion 
(TRANCO), making i t  responsible f o r  spec i f i c  transportation p o l i c y - d i g  and plan- 
ning and with authority t o  d i r e c t  the  implementation of the  program. 

Such a commission would achieve goals which the  committee believes necessary. 
The ldetropolitan Council should and does have responsibi l i ty  f o r  di rect ing and con- 
Trol l ing major metropolitan developments i n  a coherent program, i n  keeping with 
agreed-upon objectives and pol ic ies .   his responsibi l i ty  extends over many f i e ld s  
of metropolitan concern of which transportation is but one. It is obvious t ha t  the 
Council should have the  pr incipal  responsibi l i ty  f o r  es tabl ishing transportation 
policy and guidelines within the f rw tqo rk  of the comprehensive metropolitan devel- 
opment program. But the implement a t ion of transportation policy-making and planning 
a l so  requires the  involvement of policy considerations a t  every s t e p  i n  the  major 
planning process. This involvement would be carr ied out through TI?AWCQ* 

It is apparent t o  the  committee t h a t  the present system of overlapping respon- 
s i b i l i t y ,  lack of overal l  d i rect ion,  fragmentation between d i f fe ren t  agencies of 
d i f fe ren t  goals, and the hodgepodge of purely l o c a l  concerns--injected indiscrim- 
inate ly  in to  the  planning process-contributes t o  the present s t a t u s  of transports- 
t ion  development f o r  the  area.  loreover, whatever capabi l i t i es  and proficiency are  - 

possessed by technical  s t a f f s ,  u t i l i z a t i o n  of such s t a f f s  alone does not bring 
about a su f f i c i en t ly  ear ly  o r  broad enough in jec t ion  of major metropolitan goals o r  
l oca l  c o ~ g m ~ i t y  i n t e r e s t s  i n t o  the  planning process. 

A 



These de f i c i enc ies  can b e  overcome by requi r ing  t h a t  planning and policy-making 
be c a r r i e d  out a t  an e a r l y  s t a g e  by TRAMCO. Further ,  t h i s  approach w i l l  serve t o  
i n s u l a t e  t h e  Council from t h e  many d e t a i l s  of t r anspor ta t ion  planning and policy- 
making and from t h e  i n e v i t a b l e  day-ta-day t r anspor ta t ion  decis ions ,  leaving t h e  Coun- 
c i l  f r e e  t o  concentrate on t h e  major o v e r a l l  quest ions of metropoli tan growth. 

I V .  ~ e s p o n s i b $ l i t i e s  of T M C O  

'l'WQ'?COts flirst duty should be t o  assume r e s p o n s i b i l i t y  f o r  continuing t h e  plan- 
ning f o r  t r ansdor ta t ion  a l ready under way and proceed t o  complete a t r anspor ta t ion  
plan f o r  t h e  d i n  C i t i e s  a r e a  i n  accord wi th  t r anspor ta t ion  ob jec t ives  and guidel ines  
0 f the  M e  t r o p o l ~ i  t a n  Counci 1. 

TRANCO should undertake, on a continuing b a s i s ,  f u r t h e r  prepara t ion  and updating , 
of metropol i tan  t r anspor ta t ion  p lans ,  establishment of cons t ruct ion  standards , devel- 
opment of c r i t e r i a  f o r  esthetics, s a f e t y ,  r e l a t i v e  cos t s  and b e n e f i t s ,  approval of 
route  design and loca t ion ,  des ignat ion  of p r i o r i t i e s  of cons t ruct ion  , prepara t ion  of 
a funct ional  c l  s s i f i c a t i o n  system f o r  metropoli tan roads, planning f o r  parking, and 
o the r  responsib k l i t i e s  deal ing  with an e f f e c t i v e  movement of people and goods wi th in  
t h e  metropoli tap area .  TRANCO would not  involve i t s e l f  with streets serving only a 
l o c a l  municipal i ty.  Proposals f o r  r ap id  t r a n s i t ,  r a i l  s e r v i c e  o r  even a i r  t r anspor t  
t o  improve movednent wi th in  the  metropoli tan a r e a  would come under TRANCO ' s j ur i sd ic -  
t i o n -  E x i s t i n g t r a n s p o r t a t i o n  agencies would provide technica l  a s s i s t ance  t o  TRANCO, 
undertake d e t a i l e d  engineering and b u i l d  and opera te  t r anspor ta t ion  f a c i l i t i e s  ais 
needed. I 

The ob jec t ive  of TRANCO should be t o  develop a balanced t r anspor ta t ion  System 
f o r  t h e  metropoli tan area .  A balanced system would (a) assure  an adequate system of 
highways of both primary and secondary cha rac te r ,  and (b) provide f o r  the  development 
of mass t r a n s i t  f a c i l i t i e s  so  t h a t  the  populat ion of  the  a r e a  s h a l l  have ready access 
between l i v i n g  areas ,  employment a reas ,  business and economic cen te r s ,  educational ,  
c u l t u r a l  and rec rea t iona l  cen te r s ,  and communiqr s e r v i c e  cen te r s  such as h o s p i t a l s  
and medical complexes. The achievement of such balance may requ i re  s trenuous e f f o r t s  
t o  encourage and f o s t e r  t r a n s i t  development and t o  avoid t h e  s p e c t e r  of c rea t ing  an 
overwhelming concrete o r  a s p h a l t  mass of highways, parking ramps and r e l a t e d  f a c i l i -  
ties. 

V. Composition of TRANCO 

T W C O  should be  composed of seven res iden t s  of t h e  G i n  C i t i e s  a r e a  appointed 
a t - l a rge  by t h e  chairman of t h e  Metropolitap council  with t h e  advzce and consent of 
the  Council. The chairman of TRANCO should b e  s o  d e s i p a t e d  i n  t h e  appointments. 
TRANCO members should not hold any o t h e r  publ ic  o f f i c e .  They should not be regarded 
a s  representing any s p e c i f i c  segment of t h e  t r anspor ta t ion  indust ry  o r  any o t h e r  pub- 
l i c  agency, but  members should be chosen with a view t o  t h e i r  ind iv idua l  c a p a b i l i t i e s  
and t h e i r  broad metropoli tan i n t e r e s t s  as  d is t inguished from narrow parochialism. 
Membership should not be  exclusively f ram one segment of t h e  community, such as busi- 
nessmen o r  profess ional  people. Every attempt should be made t o  appoint a broad 
range of persons f a m i l i a r  wi th  o r  concerned about d i f f e r e n t  aspects  of the  t~anSpOrt -  
a t i o n  problem. For example, it  would be d e s i r a b l e  t h a t  someone in t imate ly  f a m i l i a r  
with the  p a r t i c u l a r  t r anspor ta t ion  problems of lower-income peogle o r  t h e  e l d e r l y  be 
appointed . 



V I .  TWCO S t a f f  

TRANCO should be  empowered t o  h i r e  i ts own executive d i r e c t o r  and s t a f f  and 
h i r e  consul tants  as needed. The executive d i r e c t o r  should be chosen on t h e  b a s i s  

. 
of h i s  having t h e  respect  and confidence of both t r a n s i t  and highway i n t e r e s t s .  
TRAMCO should e n l i s t  t h e  a s s i s t a n c e  of s t a f f  of e x i s t i n g  agencies concerned with 
t r anspor ta t ion ,  a s  needed, as has been t h e  p r a c t i c e  i n  the  J o i n t  Program and eorn- 
pensate the  agencies f o r  t h e  use of t h e i r  s t a f f .  

V I I ,  Relat ionship between TRANCO and the  Operating Agencies 

The Leg i s l a tu re  should c l e a r l y  a s s ign  r e s p o n s i b i l i t y  f o r  decision-makinxi t o  
TRANCO and provide f o r  involvement i n  t h e  planning process by t h e  various publ ic  
agencies, such as  t h e  Minnesota Highway Department, t h e  Metropolitan Trans i t  Corn- 
mission, metropoli tan a rea  county highway departments, and s i m i l a r  municipal depart- 
ments. The Leg i s l a tu re  can thereby i n d i c a t e  t h a t  the  p a r t i c i p a t i o n  of these  agen- 
c i e s  i n  t h e  t r anspor ta t ion  planning and policy-making process should and must be  
accomplished. To give  adequate assurance t h a t  these  agencies w i l l  be properly rep- 
resented ,  the  Leg i s l a tu re  should provide t h a t  TRANCO be a s s i s t e d  by a t echn ica l  
a s s i s t ance  board made up of t h e  top  adminis t ra t ive  personnel i n  these  agencies. 
But t h e  Leg i s l a tu re  a l s o  should make i t  c l e a r  t h a t  policy-making w i l l  r e s i d e  i n  
TRANCO. TRANCO i t s e l f  should not  b u i l d  o r  own t r anspor ta t ion  f a c i l i t i e s .  The 
opera t ing  agencies should be  responsib le  f o r  prepara t ion  of t h e i r  own d e t a i l e d  pro- 
gramming schedules , design, cons t ruct ion  and maintenance, consis  t e n t  wi th  TRANCO 
plans.  TRANCO should determine t h e  o v e r a l l  t r anspor ta t ion  network f o r  the  metro- 
p o l i t a n  a rea ,  the  r e l a t i v e  emphasis on highways and mass t r a n s i t  i n  var ious  loca- 
t i o n s ,  and p r i o r i t i e s .  It a l s o  should see t h a t  c e r t a i n  s t e p s  a r e  followed i n  de ter -  
mining t h e  design and l o c a t i o n  of t r anspor ta t ion  f a c i l i t i e s .  Prom a policy stand- 
po in t ,  TRANCD should approve these  designs and loca t ions  on behalf  of t h e  metropoli- 
t an  area .  

V I I I  . Relat ionship between TMCO and the  l le t ropol i tan  Council 

The Metropolitan Council should be  responsib le  f o r  t h e  development of the  land 
use p lan  f o r  t h e  metropoli tan a rea  which should form the  b a s i s  f o r  a  t r anspor ta t ion  
plan. The Council should s e t  f o r t h  t h e  t r anspor ta t ion  guidel ines  which TRANCO would 
follow. These guidel ines  would be genera l  s tatements about t h e  kind of t ranspor ta-  
t i o n  system t h i s  metropoli tan a rea  should have. For example, the  guidel ines  could 
we l l  i n d i c a t e  t h a t  f a r  g r e a t e r  emphasis on a publ ic  t r anspor ta t ion  system is neces- 
sary than has taken p lace  t o  da te .  The guidel ines  a l s o  might s t a t e  t h a t  t h i s  metro- 
p o l i t a n  a r e a  w i l l  be w i l l i n g  t o  assume e x t r a  c o s t s  i n  freeway const ruct ion  t o  pre- 
se rve  valuable  park land.  Other gu ide l ines  could d e a l  with accomplishing c e r t a i n  
urban growth ob jec t ives  of t h e  I~Ietropoli tan Council. The guidel ines  would be  t h e  
framework wi th in  which TRANCO would opera te .  TRANCO i t s e l f  should prepare t h e  long- 
range t r anspor ta t ion  p lans ,  but  they would be  submitted t 4  the  Metropolitan Council 
f o r  approval. I f  the  Metropolitan Council disagreed with aspects  of these  p lans ,  
i t  should remand t h e  plans t o  TRANCO s t a t i n g  t h a t  they f a i l e d  t o  meet c e r t a i n  c r i -  
t e r i a .  TWCO should have t h e  opt ion  of r ev i s ing  t h e  plans o r  resubmitt ing them, 
o f f e r i n g  reasons and arguments why its plans do meet t h e  c r i t e r i a .  I f  the  Metro- 
p o l i t a n  Council then s t i l l  d id  not  agree wi th  TRANCO'S plans,  i t  should remand with 
s p e c i f i c  d i r e c t i o n  t h a t  the  plans be  revised t o  conform t o  s p e c i f i c  requirements. 



TRANCO then should b e  required t o  r e v i s e  its plans,  a f t e r  which t h e  Council would 
approve and adopt. This would then mean t h a t  the  o f f i c i a l  long-range t r anspor ta t ion  
plans f o r  t h i s  a r e a  would be es t ab l i shed  by the  Council. It would be a c l e a r  indi -  
c a t i o n  t h a t  these  a r e  the  plans wi th in  which the  opera t ing  agencies must work. 

The Metropolitan Council should approve t h e  opera t ing  budget f o r  TRAWCO and 
provide t h e  necessary l o c a l  revenue. (See appendix, page 53, f o r  f u l l e r  d iscuss ion 
of t h e  TRANCO-Council r e l a t ionsh ip . )  

Although TWCO should have r e s p o n s i b i l i t y  t o  approve exact  loca t ions  and 
design of major f a c i l i t i e s ,  a l o c a l  municipal i ty,  i f  d i s s a t i s f i e d ,  should have the  
opportunity t o  appeal by appropr ia te  procedures t o  the  Metropolitan Council f o r  
review and decis ion  on the  s p e c i f i c  mat ter  a t  i ssue .  (Under current  p r ~ c e d u r e s  a 
municipal i ty has ve to  power over trunk highway plans.) 

I X .  S p e c i f i c  R e s p o n s i b i l i t i e ~  of TRANCO 

A.  Long-Range Plans -- TRANCO should prepare and adopt long-range (20 years  
o r  so)  t r anspor ta t ion  plans f o r  the  metropoli tan area ,  s u f f i c i e n t l y  d e t a i l e d  
t o  g ive  d i r e c t i o n  t o  the  various t r anspor ta t ion  agencies a s  t o  t h e  type of 
t r anspor ta t ion  f a c i l i t i e s  t o  be  b u i l t  and the  p r i o r i t i e s  t o  be followed. These 
long-range plans a r e  a key element i n  t h e  o v e r a l l  t r anspor ta t ion  planning pro- 
cess. They w i l l  no t  spec i fy  the  exact  loca t ion ,  f o r  example, of a t r a n s i t  l i n e  
o r  a freeway; they would i d e n t i f y  general  co r r idors ,  perhaps one-half mile 
wide, wi th in  which the  exact  loca t ion  l a t e r  w i l l  be determined. Transpor ta t ion  
plans t o  da te  under the  J o i n t  Program have concentrated a l s o  on cor r idors ,  but  
these  plans have included on maps s p e c i f i c  alignments of new f a c i l i t i e s  planned 
20 years  o r  more i n  the  fu tu re .  This  gives the  incor rec t  impression t h a t  t h e  
exact  alignment has been determined. 

When long-range plans have been prepared and approved by TRANCO, they should be 
submitted t o  the  Metropolitan Council f o r  o f f i c i a l  adoption. The Council 
\should have au thor i ty  t o  d i r e c t  changes i n  the  plans of TRANCO. Af te r  t h i s  
ac t ion ,  t h e  metropoli tan a r e a ' s  t r anspo t t a t ion  plans would b e  o f f i c i a l  and 
thereby could be  followed. Currently the re  i e  no mechanism ava i l ab le  f o r  o f f i -  
c i a l  adoption of plans. 

As we discuss  l a t e r ,  i t  is very important t o  d i s t ingu i sh  between t h e  corr idor  
wi th in  which a route  w i l l  be located  and t h e  exact  loca t ion  of the  route.  

The prepara t ion  and approval of long-range t r anspor ta t ion  p lans  f o r  t h i s  a r e a  
is  very urgent .  The J o i n t  Program, a f t e r  s i x  years  of e f f o r t ,  was unable t o  
produce an agreeable t r anspor ta t ion  plan f o r  t h i s  metropoli tan area.  It con- 
cen t ra ted  p r i n c i p a l l y  on a thoroughfare p lan  and obtained t h e  agreement of most 
of t h e  highway bui ld ing agencies on t h i s  plan,  but  it has not  been approved by 
t h e  Metropolitan Council. 

B. Bringing Order t o  the  Road System -- The f i r s t  s t e p  i n  bringing o rde r  t o  
t h e  road system i n  t h e  'Itsin C i t i e s  area--and a r e s p o n s i b i l i t y  which t h e  highway 
bu i ld ing  agencies by themselves cannot car ry  out--is t o  prepare a funct ional  
c l a s s i f i c a t i o n  of t h e  var ious  roads i n  t h e  metropoli tan area.  A funct ional  
c i lass i f ica t ion  w i l l  i n d i c a t e  which roads now and i n  t h e  f u t u r e  a r e  freeways, 
expressways, major a r t e r i a l s ,  and so fo r th .  



With t h e  completion of t h e  funct ional  c l a s s i f i c a t i o n ,  TRANCO should be i n  a 
pos i t ion  t o  make recommendations t o  t h e  S t a t e L e g i s l a t u r e  on t h e  appropr ia te  
j u r i s d i c t i o n  f o r  d i f f e r e n t  roads on the  b a s i s  of resources l i k e l y  t o  be avai l -  
ab le  and t h e  capab i l i ty  of agencies t o  develop t h e  des i red  types of roads. 

* 

TRANCO should a l s o  make recornendations about t h e  t o t a l  cos t  of t h e  plan,  t h e  
way t h i s  should be  shared by d i f f e r e n t  agencies and t h e  funding t o  be  used. 
The Wnnesota Highway Department, county highway departments and munic ipa l i t i e s  
a l l  have d i f f e r e n t  sources of funding. Yet i t  is common knowledge t h a t  i n  some 
cases they a l l  are bui ld ing roads with s i m i l a r  functions with r&e only exception 
being t h a t  c e r t a i n  agencies a r e  bui ld ing mare roads of one type than another. 

The func t iona l  c l a s s i f i c a t i o n  by TRANCO and its subsequent recommendation t o  
the  Leg i s l a tu re  on appropr ia te  j u r i s d i c t i o n  and f inancing should go beyond t h e  
t r a d i t i o n a l  areas of r e s p o n s i b i l i t y .  This i s  p a r t i c u l a r l y  urgent  because of 
t h e  outlook of f e d e r a l  t r anspor ta t ion  a i d  following the  completion of t h e  
i n t e r s t a t e  highway program i n  1975. The most i n f l u e n t i a l  agencies with Con- 
g ress  on t r anspor ta t ion ,  namely t h e  American Associat ion of S t a t e  Highway Offi- 
c i a l s ,  t h e  National Associat ion of Counties, and t h e  National League of Cities, 
a r e  i n  b a s i c  agreement a l ready t h a t  a t  l e a s t  one p a r t  of t h e  post-1975 program 
w i l l  be a new metropoli tan f e d e r a l  a i d  category. This a i d  would b e  designated 
f o r  those  roads, regardless  of j u r i s d i c t i o n ,  which se rve  c e r t a i n  s i m i l a r  func- 
t i o n s  i n  metropoli tan areas .  Federal a i d  metropoli tan highways i n  the  Twin 
C i t i e s  a r e a  undoubtedly would inc lude  county highways, s t a t e  highways and nuni- 
c i p a l  highways, assuming j u r i s d i c t i o n s  a r e  not  changed. TRAWCO can exerc i se  a 
g r e a t  d e a l  of leadership  on t h e  post-1975 program by iden t i fy ing  those roads 
which should be p a r t  of t h e  metropoli tan fede ra l  a i d  system. Roads on t h e  m e t -  
ropo l i t an  f e d e r a l  a i d  system then could be planned, programmed and financed a s  - 
p a r t  of one o v e r a l l  system, with TRANCO providing the  coordinat ion and the  
opera t ing  agencies car ry ing ou t  t h e i r  r e s p o n s i b i l i t i e s  . 
C. Approval of  Route Locations and Design of Transportat ion F a c i l i t i e s  -- TWCO 
should be t h e  o f f i c i a l  body which. o n  behalf of  the  metropoli tan area ,  approves 
s p e c i f i c  rou te  loca t ions  and design of major t r anspor ta t ion  f a c i l i t i e s ,  such a s  
freeways, expressways, mass t r a n s i t  f a c i l i t i e s ,  and s t a t e  a i d  roads. TWCO 
i t s e l f  should no t  do the  engineering on proposed loca t ions  o r  designs.  That 
Should r e s t  with the  s p e c i f i c  agencies.  Ins tead  of  f i n a l  route  approval r e s t i n g  
with each ind iv idua l  municipal i ty,  as i t  now does, the  approval should rest with 
TMCO. WheIi loca t ion  and design is  approved by TRANCO t h e  appropr ia te  agency 
would carry  ou t  t h e  plan.  I f  a municipal government does not agree with t h e  
rou te  approved by TRANCO, even a f t e r  d e t a i l e d  s t e p s  have been taken t o  involve 
t h e  l o c a l  c i t i z e n r y  i n  the  i s s u e s  of loca t ion  and design,  t h e  municipal govern- 
ment should have t h e  r i g h t  t o  appeal t o  t h e  Metropolitan Council f o r  a f i n a l  
decision.  The Metropolitan Councfl should appoint a hearing examiner t o  take 
t h e  f a c t s  i n  t h e  i s s u e ,  and make a recommendation, with the  Metropolitan 
Council then making a decis ion .  
P r i o r  t o  the  submission of  a proposed rou te  and design t o  TRANCO f o r  its appro- 
v a l ,  TRANCO should assure  t h a t  appropr ia te  s t e p s  have been taken s o  t h a t  a 
route ,  when f i n a l l y  presented t o  TRANCO, i s  acceptable as t h e  b e s t  poss ib le  
rou te ,  both t o  t h e  l o c a l  governlrtent involved and t o  c i t i z e n s  and o the r s  
d i r e c t l y  a f fec ted  by t h e  loca t ion .  

The Leg i s l a tu re  should requ i re  t h a t ,  under TRANCO'S o v e r a l l  supervision,  t h e  
following s t e p s  a r e  taken i n  determining the  l o c a t i o n  and design of a route: 



-- Alternat ive  routes  with cos ts  and b e n e f i t s  of each should be prepared. 
TRANCO would review these  a l t e r n a t i v e  routes t o  see t h a t  they, i n  f a c t ,  
a r e  meaningful a l t e r n a t i v e s .  

-- Technical personnel from severa l  d i s c i p l i n e s ,  such as a r c h i t e c t s  and 
soc io log i s t s  , not j u s t  engineers, should be p a r t i c i p a n t s  i n  the  prepara- 
t f o n  of the  design and loca t ion  a l t e r n a t i v e s  and i n  t h e  s e l e c t i o n  of the  
f i n a l  a l t e r n a t i v e .  

-- Local c i t i z e n s  i n  t h e  v i c i n i t y  of the  proposed route  must be involved i n  
t h e  ana lys i s  of t h e  a l t e r n a t i v e s .  This should be  i n  addi t ion  t o  t h e  in- 
volvement of o f f  i c l a l  representa t ives  of t h e  l o c a l  government. TRANCO 
should be  required t o  e s t a b l i s h  appropriate procedures whereby c i t i z e n s  
would be ab le  t o  voice t h e i r  concerns regarding routes and decisions 
a f fec t ing  t h e i r  neighborhoods a t  an e a r l y  s t a g e  of  planning. 

I n  e f f e c t ,  t h e  above procedures should assure  t h a t  the  design concept approach 
on t h e  loca t ion  of t r anspor ta t ion  f a c i l i t i e s  would be followed i n  every case. 
These s t e p s  can be  c a r r i e d  out  i n  a va r ie ty  o f  ways, depending upon the  route 
involved and t h e  p a r t i c i p a n t s  a f fec ted .  The key departure from current  policy 
is t h a t  a highway bui ld ing agency by i t s e l f  w i l l  not be preparing route  loca- 
t i o n  proposals i n  a vacuum. It m u s t  be acknowledged t h a t  highway building 
agencies recognize the  urgency t o  change paat procedures. The Minnesota High- 
way Department inaugurated a two-hearing procedure last May, The Federal High- 
way Administration is now proposing a two-hearing procedure on a l l  routes ,  with 
the  f i r s t  hearing t o  be, conducted before  t h e  af fec ted  highway bui ld ing agency 
has determined i ts recornendation f o r  t h e  f i n a l  route.  

If the  above s t e p s  a r e  followed, then t h e  l ike l ihood of opposi t ion  by a l o c a l  
government a t  t h e  time t h e  f i n a l  s e l e c t i o n  is made should be g rea t ly  diminished. 
Appeals t o  t h e  Metropolitan Council would be expected t o  occur only i n  the  most 
extraordinary cases.  

A s  spec i f i ed  e a r l i e r ,  TRANCO's long-range plans should show only general  corr i -  
dors, not  s p e c i f i c  locat ions .  TRANCO should s e e  t h a t  appropriate s t e p s  a r e  
taken t o  r e f i n e  these  corr idors  t o  f i n a l  right-of-way l i m i t s  a s  soon a s  possi- 
b l e  even though construction is not  planned f o r  severa l  years i n  the  fu ture .  
This w i l l  enable right-of-way t o  be  reserved and not b u i l t  upon, thereby hold- 
ing  down the  cos t .  One approach would be f o r  the  f i n a l  right-of-way l i m i t s  t o  
be set by TRAMCO and then f o r  these  t o  be  f i l e d  with each county courthouse. 
If any construction were proposed wi th in  these  right-of-way l i m i t s  t h e  oppor- 
tun i ty  would be immediately ava i l ab le  f o r  purchase t o  be made. This is t h e  
" o f f i c i a l  map" approach being followed i n  the  Milwaukee metropoli tan area .  

\ 

If a cor r idor  is o f f i c i a l l y  i d e n t i f i e d  through a l a r g e  c i t y ,  say  Minneapolis 
o r  S t .  Paul, t h a t  c i t y  should take  the  i n i t i a t i v e  i n  proposing t h e  s p e c i f i c  
loca t ion  and design o f ,  f o r  example, a freeway. The c i t y  should be given every 
opportunity t o  i n t e g r a t e  t h e  f a c i l i t y  i n t o  its own comprehensive planning. For 
exapple, some t ranspor ta t ion  plans show a new freeway p a r a l l e l i n g  Lake S t r e e t  
general ly along 28th S t r e e t  i n  Minneapolis. This would go through the  Hodel 
Neighborhoods area .  I f  i t  were es tabl ished o f f i c i a l l y  t h a t  a freeway would go 
i n  a general  loca t ion  i n  t h i s  area ,  then t h e  c i t y  of Minneapolis could propose 
t h e  spec%fic  locat ion.  The loca t ion  would not be "imposed" from t h e  outside.  



I f  a l o c a l i t y  does not take  the  i n i t i a t i v e ,  then TRANCO would see t h a t  approp- 
r i a t e  s t e p s  are taken t o  determine the  loca t ion  i n  accord with s t e p s  ou t l ined  
above . 
D. Continuous Data Gathering and Forecas t ing  - The Metropolitan Council should 
take  charge of the  s p e c i f i c  f o r e c a s t s  of population and employment, i n  accord 
wi th  i t s  land use plan,  f o r  f u t u r e  years .  These f o r e c a s t s  should be mad'e t o  
meet t r anspor ta t ion  planning needs, t h a t  is ,  by t r a f f i c  assignment zones. 
These fo recas t s ,  along wi th  t h e  ~ o u n c i l ' s  genera l  guidel ines  on the  r e l a t i v e  
highway-transit emphasis, w i l l  be the  b a s i c  d a t a  f o r  TRAMCO t o  use i n  deterrni- 
ning t r a v e l  demands and the  d i s t r i b u t i o n  of t r a v e l  between highways and t r a n s i t  
i n  the  fu tu re .  TRANCO should be charged with coordinat ing data-gathering deal- 
ing wi th  t r anspor t  a t i o n  throughout the  metropoli tan area.  This would assure ,  
f o r  example, t h a t  t h e  da ta  already developed by extens ive  research by the  Min- 
nesota  Highway Department on current  t r a v e l  as well  as growth o f + t h e  a rea  could 
be e f f e c t i v e l y  u t i l i z e d  by TRANco and would encourage the  use of d a t a  developed 
by the  Metropolitna Trans i t  Comiss ian  and o the r  l o c a l  o r  na t iona l  agencies. 

E. Sect ion  204 Reviews - The Metropolitan Council cu r ren t ly  i s  designated as  the  
agency t o  review a l l  proposed f e d e r a l l y  aided highway p r o j e c t s  on the  ex ten t  t o  
which the  p r o j e c t s  a r e  cons i s t en t  wi th  metropoli tan p lans ,  before reques ts  f o r  
f ede ra l  a i d  a r e  submitted t o  Washington. This i s  under Section 204 of the  1966 
Demonstration C i t i e s  and Metropolitan Development Act. The Metropolitan Council 
should e s t a b l i s h  procedures f o r  TRANCO t o  review and comment upon a l l  transpor- 
t a t ion- re la t ed  p ro jec t s .  In  the  v a s t  major i ty  of the  cases i t  is l i k e l y  the  
Council would approve rou t ine ly  t h e  TRANCO review as i t s  own. The'Council would - 
r e t a i n  au thor i ty  t o  review and comment on a l l  t ranspor ta t ion-re la ted  p ro jec t s  
but  would be expected t o  confine i t s e l f  only t o  those p r o j e c t s  a f f e c t i n g  i t s  
comprehensive development plans.  

a 

F. Construction Standards - Considerable concern has been indica ted  i n  many 
cases where highway bui ld ing agencies have been forced t o  adopt lower construc- 
t i o n  standards on s p e c i f i c  routes  than they would p r e f e r  because of l o c a l  
pressures  f o r  c e r t a i n  changes. There is no way now ava i l ab le  whereby t h i s  
metropoli tan area could, i f  i t  des i red ,  i n d i c a t e  t h a t  c e r t a i n  standards a r e  not  
t o  be v io la ted ,  i n  the  i n t e r e s t s  of s a f e t y ,  and a r e  t o  be regarded a s  minimum, 
even though fede ra l  requirements would permit lower standards.  TRANCO should 
have the  au thor i ty  t o  set these  standards f o r  t h i s  metropoli tan area.  

G. Parkinp Regulation - The rap id  cons t ruct ion  of l a r g e  parking ramps i n  the  
downtown a reas  has pointed up recen t ly  the  acknowledgement t h a t  parking f a c i l i -  
t i e s  a r e  an i n t e g r a l  p a r t  of t r anspor ta t ion  planning f o r  t h i s  metropoli tan area.  
TWCO should be s p e c i f i c a l l y  charged wi th  including planning f o r  parking as an 
i n t e g r a l  p a r t  of o v e r a l l  t r anspor ta t ion  planning. This would include a determ- 
i n a t i o n  of genera l ly  where parking f a c i l i t i e s  should be located and t h e i r  ex- 
t e n t .  Should, f o r  example, parking t o  serve  downtown workers be located  ad- 
jacent  t o  these  workers' job locat ions?  Should i t  ins tead  be  on the  f r inge  
of the  downtown, o r  perhaps a t  suburban park-and-ride loca t ions ,  o r  even above 
freeways? It i s  f o l l y  t o  bu i ld  highways leading somewhere i f  parking w i l l  no t  
be a v a i l a b l e .  Further ,  i t  w i l l  not be pcss ib le  t o  assure  a c e r t a i n  l e v e l  of 
t r a n s i t  r i d e r s h i p  without some influence over ~ a r k i n g .  We have not  reviewed 
i n  d e t a i l  the  quest ion of con t ro l l ing  the  establishment of parking f a c i l i t i e s  



o r  t h e  impl ica t ions  of such contro l ,  bu t  it appear& t h a t  a l l  reques ts  f o r  
perrnits f o r  parking ramps, no t  only those  involving pub l i c  funds, should be 
submitted t o  TRANCO f o r  review f o r  conformance to  i t s  p lan  before they a r e  
approved. TRANCO a l s o  should be d i rec ted  t o  make whatever recommendations it 
deems necessary t o  the  S t a t e  Legis la ture  on t h e  r egu la t ion  of parking. 

H. T r a f f i c  R e ~ u l a t i o n  - Monitoring of  t r a f f i c  on freeways t o  assure  t h e i r  most 
e f f e c t i v e  use  appears t o  be a d e s i r a b l e  improvement i n  t h e  near  f u t u r e ,  TWCO 
should be given s p e c i f i c  r e s p o n s i b i l i t i e s  i n  t h i s  area.  Oyeral l  planning f o r  
the  movement of t r a f f i c  i n  t h e  metropoli tan a r e a  cannot be l e f t  t o  each in- 
d iv idual  munic ipal i ty ,  nor t o  each highway bui ld ing agency. 

1. Review of Programming Schedules - TRANCO i t s e l f  w i l l  not  prepare the  de- 
t a i l e d  programing schedules f o r  each agency. I n  many cases these  d e t a i l s  can 
w e l l  be l e f t  to  the  opera t ing  agency, wi th  no concern as t o  o v e r a l l  metropoli- 
tan  impact. They w i l l  relate t o  whether one con t rac t  is  l e t  before another on 
a p r o j e c t ,  f o r  example. But TRANCO should be given au thor i ty  t o  review these  
schedules p r i o r  to t h e i r  adoption and comment on the  ex ten t  t o  which they con- 
form t o  p r i o r i t i e s  a l ready es tab l i shed  by TRANCO. I f  such procedures a r e  
followed, the  opera t ing  agencies would be s t rong ly  inc l ined  t o  se r ious ly  con- 
s i d e r  TRANCO's comments, knowing t h a t  the  a v a i l a b i l i t y  of funding may be 
af fec ted .  

X. Financing TW.CO 

A major source of funds f o r  the  J o i n t  Program, and one which must be continued 
under TRANCO, is  the  planning and research money ava i l ab le  from the  Federal Bureau 
of Pub l i c  Roads. The Legis la ture  should speci fy  t h a t  the  metropoli tan a r e a ' s  share  
of f e d e r a l  planning funds from the  Bureau of Publ ic  Roads be a l loca ted  t o  TRANCO. 
I n  addi t ion ,  the  Metropolitan Council would be expected, a s  i t  has i n  the  p a s t ,  t o  
provide funding through "701" planning funds from the  Federal Department of Housing 
and Urban Development. These two sources of f e d e r a l  funds w i l l  f inance a consider- 
able  por t ion  of TRANCO's opera t ing  budget. I n  addi t ion ,  t h e  Metropolitan Council 
should provide add i t iona l  l o c a l  funds as  necessary t o  ca r ry  out  TRANCO'S responsi- 
b i l i t i e s .  We a r e  not  equipped t o  suggest a s p e c i f i c  f i g u r e ,  but  be l ieve  t h a t  the  
Metropolitan Council w i l l  be deeply concerned about assur ing  t h a t  TRANCO's respon- 
s i b i l i t i e s  be c a r r i e d  out .  We would support add i t iona l  f inancing f o r  the  Metropoli- 
tan  Council as  needed t o  ca r ry  out  i t s  r e s p o n s i b i l i t i e s .  

X I .  Ava i l ab i l i ty  of Construction Funds 

Exis t ing  sources of revenue a r e  not  s u f f i c i e n t  to provide the  t r anspor ta t ion  
f a c i l i t i e s  so  urgently needed i n  the  Twin C i t i e s  area.  Areawide bonding au thor i ty  
should be granted t o  the  Metropolitan Council t o  assist i n  accelera ted  construct ion.  

A new, f l e x i b l e  source of revenue f o r  urban t r anspor ta t ion  needs should be made 
ava i l ab le .  This revenue could f inance  p r o j e c t s  such a s  t h e  following: 



A. Special  Hightray Design Considerations -- I n  many cases the  quest ion of 
whether a c e r t a i n  highway design i n  a metropoli tan a rea  is accepted o r  not  
depends upon whether f ede ra l  funds would be  allowed f o r  c e r t a i n  aspects  of 
cons t ruct ion .  This metropoli tan a rea  may wish t o  apply s p e c i a l  design con- 
s i d e r a t i o n s  i n  bui ld ing c e r t a i n  freeways where f e d e r a l  agencies w i l l  no t  per- 
m i t  highway funds t o  be  used. This could w e l l  include,  f o r  example, tunnel- 
ing under Minnehaha Park o r  tunneling between Lake Calhoun and Lake of the  
Xsles f o r  a poss ib le  freeway i n  the  fu tu re .  

3. Accelerated Highway Construction -- Severe backlogs e x i s t  on c e r t a i n  
urgently needed highway p ro jec t s  both f o r  count ies  and f o r  s t a t e  highway 
needs i n  t h e  metropoli tan a rea .  For example, expensive bridges a r e  needed 
t o  connect t h e  semi-rural counties  i n  the  southern p a r t  of the metropoli tan 
a r e a  with t h e  urbanized counties.  Exis t ing  funding sources a r e  t o t a l l y  in-  
adequate f o r  these  p ro jec t s .  Also, a backlog of highway p r o j e c t s  e x i s t s  
throughout the  metropoli tan area .  

C. T rans i t  Improvement -- Major c a p i t a l  expenditures a r e  expected t o  be / 

recommended by s t u d i e s  now under way i n  t h e  Metropolitan Trans i t  Commission. 
Current funding sources would not  be s u f f i c i e n t .  

D. Safety Considerations -- If t h i s  metropoli tan a r e a  wishes t o  impose cer- 
t a i n  s p e c i a l  cons idera t ions  f o r  s a f e t y  purposes on its freeways beyond those 
which a r e  app l i cab le  by current  dedicated funds, then a source of revenue 
should be  made ava i l ab le  f o r  t h i s  purpose. 

The p r a c t i c e  of f inancinp t r anspor ta t ion  i n  the  metropoli tan a r e a  t o  da te  has 
been t o  dedica te  c e r t a i n  types of funds exclusively t o  c e r t a i n  types of t ransporta-  
t ion .  This p r a c t i c e  should no t  be  continued with any s o r t  of add i t iona l  revenue 
t h a t  could be  made ava i l ab le  f o r  a va r i e ty  of p ro jec t s .  

1 1  Cons t i tu t iona l  Amendment 

Currently the  Ydnnesota Const i tu t ion  severe ly  r e s t r i c t s  the  use of t ransporta-  
t i o n  funds by requ i r ing  t h a t  revenue from gasol ine  taxes  and veh ic le  l i c e n s e  fees  
b e  used exclus ively  f o r  highway purposes. Because of  t h e  working of the  amendment, 
i t  is not  c l e a r  whether these  funds could be  used f o r  t r a n s i t  purposes, including 
such highway-related t r a n s i t  purposes as bus l anes  on freeways. The Const i tu t ion  
should be amended t o  give the  Leg i s l a tu re  g r e a t e r  f l e x i b i l i t y  i n  w i n g  the  trans-  
por t a t ion  funds. 

X I 1 1  . County Hi~hway Finance 

S t a t e  l a w  cu r ren t ly  is very s p e c i f i c  on t h e  apportionment of county highway 
u s e r  funds t o  t h e  various counties.  A p a r t i c u l a r l y  discriminatory p a r t  of t h i s  
law is t h a t  which does not  permit the  t o t a l  cos t  of c e r t a i n  county highways i n  the  
metropoli tan a r e a  t o  be  included i n  t h e  determination of money needs, which is a 
major p a r t  of the  o v e r a l l  apportionment formula. A s  a r e s u l t ,  metropoli tan a rea  
counties rece ive  l e s s  from t h i s  fund than they would be e n t i t l e d  to.  S t a t e  law 
should be changed t o  improve t h e  equi ty  of apportionment of highway user  funds t o  
counties  by inc luding i n  "needs" t h e  a c t u a l  c o s t s  of construct ion.  



X I V .  Apportionment of S t a t e  Highway Funds 

Several  quest ions have been r a i s e d  about the  current  equi ty  of t h e  d f s t r i b u t i o n  
of s t a t e  highway funds t o  the  various construction d i s t r i c t s  throughout the  s t a t e .  
A key component of the  d i s t r i b u t i o n  formula i s  the  d o l l a r  "needs" which e x i s t  i n  
each const ruct ion d i s t r i c t .  A s tatewide analys is  of highway "needs" should be under- 
taken, with the  ana lys i s  t o  include impact on s t a t e  development goals  and on l o c a l  
C-unities, i n  addi t ion  t o  t r a d i t i o n a l  cost-benefit-to-highway-user analys is .  There 
i s  a quest ion whether t h e  S t a t e  Highway Department should handle ana lys i s  a lone  and 
whether the  S t a t e  Planning Agency should have a ro le .  

XV. Metropolitan Highway D i s t r i c t  

Currently t h e  S t a t e  Highway Department d iv ides  t h e  metropoli tan a r e a  i n t o  two 
construction d i s t r i c t s .  I f  the  metropoli tan a r e a  i s  t o  be regarded as  one u n i t  f o r  
planning Purposes, i t  seems l o g i c a l  t o  have the  Highway Department merge the  two 
d i s t r i c t s ,  a t  least t o  t h e  ex ten t  of having an o v e r a l l  coordinator  f o r  t h e  two dis-  
t r i c t s  f o r  the metropoli tan area. 

XVI .  Basic Goals i n  Metropolitan Area Transportat ion Planning 

Transportat ion f a c i l i t i e s  a r e  inseparably l inked t o  s e l e c t i o n  and achievement 
of o v e r a l l  metropoli tan goals .  ~ l t h o ~ g h  t h e  Twin Cities area  has lacked a de f in i -  
t i v e  determination of i ts goals  i n  the  p a s t ,  the  Metropolitan Council now is requir-  
ed by law t o  determine goals  f o r  the  a rea  by adoption of a metropoli tan development 
guide. 

A s  w e  reviewed the  prgblems of t r anspor ta t ion  planning i n  t h e  Twin C i t i e s  a rea  
w e  developed four genera l  conclusions about the  nature  of good t ranspor ta t ion  plan- 
ning. They a r e  a s  follows: 

A. In tegra t ion  of t r anspor ta t ion  planning with t o t a l  community development -- 
A s  t h i s  metropolitan a r e a  bui lds  i ts t ranspor ta t ion  system, c a r e f u l  planning 
w i l l  be required t o  i n t e g r a t e  t h a t  t r anspor ta t ion  System i n t o  t h e  e n t i r e  devel- 
opment of t h e  Twin Cities a rea  community. Decisions on urban t r anspor ta t ion  
cannot be made without giving f i r s t  and f u l l  considerat ion t o  the  impact t h a t  
these  systems w i l l  have on f u t u r e  development and on the  t o t a l  human environ- 
ment i n  which they might operate. "In today's world and even more i n  tomorrow's 
world, any urban t r anspor ta t ion  device which is designed t o  do no more than move 
people and products from place  t o  p lace  is a f a i l u r e ,  no mat te r  how magnificent- 
l y  i t  performs t h a t  function,"  s a i d  Alan S. Boyd, Secre tary  of Transportation, 
i n  a recent  speech. 

, 

In  the  in tegra t ion  of t r anspor ta t ion  i n t o  the  community it is most urgent t h a t  
d e t a i l e d  d a t a  on the  cos t s  and b e n e f i t s  of a l t e r n a t e  p o s s i b i l i t i e s  be prepared. 
This d a t a  should encompass not  only t h e  elements usual ly  measurable i n  d o l l a r s ,  
such a s  the  a c t u a l  cos t  of const ruct ion,  but  should include reasonable means 
f o r  i n j e c t i n g  t h e  in tang ib le  elements. These include the  off  right-of-way 
impact of noise,  d i r t ,  and frontage road t r a f f i c  f o r  which a measurement i n  
terms of d o l l a r s  may be q u i t e  d i f f i c u l t .  These a l s o  include balancing metro- 
p o l i t a n  needs with l o c a l  community concerns. 



B. Coordinated planning of  a l l  segments of the  t r anspor ta t ion  system -- The 
assessment of t h e  r o l e  of any segment of t h e  t r anspor ta t ion  system, whether i t  
be  t r a n s i t  o r  highways, cannot be  made independently. Our various transporta-  
t i o n  modes must no t  b e  mutually exclusive.  We have t o  s t o p  thinking of a l t e r -  
na t ives  i n  t h e  sense  of one mode o r  another  and start thinking of a l t e r n a t i v e s  
i n  terms of varying combinations of  modes t o  meet o v e r a l l  t r anspor ta t ion  needs. 

C. Decisions by the  metropoli tan a r e a  -- The t r anspor ta t ion  plan adopted f o r  
t h e  Twin C i t i e s  metropoli tan a r e a  should b e  appraved by policy-makers responsi- 
b l e  t o  t h e  publ ic  i n  t h e  Twin C i t i e s  metropoli tan a rea  i t s e l f ,  s i n c e  the  t rans-  
por t a t ion  p lan  w i l l  serve t h i s  area .  

D- Ease of movement f o r  a l l  people -- An e f f e c t i v e  t r anspor ta t ion  system f o r  
t h e  metropoli tan a r e a  w i l l  no t  be  one which makes i t  easy f o r  only those people 
who have ready access t o  automobile t ranspor ta t ion .  The mobil i ty of thousands 
of r e s iden t s  o f  t h i s  a r e a  -- i n  terms of oppor tuni t ies  f o r  jobs, housing, edu- 
ca t ion ,  r ec rea t ion  and c u l t u r a l  a t t r a c t i o n s  -- is now severe ly  r e s t r i c t e d .  
These re s iden t s  e i t h e r  have incomes which a r e  too low, a r e  too young o r  t o  o ld ,  
o r  have physica l  h e a l t h  problems which deny them the mobil i ty ava i l ab le  t o  
o the r s  by automobiles. 



COMMITTEE ASSIGNlilENT 

. 
The C i t i w n s  League, concerned with tfie provision of a d d i t i o n a l  t r anspor ta t ion  

f a c i l i t i e s  t o  meet t h e  demand of increased growth of t h e  Twin Cities metropoli tan 
area,  assigned its Transportat ion Planning Committee t h e  t a sk  of: rediewing and 
studying t h e  o v e r a l l  t r anspor ta t ion  planning a c t i v i t i e s  i n  t h e  metkopolitan area .  

The committee undertook t h e  following: 

) 
\ . TO a s c e r t a i n  how and where decis ions  on loca t ion  and timing of 

cons t ruct ion  of highways a r e  being made. 

. To exam&ae the  r o l e  of t h e  s t a t e ,  metropoli tan area ,  counties  
and l o c a l i t i e s  i n  t h e  process.  

To consider  whether the  system of f inancing s t a t e ,  county o r  
municipal highways is appropr ia te  o r  adequate. 

. To review c o n f l i c t i n g  i n t e r e s t s  of communities between themselves 
and h3ghway planners and t o  consider  the  $cope and impact of 

\ s o c i a l ,  c u l t u r a l  and o the r  general  community values i n  comparison 
with fde to r s  of an engineering o r  technica l  na ture .  

. To s tudy and formulate t h e  kinds and na tu re  of programs it  may be 
advisable t o  undertake with funds t h a t  may b e  ava i l ab le  following 

\ completion of t h e  i n t e r s t a t e  highway program. 

. To review the  re l a t ionsh ip  between highways and mass t r a n s i t .  

- COMMITTEE FEMBERSHIP i 

A t o t a l  of 20 members p a r t i c i p a t e d  i n  t h e  de l ibe ra t ions  o f  t h e  Ci t izens  League 
Transportat ion Planning Committee, Chairman was John Sul l ivan,  a S t .  Pa'ul lawyer. 
Other members were Bruce Blackburn, Roger Forbord, R. FJ. Henry, K. A. Hirschey, 
Warren Ibe le ,  Jerome J u l i u s ,  Raymond S. Lammers, Kenneth Lee, James Lindsey, Waldo 
Mareck, S t a t e  Rep. Robert McFarlFn, S t a t e  Sen. Dean Nyquist, Robert P. Provost,  
E . P . ~ o b & t s o n ,  Frank Roubik, Allen I. Saeks , Daniel B. Ventres , Jr., George F. 
Weikert and G. Marc Whitehead. The committee was a s s i s t e d  by Paul A. Gilje, C i t i -  
zens League research d i r e c t o r .  

, 
COMMITTEE ACTIVITY- 

/ 

T h e ' c o d t t e e  he ld  its f i r s t  meeting November 21, 1967. A t o t a l  of 29 meetings 
of t h e  f u l l  committee were held ,  most df them evening sess ions .  The committee f i r s t  
concentrated on obta in ing extens ive  background i n f o m d o n  on t r anspor ta t ion  plan- 
ning i n  t h e  Twin Cities area.  Lengthy meetings were held  with o f f i c i a l s  of the  Min- 
nesota  Highway Department, Idetropolitan Council, Metropolitan Trans i t  C o d s s i o n ,  
County Highway Departments i n  the  metropoli tan area,  and munic ipal i t ies .  Among t h e  
resource people who met with the  committee were : \ 



John R. Jamieson, I I i ~ n e s o t a  Commissioner of Highways (now sgrving gs  depbty - 
I Federal Highway Adniinis t r a t o r )  

James L. Hetland, Jr., chairman, Metropolitan Cduncil ' ,  - 

Les te r  M. Bolstad, Jr . , chairman, kfetropoli tan T r a m i t  Commission 
Charles E.  B u r r i l l ,  d i s t r i c t  5 engineer, tqnnesota Highway Department 

I /  A. J. Lee, D i r e c t o i  of Publ ic  Works, Hennepin County 
\ Eugene Avery, c i t y  engineer, S t .  Paul 

John T. \Doo l i t t l e ,  Jr., executive d i r e c t o r ,  Metropolitan Trans i t  Commission 

\ Robert T . Jorvig  , executive d i r e c t o r ,  Metkopolitan Council 
Robert C. E f n ~ w e i l e r ~  d i r e c t o r  of planning, Metropolitan Council 
Lynn H, karlson,  assists-nt conrmissioner, planning and progr-in$, , 

Mimeeo t a  Highway Department , R. P. Braun, a s s i s t a n t  commiseioner, government and cbmmunity r e i a t i o n s ,  ' J 

Minnesota Highway Dephrtment j 

Deane. Anklan, Ramsey County Engineer 
1 

Car l  E~?fcksoa, Washington County yngngineer 
James Gabiou, Dakota County Engineer 
Er l ing  J. Lundheim, Anoka County Engineer * 

i 

W. Fryhofgr, Division Engineer, U. S. Bureau of Publ ic  Roads 
Herbert Mohring, t r anspor ta t ion  econa-t, 'univers i ty  of  MinnesoZa 

I 

I I n  addi t idn ,  s e v e r a l  o t h e r  resource people from many agencies provided a s s i s t -  
ance from time t o  t i m e .  They included Robert D . Owens, ~ o n a l d  Car ro l l ,  Lyle Hansen, 
F. C. Harshall ,  3. M. (Mac] Evans, Norman Osterby, Ralbh Kipg, Ellswprah Johnson, 
Hinnesota Highway Department; Dau;Ld Rubin, Metropolitan Council; Joe Klemenhagen, 
Henne~in  County highway Department. I 

\ 

A t  a l l  times the  committee received excelLent cooperatioq from the  s t a f f  per- 
sonnel i n  t h e  various agencies: Information requests  were handled promptly and 
c o w l e t e l y .  The comrdttee i s  deeply g r a t e f u l  f o r  t h i s  ass is tance .  . 

I 
\ 

The Committee a l s o  obtained tho  ass ig tance  of t r anspor ta t ion  o f f i c i a l s  i n  the  
' 

Milwaukee metropoli tan a r e a  -- Robert W. Brannan, 'exkcutive d i r e c t o r -  of the  Milwau- 
kee County Expressyhy and Transportat ion Commission, and Kurt Bauer, executzve 
d i r e c t o r ,  Southeastern Wisconsin w g i o n a l  Planning Commission.' Bokh Brannan and 
Bauer came t o  t h e  'llwid C i t i e s ,  t o  v i s i t  with the  commi%tee. The ~ d p r e s s k a y  and 

I Transportat ion Commission is  charged with bui ld ing a l l  the  freeway8 end bus 
t r a n $ i t  f a c i l i t i e s  i n  Wlwaukee County. The Regional Planning Colmnissi~n i o  the  

\ o f f i c i a l  t ranspor ta t ion '  ~ d i c y  body f o r  the  seven-county i l i l w a 9  metropol i t  a d ,  
a rea .  I 

I. 
\ \ 

ComFttee members w e r e  regular ly  supplied with p ~ l i c y  s ta tements ,bp  the  U. S.  
Department of Transportat ion i n  Washington, D. C. Members a l s o  received copies of 

' 

testimony a t  Congressional hearings on urban highway planning, loca t ion  and design. 
A member of t h e  League s t a f f  spent  two days i n  Washington hast August t a lk ing  with 
a n p b e r  of t r anspor ta t ion  o f f i c i a l s ,  gncluding personnel i n  t h e  Department, of 
Transportat ion,  Federal Highway Administration, Department of Housing and Urban 
Development, Bureau of Publ ic  Roads, urban Mass Trans i t  Administration, and Bureau 
of t h e  Budget. 

During t h e  sumner a bubcomrnittee of the  f u l l  committee, made up of John 
I 

Sul l ivan,  Roger Forbord, Robert McFarlin, Allen Saeks an? G. Marc Whitehead, m e t  
1 11 times and ~rensred a If-nape d r a f t  of f indings and conclusions which formed t h e  

i bas is  f o r  f u l l  committee discussion on !recommendations. I 



L 

BACKGROUND AND DISCUSSION 

', - 

I. Future Transportat ion Demands and Impact 

We have reviewed population growth f o r e c a s t s  i n  the  Twin C i t i e s  a rea  t o  the  
end of t h i s  century, s l ight ly ,more  than 30 years  from now. We have reviewed the  
current  t r anspor ta t ion  network, the  p ro jec t ion  of t r anspor ta t ion  demands i n  the  
f u t u r e ,  and the  importance of t r anspor ta t ion  f a c i l i z i e s  i n  t h e  growth process of 
the  metropoli tan are$. 

I n  genera l ,  we f i n d  t h a t  the  Twin C i t i e s  a rea  is ,  i n  e f f e c t ,  only i n  the  / 

beginning s t ages  of bui ld ing an e f f e c t i v e  t r anspor ta t ion  system t o  move people 
and goods around thas  a rea  i n  the  fu ture .  The d o l l a r  investment required f o r  
good ground t r anspor ta t ion  f a c i l i t i e s - - t r a n s i t  and h igh~ays - - i s  l i k e l y  t o  exceed ) ,  

by a s u b s t a n t i a l  margin the  lqvestment required f o r  any o the r  metropoli tan se rv ices ,  
including sewers, a i r p o r t s ,  phrks and open space, md'water supply. I n  f a c t ,  t he  
transportlation investment alone may exceed t o t a l  investment i n  a l l  o the r  metropo- 
l i t a n  se rv ices .  I n  addi t ion ,  bhe l oca t ion  and scheduling of cons t ruct ion  of met- 
ropo l i t an  transportatkon f a c i l i t i e s  may w e l l  be the most irpportant f a c t o r  i n  - I 

determinin8 where i n  t h e  Twin Cities a r e a  growth w i l l  t ake '  place.  Spec i f i ca l ly  
we f i n d  as follows : 

A.  Rapidly increas ing number of t r i p s  (movement of people and goods) i n  the  
Twin-Citibs area--Getween now and the  year  2000 the  number of t r i p s  taken on 
various mddes of t r anspor ta t ion  i n  the  Twin C i t i e s  a rea  w i l l  increase  from 
about 4 m i l l i o n  a day t o  11 mi l l ion  a day, according t o  t r anspor ta t ion  planners. 
These t r i p  f o r e c a s t s  a r e  influenced by: 

\ 

1. Population--Population of the  Twin C i t i e s  a rea  i s  est imated t o  increase  
from 1.8 m i l l i o p  t o  4 mi l l ion .  

2,. Increase  in,number of t r i p s  per  person--The average number of t r i p s  
taken d a i l y  by each person i n  t h e  me t ropo l i t an la rea  i s  expected t o  inc rease  
from 2.25 per  day t o  2.62 p e r  day by the  year  2000. \Thi& increase  w i l l  be 
the  product of two fac to r s .  F i r s t  is  income. Median family income i n  phe 
Twin C i t i e s  a r e a  i s  expected t o  inc rease  from $5,800 i n  1960 t o  $15,000 
i n  the  year  2000. With the  inerease  i n  income, people a r e  expected t o  
take more t r i p s .  

Second i s  the  average space pe r  dwelling. Under a l l  poss ib le  growth a l -  
t e r n a t i v e s  metropoli tan planners p r e d i c t  an increase  i n  t h e  average space 
pe r  dwelling. \Today t h e  average is  7,200 sq.  f t .  i n  t h e  c e n t r a l  c i t i e s  
and 12,100 sq. f t .  i n  the  suburbs. I n  the  absence of pol icy  changes t o  
the  cont rary  the  average,  f o r  t h e  e n t i r e  a r e a  including the  c e n t r a l  c i t i e s  
i s  expected t o  be 12,200 &. fq. i n  the  yea r  2000. Under c e r t a i n  types 
of growth t h i s  &@rage conceivablj? could jump t o  a s  high as 18,000 sq.  f  t .  
p e r  dwelling. This increase  i n  the  l o t  s i z e  o r ,  pu t  another  way, a  decreasg 
i n  the  dens i ty  of population, wi l f  a l s o  a f f e c t  the  number of t r i p s .  A s  
dwellings a r e  no t  ,concentrated c lose  together ,  more t r i p s  w i l l  be required. % 

It i s  sometimes assumed t h a t  Los kngeles i s  more spread out  than is the  
Twin C i t i e s  area. However, L'os Angeles now has 7.5 mi l l ion  people i n  the  
same a r e a  t h a t  the  Twin Cities expects t o  have i n  the  year  2000 with 4 
milkion people. So w e  a r e  moving i n  the  d i r e c t i o n  of having a f a r  more 

I 
\ 

\ 

\ 



dispersed populat ion than even Los Angeles. J 

.. 
B. Change i n  t h e  na ture  of trips--Transportation planners fo recas t  t h a t  demands 
on highways w i l l  increase  f a s t e r  than t h e  increase  i n  number of t rPps because 
of the  following f a c t o r s :  

\ 

1. Lonaer trips--As the  Twin C i t i e s  a r e a  growb, the  average length of each 
t r i p  w i l l  be longer, I n  1958 t h e  average t r i p  was 5 miles. I n  the  Year 
2000 t h e  average t r i p  length  may be 8.38 mi les ,  more than a 60 Per  cent  
increase  i n  average t r i p  length. 

2. Fewer persons .per  car--With higher incomes, more vehic les  p e r  house- 
hold, and a g r e a t e r  v a r i e t y  of p laces  f o r  a person t o  go, i t  i s  estimat9d 
t h a t  the  number of per$ons per  c a r  on each t r i p  w i l l  decrease from 1.6 per- 
sons pe r  c a r  i n  1958 t o  1.38 persons pe r  c a r  i n  the  year  2000. 

C. Massi've expenditures of d o l l a r s  f o r  pub l i c  t r anspor ta t ion  f a c i l i t i e s - -  
Meeting the  demand f o r  f u t u r e  t r t p s  w i l l  r equ i re  expenditures of more than 

I $2 b i l l i o n  by' t h e  yea r  2000 i n  the  Twin Cities area.  This i s  f o r  major t rans-  
, portat2on f a c i l i t i e s  such as t r a n s i t ,  freeways, expressways and a r t e r i a l s ,  

It does not  inalude any expenditures f o r  loca l  r e s i d e n t i a l  s t r e e t s  o r  co l l ec to r s .  
The magnitude of these' expenditures can be seen when t h e  $2 b i l l i o n  i s  compared 
t o  about $200 mi l l iqn  f o r  major sewage~const ruct ion .  Transportat ion w i l l  be 
about t e n  times as g r e a t  i n  expenditures. 

Although c o s t s  of pub l i c  t r anspor ta t ion  f a c i l i t i e g  appear l a rge  when compared 
t o  expenditures f o r  o t h e r  pub l i c  se rv ices ,  they make up a r e l a t i v e l y  snIal.1 
por t ion  of t o t a l  t ranspor ta$ioy cos ts .  For example, t h e r e  a r e  about 900,000 
ca r s  i n  the  seven-coynty metropoli tan area. The annual cos t  of  buytng and . 
opera t ing  a c a r  i o  about $1,100, according t o  the  Bureau of Publ ic  Roads. 
Thus the  t o t a l  cos t  of buying and opera t ing  e a r s  i n  t h i s  metropoli tan a r e a  

\ f o r  dne yea r  only i s  almost $1 b i l l i o n .  
/ 

XI. Transpor ta t iop  Agencies Serving t h e  ~ e t r o p o l i t a n  Area 

A. Mihnesoqa Highway Departwnt--The Minnesota Highway Department has dominated 
the  t r anspor ta t ion  ~ l a n n i n g  'wd const ruct ion  procebg i n  the  Twin Cities a rea  t o  
da te .  The Highway Department i s  headed by a ful l- t ime c o m i s s i o n e r  appointed / 

by the  governor f p r  a four-year term. The Commissioner of Highways l e g a l l y  i s  
t h e  individual  who determines the  exact  locaf ion  f o r  a l l  s t a t e  highways. S t a t e  
law gives  t h e  Cormnissioner of Highways broad powers i n  planning , cons truc- 
t i o n  and use of funds. Construction funds which a r e  made ava i l ab le  t o  the  
state from t h e  Eederal government and from Minnesota highway use r  taxes a r e  
given d i r e c t l y  t o  the  Highway Department without d i r e c t  l q g i s l a t i v e  appropr ia t ion .  
The use of these  funds r e s t s  with the  Commissioner of Highways. The Highway 

j Departmynt is responsible f o r  those roads, and ohly those roads, which a r e  
s p e c i f i c a l l y  i d e n t i f i e d  as  s t a t e  trunk highways by the  S t a t e  Legis la ture  o r  
the  S t a t e  Consti tut ion.  

/ 

Because the  Minnesota Highway Department i s  responsible f o r  most of the  major 
thoroughfares i n  the  Twin C i t i e s  a rea ,  we paid p a r t i c u l a r  a t t e n t i o n  t o  the  ' 
planning process f o r  highways under i t s  j u r i s d i c t i o n .  



We found t h a t  in a very real sense t h e  Minnesota Highway Department has 
"metropolitan divisions",  wi th in  which the  major proposals  a f f e c t i n g  the  
metropoli tan a v a  o r ig ina te .  The highway planning process i n  t h e  metropoli- 
tan a r e a  i s  c a r r i e d  on l a rge ly  through two d i s t r i c t  o f f i c e s  of the  Highway 
Department, one i n  Golden Valley, which handles t h e  w e s t e d  ha l f  o f  the  m e t -  
ropo l i t an  area, and one i n  St , '  Paul,  which handles the  e a s t e r n  h a l f .  The key 
proposals  on route  loca t ion ,  design and progr-ng al;e made by the  chief  
engi'neers i n  each of these  o f f i c e s ,  wi th  approval by the  c e n t r a l  o f f i c e  of 
the  Highway Department. The d i s t r i c t  of f$ces of the  Highway Department main- 
t a i n  c lose  l i a i s o n  wi th  municipal governments. 

It i s  our  understanding t h a t  a year  ago a new p o s i t i o n  of be t ropo l i t an  coora- 
i n a t o r  f o r  the  Twin Cities a rea ,  with r e s p o n s i b i l i t y  f o r  both Twin C i t i e s  
a r e a  d i s t r i c t s ,  was contempSated by t h e  Highway Department. B u t t h i s  pos i t ion  
has not  y e t  been f i l l e d .  

, 

'Although the  decisions on rou te  loca t ion ,  design and programming are decen- 
t r a l i z e d ,  the  Minnesota Highway Department c e n t r a l  o f f i ce ,has  not  decent ra l i -  
zed i ts  long-range comprehensive planning f o r  the  Twin Citfes area. This has , 
continued t o  take  p lace  i n  the  c e n t r a l  o f f i c e .  In  e f f e c t ,  t he  Highway De- 
partment has n o t  e s t ab l i shed  a metropoli tan d iv i s ion  f o r  t h i s  purpose. ' This , 
has meant t h a t  t h e  Highway Department's p a r t i c i p a t i o n  i n  the  JointJProgram has 
involved p r i n c i p a l l y  i t s  c e n t r a l  o f f i c e  s t a f f  responsib le  f o r  long-range 
planning.' The d i s t r i c t  engineers  i n  the  Highway Department have not  been 
$nvolved, a t  l e a s t  o f f i c i a l l y .  

I 

/ 

I n  attempting t o  b e t t e r  understand the  process of  plaaning state highways i n  
the  metropoli tan erea, we prepared a cha r t  l i s t i n g  the  various s t eps  i n  t h e ,  
process.  I n  analyzing t h i s  cha r t  we found a very unclear  r e l a t ionsh ip  between 
the  comprehensive planning process,  which i s  under the  j u r i s d i c t i o n  of the  
planning and programming d iv i s ion  of t he  Highway Department, and, the  a c t u a l  
s e l e c t i o n  of routes  and the  timing of constructkon -of s p e c i f i c  p ro jec t s ,  which 
i s  under t h e  j u r i s d i c t i o n  of the  opera t ions  d iv is ion .  

We ~ l s o  foupd it d i f f i c u l t  to  f i n d  a common p a t t e r n  of planning from p r o j e c t  
t o  p ro jec t .  For example, highway o f f i c i a l s  t o l d  us t h a t  t h e  f a c t o r s  whdch are 
considered in determining cons f r a c t i o n  (a l so  c a l l e d  p r o g r m f  ng) d i f f e r  from 
~ r o j e c t  t o  p r o j e c t ,  depending upon the  nature  of the  s i t u a t i o n .  

\ 

One of the  most d i f f i c u l t  aspecrs ] in  understanding the  planning proceqs i s  t o  ' 
a s c e r t a i n  a t  what times, formally and informal,ly, t h e  i n t e r e s t s  and concerns 
of o t h e r  pub l i c  agencies and p r i v a t e  organizarfions i s  brought t o  be-, There 
a r e  a number of required l e g a l  s t e p s  t h e  Highway Department must follow, bu t  
a good dea l  of the  inf luence  on locat ion ,  design and programing takes  p lace  
ou t s ide  of t h e  formal pub l i c  hearing channels. What t h i s  ind ica tes  is t h a t  
highway o f f i c i a l s  a r e  most recept ive  t o  ideas  of i n t e r e s t e d  p a r t i e s  i n  highway 
const ruct ion  and t h a t  these  i n t e r e s t e d  p a r t i e s  e m  kqve a r e a l  impact on the  
f i n a l  product. A problem e x i s t s  because of the  v a r i e t y  of ways i n  which t h i s  
i n f  h e n c e  is exerc ised  and t h e  lack  of formal procedures. 

\ 

B. County Hiahway Departments7-All counties  i n  Minnesota have highway depart- 
ments. I n  t h e  Twin Cities metropoli tan area  the  Hennepin County Highway De- 
partment i s  by f a r  t h e  l a r g e s t .  The Hennepin County Highway DeparMent prepares 

i 
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long-range pl- as to its needs and also has evolved a highly sophisticated 
method of establishing prioritiqs f ~ r  construction. The Hennepin County - i 

Highway Department is the oaly county highway department in the metropolitan 
area building freeways. Itqs building county road 62 and county road 18 to 
freeway sthndards, and is planning a third freeway +cross the northern part 
of 'the coutzty. County highpay departments are responsible airectly to' their 
county boards of commissioners. Couqty highways are divided into two cate- 
gories -- the county state aid system and other county highways, Skate aid 
is given to each county bqsed on a number of factors including the needs on its 
state aid roads. The State Highway Department approves county state aid pro- 
jects before construction can proceed. 

Many of the outlying counties in the metrbpolitan area have county highway 
departments with very important functions, but the degree of long-range plan- 
ning and priority setting is not too advanced. We were unable to get specific 
information on long-range cost estimates for county projects in outlying 
counties. We also found in some cases that establishment of priorities Still 
is based on the old idea of giving a certain amount of construction to each 
county commissioner in "his district". 

Following are construction expenditures for county highway departments in 
the metropolitan area f ~ r  the calenaar year 1966: 

, 
I 

Anoka : $ 950,603 I 

Carver: , 329,525 
Dakota: 994,469 
Hennepin : 7,149,390 1 

1 

Rws ey : 1,423,566 
Scott: 237,732 4 

I 
) Washington: 852,316 

/ 

C. Munidipalities -- Et would be expected that municipalities 
within the metropolitan area would not be constructing routes whicb cSould 
carry large munts of traffic from one locality to the next, but would con- 
centrate on serving their own citizens. By and large this has been the case. 
Municipalit$es over 5,000 population receive municipal state aid funds for 
highways. These funds must be used on streets tllat are identffied as the 
municipality's state aid system. The State Highway Department approves 
municipal state aid projects before construction can proceed. 

,<The City of Safnt Paul is a general eyception to the rule of1 using the muni- 
cipal state aid funds for basically local collectors and arterials. Using 
its state aid funds, the City pf Saint Paul has built a freeway, Shepard Road, 
from the ~enhota Bridge to dodhtown Saint Paul. It also has another costrol- 
led accegff UEhWy, the Short Line, that is intended to connect Interstate 35E 
with Snelling Avenue in the future. Further, it has a,number of other streets 
in the city that have been reggrqed as more serving an inter-municipal function 
rather than an intra-municipal function, NaturaTly, the extent to which a 
community like Saiqt Paul vndeftakes to provide major thoroughfares like this 
bas an effect upon the ~verall thoroughfare needs for both county government 
and state government. ? 

t 

I 

D. Metropolitan Transit Commission--The 1967 Legislature established the 
Metropolltan Transit Commission. It consists of nine commissioners, one of 



, 
whom i s  the  chairman appointed by the  governor. The o the r  e ight  members are1 
appointed by various p o l i t i c a l  fv r igd ic t ions  wi th ih  the  r n e t r o ~ o l i t a n  a rea  
under a complex system of appointments. The ,resuLt of t h i s  appointment ~ r d c e s s  
i s  t h a t  two a r e  from the  c i t y  of Minneapolis, two from suburban Hermepin 
County, one from Saint  Paul, one from Ramscy County, one from h o k a  and IJashing- 
ton counties,  and one from Dakota, Sco t t  and Chrver Counties. The Trans i t  
Commission was es tab l i shed  pr imar i ly  f o r  the  purpose of c rea t ing  and imple- 
menting a mass t r a n s i t  p lan  f o r  t h e  metropoli tan area.  Following is a? e x - ,  
ce rp t  from t h e  law: \ 

\ 
11 The Commission, with the  cooperation of the  W i n  Cities Metropolitan 
Planning Commission o r  i t s  successor i n  au thor i ty  and the  Department 
of Highways, s h a l l  develop a p lan  f o r  a complete in tegra ted  mass 

\ 

t r a n s i t  system f o r  the  metropoli tan t r a n s i t  a rea  so designed as i n  
t h e  judgment of t h e  Commission t o  bes t  f i t  the  needs of t h e  a rea  
t o  be submilxed t o  the  k g i s l a t u r e  at i t s  next  r egu la r  sess ion  
a f t e r  J u l y  1, 1967. Such p lan  s h a l l  provide f o r  and include t h e  
coordination of routes and operat ions of a l l  pub l i c ly  and p r i v a t e l y  

,owned mass t r a n s i t  f a c i l i t i e s  wi th in  the  a rea (  t o  the end t h a t  com- 
bined, e f f i c i e n t  and rabid  mass t r a n s i t  se rv ice  may be  provided f o r  
the  use of the  publ ic  i n  the  e n t i r e  area. The Commission may desig- k 

na te  a segment of the  system planned as  a p i l o t  o r  demonstration mass 
t r a n s i t  pzoject  using, without {imitat ion,  new technology including 
airborne systems o r  t r a d i t i o n a l  s y s t e m  of evolved o r  modern form. I I  

- The ConrmissLon is enpowered t o  acquire terminal  f a c i l i t i e s ,  maintenance and 
garage f a c i l i t i e s ,  ramps, parking areas ,  or ,nther uses r e l a t e d  t o  a publ ic  
t r a n s i t  system. It may use eminent domain except i n  the  acqu i s i t ion  of p r i -  
va te ly  owned t r a n s i t  companies. It can acquire p r iva te ly  owned t r a n s i t  con- 
panies but  must use negot ia t ion .  

\ 

The Legis la ture  noted i n  i t s  c rea t ion  of t h e  Trans i t  Commissi~n t h e  urgent need 
t o  r e l a t e  mass tgbsit and higbway systems. A of the  law s t a t e s  t h a t  
t h e  t r a n s i t  p lan  s h a l l  be designed, as f a r  as  p rac t i cab le ,  to  provide i n  , 
combination with s t a t e  highways adequate means and f a c i l i t i e s  of maximum 
at ta inable \  e f f i c i ency  f o r  publ ic  t ranspor ta t ion  to ,  from ttnd within the  metro- 

\ p o l i t a n  t r a n s i t  a rea  and t o  r e l i e v e  the  congestion, t r a f f i c  hazards and other  
objectionabLe condit ions on s t a t e  highways caused by a l ack  of adequate pro- 
v i s ions  f o r  publ ic  t r a n s i t .  The Commission is  ins t ruc ted  t o  use the  engineer- 
ing c a p a b i l i t f e s  o f  the  S t a t e  iiighway Department wherever poss ib le .  * 

Two major federa l ly-ass is ted  research s t u d i e s  a r e  under way wi th  Transi t  Com- 
mission consultants .  One, a t o t a l  cost  of $195,300, of which $130,467 is  i n  
federa l  funds, is designed t o  suggest ways t o  improve th-e e x i s t i n g  bus system 
i n  t h e  Twin Ci t ies 'a rea .  This has been ca l l ed  t h e  "phase I" study. The other, 
a t o t a l  cost  of $324,200, of which $216,133 i s  i n  federa l  funds, i s  designed 
t o  explore the  a l t e r n a t i v e s  f o r  a new systein of mass t r a n s i t  f o r  the Twin C i t i e s  
area. This has been c a l l e d  the ''Phase 11" study. 

I 

The Transi t  Commission has pqrchased buses from two s m a l l  f inancia l ly-dis t ressed 
suburban t r a n s i t  firms and i s  leas ing them back t o  p r i v a t e  operators.  It cur- 
r e n t l y  i s  subsidiz iag  express bus se rv ice  fxom the  dormtowns of Minneapolis and 
S t .  Paul t o  the  a i r p o r t .  The Commission i s  analyzing the  f i n a n c i a l  procedures 
and condit ion of Twin City Lines, Inc., the  major bus company serving the Twin 



I 

C i t i e s  area.  Some informed persong c l o s e  t o  Trans i t  Commissiop a c t i v i t i e s  , 

b e l i e v e  t h e  Commission w i l l  acquire Twin c i t y  Lines i n  t h e  near  fu tu re .  

E. Metropolitan council- he Metropolitan Council was es t ab l i shed  by t h e  1967 
 egis l a t u r e  as successor $0 t h e  Metropolitan Planning Commi$sion. The Council 
i s  ma&e pp of 15 members, four t een  of whom a r e  'appdinted by the  governor f r b m  
d i s t r i c t s  of approximately equal populat ion and t h e  f i f t e e n t h ,  who serves  a s  
chairman, appointed a t - la rge  i n  t h e  metropoli tan a rea  by fhe  governor* The 
Council is charged w i t h ' t h ~  prepara t ion  and adoption of a comprehensive develop- 
ment guide f o r  the  metropoli tan a r e a  which is t o  encompass, among o t h e r  th ings ,  
highways and t r a n s i t  f a c i l i t i e s .  The ~ o u n c i ~ ~ s i p r e d e c e s s o r ,  the  Metropolitan 
P l ~ n n i n g  Commission, was a p r i n c i p a l  pa r ty  iii  the  J o i h t  Program study wi th  the  
Minnesota Highway Department and severa l  o t h e r  agencies. The Council i s  d e s i  - 
nated ag the  review body f o r  federal ly-aided projec ts , ,where  such review by a 

l p  
r eg iona l  body i s  r=quired  by Vhe f e d e r a l  governmknt. This includes highways and 
t r a n s i t .  The Council a l s o  can suspend plans  of specie1  purpose d i s t r i c t s ,  
pending l e g i s l a t i v e  ac t ion ,  i f  i t  findd the  p lans  i n  conf l i c t lwi th  i t s  own. 

f 

, I n  e s t a b l i s h i n g  t h e  Metropolitan Council, t h e  Leggslature indi-cated it wanted 
more than j u s t  a reglional planning comiss ion .  Fur ther ,  t h e  Legisl lature did 
no t  take  the  "council of governments" approach i n  s e t t i n g  up d regtional body, 
b u t  ins t ead  l a i d  the  framework f & r  a t r u l y  areawide governmental organizat ion.  

i I 
A proposal  t o  make the  Council d i r e c t l y  e l e c t i v e  by popular v o t e  of t h e  people 
was narrowly defea ted  i n  the  House and Senate and i s  expected t o  be proposed 

i again i n  the  1969 Leg i s l a tu re ,  The Ci t i zens  League and severdl  o t h e r  organiza- 
t i o n s  support a d i r e c t i y  e l e c t e d  Council. 

1x1. Transpar ta t ion  Planning i n  the  ~ e t r o p o l i t i n  a r e a  to, Date - . 
P r i o r  t o  1962 the  Minnesota Highway Department was, f o r  a l l  p r a c t i c a l  purposes, 
the agency respdnsib le  f o r  t r anspor ta t ion  planning i n  the  W i n  C i t i e s  area.  
And u n t i l  t h a t  t i m e ,  . t ransportat ion planning meant highway planning. 

The High~ay~Depar tment  had reco&bizsd the  Twin C i t i e s  a r e a  a s  a d i s t i n c t  plan- 
ning e n t i t y  f o r  seve ra l  years  p r i o r  t o  1962, I n  1949 the  f i r s t  d e t a i l e d  study , 

of t r a f f s c  i n  the  Twin Cities a r e a  tms undertaken. This w a s  superseded by a 
much more advanced srudy i n  1958, the  Twin Cities Area Transportat ion Study 
(TCATS). The s t u d i e s  of t h e  o r i g i n s  and des t ina t ions  of tndividuals  i n  the  
me , t~opo l i t an  a rea  undertaken i n  1858 still form the  b a s i s  of t r anspor ta t ion  
fo$ecas ts today. 

I / 

I ' 
The f e d e r a l  a i d  highway a c t  of 1962 approved October 23, 1962, included a re- 
qqiremedt f o r  continuing, comprehensive and cooperative t r anspor ta t ion  plan- 
ning i n  metropoli tan areas  i f  f e  e r a 1  a i d  f o r  highways i n  these  a reas  was t o  9 be granted.  The s p e c i f i c  language of t h a t  s e c t i o n  is  as  $ollows: 

I 1  It i s  declared t o  be i n  t h e  d a t i o n a l  i n t e r e s t  t o  encourage 
and promote the  development of t r anspor ta t ion  systems 
embracing various modes of t r anspor t  i n  a manner t h a t  
w i l l  s e rve  the  s t a t e s  and l o c a l  communities e f f i c i e n t l y  
and e f f e c t i v e l y .  To accomplish t h i s - o b j e c t i v e  the  Secre- 
t a r y  s h a l l  cooperate with the  s t a t e s ,  a s  authorized i n  
t h i s  t i t l e ,  i n  the  development of long-range highway 



plans and programs which are properly coordinated with 
plans for improvements in other affected forms of trans- 
portation, and which are formulated with-due consideration 
to their probable effect on the future development of 
urban areas of more than fifty thousand population. 
AfJcr July 1, 1965, the Secretary shall not approve under 
section 105 of this Title any program for projects in any 
urban area of more thaq fifty thousand population unless 
he finds that such projects are based on a continuing, 
comprehensive transportation planning process carried on i 

cooperatively by states and local comuni t ies in confom- 
ance with the objectives stated in this section." 

I 

In the ~wi* Cities area, the ~etro~olitsn Planning Commission and the Minnesota 
Highway Department in anticipation of this act had established earlier in 1962 
the Joint Land-Use Transportation Planning Program* Other participants were 
the county epgineers of the seven metropolitan counties, the planning depart- 
ments of Minneapolis and St. Paul, and the engineering departments of Minne- 
apolis and St. Paul. Personnel from the Bureau of Public Roads and the De- 
partment of Housing and Urban Development assisted in coordination. The Joint 
Progtam was a voluntary advisory association. 

The Joint Pro~ram represented one of the first attempts in the nation to involve 
the metropolitan planning agency and the highway building agencies in a comon 
planning effort. There was no transit agency at this time, although in later 
years a ripresentative of Twin City Lines participated. Joint Program techni- 
cians (principally the staffs of the Minnesota Highway Department and the 
metropolitan planning agency) developed sophisticated methods of forecasting 
growth and future transportation patterns. Generally, the Joint Program has 

, served an invaluable functhrs, in gathering data about the transportation needs 
of the Twin Cities area and in testing alternative systems to meet these needs> 
The Joint Program has made a significant contribution to transportation plan- 
ning in the Twin Cities area, and, despitq some limitations, its importance 
and influence must not be under-rated. / 

Progress has been realized in transportation planning for the metropolitan 
area through the Joint Program. IShile the Joint Program has not solved the 
area's transportation problems, it has significantly contributed to raising 
the level of discussion on the crucial transportation issues this area faces. 

In the summer of 1967, the Joint Program participacts complqted work on a 
Metropolitan Development Guide, which included a metropolitan highway plan 
for the year 1985. Technically, this represented the completion of the Joint 
,program"activity, but participants immediately began talking about condinuing 
the Joint Rrogram permanently. Also in the summer of 1967 the Metropolitan 
Council succeeded the Metropolitan Planning Commission. The Council has pub- 
lished the Joint Program's Wetropolitan Development Gufde, but with a clear 
disclaimer that ft wants to prepare its own, and that this guide is not officiaL 
Discussion about a way to continue the Joint Program was placed in the back- 
ground during the early months of organization of the Metropolitan Council. i 

\ 

Early in 1968 intensive staff discussions got under way, with the old Joint 
Program Coordinating Committee (one staff representative from' each of the 
participating agencies) developing a proposal for a continuing arrangement 



essential1 following the advisory, voluntary approach which chardcterized 
the ~ofnt 5 rogra. This met with a cQunter proposal £ram James L. ~etland, Jr., . 
chailman of the Metropolitan Council, that a so-called "troika" arrangement 
be set up, with the chairman of the Metropolitan Council, the chairman of the 
Metropolitan Transit Comuission and the Comissionef of Highways serving on 

I 

an equal basis as policy heads of the Joint Program. Since then various agency 
staff personnel have been negotiating intensivaly. One plan reportedly having 
staff approval of the various agencies late in November 6968 called for 
expanding thq troika to include one county representative and one municipal 
representative. 

A directive from *he federal Bureau of Public Roads in May of 1968 to all 
transportation studies in the nation, including the Joint Progrqm, ]stated 
that, in accord with previous ins tructgonal memorandum from the Burehu 
of Public Roads, every urban transportation study prepare an operations plan 
for continuqng transportation plannihg. The memo waa \dated May 3, 1968,'and 
stated that all studies no& in the continuing phase, or about to enter the 
continuing pha'se, should submit their continuing operations p h n ~  for review 
and approval within four months. The four months deadline has now passed , 
without agreement among the parties, but officials of the Bureau of Public 
Roads apparehtly are not yet abqut to cut off federal funds to this area 
because serious negotiations are in progress. Nevertheless, federal officials 
indicate they w a n t  agreement soop. I 

/ 

IV. Transportation Plannin~ Nationally 

The federal gover-ent has attempted to make it clear that it does not wish 
to dictate to any wtropolitan area what kind of a transportation organiza- 
tion should be set up. According po Lowell K. Bridwell, Federal Highway 
Administrator, the organizational arrangement most frequently e@loyed in 
the transportation pla&ing process has been an ad hoc comittee,,structure. 
In a sense the Joint Program Coordinating Committee fell into this c@t@gory. 
Other arratlgements, Biidwell said, include (a) legislatively established 
transportatSon agencies, (b) councils of governments ol: local officSals and 
(c) regional and metropolitan planning comrnissi~xrs. L \  

I 

The Federal Highway qdministration has regarded the urban transportation 
planning process as incomplete in each area unless it is tied to an effective 
program of project implementation and administration. 

1 

I 

According to Bridwell, generally the urban transportation plannkng process 
has included a policy body and a technical body in each cage. Federal require- 
ments do not stipulate that the various transportation-building agenctes be 
represented on the policy body in each area with-a vote, but they do stipulate 
that the agencies be involved in the planning process. 
\ 

A national conference on highways and urban development, sponsored by the 
American Association of State Wghway Officials, the National Association 
of Counties, an$ the National League of Cities, in December, 1965, at ' 

Williamsburg, Virginia, produced a serdes of recommendationa which have been 
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endorsed by na t iona l  highway o f f i c i a l s .  Following a r e  the  f i n a l  paragraphs 
from t h a t  conference report :  

I 

11 It was the  conference conclusion tha t :  
I 

/ 
11 Local governments i n  urban regions should take ac t ive  s t eps ,  
i f  they have not  already done so,  t o  develog workable admin- 
i s t r a t i v e  mechanisms, sudh a s  associa t ions  of l o c a l  govern- 
ments, through which the  cohtinuing, coordinated planning 
process can be ca r r i ed  ou t  i n  cooperation with federa l  and 
s t a t e  agencies on a regiopal  b a s i s  and through which t h e  im- 
plementation of regional  p lans  can be furthered.  

tt The development of such mechanisms w i l l  enhance the  capabi- 
l i t ies  f o r  p a r t i c i p a t i o n  i n  the  continuing, coordinated, compre- 
hensive planning process on t h e  p a r t  of l o c a l  ju r i sd ic t ions .  

I 

"As one c i t y  o f f i c i a l  f i rmly s t a t e d ,  ' it seems t o  me  t h a t  the  
' s t a t e  highway department8 throughout th is ,  country have done 

a spectacular  job of building t h e  i n t e r s t a t e  and the  i n t e r c i t y  
systems. The next big,  thing i s  i n  t h e  urban areas  and t h i s  
w i l l  r equ i re  a whole new set of decis ions  which we cannot 
expect,  and should not ask,  the  s t a t e  highway people t o  
Peal \ 
governments $n urban and regional  areas.  It seems t o  m e  
t h a t  one of the  r e s u l t s  of t h i s  conference should be t h a t  
every metropoli tan a rea  should be t o l d  t o  form t h e i r  
councils  of government, t o  g e t  on with ehe job of providing 
a s  spectacular  an urban system of freeways as we have statewide. 111 

(Underlining added) I 

I 

The importance of eacb urban a rea  defermining i t s  own t ranspor ta t ion  network 
has been a s t rong thread running through recent  statements by top o f f i c i a l s  
i n  the  federa l  government. For example, Secretary of Transportat ion Alan S. 
Boyd, i n  a speech t o  the  American Roadbuilders Associati'on i n  February, 1968, 
sa id :  \ 

11 F i r s t ,  t h a t  each urban area i t s e l f  must decide what kind 
of a t r anspor ta t ion  system bes t  serves  and s u i t s  i t s  p a r t i c u l a r  

/ needs." 
/ 

John E. Robson, Under Secre tary  af Trahsportat ion,  spedcing before t h e  American 
Trans i t  Association i n  September, 1968, s a i d  as  follows: 

/ 
I t  I th ink we got  t o  where we  a r e  now because our methods of making 
publ ic  decisions about urban t r anspor ta t ion  have been inadequate. 
Inadequate f i r s t  because they did not s u f f i c i e n t l y  d i s t ingu i sh  
between urban and rurak conditions . . . our urban t ranspor ta t ion  
decis ion process has been inadequate, t ~ o ,  because decision making 
au thor i ty  has been commonly fragmented among a crazy q u i l t  of 
commissions, agencies, a u t h o r i t i e s ,  boards, o f f i c i a l s  and p o l i t i -  

> 

I1 c a l  j u r i s d i c t i o n s  . . . 



\ 

The planning requixements guide far urban a s s  transportation, prepared by the 
Department of Housihg and Urban Development for purposes of implementing the 
Urban Mass Transportation Act, states as follow's-: 

- 
I 

"Responsibill tv for transportation planning. Transportation 
i 

planning should, wherever possible, be the responsibility of 
I thg agency carrying on comirebensive pJanning for the urban 

area. " 

The 1968 National Highway Needs Report4 presented to Congress by the Depart- 
ment of Transportation, includes the following statement: 

13 Continuing urban highway improvement programs are of'such 

crucial importance and so pervasive that inevitably they 
affect all parts of each area. Thus, future federal highway ;.. 

r 
policy, whatever it may be, will have major impact on future 
development in metropolitan reorganization, particularly 
with respect to transportation. Federal policy catr elther 
stimulate or retard the trend toward strong- metr~pol~itan 
organiqation, but even by inaction it can hardly be ne'utral. 
gy encouraging the creation of metropolitan decision-making 
bodies, federal highway policy can reingorce, or at least 
not deter, other efforts, already operating in other func- 
tional areas (fox example, water supply, sewerage, land use 
planning, air and water pollution control,,and open space 
development) leading toward the strengthening of general- 
purpose,metropolitan organizations. t t  



V. Advantages of t h e  TRANCO Approach 

I. 

I n  the  establishment of W ' J C O  a s  recommended he re ,  the  committee be l i eves  t h a t  
there  w i l l  be an opportunity t o  c l e a r l y  set f o r t h  a proper d iv i s ion  of author i ty  and 
r e s p o n s i b i l i t y  between t h e  M e t r v l i t a n  Council, TRANCO and the  opera t ing  agencies. 
By e s t a b l i s h i n g  these  l i n e s  of r e s p o n s i b i l i t y  i t  i$ expected t h a t  the  l ack  of o v e r a l l  
d i r e c t i o n  arid overlapping of  r e s p o n s i b i l i t y ,  whieh has charac ter ized  t r anspor ta t ion  
planning t o  da te  i n  t h e  area ,  w i l l  be overcome. A t  the same t i m e  i t  is expected t h a t  , 
t he  organiza t ional  s t r u c t u r e  w i l l  encourage a f r e e  flow of ideas between the  organi- 
za t ions  i n  the  formation of plans.  The Metropolitan Council 's powers should inc lude  
the  following, most of which i t  does not  now have, t o  enable i t  t o  e f f e c t i v e l y  con- 
t r o l  t r anspor ta t ion  planning and p o l l  cy-making f o r  the  area :  (1) prepare land Use 
plan and t r anspor ta t ion  goals  o r  guidel ines  f o r  the  metropoli tan a rea .  (2)  Approve 
long-range t r anspor ta t ion  plans as proposed by TRANCO, vieh au thor i ty  t o  requi re  
TRAhTCO t o  make changes i n  the  plans.  (3) Resolve d isputes  on s p e c i f i c  loca t ion  and 
design. ( 4 )  Appoint members of the  TRANCO board. (5) Approve TRANCO annual budget. 

The establishment of  TRANCO w i l l  assure  e f f e c t i v e  pol icy  con t ro l  by the  metro- 
po l i t an  a rea  on a day-to-day b a s i s ,  TRANCO'S r o l e  should be  a8 follows: (1) Prepare 
long-range t r anspor ta t ion  p lans ,  wi th in  Council guidel ines .  (2) Determine the  speci-  
f i c  r e l a t i v e  emphasis on highways and mass t r a n s i t .  (3) Supervise and d i r e c t  prepara- 
t i o n  of a l t e r n a t i v e  routes ,  (4) Approve l o c a t i o n  and design of highways and mass 
t r a n s i t  f a c i l i t i e s .  (5) Designate p r i o r i t i e s  of construct ion.  (6) Es tab l i sh  construc- 
t i o n  s tandards .  (7) C lass i fy  highways according t o  function.  (8) Plan and regu la te  
parking f a c i l i t i e s ,  (9) Develop regula t ions  f o r  con t ro l  of t r a f f i c  on major highways. 

The opera t ing  agencies,  inc luding the  Minnesota Highway Department, the  Metro- 
p o l i t a n  Trans i t  Commissi-on and the  county highway departments, w i l l  continue t o  play 
an a c t i v e  p a r t .  Their  r o l e  should be  as  follows: (1) P a r t i c i p a t e  on a formal, con- 
t inuing b a s i s  i n  providing t echn ica l  a s s i s t ance  t o  TEANCO i n  preparatgon of 10%- 

range t r a n s p o r t a t i a n  plans. (2) Prepare de ta i l ed  schedules. (3) Prepare 
s p e c i f i c  engineering plans on p r o j e c t s  . (4) Let cons t ruct ion  con t rac t s .  (5) Supervise , 
construct ion.  (6) Maintain f a c i l i t i e s .  Following a r e  s p e c i f i c  reasons w e  favor t h e  
TRANCO approach over the  ~ o i r r t  Program approach : 

A. Places Areawide Transportat ion Decision-Making Where It Belongs -- T r a n s p ~ r t a -  
t i o n  planning and policy-making on an o v e r a l l b a s i s  i n  the  Tdin C i t i e s  a r e a  is  . 
here  t o  s t ay .  Federal requirements c a l l  f o r  a  permanent organiza t ional  frame- 
work, not  j u s t  a  temporary commitLee which wauld be  disbanded a f t e r  completion of 
a  study of l imi ted  durat ion.  It a l s o  must be  recognized t h a t  decisions on long- 
range t r anspor ta t ion  plans f o r  t h i s  metropoli tan a rea  a r e  no t  vague, i d e a l i s t i c  
thoughts about something too f ~ l :  i n  the  f u t u r e  to r e a l l y  be concerned about. Des- 

f p i t e  the  i d e n t i f i c a t i o n  of plans a s  "long-rangef', they w i l l  be  major policy deci- 
s ions  about t h e  way t h i s  metropoli tan a r e a ' s  t r anspor ta t ion  network w i l l  develop. 
It i s  a t  t h i s  point  when c r i t i c a l  decisions about whether , t o  have a t ranspor ta-  
t i o n  f a c i l i t y  i n  a  c e r t a i n  genera l  a r e a  a r e  made. Such decis ions  a r e  f a r  too 
important t o  be  l e f t  excltlsively t o  technicians.  

, 

The type of t rainsportat ion organiza t ion  es t ab l i shed  now should b e  the  type t o  
e x i s t  f o r  years  t o  come, Under our proposal t h e  Metropolitan Council--as t h e  
body responsible f o r  making decis ions  about comprehensive metropoli tan develop- , 
merit--will cont ro l  the  jnlplementation of its programs by its a p p r ~ v a l  of trans- 
por t a t ion  plans.  The Council w i l l  have power and r e s p o n s i b i l i t y  f o r  determining 
the  type of t r anspor ta t ion  system t h i s  a rea  wants. A t  the  same t i m e  our  proposal 
gives XRANCO the  very important pol icy  r o l e  of handling the  d e t a i l s  of t ransporta-  
t i o n  planning and policy-making, The Council would not involve i t s e l f  on a day- 
to-day b a s i s  with such important policy considerat ions as, f o r  example, the  exact  
loca t ion  of a  freeway. This w i l l  r e s t  with TRAWCO. 



We cannot accept Joint  Program-type approaches f o r  t r anspor ta t ion  organiza t ion  i n  
which t h e  Metropolitan Council has only one vote  among many agencies. Such approa- 
ches p lace  the  Council i n  a subordin*.te pos i t ion .  We be l i eve  i t  vould be  t e r r i b l y  
short-sighted i f  the  Metropolitan Council were t o  b e  par ty  t o  a permanent arrange- 
ment f o r  t r anspor ta t ion  policy-making i n  which i t  had, say,  only one vote  among - 
f i v e  governmental agencies and associa t ions .  The M e t ~ o p o l i  t a n  Council cannot be 
re legated  t o  a pos i t ion ,  f o r  example, where the  metropoli tan assoc ia t ion  o f )  C O W -  

t i e s ,  t h e  metropol i tan  associatA..n of municipal i t i - ,  t he  Hetropol i tan  Trans i t  
Co$nission and the  Minnesota Highway Depaitment each has equal  ~ d w e r  with t h e  Met- 
ropo l i t an  Council and where any two of them, vot ing  together ,  would h a r e  twice t h e  
powe& of t h e  Council. 

The Council, i n s o f a r  as planning and polfcy-m&ing f o r  the  W i n  C i t i e s  a r e a  is  
concerned, is i n  a pos i t ion  above these  agencies and assoc ia t ions .  An~~permanen t  

I I arrangement which does not  p lace  the  Council i n  t h i s  pos i t ion  appears t o  us t o  be 
\ 

fundamentally inconsks t e n t  with what thd Leg i s l a tu re  2ntended i n  s e t t i n g  up t h e  
Metropolitan Council. The Leg i s l a tu re  crea ted  t h e  M e t r o p o l i t a ~  Council p rec i se ly  
t o  ge t  away from in ter -agmcy pol icy  arrangements i n  the  metropoli tan area.  To 
take  somewhat of a crude p a c a l l e l ,  can w e  imagine a baske tba l l  team i n  which the  
coach and every play% ea& has an equal vo te  i n  determining t h e  team's a t t ack?  
Q u i t e  c l e a r l y  the  coach makes t h e  decis ions ,  i n  consul ta t ion ,  t o  be s u r e ,  with 
members of t h e  team. But he makes the  po1i .c~.  

\ " 

/ 1 

B .  Assures Meaningful p a r t i c i p a t i o n  by the  Transportafion Builders  -- We bel ieve  
t h a t  road bu i lde r s  and transit .bu i lde r s  must a c t i v e l y  p a r t i c i p a t e  i n  the  Process ' 
of developing t r anspor ta t ion  p61icy. Although t h e  r e s p o n s i b i i i t y  of decision- 
making r e s t s  with ' E W G O ,  t he  syptem w i l l  only b e  e f f e c t i v e  wi-th t h e  ene rge t i c  
p a r t i c i ~ a t i p n  of the  opera t ing  agenciks . Our proposal does not  i n  any way mean 
t o  reduce t h e  involvement of t h e  e x i s t i n g  t r anspor ta t ion  bui ld ing agencies. The 

J 

important th ing  t o  recognize is t h a t  t h e i r  inyblvement would be  where i t  belongs. 
The* t echn ica l  a s s i s t a n c e  would be  an absolute  necess i ty  f o r  TRANCO and i ts  plan- - 
ning . 
C.  voids t h e  Problemlof 'Wearing Two Hats" -- With t r anspor ta t ion  pol icy  car- 
r l e d  out  by TRANCO as  a body sueordinate  t o  the  Metropolitan Council t h e  problem 
of a membed of the  poLicy body repnesenting one of t h e  t r anspor ta t ion  bu i ld ing  
agencies would not  be pzeseqt.  Each of the  agenc4es which p a r t i c i p a t e d  i n  t h e  
Jo in t  Program had f i r s t  r e s p o n s i b i l i t y ,  and c o r r e c t l y  so ,  to look a f t e r  i ts  own 
b e s t  i n t e r e s t s ,  which might o r  might not  coincide wi th  t h e  b e s t  interests of the  
a r e a  AS a whole. Building a policy body out  of r ep resen ta t ives  of the  var ious  
aggncies tends t o  diminish the  prospect f o r  a t r u w  o v e r a l l  approach t o  transports-1 
t i o n  planning. Ins tead  the re  is  an amalgam of t h e  various s p e c i a l  i n t e r e s t s .  

1 

Each agency would h e s i t a t e  t o  t ake  a c t i o n  offending another  agency Tar f e a r  of 
r e p r i s a l .  Consequently, i t  is  l i k e l y  an "a l l iance"  would clevelop between t h e  

: representa t ives  of the  agencies,  thereby f u r t h e r  reduc-ing whatever m i c e  t h e  I 

Metropolitan Council would have. I n  f a c t ,  agency represen ta t ives  should not  b e  
\ 
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expected t o  make pol icy  decis ions  f o r  t h i s  area.  Another problem with the  
"two hat': s i t u a t i p n  i p  t h a t  of the  t i m e  l imr ta t ions  imposed, on/persons who 

/ 

would s i t  on t h e  pol icy  body. I f ,  as severa l  of the  proposals have suggested, 
t h e  commissioner of Highrsays, t h e  chairman of the  Ketrnpoli tan Trans i t  Comis- 
s ioh ,  qnd t h e  chairman of the  Mqtropolitan Council each sits on t h e  pol icy  body ' ' 

of t h e  t r anspor ta t ion  organizat ibn,  i t  i s  d i f f i c u l t  to i m a g i n ~  w h a ,  on a con- 
t inu ing  b a s i s ,  these  ind iv idua l s  could f i n d  time t o  devote t o  t h i s  most impor- 
t a n t  p t o j e c t  i n  addi t ion  t o  t h e i r  o t h e r  du t i e s .  Unless gu'arantees were provi- 
ded t o  t h e  contraryb they would undoubtedly end up sending s u b s t i t u t e s  t o  t h e  
meetings, thereby destroying t h e  whole i n t e n t  6f t he  pol icy  body= 'Each pf them 
has schedules which are very demanding f o r  h i s  own f i e l d .  They must have t h e i r  
own regu la r  meetings with ghei r  own agencies. It i s  very unl ike ly  they w ~ d d  
have t i m e  t o  a t t end  t r anspor ta t ion  coordinat ing comm$ttee meetings when needed 
o r  p lace  high p r i o r i t y  on attendance a t  such meetings. 

Focuses Decision-Makinq -- Under various J o i n t  Program-type approaches i t  
is never c l e a r  where a c t u a l  decision-making lies. Generally, each representa-  
t i v e  of an agency h a s ,  t o  g e t  approval from h i s  own board. The J o i n t  Program , 

odly made recommendations t o  p a r t i c i p a t i n g  agencies. The p a r t i c i p a t i n g  agen- 
C i @ s  then decided, on t h e i r  o m ,  t h e  ex ten t  t o  which they wished to  cdrry ou t  
t h e  recommendations. For example, the re  was no commitment t o  follow on stand- 
ards  f o r  freeway interchange spacing.  These standards have already be'en exten- 
s i v e & ~  v i o l a t e d  a s  t h e  ind iv idua l  agencxes have handled t h e i r  s p e c i f i c  problems. 

Our approach assures  t h a t  o f f i c i a l  decis ions  f o r  t h i s  metropolitan a r e a  w i l l  be  
made. We f i n d  it hard  t o  imagine an e f f e c t i v e  t r anspor ta t ion  pol icy  body f o r  
t h i s  a rea  t h a t  does not make binding po l i cy ,  How can a t r anspor ta t ion-p lan  
r e a l l y  be developed $f i t  must be  approved by e a c k i n d i v i d u a l  agency as w e l l  
t h e  t r anspor ta t ion  pol icy  body? , 
E. Avoids t h e  Problem of Giving EvebAgency,  ' ' ~ p r ~ e p t a t i o n "  -- Even i f  we 
were t o  r e t u r n  t o  o l d  J o i n t  Program *presentat ion formula, many legi t i loa te  
t r anspor ta t ion  i n t e r e s t s  would not  be ;epresentcd. Under the  J o i n t  Prog~am, 
t h e  seven metropoli tan county engineers, t h e  Minneapolis and S t .  Paul  c i t y  
engineers,  t h e  Minneapolis and S t .  Paul  planning d i r e c t o r s ,  the  Minnesota I-kigh- 
way Department, and t h e  Metropolitan Council 's prqdecessor-the Metropolitan 
Planning Commission--were equal ly  represented.  I f  w e  expanded on t h i s  patxern 
w e  would have t o  add, l eg i t ima te ly ,  a t  the  very l e a s t  the  Metropolitan Trans i t  
, C o d s o i o n ,  p lus  c e r t a i n l y  some suburban municipal engineers and planneks. 

Most persons would agree t h a t  esch agency should no t  have t h e  same v o t e -  But 
how would w e  weight the  votes? How much more weight should the  Metropolit= , 
Council vote  have thah t h e  S c o t t  County engineer 's? 

Furthermore, whether o r  no t  an agency has "representat ion" on a pol icy  body 
does not neaessa r i ly  g ive  i t  any g r e a t e r  voice tFAn i f  t he  agency were involved 
on a t echn ica l  s t a f f  b a s i s .  Some at tempts a t  r e c o n s t i t u t i n g  the  Join t  Program 
suggest  one ind iv idua l  t o  s i t  on t h e  pol icy  body t o  represent ,  f o r  example, t h e  
county i n t e r e s t s .  Haw can ode ind iv idua l  possibly represent ,  a t  the  same time, 
t h e  i n t e r e s t s  of t h e  Hennepin County ~ighway Department Bnd-the Sco t t  County 
Highway Department? 

1 



Our proposal not  only avoids the  complicated problem of determining what agen- 
" t 

c i e s  should be  represented bu t  i t  a l s o  provides, a s  no J o i n t  Program approach 
does, t h a t  i n  a sense  everyone i n  t h e  metropoli tan a rea  w i l l  be  represented.  . 

I 

F. Assures a "Functionals' Approach, Rather Than an "Apency" Approach -- Under 
o u r  proposal the  work program f o r  t r anspor ta t ion  planning and policy-making 
w i l l  cover t h e  important $ssues as seen by t h e  pol icy  body on t h e i r  mer i t s  
without  concern f p r  t h e  impact on t h e  agencies. I f  r ep resen ta t ives  of t h e  
agencies were s i t t i n g  on the p o l i c y  body, i t  would be  l o g i c a l  they would t r y  t o  
make s u r e  t h e  work program included only those items they wanted t o  include.  
I f  f e d e r a l  requiremenw make them ge t  i n t o  \ ce r t a in  controversial areas  t h e  
n a t u r a l  tendency would b e  t o  d n i m i z e  wherever poss ib le  any involvement i n  the  
i n t e r n a l  a f f a i r s  of t h e  various agencies. Each agency would have a d i f f e r e n t  
concern f o r  d i f f e r e n t  reasons. This would encourage back-scratching and there-  
by s e r i o u s l y  h inder  an e f f e c t i v e  work program t h a t  r e a l l y  would g e t  a t  t h e  
c r i t i c a l  t r anspor ta t ion  problems fac ing t h i s  a rea .  We doubt, f o r  example, t h a t  
a meaningful a t t a c k  on t h e  qugst ion of p r i o r i t i e s  of cdns t ruct ion  co'uld be  made 
by such a pol icy  body. The county rep resen ta t ives  would b e  most e~nxious t o  pro- 
tect t h e i r  freedom, a s  would t h e  Highway Department, and w e  might w e l l  f i n d  
a l l i a n c e s  developing t o  p r e s e w e  t h e  s t a t u s  quo o r  t o  prevent a r e a l  hard look 
at t h e  c r i t i c a l  i s s u e s ,  e spec ia l ly  i f  they were l i k e l y  t o  be  cont rovers ia l .  

G .  Assures Meaningful P a r t i c i p a t i o n  by Polf cy-Makers -- Our proposal p laces  
policy-makers i n  con t ro l  of t h e  t r anspor ta t ion  planning process, with t echn ica l  
s t a f f  dorking under them. The J o i n t  Program was pr imar i ly  an organiza t ion  of 
techti ical  s t a f f  parsogmel. p a r t i c i p a t i o n  by policy-makers w a s  i n c i d e n t a l  o r  
t o t a l l y  absent .  Varibus J o i n t  Progfam-type suggest ions f o r  succeeding t h e  
Join t  Program seem t o  perpetuate  t h i s  s i t u a t i o n .  

H. Provides Orderly Resolution of Highway Disputes -- Several  urgently needed 
highway p r o j e c t s  i n  t h e  metropoli tan a r e a  have been held  up f o r  s e v e r a l  years  
due t o  major cont rovers ies  about t h e i r  locat ion .  Under our  approach TRANCO 
would approve routes  and loca t ions  f o r  t h i s  metropoli tan a r e a ,  This would no t  
mean t h a t  the  individual  agencies would n a t  propose routes  b u t  i t  would mean 
t h a t  TRANCO and each ind iv idua l  municipalitiy w i l l  have t h e  approval author- 
i t y .  Then, i f  a municipal i ty s t i l l  ob jec t s  w e  would provide a s i n g l e  appeal  

I procedure t o  t h e  Metropofitan Council which then would h k e  the  f i n a l  decision.  

Furthermore, and t o  c l e a r l y  understand how our proposal would unblock t h e  road 
program, w e  would b u i l d  i n t o  t h e  procedure at  t h e  e a r l i d s t  poss ib le  d a t e  mean- 
i n g f u l  involvement of l o c a l  i n t e r e s t s  i n  the  planning of new roads s o  t h a t  the  
cont rovers ies  which now e x i s t  when highway plans  a r e  presented publ ic ly  f o r  t h e  
f i r s t  t i m e  would be  s u b s t a n t i a l l y  reduced. TRANCO would assu re  t h a t  appropri- 
a t e  procedures would b e  setf up t o  involve a v a r i e t y  of  d i s c i p l i n e s  i n  Addition 
t o  engineering i n  t h e  prepara t ion  of a l t e r n a t i v e  pAans f o r  routes .  TRANCO 
would f u r t h e r  a s su re  t h a t  meaningful l i a i s o n  be provided among l o c a l  c i t i z e n s ,  

\ l o c a l  planning s t a f f s ,  l o c a l  engineers,  and the  planning team on a s p e c i f i c  
rout'e. As a r e s u l t  of such procedures, a route  when f i n a l l y  approved w i l l  have 
had a mod amount of d iscuss ion and give and take.  An i n t e g r a l  p a r t  of t h i s  
e a r l y  procedure would be t h e  new two-hearing requirement of the  Minnesota High- 
way Department. Under t h i s  arrangement one hear ing  would b e  held  p r i o r  t o  t h e  
s e l e c t i o n  of  t h e  p re fe r red  route  and anotber,he&ring a f t e r  t h a t  route  had been 
s e l e c t e d ,  



I. Assures Adequate Consideration s f  t h e  Trans i t  Program -- The compreheneive 
(planning process would be dominated by the  hiighway bui ld inx ageqcies i'f each , 

agency w e r e  represented on some s o r t  of a transportat3.on board. But with a l l  
the  agencies i n  a subordinate pos i t ign ,  then t r a n s i t  interests w i l l  be',on an 
equal  foot ing  wqth t h e  h i m a y  i n t e r e s t s .  One of the  most impo1:tant decis ions  
t o  be made i n  t r anspor ta t iog  planning f o r  the  a rea  is  t h e  s p l i t  i n  r i d e r s h i p  
between p r i d a t e  automobiles and public  tyansportat ion.  This i s  knmn a s  the  
modal s p l i t .  It usuglly is t h e  product of extensive computer work b u t  very 
much dependent upoq t h e  pol icy  decisions as t o  what is put  i n t o  t h a t  computer 
program. TWCO would be responsible f o r  making t h i s  decis ion ,  which then 
would be c a r r i e d  out by the  t r a n s i t  and t h e  highway i n t e r e s t s .  A f u r t h e r  r ~ l e  
f o r  TRANCO i n  t h e  transit-highway i s s u e  is f o r  i t  t o  c l e a r l y  i n d i e a t e  what k i s d ~  
of a r o l e  each shohld play.  One suggest ion has been made t h a t  t r a w i f  provide 

1 ,  

t he  r a d i a l s  serving the  downtowns with highways providing the  g r i d  system- Such 
a d iv i s iqn  of responsil$lit;y, i f  s ~ u n d ,  would not  l i k e l y  be made by a Jo in t  
Program-type organization. i I ' I 

The j o i n t  Program was o f f i c i a l l y  known as  a t r anspor ta t ion  planning program. 
But the  principaJ. e f f o r t  of the  Jo in t  Program has  been prepara t ion  of a proposed 
major highway plan f o r  the  Twin C i t i e s  area.  This  plan,  cbrzying the  t echn ica l  
t i t l e  "system 14"', i s  s t i l l  c l a s s i f i e d  as  a test  network bu t  is the  product of 
s e v e r a l  refinements. The key component of the  plan is a 691-mile network of 
freeways and expreseyays f o r  the  Twin C i t i e s  a rea  by the  yea r  1985 

Although system 14 is b a s i c a l l y  a hfghway plan,  th8  J o i n t  Program attempted t o  
use t h e  most sophisticated"techniques ava i l ab le  t o  p r e d i c t  f u t u r e  hfghway ahd 
t r a n s i t  demand. Serving m a background f o r  t h e  fo recas t s  was the  f a c t  t h a t  is 
1949 about 26 der cent  of the  non-schopl t r i p s  were by t r a n d i t ,  t h a t  t h i s  per- 
centage had decl ihed t o  9 pe r  cent  by 1958, and w a s  ever? less ab t h e  t ime- the  
f o r e c a s t s  were developed. The cur ren t ly  e x i s t i n g  pattern of low-density devel- 
o w e n t  in the  Twin cities4 a r e a  and an apparent preferen& t o  continue t h i s  pat-  
t e r n ,  the  spread of r e s i d e n t i a l ,  cormnercial and i n d u s ~ r k a l  growth i n  a l l  d i rec-  
t ions  around t h e  c e n t r a l  c i t i e s ,  t h e  lack  of any stkong ind ica t ion  t h a t  the  
downtown areas  of the  qen t ra l  c i t i e s  would grow s u b s t a n t i a l l y ,  the  development 
of l a r g e  suburban cen te r s ,  and the  f a c t  t h a t  t h i s  metropoli tan areal has two 
downtowns p lus  the  Universi ty of u n n e s o t a  a s  major t r a f f i c  genera tors ,  d i d m o t  
d i c t a t e  t o  t h e  J o i n t  Pragram p a r t i c i p a n t s  any g rea t  degree o f  optimism f o r  sub- 
s t an t i a l ' l y  g r e a t e r  trqnsit r ide r sh ip .  + 

With t h i s  background and i n i h e  absence a t  the  t i m e  t h e  fo recas t s  wede made of 
any t e s t e d  and ava i l ab le  new forms of t r a n s i t  t h a t  would adapt  e f f i c i e n t l y  t o  
t h e  Twin Cities s i t u a t i o q ,  the  f o r e c a s t  of some 6-7 pe r  cent  of non-school t r i p s  
by t r a n s i t  seemed reasonable. This f o r e c a s t  does not mean t h a t  t r a n s i t  r ide r -  
shdp w i l l  decreasq,  On t h e  cont rary ,  t h e  absolqte  number of d a i l y  t r a n s i t  t r i p s  
i n  t h e  metropoli tan a r e a  is expected t o  double from i ts  current  l e v e l  by 1985. 

B u i l t  i n t o  the  Join t  Program k f f o r t ,  then, was t h e  assumption tha t  development 
i n  t h e  a r e a  w i l l  continue a t  a r a t h e r  low densi ty  w$th emplbyment dispersed,  
t h a t  t h e  bus systlem as  it cur ren t ly  exists  w i l l  not  b e  s u b s t a n t i a l l y  a l t e r e d  i n  
the  fu tu fe ,  and t h a t  no ava i l ab le  form of m a s s  t ~ a n s i t  could s u b s t a n t i a l l y  
inc rease  t r a n s i t  r ide r sh ip  except,  perhaps, a t  an u n j u s t i f i a b l y  h igher  expendi- 
tu re .  



< 

Even though t r a n s i t  assumptions i n  t h e  J o i n t  Program, under t h e  circumstances, 
may have been sound, the  f a c t  remains t h a t  t h e  modal s p l i t  was developed i n  an 
atmosphere dominated by the  highway agenkies and where t h e r e  w a s  no assurance 
t h a t  any assumed of t e s t e d  t r a n s i t  system could be  developed by a capable, 
responsible,  and f i n a n c i a l l y  a b l e  agency. The pub l i c  cdnfidence i n  t h e  product 
of t h e  J o i n t  Program would have been enhanced considerably i f  mass t r a n s i t  
could have been given s t ronger  representa t ion .  The acceptance of a modal sp%%t 
p red ic t ion  f o r  t r anspor ta t ion  planning purposes undoubtedly would be much more 
l i k e l y  i f  it/ were developed by an agency with formal r e s p o n s i b i l i t y  f o r  both I 

highways and mass t r a n s i t .  

\ 

I n  cbnclusion, i t  would appear t h a t  the  Jo in t  Program t r a n s i t  fo recas t s  were 
\ 

W t  unreasonable7 g iven the  f a c t o r s  considered by t h e ,  J o i n t  Program. However, 
the  Jo in t  Program assumed, among o t h e r  th ings ,  t h a t  t r a n s i t  would pay i ts  own 
way; t h a t  parking charges, which can a f f e c t  t r a n s i t  r i d e r s h i p  considerably, 
would not  be manipulated t o  s t imula te  t r a n s i t  r ide r sh ip ;  and t h a t  access t o  
freeways would not  be regulated.  But perhaps most important of a l l  the  J o i n t  
Program has, not  had the  input  from a t r a n s i t  organizat ion.  The establishment 
of t h e  k t r q p o l i t a n  Trans i t  Co&ssion by t h e  1967 Leg i s l a tu re  has changed t h i s  
p i c t u r e  considerably. \ ( 

I 

\ The Willingness and capabi ' l i t ies  of highway technicians and" planners should not  
b l ind  the  pub l i c  t o  the  yea1 p o s s i b i l i t y  t h a t  m o t o r i ~ t s ,  u s i l i z i n g  the most 
advanced highways now foreseeable ,  w i l l  encounter l i m i t a t i o n s  and obs tac les  t o  
the  s a t i s f a c t i o n  of i n s a t i a b l e  demands" Even now, many a r e  inc l ined  t o  i r ~ i t a -  
t i o n  and complaint &en they disco*er t r a f f i c  klensity, road condit ions and ' weather adversely a f f e c t  t h e i r  speed o r  t i m e  on the  road. ~ v ? n  with the  b e s t  
of f u t u r e  highways, m y  such condit ions may no t  b e  f u l l y  a l le&hted and indeed, 
i n  t i m e ,  may be aggravated. I \ 

\ 
K 

Those concerned with highway r e s p o n s i b i l i t i e s  need t o  begin educating tM pub- 
l i c  t h a t  f a c t o r s  a f f e c t i n g  t h e  adequacy of highways, now and i n  the  f u t u r e ,  
include: Density of t r a f f i c ;  d i s p e r s a l  of communities; adequacy of parking; 
c o s t s  of construct ion,  maintenance, veh ic le  o p e r a t i o q a n d  time l o s t  on roads; 
a v a i l a b i l i t y  of land f or/unlimited highway const ruct ion;  ahd impact on s q c i a l ,  
c u l t h r a l  and o the r  community values. 

The Trans i t  Corrrmission now has under way a major s tudy on a new type ~ i . f  t r a n s i t  
system f o r t h e  Twin Cities area .  This s tudy is  being undertaken separa te  from 
the  J o i n t  Program, although the  consul tant  on the  study is  using: much of the  
J o i n t  Prograni da ta .  The/product of the  t r a n s i t  s tudy and i ts  acceptance could 
have a major impact on t h e  modal s p l i t  ( t h a t  is, t h e  number of  persons who 
choose t r a n s i t  and t h e  number of persons who choose p r i v a t e  ca r s )  and a f f e c t  
the  number, a i z e ,  placement and timing of cons t ruct ion  of freeways and express- 
ways i n  t h e  area.  

It is becoming more and more u n r e a l i s t i e  t o  t a l k  i n  terms of highways and mass 
t r a n s i t  a s  mutually exclusive.  From the  standpoint  of  assuring t h a t  p u b l i c  
t r anspor ta t ion  g e t s  adequate a t t e n t i o n ,  the  &is t inc t ion  is e n t i r e l y  i n  order .  

I For too ldng, highways have dominated the  t r anspor ta t ion  scene. But, highways 
a r e  f a c i L i t i e s  which can be  used by p r i v a t e  t r anspor ta t ion  and publ ic  trws- 
por ta t ion ,  which, o f  courseg is t r a n s i t .  T rans i t  is not j u s t  non-highway pub- 
l i c  t r anspor ta t ion .  One reason t h i s  d i s t i n a t i o n  should not  be made is  that  on 

< \ 

\ 



a na t iona l  b a s i s  t h e  def inht ion  of what cons t f tu tes  a highway purpose i s r k i n g  
s i g n i f i c a n t l y  broadened. Fok example: \ 

1. Exclusive o r  P r e f e r e n t i a l  Bus Lanes -- Provided t h a t  t r a f f i c  projec- ' 

t i o n s  w i l l  show a c e r t a i n  l e v e l  of bus usage i n  a f u t u r e  year ,  f e d e r a l  
highway t r u s t  funds can be u t i l i z e d  f o r  the  cons t ruct ion  o f  such b w  fac i -  
l i t ies .  Regulations t o  t h i s  e f f e c t  have been approved by the  Federal  High- 
way Administration, Available funds f o r  pub l i c  t r anspor ta t ion  w i l l  be most 
d i f f i c u l t  Ro f i n d  i n  t h e  fu tu re .  To the  ex ten t  t h a t  funds a l ready ava i l -  
a b l e  and committed can bd used, i i g n i f i c a n t  improvem'ent i n  publ ic  trans,- 
p o r t a t i o n  can be rea l i zed .  

The Federal  Highway Administrdtion, i n  its memorandum t o  s t a t e  highway 
depar tmen~s  on t h e  encouragement of reserved bus lanes ,  po in t s  o u t  t h a t  
such a c t i o n  w i l l  g rea t ly  improve t r a f f i c  flow on freeways, thereby improv- 
ing  t h e  pro$uct$vi,ty of hi8hways by moving more people. TO j u s t i f y  publ ic  
acceptance, probably some 120 t o  180 buses per  hour would b e  needed, 
although one bus per  minute would be  s u f k i c i e n t  i n  terms of t h e  number of 
people t h a t  would be  c a r r i e d  t o  j u s t i f y  an exclusiire lane.  

J 

2- Provision i n  1968 Yighway Act -- One of t h e  provisions of t h e  1968 
Hi$hwal Act passed by Congress provide$ f o r  f e d e r a l  highway t r u s t  funds t o  
b e  used f o r  f r i n g e  a r e a  parking f a c i l i t i e s  which would se rve  a s  places 
where persons could park t h e i r  bars and t r a n s f e r  t o  pub l i c  tratISp0rtation 
f o r  the  r i d e  t o  the  loop. 

3 -  Milwaukee Bus Rapid Trasi t  Plan -- The f e d e r a l  Bureau of Publ ic  Roads, 
i n  cooperation with t h e   isc cons in Depattment of Transportat ion,  t h e  f ede ra l  , 
Department of Housing and Urban Development, and Milwaukee County, fiOw ds 
sponsoring a two-year s tudy aimed at  implementing a bus rap/id t r a n s i t  SYS- 

tern which w i l l  inc lude  a four-mile highway constructed exclusively f o r  bus 
-4 i n  Milwaukee. The bus rou te  would p a r a l l e l  I n t e r s t a t e  94. Other 
plans c a l l  f o r  f r i n g e  parking f a c i l i t i e s ,  bus terminals ,  and o t h e r  s t ruc -  
t u r e s  needed f o r  t h e  success of t h i s  system. It is expected t h a t  the  b u ~  
rapid  t r a n s i t  system would r e l i e v e  t h e /  highway of roughly 34,000 vehic les  
d a i l y ,  thereby increas ing t h e  u t i l i z a t i o n  of t h e  highway. 

4 -  S ~ e e d i n a  up T r a f f i c  on Regular S t r e e t s  --,Another new program author- 
i zed  by t h e  f e d e r a l  government i n  t h e  1968 ~ i ~ h w a ~  Act is one designed t o  
improve t h e  t r a f f i c -ca r ry ing  capacity of l o c a l  s t r e e t s  and enable t r a f f i c  , 
tQ move more quickly.  One concept being discussed is t o  provide ways 
whereby buses could be given p r e f e r e n t i a l  t reatment a t  semaphores. 

J -  Provides a Illeanin'p$ul Role f o r  Municipal Planning -- Once the co r r idors  on I 

f u t u r e  t r anspor ta t ion  f a c i l i t i e s  have been o f f i c i a l l y  i d e n t i f i e d  a l o c a l  muni- 
c i p a l i t y  where a co r r idor  is located  w i l l  be  given encouragement t o  make t h e  
proposal on t h e  s p e c i f i c  r o u t e  l o c a t i o n  i t s e l f .  We can th ink of no b a t t e r  way 
t o  Prevent  domeone from t h e  "outside" imposing a route  l o c a t i o n  upoh a commu- 
n i t y  than t o  have t h a t  community i tself make t h e  proposal on t h e  s p e c i f i c  route  
loca t ion .  

*- 



K. Ca l l s  f o r  Leg i s l a t ive  Action -- To e s t a b l i s h  TWCO w i l l  r equ i re  an a c t  of 
the  S t a t e  Legis la ture .  The l e g i s l a t i v e  in te rven t ion  is p a r t i c u l a r l y  appropri- 
a t e ,  no t  only because the  decis ion  on t r anspor ta t ion  organiza t ion  f o r  the  Twin , 
Cities a r e a  should be  made by t h e  Legis la ture ,  bu t  a l s o  i t  is important t o  
c l a r i f y  f o r  t h e  various opera t ing  agencies t h e i r  r o l e s  i n  t r anspor ta t ion  plan- 
ning. Is i t  tAe i n t e n t i o n  of the  Jeg i s l a tu re ,  f o r  example, t o  have t h e  Minne- 
s o t a  Highway Department determine where highways should be  located  i n  the  m e t -  
ropo l i t an  area?  Is it t h e  i n t e n t i o n  of the  Leg i s l a tu re  t o  have county govern- 
ments bu i ld  freeways? Is it  t h e  i n t e n t i o n  of the  Leg i s l a tu re  t~ have t h e  High- 

, way Departqent and the  Trans i t  Commission each prepare separa te  t r anspor ta t ion  
plans f o r  t h i s  metropoli tan area?  IS i t  t i e  i n t e n t i o n  of the  Leg i s l a tu re  t o  
have the  Metropolitan Council play a secondary, passive r o l e  i n  t r anspor ta t ion ,  
t h e  s i n g l e  most important metropoli tan function? 

\ 

L.  Consideration and Pro tec t ion  &f Community Values -- One of th& c r i t i c a l  
problems fac ing the  urban highway planning today is t h a t  many c i t i z e n s  be l ieve  
community values a r e  rece iv ing inadequate a t  tent ion .  The t r anspor ta t ion  f  ac i -  
l i t i e s  must b e  interwoven i n t o  the  whole t o t a l  f a b r i c  of t h e  community. Appro- 
p r i a t e  procedures must be  set up t o  a s su re  t h a t  t h i s  w i l l  t ake  place.  National 
experiments a r e  under way i n  th ree  major c i t i e s ,  supported by f e d e r a l  funds. 
I n  our  metropoli tan a r e a  many of the  proposed freeways r d l l  go i n  areas where 
major impact on t h e  whole community w i l l  b e  f e l t .  Under TMCO the  appropr ia te  
procedures w i l l  b e  s e t  up s o  t h a t  these  values can be  considered on a continuing 

\ bas i s .  

\ 
\ 

V I  . ~ u n i c i p a l  Approval of  Highway Plans 
\ 
I 

For the  l a s t  s e v e r a l  yea r s ,  one of the  major obs tac les  t o  an o rde r ly  develop- 
ment of the  urban highway program has been t h e  veto  power he ld  by munic ipa l i t i e s  
over county and s t a t e  highway plans.  The e x i s t i n g  s t a t e  l a w  exempts i n t e r s t a t e  
highways from the  regu la r  provisions of the  municipal ve to  and provides f o r  a  way 
f o r  the  S t a t e  Highway Department t o  move ahead even i f  a  municipal i ty does not  

_ approve. The Highway Department f i r s t  is  required t o  submit the  i s s u e  t o  the  Metro- 
_po l i t an  Council and, a f t e r  some hear ing  processes,  may move ahead. On routes  o t h e r  
than the  i n t e r s t a t e  system the  law s t a t e s  a s  fol lows:  

I t  No por t ions  of the  trunk highway system l y i n g  wi th in  t h e  corporate limits 
of any c i t y ,  v i l l a g e  o r  borough s h a l l  be  constructed,  reconstructed o r  
improved unless the  plans the re fo r  s h a l l  be  approved by the  governing body 
of t h e  c i t y ,  v i l l a g e  o r  borough before  such work is commenced, n o r  s h a l l  
the  grade of  such por t ion  of the  trunk highway system l y i n g  wi th in  such 
corporate l i m i t s  be changed without the  consent of  t h e  governing body of 
the  c i t y ,  v i l l a g e  o r  borough." 

This law has been, i n  e f f e c t ,  t h e  only p ro tec t ion  a l o c a l  u n i t  of government 
has had aga ins t  t k a  a r b i t r a r y  ac t ions  by the S t a t e  Highway Department. A munfcipal- 
i t y ,  d i s s a t i s f i e d  w$th the  design of a  f a c i l i t y ,  can accomplish a modificat ion with 
t h e  understanding t h a t  i t  w i l l  approve i f  such modificat ions a r e  made. However, 
wi th in  our metropoli tan a rea ,  with some 130 munic ipa l i t i e s  located  almost s i d e  by 
s i d e ,  t h e  ac t ion  by one municipal i ty t o  disapprove a rou te  has s u b s t a n t i a l  impact on . 
o the r s .  I n  r u r a l  Minnesota, where one u n i t  of government covers the  e n t i r e  community, 

/ 



t he  problem is not  a s  acute.  For example, t h e  e f f e c t i v e  movement of people i n t o  
Minneapolis from t h e  west along Highway 12 has been held  up f o r  sever&& years  Aver 
t h e  d ispute  on the  loch t ion  of an interchange on Highway 12. The Vil lage of  Golden' 
Valley reftlses t o  allow an interchange a t  Frmce Avenue, ' h e  p i t y  of Wnneapolis 
refuses  t o  allow one a t  GlenwoodAvenue i f  France Avenue does not  have bn i n t e r -  
change. I 

I 

A major problem with the  present  s i t u a t i o n  is  t h a t  the re  is no way t o  assure  
a d ispute  can be  resolved. I f  a l o c a l i t y  disapproves, nothing happens u n t i l  e i t h e r  
t h e  S t a t e  Hizhway Department chapges its v i e w p a n t ,  o r  t h e  l o c a l i t y  changes its 
viewpoint. Further ,  the e x i s t i n g  requireinent encourages "blackmail" whereby a muni- 
c i p a l i t y  may withhold approval on one p ro jec t  a s  a l e v e r  t o  m c ~ m p l i s h  an improve- 
ment on another, p ro jec t .  O r ,  conversely, t h e  Highway Department may refuse  t o  car ry  
ou t  what the  municipal i ty wishes a s  a l e v e r  t o  ob ta in  approval on another  segment. 
Each segmenC cannbt be  handled on i ts own merits. 

The d i f f e r e n t i a t i o n  of a t runk highway from an i n t e r s t a t e  highway i n  terms of 
approval is, as  f a r  as w e  know, unique i n  t h e  na t ion .  To t h e  ex ten t  t h a t  approvals 
a r e  required elsewhere, t h e r e  is no d ig t lnc t ion  between i n t e r s t a t e  and o t h e r  high- 
ways. The d i s t i n c t i o n  i n  P n n n e s ~ t a  could, i t  appears, have t h e  effeclt of resolv ing 
t h e  Highway 12 d ispute ,  but  probably only t o  t h e  b e n e f i t  of t h e  Minnesota Highway 
Department. ~ h e r e ' i s  a good chance t h a t  Highway 12 from the  loop t o  I n t e r s t a t e  494 
w i l l  , b e  made an interstat ,@ h#,ghway. ~f t h i s  takes  place,  then the  l o c a l  approval 
requirement w i l l  nQ longer apply, as i t  now dqes. There is  no need t o  have d i f f e r -  
e n t  consent requirements apply t o  i n t e r s t a t e  highways. 

L A recent  r epor t  t o  the M&ropolitan Council by its Highway oca l  Consent Advis- 
ory Couunittee l i s t h d  severa l  e x w p l e s  of roadblocks which have occurred throughout 
t h e  metropoli tan area  because of t h e  l o c a l  consent i ssue .  That r epor t  a l s o  lists a 
number of p ro jec t s  which were held  up because of t h i s  problem. The Local eonsent 
Advisory Committee's r&commepdation t o  resolve  these  dibputes has bgen adopted by , 

t he  Metropolitan Council and w i l l  be submitted t o  the 1969 Legis la ture .  Bas ica l ly ,  
t h i s  would provide f o r  a panel of experts  t o  resolve t h e  d isputes  between a J o c a l i t y  
aad the S t a t e  Highway Department. The panel of experts  would be  se lec ted  from a 
list suggested by the  Ektropol i tan  Council. 

J 

Our proppsal f o r  the  establishment of TRANCO t r e a t s  t h e  l o c a l  consent i s s u e  i n  
a t o t a l l y  d i f f e r e n t  l i g h t .  We be l i eve  t h a t  the  S t a t e  Highway Department and the  
l o c a l  un i t  of  government are n o t  t h e  p a r t i e s  t h a t  appropr'iatbly belong on both s i d e s  
of a d ispute  i f  one happens t o  occur. That is ,  ghe loca t ion  of routes  wi tb id  our 
metropoli tan area  is essent iAl ly  a l o c a l  dsc i s ion ,and  should be resolved 1ocaIly.  
Under our proposal,  t h e  S t a t e  Highway Department would not  be proposing rou te  loca- 
t ions .  Actual ly,  the  proposal wotild come through TRANCO on behal f  of t h e  me t ropd i -  
t a n  area.  This would follow extensive s t e p s  which were taken t o  insure  l o c a l  p a r t i -  
c ipa t ion  i n  t h e  planning process t a  s t a r t  with. I f ,  a f t e r  a l l  these  ac t ions  havy 
taken place,  the  l o c a l  u n i t  of government s t i l l  is d i s s a t i s f i e d  with the  approval of 
a route a s  approved by TRANCO then i t  should appeal t o  t h e  Metropolitan Council, . 
which would arraflgg f o r  a f i n a l  d e c i s i h  t o  be made. The Highway Department i t s e l f  
would not r e a l l y  be  a par ty  t o  the  dispute.  

u 
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V I I .  P r i p r i t i e s  and p rograming  

It is most important t h a t  t h e  d i s t i n c t i o n  between p r i o r i t i e s  and programing . 
of cons t ruct ion  be c l e a r l y  understood. As  we understand i t ,  p r i o r i t i e s  a r e  more 
genera l  than programming. TF!CO should e s t a b l i s h  t h e  f of cons t ruct ion  
of highways i n  t h f s  area.  That i s ,  i t  sdould i n d i c a t e  t h a t  a c e r t a i n  s t r e t c h  of 
road should be b u i l t  t o  completion before another is s t a r t e d .  Within these  genera l  
p r i o r i t i e s ,  t he  various highway bui ld ing agencies would work ou t  the  dk ta i l ed  pro- 
gramming schedules,  whereby each p ro jec t  i s  divided i n t o  a number of d i f f e r e n t  con- 
t r a c t s  which a r e  l e t  a t  d i f f e r e n t  times. This w i l l  depend a l s o  on the  funding whlch 
is  ava i l ab le .  The various agencieh would continue t o  prepare t h e i r  programming ) 

schedules a s  they have t o  da te .  They would b e  submitted t o  TRAEJCO f o r  review as t o  
t h e i r  conformance t o  p r i o r i t i e s  es tabl i shed by 'TMCO before  they a r e  adopted a s  
t h e  o f f i c i a l  progranming'schedules. Any at tempts t o  bu i ld  a p ro jec t  which does not  
conform t o  the  p r i o r i t i e s  a s  'established by TRANCO would be sub jec t  t o  a negative 
recornmendation t o  the  f e d e r a l  government f o r  ass is tance .  

TRANCO would be  expected t o  develop a s c i e n t i f i c  method f o r  r a t i n g  p ro jec t s  a s  
t o  t h e i r  r e l a t i v e  p r i o r i t i e k .  Such a r a t i n g  system has been attempted by s t a f f  
within the  Pletropolitan Council on an informal b a s i s .  Wder  t h i s  r a t i n g  system, 
the  c e r t a i n  proposed freeways were judged as t o  need by a number of d i f f e r e n t  c r i -  
t e r i a .  The c r i t e r i a  wereg iven  d i f f e r e n t  weights and then the  p r i o r i t y  list was 
drawn up. Whether o r  not the  cri teria used were weighted properly i s  not  known, 
but  i t  is t h i s  type of approach which needs t o  be followed i n  t h i s  metropoli tan 
a r e a  s o  t h a t  those  p r o j e c t s  with the  g r e a t e s t  coct-benefi t  r a t i o  according t o  metro- 
p o l i t a n  goals can be  b u i l t  f i r s t .  IJe w i l l  undoubtedly always be faced with l imfted 
funds. The dec i s i an  whether t o  b u i l d  a s t r e t c h  of highway i n  bne p a r t  of the  metro- 
p o l i t a n  a r e a  r a t h e r  than anothek w i l l  have considerable impact on the  timing of 
growth i n  these  areas.  . 

The Kinnesota tiighway Department is the  main agency responsib le  f o r  major high- 
yays i n  t h e  Twin Cities area .  I-t b u i l d s  most of the  freeways and expressways. The 
Hennepin County Eiighway Departmqnt is a l s o  bui ld ing freeways. The Wannepin County 
Highway' Department h d  the  Eunnesota Highway Department now a r e  bui ld ing,  independ 
dently of each o t h e r ,  p a r a l l e l  nwth-south freeways thzough the  western suburbs. 
The county is bui ld ing County Road ll! t o  freeway standards,  and the  s t a t e ,  Highway 
100. The need f o r  two p a r a l l e l  freeways i n  t h i s  a r e a  i n  add i t ion  t o  one already 
bu i l t - In te r s  t a r e  494-has been questioned by some planners i n  the  Metropolitan 
Council, though highway engineers clhim t r a f f i c  f o r e c a s t s  show a 'need f o r  both. 
Aside from the  i s s u e  of whether both County Road 18 and highway 100 need t o  be  b u f l t  
a s  freeways, i t  is l i k e l y  t h a t  o v e r a l l  ease  of movement inwesternHe~epin  County , 

\ would b e  a s s i s t e d  i f  one of the  two freeways could be  b u i l t  t o  completion f i r s t ,  
usihg the  t o t a l  f inancing ava i l ab le  t o  both. A s  i t  is ,  i t  w i l l  t ake  f i v e  years  o r  
more t o  b u i l 3  each one. 

V I I I .  ~ u n c f  t o n a l  C lass i f i ca t ion  r3f Roads 

This is  a somewhat undramatic, bu t  very important,  aspect  of urban transpoqta-  
t i o n  planning. Whether t h e  S t a t e  Highway Department, county highway departmepts o r  
munic ipal i t ies  lare responsib le  f o r  j u r i s d i c t i o n  over c e r t a i n  roads is l a rge ly  a ' 
matter  of h i s t o r i c a l  accident .  The urban extensions of t h e  through routes  i n  the  * 
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s t a t e  are under the  j u r i s d i c t i o n  o f ,  the  S t a t e  Righway Department; t h e  roads which 
t r a d i t i o n a l l y  were p a r t  of  the  r u r a l  county highway system years ago a r e  county 
highways; and the  balance a r e  municipal roads. A s  our  urban area  has grown, cer- 
t a i n  county highways , becquse of t h e i r  locat ion ,  have become very heavy t t a f  f i c  
c a r r i e r s  and a r e  f a r  more important than c e r t a i n  s t a t e  highways. The same is true 
f o r  c e r t a i n  s t r e e t s  under municipal j u r i s d i c t i o n .  ThYs is why the  funct ional  c l a s s -  
i f i c a ~ i o n  study is s o  important.  The funct ional  c l a s s i f i c a t i o n  study needs t o  be 
undertaken by TRANCO and not  by any of the  e x i s t i n g  highway agencies,  because t h e  
product needs t o  have the  respect of a l l  agencies and no t  be  suspect  f o r  advancine 
t h e  cause of one aga ins t  another. -Following the  study TRAWCO can recornend t o  the  
Leg i s l a tu re  the  appropr ia te  j u r i s d i c t i o n a l  o r  f inancing changes t h a t  sliould b e  made. 

I n  the  Milwaukee metropoli tan a r e a  t h e  Southeastern Wisconsin Regional Planning 
C o m i ~ s i o n ,  which is t h e  t r anspor ta t ion  planning agency f o r  t h a t  metropoli tan area ,  
has already completed its funct ional  c l a s s i f i c a t i o n  study f o r  t h e  metropoli tan area, 
and now is i n  the  process of ass igning appropr ia te  j u r i s d i c t i o n s .  Its transporta-  
t i o n  plan f o r  t h e  Milwaukee a r e a  pointed up the  importance of t h e  funct$onal daSs- 
i f i c a t i o n  study i n  the  context  of o v e r a l l  t r anspor ta t ion  planning. 

The Minnesota Sighway Department f o r  s e v e r a l  years has been t a l k i n g  .about u n d e r  
taking a funct ional  c l a s s i f  &cat ion  study throughout the  s t a t e ,  bu t  has always had 
higher p r i o r i t i e s  f o r  o the r  work. 

\ 

The 1968 Highway Act requi res  funct ional  c l a s s i f i c a t i ~  s t u d i e s  be undertaken 
throughout the  na t ion .  I 

For s e v e r a l  year$ the re  have been claims \ t h a t  f a r  too many milee a r e  c l a s s i -  
f i e d  a s  s t a t e  highways than should be  i n  P"iinnesota. I n  1954 the  Automotive Safety 
Foundation's r epor t  t o  t h e  llinnesota Highway Study CommlSsion, which was  es tab l i shed  
by the  1953 Leg i s l a tu re ,  est imated t h a t  t h e r e  were some 3,000 m i l e s  of r u r a l  t runk 
highways which were more s u i t e d  t o  b e  county highways and should be  returned t o  the  
counties.  These roads averaged no more than 300 vehic les  pe r  day. I n  1963 a repor t  
of the  Minnesota Eighway Department on 20-year Mnaesota  t runk highway needs repeated 
the  c l a i h  t h a t  the re  were too many highways on t h e  s t a t e  highway system. That repor t  I 

suggested t h a t  up t o  2,381 miles could be  removed a s  s t a t e  highways. Nothing has 
ever  happened t o  change t h e  j u r i s d i c t i o n  over these  highways- The a l l o c a t i o n  of 
s t a t e  h i g h h y  funds t o  consMuction d i s t r i c t s  is  based on t h e  204year needo of these  
d i s t r i c t s ,  which include,  of course, the  needs on these  s t a t e  highways which r e a l l y  
should b e  returned t o  counties.  This tends t o  i n f l a t e  t h e  ac tua l  trunk highway 
needs of such districts. On t h e  o t h e r  hand, i n  c e r t a i n  heavi ly  populated count ies  
the re  a r e  county highways which a r e  ear rg iQg f a r  more t r a f f i c  and fuact ion  f a r  more 
as s t a t e  highways than c e r t a i n  s t a t e  highways do. They a r e  not  included i n  s t a t e  
highway needs and consequently the  appropr ia te  amount of s t a t e  highway funds is  not  
forthcoming. 1 

I 

IX. Development of the  Urban Design Concept 

Although some highway agencies may view with c e r t a i n  skepticism the  emerging 
concept of mult i-discipl inary teams working on freeway loca t ion  and design, t h e  idea  
has bmad support,  today f  ran highway leaderg throughout the  nat ion.  



A. Bureau of Publ tc  Roads --r F. C. Turner, chief 'engineer f o r  the  U. S . ~u;eau 
of Publ ic  Roads, i n  a speech t o  the  American Association of S t a t e  Highway Offi- 
c i a l s  i n  December, 1966, c a l l e d  on highway o f f i c i a l s  t o  "act with renewed vigor 
and imagination i n  )coping wi th  new and emerging problems," H e  noted t h a t  t h e r e  
is the  r e s p o n s i b i l i t y  to provide c i t i e s  with an adequate t r anspor ta t ion  system 
as wel l  a s  o t h e r  aceommodations needed t o  make c i t i e s  b e t t e r  plaaes i n  which t o  
l i v e ,  work and enjoy l i f e .  He pointed out  t h a t  the  Bureau of Publ ic  Roads, has 
developed a concept f o r  t h e  j o i n t  cooperative development of urban freeways 
simultaneously with provisions f o r  o t h e r  needed urban accommodations. "In such 
e j o i n t  development, the  concept i s  not  merely one of th rus t ing  a new highway 
through a buil t -up urban a rea ,  b u t  r a t h e r  it is one of making a p lan  which 

I t  
would improve an e n t i r e  co r r idor  having mul t ip le  and complementary uses.  

'- B. - Coments by Alan S. Boyd -- M r .  Boyd, Secre tary  of Transportat ion,  has 
s t a t e d  repeatedly i n  pubSic statements t h a t  t r anspor ta t ion  f a c i l i t i e s  must 
s e r v e  the  c$ty.  I n  a speech lpst February t o  t h e  Automotive Service Industry 
Association he s t a t e d  as  follows: "I th ink  we a r e  going t o  have t o  understand 
t h a t  t r anspor ta t ion  must be c a r e f u l l y  b u i l t  i n t o  t h e  b a s i c  design of the  c i t y ,  , 
j u s t  as an e leva to r  i s  p a r t  of the  very b luepr in t  of a bui ld ing.  It is  a r a r e  
a r c h i t e c t  who designs a bui ld ing and then t e l l s  the  cont rac tor  to, n a i l  on so?& 
e leva to r s  as b e s t  h& can, Yet t h a t  is prec i se ly  how we go about expanding andl 
rebui ld ing our c i t i e s  and suburbs. I\ 

/ 
I I we a r e  going t o  have t o  understand t h a t  c i t i e s  a r e  f o r  people and s o  a r e  high- 
Ways and automobiles. And we have reached t h e  point  i n  most of our major c i t i e s  
where w e  can t o l e r a t e  more freeways and automobiles only t o  the  ex ten t  t h a t  they 
a r e  f u l l y  in teg ra ted  i n t o  t h e  o v e r a l l  t r a n s p o r t a t i c n  system of t h e  c i t y ~ s  we l l  
a s  i ts  o v e r a l l  p a t t e r n  of l i f e . "  \ 

C. Comprehensive Route Sc lec t i cn  Methods -- Our committee i n  i t s ' d e l i b e r a t i o n s  
was made aware of a nroposol i n   net^ Jersey  t o  s e l e c t  a routa  f o r  a new freeway 
designed t o  p ro tec t  s o c i a l  values t o  t h e  g r e a t e s t  poss ib le  ex ten t  and a t  t h e  
same time avoid excess cos t  of cons t ruct ion  of the  highway. The m e t h q  was 
developed by Ian McHarg, pa r tne r  i n  an a r ~ h i t e c t  and planning f i rm i n  Phi ladel -  
phia.  In  a r r i v i h g  a t  the  recommended loca t ion  the  method took i n t o  considera- 
t i o n  topography, land values,  degree of urbaniza t icn ,  r b s i d e n t i a l  q u a l i t y ,  h i s -  
t o r i c  value,  r ec rea t iona l  value, a g r i c u l t u r a l  value, wi l61 i fe  value,  water  
value and s u s c e p t i b i l i t y  t o  erosion.  The most l i k e l y  loca t ion  f o r  the  road was 
developed by a composite of maps which showed the  areas of g r e a t e s t  value i n  
each case. 

D .  Experiments i n  Chicago, Brooklyn, and Baltimore -- With extensive commitment 
of planning funds from the  Department of Transportat ion,  p r o j s c t s  a r e  under way 
i n  these  t h r e e  c i t i e s  t o  develop a rou tc  l o c a t i o n  and design f o r  m j o r  freeways 
t h a t  w i l l  e f f e c t i v e l y  i n t e g r a t e  the  freeway i n t o  t h e  t o t a l  urban fabr i c .  I n  
Chicago, a crosstown expresst7ay p a r a l l e l  t o  Cicero Avenue w i l l  be b u i l t .  The 
two roadways of the  expressway w i l l  be  divided by a mile e r e a  wi th in  which 
extensive i n d u s t r i a l  redcvelopnent w i l l  take place. I n  Brooklyn the  problem 
w i l l  involve a " l inea r  c i t y "  t h a t  w i l l  be  b u i l t  above and along an expressway. 
I n  Baltimore the  problem involves t h e  begt  way t o  i n t e g r a t e  2 freeway, whose 
k o u t e  has already been f a i r l y  accura te ly  determined,ainto the  en t iye  community. 



I n  a l l  of these  c a r s  i n t e r -d i sc ip l ina ry  t e a m  a r e  involved. Highwqy engineers 
alone a r e  not  making t h e  proposals.  Furthemore,  and equally important, t h e  
p ro jec t s  a r e  not  being l e f t  only t o  the  technicians from whatever d i sc ip l ines ,  
but  they a r e  involving c i t i z e n s  cf the  a r e a  on an ongoing b a s i s .  

The wholc idea  of gesign concept teams is  t o  e f f e c t i v e l y  i n s e r t  cornunity values 
i n t o  the  highway planning process,  where such input  has been inadequate i n  the  
pas t .  This means t h a t  a l l  poss ib le  s t e p s  w i l l  be  taken t o  determine, before  - 
t h e  loca t iop  and design a r e  f ixed ,  what value8 need t o  be  protec ted  and what 
v d u & s  qre more i agor thn t  than o thers .  It is d i f f i c u l t  t o  i d e n t i f y  exactly, how 
t h i s  w i l l  t ake  p lace ,  bu t  i t  d e f i n i t e l y  means t h a t  technic ians  from a v a r i e t y  
of backgrounds and c i t i z e n s  i n  the  a rea  a f fec ted  would be involved i n  the  pro- 
cess .  

E. Mew Ideas i n  Urban Freeway Design -- Urban advisors t o  the  Federal Highway 
Administrator have submitted a d e t a i l e d  repor t  t i t l c d  "The Freeway i n  t h e  City" 
suggest ing new p r i n c i p l e s  t o  follow on urban freeway design., The e n t i r e  empha- 
sis of the  book is t o  make t h e  t r a n s p o r t a t i e n  $ a c i l i t y  complement t h e  community 
and no t  r u i n  i t .  t I 

XL T r a f f i c  IVIovement , P a r k i g ~ ,  Piaht-of-way Acquisi t ion,  Construction Standards 

A,  T r a f f i c  14ovemcnt -- The Federal Highway A c t  of 1968 provides a t o t a l  c f  
$200 mi l l ion  na t iona l ly ,  of which $3,278,000 w i l l  be alLocated t o  Minnesota i n  
f i s c a l  1970, f o r  a s o e c i a l  e f f o r t  a t  &proving the  movement of t r a f f i c  on l o c a l  
Streets. This program is c e l l e d  T r a f f i c  Operations Program To Increase  capaci ty  
and Safe ty  (TOPICS). The types of improvements most of which can be accmn@$shed 
with e x i s t i n g  right-nf+way and e l i g i b l e  the re fo re  f o r  f e d e r a l  a i d  p a r t i c i p a t i o n  
w i l l  be  the  fol lowingb , , 

-- Channelization of in tc r scc t ions .  

-- Provision of add i t iona l  t r a f f  on approaches t o  signa'lized inte$- 
sec t ions .  r 

-- Construction of pedes t r ian  Fr de s e ~ a r a t i r n s  o r  highway grade separa t ions  
a t  complex interchanges o r  r ~ ' 1  highway grade cross ines .  I 

-- I n s t a l l a t i o n  of con t ro l  systems to  make t r a f f i c  s i g n a l  operat ions respon- 
s i v e  t o  t r a f f i c  condit ions by d ive r t ihp  t r a f f i c  f r o r  congested a r e a s ,  f o r  
es tabl i shkng part-time one-way opera t ion ,  f o r  reversing d i r e c t i o n  of t r a f -  
f i c  on se lec ted  t r a f f i c  l anes ,  o r  f o r  sepa ra te  bus l a n e  cont ro ls .  / 

/ 

-- Addition and upgrading of hiphway l i q h t i n p ,  t r a f f i c  con t ro l  s igns ,  pavement 
markings and s i g n a l s  o r  o t h e r  devices required t o  f a c i l i t a t e  t r a f f i c  move- 
ment and increase  t h e  s a f e t y  of veh icu la r  and pedes t r ian  t r a f f i c ,  

\ 

, \ 
-- Development of sepa ra te  t r a f f i c  lanes  f o r  loading,  un3,oading o r  t r ans fe r -  

r i n g  passenger9 a t  su r face  t r a n s i t  terminals  and intermediate t r a n s i t  s t o p s ,  
incduding p l a t f o r m  and s h e l t e r s  wi th in  the  s t r e e t  right-of-way. 
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-- Development of t ruck  loading and unloading S a c i l i t i e s  where necessary t o  
f a c i l i t a t e  t r a f f i c  movement. 

* 

-- Establishment of t k a f f i c  su rve i l l ance  systems including t r a f f i c  opera t ion  
d a t a  c o l l e c t i o n  and ana lys i s  cen te r s ,  where t r a f f i c  flow measurements and 
accident  d a t a  a r e  continuously evaluated t o  i d e n t i f y  loca t ions  where 
co r rec t ive  ac t ion  i s  needed. \ 

Wny informed persons s t r e s s e d  t h e  importance of imprgving the  t r a f  f ic-carrying 
capaci ty  of e x i s t i n g  majbr s t r e e t s  i n  the  Twin Cities 'area, which a r e  not 
expressways o r  f r e e w q ~ s ,  b u t  which can be major t r a f f i c  carrie-rs.  It has been 
s taged repeatedly t o  s t h a t  c e r t a i n  freeways w i l l  no t  have t o  be b u i l t  \ if  

\ 

t r a f f i c  capacity c a w b e  increased on e x i s t i n g  streets. A s  f a r  a s  w e  h o w ,  w e  
have hot  had a sys temat ic  areawide e f f o r t  i n  the  Twin Cities a r e a  tb improve 
the  capaci ty  of e d i s t i n g  major streets. TP\ANGO would have t h e  r e s p o n s i b i l i t y  
t o  s e e  t h a t  s u c ~  an effort)would be dndertaken. 

Parking(-- The importance of parking i n  the  o v e r a l l  t r anspor ta t ion  plan- 
ning process has been s t r e s s e d  repeatedly i n  recent  years .  ' Developments ind i -  
c a t e  c l e a r l y  t h a t  TXANcO1s r e s p o n s i b i l i t i e s  must inc lude  ~ l a n n i n g  f o r  parking 
f a c i l i t i e s .  Following a r e  some examples: 

1. Metropolitan Trans i t  Act -- The 1967 Leg i s l a tu re ,  i n  e s t ab l i sh ing  
t h e  Metropolitan Trans i t  commission, gave the  Commission power to under- 
take  a l a r g e  v a r i e t y  of improvements i n  t h e  publ ic  t r a n s i t  system i n  t h i s  
metropoli tan a rea ,  including the  cons t ruct ion  of parking f a c i l i t i e s .  The 
nature  and ex ten t  of parking f a c i l i t i e s  and where they are located  un- 
doubtedly have a s i g n i f i c w t  e f f e c t  on t h e  depqnd f o r  highway construc- 
t i o n  and on t h e  e f f e c t i v e  u t i l i z a t i o n  of e x i s t i n g  highways. 

2 .  1968 Highway Act -- The 1968 Eighway Act passed by CoxV3ress provicied 
f o r  f e d e r a l  funds t o  be used for f r i n g e  area parking f a c i l i t i e s .  These 
funds would requ i re  matching funds by t h e  s t a t e s ,  meaning t h a t  t h e  Minne- 
s o t a  Highway Department's plans f o r  t h i s  metropoli tan a r e a  would have t o  
inc lude  parking f a c i l i t i e s .  The l ike l ihood t h a t  such f a c i l i t i e s  would be 
included i n  t h e  plans would be enhanced i f  these  p lans  a r e  coordinated 
through TRAMCO with the  o v e r a l l  outlook. 

3.  I n t e r s t a t e  35W Parking Study -- A study prepared f o r  the  Minnesota 
Highway Department and submitted i n  t h e  summer of 1967 discusses  the  
f e a s i b i l i t y  of a parking ramp b u i l t  over I n t e k s t a t e  35W i n  tpe v i c i n i t y  
of 46th S t r e e t  i n  i"linneapo1is. The idea  would be t h a t  persons des t ined 

/ 

f o r  dokntown would park t h e i r  ca r s  i n  t h i s  ramp and t r a n s f e r  t o  buses the  \/ 
rest of t h e  way s o  t h a t  t r a f f i c  would not  be overloaded near  the  loop. 
The high c o s t  of t h i s  f a c i l i t y  probably is its g r e a t e s t  drawback a t  t h i s  

I time. P o s s i b i l i t i e s  f o r  a d d i t i o n a l  parking f a c i l i t i e s  over freeways 
e x i s t  elsewhere. It is  doubtful  (that the  Minnesota Highway Department, 
by i t s e l f ,  would propose such improvements. One a d d i t i o n a l  plan being 
ta lked about now is f o r  a l a r g e  parking ramp t o  be b u i l t  over (he Third - 

Avenue North d i s t r i b u t o r  route  on t h e  f r i n g e  of downtown Illinneapolis. 



4 .  ~ d d i t i o n a l  Ramps -- Plans a r e  under way t o  expand s u b s t a n t i a l l y  the  
number of parking ramps i n  the  downtown a reas  of t h e  c e n t r a l  c i t i e s .  
Construction of these  ramps has a g r e a t  d e a l  of impact on movbmevt of 
t r a f f i c  i n  the  downtowns, t h e  type of  t r a n s i t  system needed, and the  
need f o r  freeways. TRAIJCO needs t o  determine how t o  b e s t  coordinate 
parking with o v e r a l l  t r anspor ta t ion  der is ions .  

/ 

C. Right-of-way Acqvisi t ion -- As t h e  Tyin Cities metropoli tan a rea  grows, 
demand f o r  new OK widened right-of-way w i l l  continue t o  e x i s t .  There has 
been no way whereby a revolving fund could be es tabl i shed ih t h e  Twin Cities 
metropoli tan a r e a  t o  acquire right-of-way e a r l y ,  thereby avoiding t h e  neces- 
s i t y  of t e a r i n g  down bui ld ings  l a t e r  and acquir ing  right-of-way a t  much 
higher cos t .  A breakthrough has occurred, though, t o  some extent  with appro- 
v a l  by Congress i n  t h e  1968 Highway Act of a right-of-way revolving fund a t  
the  f e d e r a l  l e v e l ,  which will have a t o t h  of $300 mi l l ion  ava i l ab le  by mid- 
4972. S t a t e s  may use  t h i s  money to purchase right-of-way up t o  seven years  
i n  advance of cons t ruct ion ,  

The a v a i l a b i l i t y  of these  funds w i l l  make i t  incumbent upon the  Twin C i t i e s  
a r e a  t o  f i n d  ways t o  i d e n t i f y  the  most c r i t i c a l  a reas  f o r  right-of-way acqui- 
s i t i o n .  This ,cannot  be j u s t  a product of s tudy  by highway engineers. It 
must in t ima te ly  involve major developmental decis ions  f o r  t h e  Twin C i t i e s  
erea.  , 

\ 

This r equ i res ,  of course, t h a t  the  metropoli tan a r e a  determine t h e  loca t ion  
of t h e  f u t u r e  roads a t  an e a r l y  da te .  This is p a r t i c u l a r l y  he lp fu l  i n  t h e  - 
area4 where ,urban development has not  y e t  occurred and, therefore ,  right-of- 
way acquired now w i l l  be f a r  less d i s r u p t i v e  df a community and less expen- 
s i v e  . 

\ 

D. Construction Standards -- Safe ty  s tandards  f o r  freeways i n  the  Twin 
C i t i e s  a r e a  are determined by the  American Associat ion of S t a t e  Highway Offi-  
c i a l s  (AASHO) and the  ~ l i n n e s b t a  HQhway Department. AAStfO is a n a i i o n a l  
organiza t ion  of o f f i c i a l s  of state highway departments which proposes design 
s tandards  t o  tbe U. S. Bureau of Publ ic  Roads. Standards usual ly  range from' 
the  minimurn acceptable de'sign t o  the  prefer red  design. Highway engifieers 
genera l ly  attempt t o  use t h e  prefer red  design standards r a t h e r  than j u s t  the  
minimum. However, they f requent ly  a r e  sub jec t  t o  pressures from l o c a l  triter- 
ests t o  modify the  prefer red  design. Thus minimum acceptable design may be 
b u i l t  i n t o  a freeway even though highway engineers may p r e f e r  the  higher 
design. Currently t h e r e  is no way whereby t h e  metropoli tan a rea  can i n s i s t  
t h a t  the  h ighes t  design standards be followed. TRAPJCO should be  empowered 
t o  set standards t h a t  w i l l  no t  be comprdmised. \ \, 

1 



Transportat ion f a c i l i t i e s  a r e  c o n s t ~ u c t e d  from funds ava i l ab le  from t h r e e  
major sources--the federa l  gbvernment, s t a t e  government, and l o c a l i t i e s .  Follow- 
ing  is  a discussion of each: I 'i 

I. *Federal Financing , 

The bulk of s t a t e  highway construction is financed from federa l  funds. In te r -  
s t a t e  highways a r e  90 per  cent f edera l ly  financed, and a l l  o ther  s t a t e  highways a r e  
50 Per cent  f edera l ly  financed. I n  the  f i s c a l  year beginning July  1, 1969, Minne- 
s o t a  is scheduled t o  receive $119,352,000 i n  federa l  a i d  highway funds. Tota l  fed- 
e r a l  a i d  highway funds i n  t h e  nat ion f o r  t h a t  year w i l l  be $5,425,000,000. Of this 
$119,352,000 f o r  'Minnesota, $86,641,000 w i l l  be  f o r  t h e  i n t e r s t a t e  sydtem. A l l  of 
the  revenues from the  federa l  taxes on motor f u e l ,  rubber, new t rucks ,  buses and 
t r a i l e r s ,  lubr ica t ing  o i l s ,  t ruck and bus part's and accessories,  and heavy yeh ic le  
use go t o  t h e  f e d e r a l  highway trust fund and a r e  used only f o r  f e d e r a l  a i d  f o r  high- 
ways. The highway-related excise  t a x  on new automobiles i s  dedicated t o  general  , 
revenue and does not  go i n t o  t h e  highway trust fund. During 1967 the S t a t e  of Min- 
nesota contributed t o  t h e  federa l  highway t r u s t  fund s l i g h t l y  less than $110,000,000. 

Although most of t h e  federa l  a i d  t o  the  S t a t e  of Iiizmesota is used f o r  s t a t e  
highways, a small  amount is' made ava i l ab le  t o  countieg, 'Phis is under a s p e c i a l  
provision of t h e  federa l  law t h a t  provides funds f o r  non- in ters ta te  highways c l a s s i -  \I 

f i e d  as f e d e r a l  a i d  prim-, federal. a i d  secondar)r, and urban. A number of the  
federa l  a i d  secondary highways i n  Minnesota a r e  under , c o y t y  j u r i s d i c t i o n .  Federal 
a id ,  ,thougg, makes up a very s m a l l  p a r t  of the  t o t a l  coulity revenues. 

~ 11. S t a t e  Financinq 
I / 

Voters of lilinnesota approved a Const i tu t ional  amendment i n  November 1956, 

\ es tab l i sh ing  a S t a t e  Pighway User Tax Dis t r ibut ion Fund. This fund includes reve- 
nues from two sources--the seven cents  ,a galJon motor f u e l  t ax ,  and The motor vehi- 
c l e  l i c e n s e  fee$. During t h e  f i s c a l  year which ended June 30, 1968, an est imated 
$162,840,000 was received i n  t h e  S t a t e  Highway User Tax DistributSon Fund. About . $106,000,000, o r  about two-thirds of the  t o t a r ,  was from t h e  motor f u e l  t a x ,  and 
the  balance was from the  motor vehic le  l i c e n s e  tax. After  c e r t a i n  adminis t ra t ive  
t r a n s f e r s  within t h e  s t a t e ,  about $159,000,000 was l e f t  i n  t h e  fund f o r  d i s t r i b u -  
t ion .  

The S t a t e  Consti tut ion s p e c i f i e s  how these  funds s h a l l  be  d i s t r ibu ted .  Basic- 
a l l y ,  t h e  d i s t r i b u t i o n  is  62 par cent t o  the  trunk highrSay fund, t h a t  is ,  s t a t e  
highways; 29 per cent t o  t h e  counties; and 9 per cent t o  munic ipal i t ies  over 5,000 
population. The Consti tut ion does enable a s l i g h t  modification of t h i s ,  however, 
by permitt ing 5 per  cent of t h e  t o t a l  highway usEr funds t o  be d i s t r i b u t e d  on a d i f -  
f e t e n t , b a s i s J  The Leg i s la tu re  h a  provided t h a t  t h i s  5 per  cent s h a l l h  d i s t r i b u -  
ted  70 per cent to the  trunk highway fund, 21 per cent  t o  the  counties,  and 9 per 
cent  t o  the  munic ipal i t ies .  The money in t h i s  category f o r  counties and m*ciF?8li- 
t i e s  is t o  reconst ruct  and improve former trunk highways which have been turned hack 
and a r e  now designated a s  county and municipal s t a t e  a id  highways. Under the  



I 

procedure out l ined,  during the  f i s c a l  year  ending June 30, 1968, the  trunk highway 
fund received about $99,000,900, t h e  county s t a t e  a i d  fund about $45,000,000, and 
t h e  municipal s t a t e  a i d  fdnd about $14,000,000. 

The St-ate Highway D e p a r t ~ n t  d e t e h i n e s  t h e  use of t h e  funds t h a t  a r e  placed 
i n  the  trunk highway fund. The S t a t e  Highway Department is therefore  financed from 
two pr inc ipa l  sources--the share  of the  s t a t e  highway user  fund, and f e d e r a l  aidl. 
I n  add i t ion ,  t h e  S t a t e  Xighway Department receives t h e  income from dr ive r s  ' l i c e n s e  
f e e s ,  i n t e r e s t  on invested highway funds, f ive-eighths of the  s t a t e ' s  sha re  of 
highway p a t r o l  f i n e s ,  and some miscellaneous income. 

i 
The S t a t e  Highway Department has the  author i ty  t o  determine i t s e l f  how it dis-  

t r i b u t e s  funds f o r  construction purposes throughout t h e  s t a t e .  ( 

The S t a t e  Highway Department hag divided t h e  state i n t o  n ine  construction d i s -  
t r i c t s .  It does Rbt apport-ion i n t e r s t a t e  funds 'on an equal  b a s i s  t o  each construc- 
t i o n  district s i n c e  t h e  i ~ t e r s t a t e  highway program is r e a l l y  a separa te  program, 
On a l l  non- in ters ta te  highways, however, the  S t a t e  Highway Department has developed 
a very s p e c i f i c  method f o r  d i s t r i b u t i o n  of the  trunk highway funds. This method is i 

not  spe l l ed  ou t  i n  any regula t ion from t h e  S t a t e  Bighway Department, b ~ t  is  a very 
key f a c t o r  i n  t h e  whole statewide highway construction program. The curqent formula 
f o r  a l loca t ion  among t h e  d i s t r i c t s  is 50 per cent of t h e  funds d i s t r i b u t e d  according 
t o  each d i s t r i c t ' s  sha re  of projec te6  veh ic le  m t l e s  10 years i n  advance on.trunlc 
h l g h ~ ~ y s ,  exclusive of i n t e r s t a t e  highways, and 50 per cent d i s t r i b u t e d  according 
t o  each d i s t r i c t ' s  share  of peojected money needs 20 years i n  advance, exclusive of 
right-of-way cos ts .  Under t h i s  formula, D i s t r i c t s  5 and 9 ,  which make up the m e t -  
ropo l i t an  a r e a , i r e c e i v e  a t o t a l  of 34.7 per cent of t h e  construction funds. Fo1lot~- 
ing  is a char t  showing the  a l l o c a t i o n  of the  trunk highway construction funds t o  
t h e  n ine  d i s t r i c t s ,  along with t h e  headquarters of each d i s t r i c t :  

\ E i s t r i c t  1, Dulwh 
D i s t r i c t  2, Eemidji 
D i s t r i c t  3, Brainerd 
D i s t r i c t  4,  De t ro i t  Lakes 
D i s t r i c t  5, Golden Valley 
D i s t r i c t  6 ,  Rochester 
D i s t r i c t  7,  Kankato 
D i s t r i c t  8, Willnlar 
D i s t r i c t  9 ,  S t .  Paul1 

The Kighway Department does not g ive  exact ly  t h i s  amount each year,  because of d i f -  
f e ren t  construction schedules, but  i t  averages out  a t  t h i s  percentage over a period 
of a few years.  Actually, the  t o t a l  metropoli tan a rea  is a l i t t l e  b i t  less than 
the  t o t a l  of D i s t r i c t s  5 and 9, because D i s t r i c t  9 includes Chisago County a s  wel l  
as the  metropoli tan counties. 

Tota l  veh ic le  m i l e s  i n  t h e  s t a t e  i n  the  year  1976 a r e  estimated a t  41,000,000 
per day. This includes a l l  trunk highway&, including t h e  i n t e r s t a t e  highways. I n  
t h a t  year  i t  is an t i c ipa ted  t h a t  the  perceqtage of vehiclC miles i n  D i s t r i c t s  5 and 
9 w i l l  be 46 per cent. However, when vehic le  miles excluding i n t e r s t a t e  highways 
a r e  considered, t h e  t o t a l  drops t o  28,000,000 v e h i c l q m i l e s  per day, and t h e  metro- 
po l i t an  a r e a  percentage drops t o  41 per cent.  It is t h i s  percentage on which the  

/ 
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a l loca t ions  a r e  based. S t a t e  highway o f f i c i a l s  cohtend t h a t ,  u n t i l  the  i n t e r s t a t e  . 
highway system is completed, i t  would be inappropr ia te  t o  include i n t e r s t a t e  high- 
way vehic le  miles i n  the projec t ions  of cost  a l loca t ions ,  s inae  i n t e r s t a t e  highways 
a r e  sepaqately f i n a n c d .  Upon completion of the  i n t e r s t a t e  highway system, howewer, 
the  apportionment would have t o  be based on t o t a l  vehic le  m i l e s  on trunk highways, 

/ 
,' including the  i n t e r s t a t e  highways, f o r  i t  t o  be equi table .  

I 
I In terms of trunk highway needs, as proposed * by t h e  various highway d i s t r i o t s  

and approved by t h e  State,Highway Department, the  most recent  f igures  w e  had kvatl-  
a b l e  a r e  f o r  both r igheof-way cos t s  and c ~ n s t r u c t i o n  cos t s  t o  t h e  year 1986. On a 
statewide b a s i s  t h e  Highway ~ e ~ a r t k ~ ~ t  has  estimgted $1.8 b i l l i o n  of t ~ k  highway 
needs, ox which $514 mil l ion ,  o r  about 29 per cent of the  t o t a l ,  a r e  i n  D i s t r i c t s  5 J 
and 9. Again, these  are needs f o r  trunk highways only,  as needs are defined b y  t h e  
S t a t e  Highway Department. Because t h e  apportionment formula does eat inc lude 
right-of-way cos t s ,  they would have t o  be deducted from t h i s  ,, which would make the  
metropolitan percentage even less. The v a s t  major i ty  of t o t a l  ~ ight-of-way cos t S  

a r e  i n  t h e  metropoli tan area .  

L 
Two other  aspects  of t h e  app~r t ionment  oY s t a t e  highway construction funds 

must be  kept i n  mind. F i r s t ,  t h e  S t a t e  Highway Department has a s p e c i a l  s a f e t y  
b 

Improvement program upon which funds f o r  c e r t a i n  p ro jec t s  a r e  a l loca ted  on a year- 
by-year bas i s  without a s p e c t f i c  percentgge earmarked Eor each d i s t r i c t .  #or t h e  
calendar year 1963 a t o t a l  of $3,714,500 wag t o  be s p e n t  on t h e  s a f e t y  improvement 
program, of which $1,770,500 was t o  b e  s p e n t l i n  the fnefropolitan area,, o r  about 46 
per cent .  Another construction program which does not follow d i s t r i c t  boundaries 
on a normal apportionment i a  t h e  maintenance resurfacing program of t h e  S t a t e  High- 
way Department, which involves ~ver$ay'ing many af  the older  highways in the  s t a te - ,  
During 1968, 1969 and 1470 t h e  S t a t e  Highwax Department plans an expenditure of 
$14,500,000 on t h i s  maintenance resqrfac ing program, with abdut $1,328,000 ear-  \ 

\ i .  
marked f o r  D i s t r i c t s  d and 9,  o r  about 9 per cent o f  t h e  t o t a l .  _ 

I I I. County Financing, 
/ 

Unlike t h e  arrangement8 f o r  s t a t e  highways, the  S t a t e  LegisAature has devel- 
oped a very s p e c i f i c  formuJa f o r  the  d i s t r i b u t i o n  of county s t a t e  a id  f ~ d s  t o  t h e  
various counties.  This Eormula is a s  follows: , 

\ 

10% d iy t r ibu ted  equally among thq 87 counties,  with each \ 

\ county recpiving 1/87th.  I 

\ 

{ , 10% i n  accord with each counfy's perceptage of t h e  t o t a l  
motor veh ic le  r e g i s f r a t i o n .  

30% t o  each county based on i ts percentage of the  t o t a l  I 

miles of county s t a t e  a i d  highways i n  the  state. 
C 

50% based on the  percentage of each county" needs t o  
t h e  t o t a l  needs of a l l  the  counties.  

/ 

The l e g i s l a t i o n ,  f u r t h e r ,  is very s p e c i f i c  as  t o  what can be counted i n  t h e  needs 
of each county. I n  the  construction of county s t a t e  a i d  highways i n  munidipal i t ies  

' 

J 
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over 5,000 populat ion,  only t h e  construct ion cys t s  of the  cen te r  24 f e e t  of t h e  
\ s t r e e t  may be include& i n  the  money needs of t h a t  cuunty, o r ,  i f  i t  is  a multi- , 

l a n e  f a c i l i t y ,  12 f e e t  times t h e  number of lanes, 

Based on t l r is  apportionment farmula, the  foLlowing amaunts vqere d i s t r i b u t e d  t o  
the  counties i n  1968: 

/ I 
T 

Total  $45,244,948 

Anokk County $ 427,425 ( 

Car ie r  County , 374,265 
Dakota County 557,876 
Vennepin County 2,715,558 

/ 

kmsey County 1,248,555 
Sco t t  County 329(, 269 
Washington County 420,390 

> 
\ 

Tota l  ~ e t ' k o ~ o l i t a n  
I Area $ 6,0/33,338 (About 13% of the' t o t a l  i n  the  s t a t e )  

I 

A considerable por t ion  of county highway expenditures comes from a property 
t a x  levy.  The property t a x  levy i n  m i l l s  f o r  some o u t s t a t e  counties  is h igher  than 
the  m i l l  levy i n  some metropoli tan counties,  ignoring the  quest ion of vhether  assess-  
ment l e v e l s  a r e  t h e  same from county t o  county. This has had t h e  e f f e c t  of o u t s t a t e  
counties  claiming t h a t  the  metropoli tan a r e a  counties a r e  not  unfa i r ly  t r e a t e d  i n  PI 

t h e  apportionment formula, because some of them a r e  not  levying a s  much as  the  out- . s t a t e  counties  are .  
< 

li 

I V .  Municip a 1  ~ i n i n c i n ~  
/ 

The apportionment of s t a t e  a i d  funds t o  munic ipal i t ies  is i n  s t a t e  law and pro- 
vides t h a t  50 per  cent  of the  funds s h a l l  be a l loca ted  based on population and 50 

1 

per  Ceht on neede. A tota3. of $14,287,775 wae d i s t r i b u t e d  i n  1968 t o  munic ipal i t ies  
over 5,000 population. In  thp  metropolitan area ,  a t o t a l  of $10,027,599 was d i s t r i -  
buted t o  munic ipal i t ies  over 5,000 population. This is about 70 pe r  cent  of +he 
t o t a l *  Thus, metropoli tan a rea  mdnlc ipal i t ies  rece ive  a f a r  g r e a t e r  percentage 'of 
t h e  t o t a l  municipal funds than ~ e t r o p p l i t a n  a rea  c w t i e s  rece ive  from the  t o t a l  
county funds. I n  absolute  d o l l a r s  w e  s e e  t h a t  more do l l ays  i n  s t a t e  a id  corn, t o  
munic ipal i t ies  I n  t h e  metropbli tan a r e a  even thougl~, on an areawide bas i s ,  counties  
have t h e  needs- f o r  funds f o r  highways serving broader purposes. When the  t o t a l  
amount d i s t r i b p t e d  t o  munic ipa l i t i e s  and counties is added together  i n  t h e  s t a t e ,  
t h i s  mounts  t o  about $59.5 mil l ion.  of which $16 mi l l ion ,  o r  about 26 per  cent  of 
t h e  t o t a l ,  is  given t o  the  metropoli tan area.  . 

Municipal i t ies  a l s o  have Access t o  t h e  property t a x  f o r  l o c a l  roads. A s  a , 

general  practdce,  we found t h a t ,  because of  t h e  anbunts ava i l ab le  f o r  municipal \ i 
s t a t e  a i d  s t r e e t s ,  a municbpality is able  t o  f inance t h e  tcvtal cos t s  of  improvement I 

of its municipal s t a t e  a id  s t d e e t s  from i ts apportionment of  s t a t e  a i d  funds. 
, 
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The 1967 Legis la ture  imposed a one d o l l a r  per veh ic le  wheebge t a x  on vehic les  
i n  t h e  seven-county metropolitan a r e a  t o  be used by t h e  Metropolitan Transiq Com- 
mission, This y ie lda  about $900,00O'per year. I n  addi t ion ,  t h e  Trarpsit CommLssion 
is  empowered t o  f l o a t  ,revenue bonds. The Trans i t  tommission does not have a pro- 
per ty  t a x  levy, although i t  would be empowered t o  impose a levy i n  t h e  amount of 
t h e  wheelage t a x  i f  t h e  wheelage t a x  were ru led  unconst i tu t ional .  

I 
\ 

V I .  Future Dollar  IJeeds f o r  Eet ropol i ran  Area TransportatPon ( 

'-\ 

We have reviewed t h e  cos t  est imates of fu tu re  t r ahspor ta t ion  construction 
needs i n  t h e  Twin Cities a r e a  and have discussed these  needs with representa t ives  
of the Minnesota Highway h p a r  tment , county bigpway departments , municipal govern- 
ments, t h e  Metropolitan Ti'ansit Commission and t h e  Metropolitan Council. 

\ 

I h x w e  of the  uncer ta in ty  surrounding many oh t h e  es t imates ,  and t h e  o u t r i g h t  
l ack  of es t imates  i n  o the r  cases,  an accura te  assessment of the  needs and the ade- 
quacy of present  ' f inancing l e v e l s  t o  meet these  needs is not poss ib le-  Very rough 
e s t i m a t e s  prepared.by the  J o i n t  Program ( the  cooperative e f f o r t  of the  Metropolitan 
Couneil and t h e  Liinnesota Highway Department) show construction and right-of-way 
Costs and the  major highway network only--freeways, expressways and arterials--on ' 

' the  order of $ 2 ' b i l l i o n  f o  the  year ZOO0 i n  t h e  metropolitan area.  It is not pas- 
s i b l e  a t  t h i s  t i m e  t o  es t imate  the  c a p i t a l  cos t s  of t r a n s i t  i n  the  Twin Cities 
area. Consultants '  s t u d i e s  have j u s t  begun. Mevertheless, informed t r a n s i t  o f f i -  
c i a l s  have indicated  t o  us t h a t  c o s t s  up t o  $1 b i l l i o n  f o r  t r a n s i t  a r e  poss ib le .  

I 
Undoubtedly, t h e  extent'to which t r a n s i t  f a c i l i t i e s  a r e  constructed w i l l  reduce 
o v e r a l l  highway cos t s  somewhat, But i t  appears reasonable t h a t  t o t a l  const ruct ion 
needs of major g r ~ u n d  t ranspor ta t ion  f a c i l i t i e s  i n  t h e  Twin C i t i e s  area  t o  the  year 
2000 w i l l  be w e l l  ~ I I  excess of $2 b i l l i o n .  

Our review i n d i c a t e s  severa l  problems e x i s t  i n  f inancing t ranspor ta t ion  con- 
s t r u c t i o n  i n  t h e  Twin Cf r ies  area.  They include the  following: 

\ \ 

S t a t e  Highway Finance -- Based on c e r t a i n  assumptions, t h e  long-term 
outlook fok meeting s t a t e  highway finance needs i n  the  Twin Ci'ties aTea is 

'much b e t t e r  than t h e  short-term outlook. I f  t h e  current  ennual expenditure 
f o r  both i n t e r s t a t e  and regular,  t runk highways is maintained subs t a n t i a l l y  
c l o s e  t o  t h e  present  l e v e l ,  i t  appeaeg a s  i f  an estimated $1.8 b i l l i o n  i n  

\ construction needs throughout t h e  s t a t e  ($514 mi l l ion  i n  the  metropoli tan area)  

\ 
t o  t h e  year  1986 can be m a t .  

I There a r e  four  assumptions behind t h i ~ ~  conclusion: 

1. The major por t ion  of  the  f e d e r a l  a i d  which is ngw-earmarked f o r  the  
i n t e r s t a t e  system w i l l  be a l located  f o r  o the r  major s t a t e  highways when 
the  i n t e r s t a t e  system is completed about 1975. I f  t h l s  does not  take 
p lace ,  t h e  funds earmarked f o r  non-inters t a t e  highways, now running about 
$20 mi l l ion  a year i n  t h e  metropo-%itan area,  w i l l  not begin t o  be  s u f f i -  
c i en t .  ,' 



2 .  The state highway "needs" f o r  t h e  w i n  C i  t i e s  area, are not  g r e a t e r  
than t h e  amounts estimated by the  S t a t e  Highway Department. This  i s s u e  
may be very real. The S t a t e  Hishway Department has b u i l t  i n t o  the  f u t u r e  
needs fo recas t  f o r  t h e  Twin Cities a r e a  t h e  f a c t  of an t i c ipa ted  increase  
i n  t r a f f i c  volume. However, not b u i l t  i ~ t o  t h e  needs f o r e c a s t  a r e  o the r  
f a c t o r s  which t h e  Twin Cities a rea  i a y  congider t o  be  needs. For example, 
t h e  S t a t e  Highway D e  artment does not  inc lude  t h e  acqu i s i t ion  of excess 
right-of-way f o r  ce 1 t a i n  construct ion o r  e s t h e t i c  purposes. O r ,  f o r  , 
example, tunneling under c e r t a i n  parks may be  regarded as a "need" i n  t h e  
Twin C i t i e s  a r e a  but  not  from t h e  Highway ~ e ~ a r t r n e n t ' s  s tandpoint .  Cer- 
t a i n  parking f a c i l i t i e s  o r  exclusive bus lanes  may a l s o  be  p a r t  of needs. 
A change i n  dete-ination of needs can a f f e c t  cos t  es t imates  s u b s t a n t i a l l y .  

I 

iJe were informed, f o r  example, t h a t  new n a t i o n a l  s a f e t y  standards had the  
e f f e c t  of increas ing o v e r a l l  cons t ruct ion  c o s t s  by 13 per  cent.  

f , 
i 3. Increasing cos t s  of highway const ruct ion  due t o  i n f l a t i o n  w q i l  be  

o f f s e t  by normal growth i n  highway used revenues, This has been the  case 
i n  recent  years ,  bu t  i n f l a t i o n  may rise f a s t e r .  These could b e  o f f s e t  by 
increas ing  he rates on highway user  taxes.  

4 .  Highway qaintenance c o s t s  w i l l  no t  b i t e  i n t o  the  highway const ruct ion  
d o l l a r  t o  any g rea tg r  degree than they do today. This is the  Current 
expecta t ion  of maintenance o f f i c i a l s  i n  the  S t a t e  Highway Department. 

\ 

On a short-term bas t&,  the  prospects  of adequate f inanciqg f o r  hlghways i n  'the 
Twin C i t i e s  a rea  a r e  dim. A s u b s t a n t i a l  por t ion  of t h e  needs i n  the  Twin 
Cities area, about one-half of the  t o t a l ,  is backlog which should be  b u i l t  , 
today, not  a s  l a t e  a s  1986. 

The fo rpu la  f o r  d i s t r i b u t i o n  of funds among t h e  s t a t e  highway ~ o n s t ~ c t i o n  
d i s t r i c t s  has c e r t a i n  de fec t ive  aspects  : 

-" There i b  no way whereby deeds i n  one d i s t r i c t  can be  r a t e d  on a p r i o r i t y  
b a s i s  with needs i n  another d i s t r i c t  , with funds a l loca ted  accordiagly . 
P r i o r i t i y  a r e  set only wi th in  each d i s t r i c t .  

I 

-- About 3,DOI) miles of s t a t e  highways, which shouLd not be  c l a s s i f i e d  as 
state highways because of low t r a f f i c  volume and l imi ted  purpose, hre 
included as p a r t  of the  s t a t e  network fox which needs a r e  determined. 
(Idhen included i n  t h e  s t a t e  highway needs formula they tend t o  i f i f la te  
needs i n  c e r t a i n  d i s t r i c t s  a t  the  expense of o the r s .  

- 

-- I n  some construct ion d i s t r i c t s  major county and municipal highways are 
serving,  i n  e f f e c t ,  as " s t a t e  highwaysu because they a r e  heavy c a r r i e r s  of 
t r a f f f c .  But the  d o l l a r  needs of these  highways cannot be taken i n t o  ' 
considerat ion because they a r e  no t ,  l e g a l l y ,  s t a t e  highways. Thus the  
needs i n  &ese d t s t r i c f s  a r e  less than they should be ,  thereby de f l a t ing  
the  needs i n  these  d i s t r i c t s  and giving a f i n a n c i a l  advantage t o  o t h e r  i 

d i s t r i c t s .  
I 

I 
\ , 



-- Only t r a v e l  on non- in ters ta te  hightrays is counted i n  t h e  determination of 
each d i s t r i c t ' s  projected veh ic le  miles.  This may be  equ i t ab le  u n t i l  the  
i n t e r s t a t e  system is complete, bu t  not af terwards.  I n t e r s t a t e  highways 
handle a g r e a t e r  percentage of veh ic le  miles i n  t h e  metrop.olitan d i s t r i c t s  * 
than o u t s t a t e .  Also, a s i g n i f i c a n t  por t ion  of t h e  v e h i c l e  miles i n  t h e  
metropoli tan a r e a  occurs on major routes  which are rtot s t a t e  highways. / 

These cannat b e  counted as p a r t  of t h e  v e h i c l e  miles i n  t h e  metropol i tan  
area .  / I 

Allocation- formulas should be  judged primari ly on t h e  extent  t o  which t h e i r  
app l i ca t ion  engenders 9 d i s t r i b u t i o n  of funds which w i l l  provide the  g r e a t e s t  
b e n e f i t  t o  t h e  g r e a t e s t  number of people at t h e  l e a s t  poss ib le  cost.  Admit- 

/ 
t ed ly  , t o t a l  b e n e f i t s  ark no t  e a s i l y  and accura te ly  determined, but  every 
at tempt ahould be  mad& t o  expand cost-benefi t  a n a l y s i s  i n  t h e  planning and 
programming process by quantifying t o t a l  expected b e n e f i t s  of a l t e r n a t i v e  cw- 
s t r u c t i o n  expenditures a d  r e l a t i n g  such b e n e f i t s  t o  t h e  r e spec t ive  oos ts  of 
each. / 

> 

Accelerat ion of the  genera l  highway program i n  t h e  Twin Cities a rea  through 
S O W  Supplemental source of funding is no t  now poss ib le .  Some munic ipa l i t i e s  
have obtained s p e c i a l  bonding au thor i ty  t o  a c c e l e r a t e  c e r t a i n  p ro jec t s ,  but  
t h e r e  is a growing re luctance  t o  allow thPs t o  continue on a municipal b a s i s  
because of i ts  e f f e c t  on t h e  cons t ruct ion  schedules elsewhere i n  t h e  area.  
This problem would not &st, though, i f  t h e r e  were a s p e c i a l  bonding program 
f o r  acce le ra t ing  const ruct ion  throughout t h e  area .  

8. County Highway ~ i n a n c e  -- Aighways cur ren t ly  under t h e  j u r i s d i c t i o n  of . 
county highway departments i n  t h e  Twin Cities a r e a  make up a s i g n i f i c a n t  por- 
t i o n  of t h e  major thoroughfares which s e r v i c e  t h e  area .  I f  is difficult t o  

8 a r r i v e  a t  an es t imate  of county highway needs f o r  t h s  fu tu re .  As f a r  as w e  , 
could determine, t h e  Hennepin County Highway Department is the  only department 
i n  t h e  seven-couilty a r e a  which has prepared de ta i l ed  cos t  est imates f q r  the  
fu tu re .  These es t imates  a r e  t h a t  a t o t a l  of $222 mi l l ion  i n  cons t ruct ion  would 
be  needed i n  Hennepin County between 1969 and 1985. Hennepin County has about  
one-half of t h e  population of the  metropolitan area .  I f  w e  were t o  absme  

\ . t h a t  s i m i l a r  cos t  f i g u r e s  would t o t a l  a t  l e a s t  t h a t  much i n  a t h e r  count ies ,  we 
could say t h a t  t h e  t o t a l  county expenditures f o r  highways t o  the  year  1985 
would be i n  t h e  v i c i n i t y  of $444 mi l l ion ,  doqble t h a t  of Hennepin County. 

1 

County highwaya i n  t h e  metropoli tan a rea  a r e  cu r ren t ly  financed b a s i c a l l y  from 
\ two sources--the property tax and the  highway user  fund--with most of t h e  

f inancfng coming from the  property tax. I n  1966, out  of a t o t a l  of about $21 
mi l l ion  i n  county highway expenditures i n  the  metropolgtan a rea ,  only $5.8 
mi l l ion  was financed by highway user  taxes.  

Although county highway departments have not  projec ted  t h e i r  fut t i re  needs and \ 

c o s t s  t o  t h e  ex ten t  and d e t a i l  t h e  Minnesota highway Department has ,  i t  is 
t o t a l l y  u n r e a l i s t i c  t o  expect t h a t  county governments w i l l  wme c lose  t o  meet- /' 

ing  t h e i r  highway const ruct ion  needs under present  funding circumstances. I f  
add i t iona l  s t a t e  highway use r  a i d  is not  made ava i l ab le ,  and i f  needs a r e  t o  bfe 
mef, t h e  only o the r  so lu t ion  w i l l  b e  to -increase property taxes. 

I 



\ 

C. Municipql Highway Fihance -- The state a i d  t o  murifcipahitfes i s  reserved  
f o r  major municipal s t r e e t s  only.  It is intended f o r  both cons t rdc t ton  and 

I 

maintenance. N u n i c i p a l i t f e s  may, supplement t h e i r  cons t ruc t ion  funds wi th  
/ 

\ l o c a l  proper ty  tax revenue. The municipal s tate a i d  roads i n  H i n n e ~ p o l i s  and 

8 
S t .  Paul  a r e  f inanced almost exc lus iv&ly  ou t  of t h e  revenue from s t a t e  &id. 
It would appear t h a t  t h e  p re sen t  l e v e l  o\f state fupdSng f c q  major municipal  

, s t r e e t s  i s  n o t  o u t  of l i n e  wi th  needs. \ 
r 

\ 
1 

D T r a n s i t ,  Finance i- T r a n s i t  cons t ruc t ion  needs i n  t h e  a r e a  have n o t  yet 
been s p e c i f i e d ,  s o  i t  is no t  p o s s i b l e  t o  know t h e  magnitude of d o l l a r s  requi red .  
I n  any event ,  i t  is  u n l i k e l y  t h a t  t h e  wheelage tax, a t  i ts present  r a t e ,  w i l l  
f i nance  much more ihan  a d m i n i s t r a t i v e  c o s t s  of t h e  T r a n s i t  Commission, some 
s u b s i d i e s  of bus ope ta t ions ,  and a l i m i t e d  amount of o t h e r  improvements. 
E i t h e r  another  source  of revenue o r  add i t i ons  t o  t h e  wheelage t a x  w i l l ,  b e  
necessary .  The Tra t l s i t  Commission does have revenue bond au tho r i fy ,  b u t  i t  is 

1 I 

u n r e a l i s t i c  t o  expect  major t r a n s i t  e x p e i d i t v r e s  t o  b e  f inanced  from t h e  f a r e  
box* Such revenues are needed t o  defray ope fa t ion  and maintenance c o s t s .  

, E. P o s t - I n t e r s t a t e  P r o g r w  

The o v e r a l l  d i r e c t i o n  of f inancing t h e  t r a n s p o r t a t i o n  network developed f o r  
t h e  Twin C i t i e d  a r e a  w i l l  be deeply a f f e c t e d  by dec i s ions  made i n  Congress id 1 
t he  next  few years  on what type  of f e d e r a l  program w i l l  be  undertaken following , 
completion of t h e  i n t e r s t a t e  highway program, about 1975. The v a s t  ma jo r i t y  
of funds now expended f o r  highwa s i n  Minnesata ake f o r  t h e  i n t e r s t a t e  pro- Y 
gram. Unless Congress uses  t h e  t a x  reveque now going t o  t he  i n t e r s t a t e  pro- 
gram f o r  o t h e r  purposes,  s u b s t a n t i a l  amounts of d o l l a r s  w i l l  be a v a i l a b l e  a t  
t h a t  time. To g e t  an i d e a  of t h e  magnitude involved,  w e  can th ink  of t h e  
g r e a t  amount of cons t ruc t ion  which has taken p l ace  annual ly i n  Minnesota s i n c e  

\ 

1956 and, how on an annual b a s i s ,  funds t o  cons t ruc t  an equal  amount w i l l  be 
a v a i l a b l e  upon completion of t h e  i n t e r s t a t e  program.( 

\ 

I I n f l u e n t i a l  lobbies  i n  Washifigton, p a r t i c u l a r l y  t h e  American Asqociat ion of 
\ S t a t e  Highway O f f i c i a l s ,  the  National  League of C i t i e s ,  and t h e  Nat iona l  

Assoc ia t ion  o f C o u n t i e s  a l ready  appear i n  b a s i c  agreement on c e r t a i n  genera l  
o u t l i n e s  a s  t o  what p o l i c i e s  Congfess should follow. Running through a l l  
proposahs i s  t h e  es tab l i shment  of some s o r t  of f e d e r a l  a i d  urban network. 
TWVCO should l a y  t h e  foundat ion f o r  t h e  app ropr i a t e  use  of t h e s e  funds i n  
t h e  Twin C i t i e s  a r e a  a f t e r  t h e  completion of t he  i n t e r s t a t e  program. r 

Proposa ls  from t h e  t h r e e  lobby groups and s ta tements  made by Department of 
T ranspor t a t ion  o f f i t i a l s -  appear  t o  i n d i c a t e  t h a t  an  unwarranted d i s t i n c t i o n  

I 

i s  being made i n  urban a reas  be,tween so-cal led s t a t e  primary m u t e s  and o t h e r  I 

major urban highways. According t o  t h i s  thought,  s t a t e  primary rou te s  woufd 
no t  be p a r t  of t h e  f e d e r a l  a i d  urban system and would cont inue t o  be  c h i e f l y  
t h e  r e s p o n s i b i l i t y  of t h e  S t a t e  Highway 'Department. I n  ou r  met ropol i tap  a r e a ,  

I 

i f  t h i s  were t o  be the  case  t h e  v a s t  ma jo r i t y  of ou r  major urban roads could 
be c l a s s i f i e d  a s  p a r t  of t h e  s t a t e  primary system. It deems t o  us t h a t  t he  
app ropr i a t e  procedure t o  fo l low would be t o  e s t a b l i s h  a f e d e r a l  a i d  urban 
system which inqluded a l l  major r o u t e h , i n  a met ropol i tan  a r e a  which approp- - 
r i a t e l y  make up t h e  met ropol i tan  thoroughfare system, r ega rd l e s s  of what 
j u r i s d i c t i o n  i s  r e spons ib l e  f o r  them. I 



+ 
I n f l u e n t i a l  highway lobbies i n  .Washington a r e  laying a fouridation t o  assure  
t h a t ,  however the  pos t - in terqta te  funds a r e  d i s t r i b u t e d ,  they w i l l  go ex- 
c lus ive ly  f o r  highway purposes. Claims of a majpr backlog i n  highway S 

const ruct ion  a r e  being made t o  j u s t i f y  t h i s  preservat ion  of t h e  exclus ive  
u s e  of the  funds f o r  highways. A t  t h e  sane t i m e ,  i t  cannot be ignored 
t h a t  major expenditures f o r  mass t r a n s i t  w i l l  be nqeded i n  many metro- 
p o l i t a n  areas. It f requent ly  i s  claimed ghat a l l  highways a r e  pa id  f o r  
exclus ively  by the  highway use r s ,  but  t h i s  i s  a f a l l acy .  Subs tan t i a l  
proper ty  t ax  d o l l a r s  go i n t o  t h e  bui ld ing of major highways i n  Minnesota. 
The v a s t  majori ty of expend$tures f o r  county highways, f o r  example, come 
from property taxes.  



, I i 
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APPENDIX 
(See Page 9) 

The TRANCO-Council Relationship 
/ 

\ 

One poae ib i l l ty  f o r  tzansportation planning and policymaking would be I 

t o  el iminate TRANCO and place t o t a l  respoaeibi l i ty  d i r ec t l y  in t he  Metropolitsnl 
\ Countilc i 

I \ 
* .  

/ 

We favored the  TRANCO amroach, on the merits ,  f o r  the  following reasons:' 

I-- The job is too big f o r  the  Council t o  handle xa to l ly  by i t s e l f  i n  ad- 
Yditfon t o  i t$ other dutiep, The malor ~ e s p o n s i b l l i t y  of the CounciJ1 is preparation 
of an all-encompassing land use plan, requiring a large mount of s t a f f  input and 

i 

tough) p o l i t i c a l  decisions by the  Council about public and pr ivate  land uses bnd the, 
Way they can be developed. A major pa r t  of t h i s  e f f o r t  w i l l  be the def in i t ion  of 
transportatfon guidelines, wMch can became more spec i f ic  as the years go by. 

\ 
With th4s major assignment, we  cannot enyision t ha t  tbe ~p tmc ik  a l so  

would take on tho multfrude of spec i f i c  highway functions such as we have proposed 
f o r  TRANCO i n  t h i s  report. The Metropolitan Council would get  bog$ed d~ an the 
spec i f ics  of route locat$on que&tions, f o r  example. Furthermore, stme of the  ur- 
gently needed t ~ a n s p o r t a t i o q  questions would not even b e  asked, The Council would 
Pot be expected t o  devote much t i m e ,  f o r  example, t o  the  c r i t t c a l  i s sue  of f u n c t i ~ l  
~ l a d s i f i c a t i o n ~ o f  highway@. \ 

7 

It is conceivable the Metropolitan Council could h i r e  enough e t a f f  person- 
ne l  to  handle the duties,  but t h i s  would ser iously  diminish ef  fecriVe poliicy Con-, 
t r o l  ovei transportation decisiolllr. The d e d s i o n s  would be made more and nore by - 
the  prof easdonlal, s t a f f  , ra ther  than the policy-makers . 

-- The Me~ropol i tan Council, while not being bogged down, w i l l  r e t a i n  con- 
t r o l  over the transportation q l q e n t s  c r i t i c a l  pc, metropolitan develolzment. It w i l l  
approve the  transportation corridors,  t h a t  is, tho general  areas about %mile q d e  
&thin wUch a transportation f a c i l i t y  w i l l  be located. And i t  w i l l  apprave whether 
construction takes place i n  one corridor before another. Thus, the Counuil w i l l  de- 
frde whether freeways ar@ b u i l t  i n  the southwest diagonal corridor,  the  aortbwest 
li@Pml corridor and the Cedar Avenue corridor i n  Minneapolis . If any a re  t o  be 
5uPlt, the C w . t a c i l  w i l l  approve the! p r i o r i t i e s  of construction. But the Council 
d i l l  not, f o r  exmpl t ,  decide the d e t a i l s  of whether the  southwest diagonal g-S over 
rai lroad t r a c h  or i n t o  the side of a hi l l . ,  That detail, too important t o  be left 
3olely t o  @w4in~r@j,  w i l l  be decided by TRANCO. 

\ 

-- The XRA~CO 'approach is being made i n  the context of discussions now under 1 

?ay i n  which three l eve l s  of r eepomib i l i t y  a r e  formally acknowledged: the  M@tro~o- 
Litan Gouncil, the operating agencies and a transportation planning body i n  beyeen.  
%ate  i s  a possibility tha t  a framework placing the  ~ o t m c i l  i n  a very weak posit ion \ J 

?ill be established. One plan undcr in tensive discussion would create  a Oransporta- 
ion planding body with repreientat ivee frsm f i ve  agencies, e q h  wgth one vote. The . 

I 



f i v e  agencies would be the  Council, t he  Minnesota Highway Departmenti, the  Metropo- 
l i t a n  Trans i t  Commission, t h e  Metropolitan Inter-Codnty Council, and t h e  Metropoli- 
tan  Section of t h e  League of ~innesota'~unici~a1ities. The Council would have only 
one vote  in f i v e ,  and could e a s i l y  be outvoted by t h e  others .  Our proposal f o r  
TRANCO appropr ia te ly  p laces  t h e  Council where i t  belongs, i n  o v e r a l l  cont ro l ,  but  
with a body s p e c i f i c a l l y  responsible f o r  t r anspor ta t ion  planning serving under it. 

/ -- There is  a g r e a t  d e a l  bf tension between the g e n e r a l i s t  planners i n  
t h e  Metropolitan Council and t h e  t r anspor ta t ion  planners,  both highways and t r a n s i t .  
Transportat ion planners, supported by powerful p o l i t i c a l  forces  , s t rong ly  r e s i s t  
being subservient  t o  tee g e n e r a l i s t  planners. T W e O  e f f e c t i v e l y  prevents  e i t h e r  

l type of planners from be$ng s u , s e r ~ i e n t  t o  the  o ther .  It w i l l  have a s t a f f  of 
t r anspor ta t ion  planners,  but  i t  w i l l  be  cognizant of t h e  g e n e r a l i s t  planners ' in- 
t e r e s t s  and perspectives.  The powerful p o l i t i c a l  forces  supporting the  transporta-  
t i o n  planners would no t  go along with any u n i l a t e r a l  decis ion  t o  g ive  the  Metro- 
p o l i t a n  Council complete author i ty .  

\ 


