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MAJOR IDEAS . . . . . . .. ‘. . L . .

This 1s not a report on transit 'hardware'. The 'hardware' question is~-as »
the Transit Commission's consultants agree--not the place where the Twin '
Cities area should now take hold of 1its transportation problem.

‘The key question to settle . . . the key thing to build . . . is patronage
for transit. The type, and the quality, of the physical system this area.
will ultimately construct will depend very largely on the size of the ‘mar~
ket' that can be assembled for transit. Put another way: It seems unlikely
that the area will make a really major investment in a transit system with-
out the clear prospect ofcg growing number of patrons.

This means the community. is goiug to have to think asbout how to build the
market for transit.

* With the acquisition of the bus companies, the public now has a major
financial interest in both the transit and auto/highway modes. . Clear—
ly, 1t cannot fund these as two separate systems, competing against
each other and possibly duplicating increasingly expensive services
agd major facilities, for the area's riders.

* Choices . . . policy decisions . . . will have to be made about the
relative proportion of trips to be carried by one mode and by the
other--corridor by corridor and year by year.

. i 4
i : ~

* This means, in turn, that 'some responsible group will need to be
equipped . with the ability to adjust the levels of price and service / )
to influemnce the rider s choice of modes. : o

This is an unfamiliar concept. But it is what is implied*. . « if we are,
as we say, serious about a 'balanced' tramsportation system--and, specific-

-ally-—about tipping the present balance somewhat further in the direction
of transit.

With all this, increases in the use of transit will require improved féci-
lities . . . and this will require more dollars. They can be made avail-
able, by a change in our present policy for the financing of tramsportation.

The most striking single fact about present financing arrangements is the
amount of revenue still coming into the road system from the general reve-
nue (property tax) subsidy provided for its original development. As road
use grew, part of the costs were shifted to users (as they have been, for
example, for airport development).
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But today the road system is getting more general revenue from pro-
perty than it needs . . . while transit--where subsidies are needed
to build patronage--is getting less. Sound public policy calls for
a shift of financing . . . with the auto/highway mode relying rela-
tively more on user sources, and releasing more of its general tax
support for the development of transit.

These changes can come only through a decision-making arrangement
carefully structured to produce really 'balanced' decisionms.

* Plannlng must, clearly, begin with the Metropolitan Council
. . . as the 'general contractor' on the job of urban develop-
ment, responsible for programming transportation improvements
together with sewer and other utility facilities.

A specilalized agency~-a Transportation Board~-not composed of
road or transit professionals should then transform the Coun-
cil's general development plans into specific plans for the
road and transit agencies to implement.

There is no compelling reason to create a second big public
works agency, for the construction of transit facilities, when
one already exists . . . with competence in right of way acqui-
sition, engineering design and construction supervision. The
job of actually building transit as well as highway facilities

should, therefore, so far as possible, be assigned to the State
Highway Department.

The use of transit will not increase, finally, without a drama-

tically new and different approach to the promotion and 'market-

ing' of tramsit service. Customers must be aggressively sought

out. New combinations of rates, routes and fares must be tried.

New vehicle systems must be developed and demonstrated. This :
critically important job of building ridership should be the

mission of the Metropolitan Transit Commission--reorganized

and with its members appointed by the Metropolitan Council.
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SUMMARY OF FINDINGS AND CONCLUSIONS

Critical transportation problems are coming in the Twin Cities metropolitan
area. The growing volume of movement resulting from increases in population,
auto ownership, and trip length will not be eliminated by attempts to rearrange
the pattern of land use and development to reduce the total volume of trips.
Such changes can have only limited impact over any reasonable period of time.
Facilities to accommodate 1ncreased volume must be developed.
~
A. People who do not drive, or do not have an automobile available to them,
face serious problems. The frequency of public transit service, particu-
larly during off-peak hours on most lines, is very low, and the present
routes do not serve many non-drivers and their destinations. Many persons
are required to rely on automobiles, de5p1te a preference for transit.
Others ‘are served by substitute ‘transit’ systems developed by private com-
panies and public agencies.

B. Problems are increasing, too, for the movement of people within such high-
activity centers as downtown Minneapolis, Saint Paul, the University of
Minnesota, and some suburban retail/office centers. The increasing number
of activities located in various, ever-more-distant buildings within these
centers requires more and ever-longer trips for which neither walking nor
driving is feasible. Improved planning and continued development of sky-
ways, plus mini-buses and possible small-vehicle people-movers, present -
good possibilities for resolving problems in the high-activity centers.

S

C. The ma1or transportation problem will be congestion at the peak hours.
Overall, the street/highway network--with some limited improvements plus
additions to accommodate development on the edge of the built-up portions
of the metropolitan area--has capacity sufficient to handle automobile non-
peak movements for a long period of time. But, major improvements and add-

itions to transportation facilities and/or service will be needed to handle
peak-hour movements.

The peak-hour problem develops as people in autos try to move to work and home
again across the network of freeways and arterial streets, resulting in more
and more congestion near the geagraphic midpoints of the metropolitan area.
Because of the way the Twin Cities area is laid out,. people trying to go from
one side of the area to another unhappily have to-pass through or near downtown
Minneapolis, the University of Minnesota, the Midway, or downtown Saint Paul.
This congestion can already be observed at peak hours on all major highways
leading into these centers and--partly because of congestion on these--even on
circumferential routes such as I-494, I-694, and T.H. 100. It is fundamental
to understand that much of the congestion on the highway network around down-
town Minneapolis, .the University, the Midway, and downtown Saint Paul results
from movements across the metropolitan area and would exist even if there were

no_trips to these centers. Congestion is, of course, compounded by the trips
to these centers on the same routes.
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rather than transit for peak-hour trips. Public policies that work with the

Construction of additional parallel or diagonal freeways to relieve the growing
congestion during peak hours is not feasible. The demands on space for many
6-12 lane freeways, the consequent relocation of thousands of people, and the

~damage to the environment and to existing communities are excessive. Public

resistance to additional freeways through the built-up areas can be expected
to remain high. Freeways constructed for capacity use only 20 peak hours per
week and for automobiles carrying an average of 1.3 persons are extremely
costly and 1nefficient

Future transportatzon demands must be met by programs that provide more effi-
eitent use of both right-of-way and vehicles. This requires reducing reliance
on the automobile, increasing the average number of persons per car used, and
inereasing the number of persons moving through concentrated areas on some
multiple-passenger vehicle or facility.

The inefficient utilization of the highway factilities results partlg because

the direct costs of automobile transportation which are apparent to the driver
do not reflect the full costs. Auto user fees do not pay the full cost of

recad constructipon and maintenance . . . a substantial part is paid from property
taxes. General taxes likewise pay most of the cost of traffic regulation and
enforcement of traffic laws. Other costs such as air and noise pollution are
shifted to those living adjacent to roads . . . or to the environment itself.

The test for transit is to attract an increased proportion of travelers. The
construction of a new transit system will not by itself attract riders. We

should not expect large numbers of people to leave the comfort and convenience
of their private autos without significant new incentives to do so. The high

-cost of transit proposals made for the metro politah area is not matched by any

assurance that they will attract enough riders to substantiallx reduce reliance
on the auto during;peak hours and thereby av01d the duplicate, costly invest—
ment in additional freeways.

Increasing the proportion of total trips carried by transit requires a shift
avay from public policies which presently influence individuals to use autos

n

relative attractiveness of service and price of both highways and transit are

‘essential if the area is to fulfill the cormitment to a "balanced transporta-—

tion system”". This is now being done -- what we are proposing is not a radical
departure. First steps in this direction are now being taken. They must be

" extended.

i

The development of policies which can give the metropolitan area a "balanced -
transportation system" requires: :
A. An improved organization which can integrate the planning for automobiles
and transit and make policy decisions. Transportation planning has
evolyed at least half way from none before 1962 to the Joint Program and
the current Transportation Planning Program (TPP). Much of the planning
respon81bility, however, continues to be divided. Road planning and tran-
sit planning are performed by four different organizations and partly by
- them with the Metropolitan Council in the TPP. In the past several years
there have been many studies, but no decisions about the basic direction
for transit and/or highways. The problem is that the Management Com-—
mittee of the TPP is not yet structured to make these decisions.




IX.

Adequate financial resources to develop required facilities and to operate
transit at a high level of service. TFunds are needed for both tramsit and
highways. Transit requires funds for immediate operating deficits and
substantial improvements in facilities and service, while highways need
funds for their maintenance, rebuilding, improvement and new development
on the periphery of the area. The source of funds for-the two modes are,

' however, badly arranged. ‘Tranmsit is expected to rely on user charges

even though it cannot support itself, while the auto, which can, is still
substantially supported by general property taxes. This mixture of user
charges and general revenues needs to be reversed.

An ability to influence individual decisions in the use of both highways
and transit in a way that reduces reZia@ce on the automobile during peak
hours. The factors that do--or could--influence the traveler's decision
are not presently operated as part of a public policy to balance use of
the system. Farebox charges, parking fees, gas taxes, wheelage taxes,
auto license fees and tolls are employed--if at all--only for limited
revenue-raising purposes. These and others such as limitations on access
and spreading out the peak hour need to be explored and included as part
of the overall tramsportation plan and policies directed to use of facili-
ties and service.

Reasonable decisions about what transit factlities to develop ean only follow
when the metropolitan area has the ability to organize, finance and manage its
transportation as an integrated system. Only then can we answer the question
of what kind of transit system and what kind of vehicle to select for any new
major transit development. In this decision it is important that the area
choose a system and vehicle which maximizes:

A.

B.

Use of existing investment in right-of-way and equipment.

Service for non-drivers.

Service for\present highway/auto users during the peak hours which will

aid in attracting them to transit. This requires a system and vehicles
which: : :

1) Can move at high speeds.

2) Provide direct, non-stop, origin-to-destination movement for most
trips.

3) Require no transfers between vehicles for most trips or, at minimum,
a fast, adequate interface between vehicles. '

4) Provide personal security and comfort to the user.

5) Offer all-weather vehicles and facilities.

s

6) Can be attractively designed into the communities in which development
occurs. . ‘

7) Contribute to a reduction in air and noise pollution in the hetropoli—f
tan area. ’
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It is possible that a vastly improved, properly operated bus system might be
adequate for this area if the bus can be ‘separated from the automobile conges-

tion. Or, it is possible that a new type of tramsit system might be dgvelogeg
with the flexibility of a bus system but be more competitive with ti the auto.

This so-called new~technology system is not presently available. Hawever,
demonstrations of new technologies are now ready to be made which offer possi-
bilities for the area. By contrast, the use of two vehicles—-one on exclusive
trunkline right-of-way and another used to collect or distribute people at
either end--does not appear to offer the attractive service which a 31qgle~
vehicle. no-transfer system would provide. , -

s

A system built around fixed-rail lines, for example, will require an exten-
sive network of buses to collect passengers near their homes and to distribute
a large portion of them to their jobs. Consequently at least one, and for many
two, transfers would be necessary simply because of the change in vehicle. A

. few miles of fixed rail would directly serve and be highly attractive to only

X.

a limited number of people given the low density of residential development and
employment. As a result, it is very doubtful whether a costly fixed-rail svs-

tem would make any significant contribution to alleviating transportation prob
lems in the metropolitan area. \

/

The timing of the decisions for developing a balanced tramsportation system in
the metropolitan area is critical. Decisions about financing transit, and about
an adequate organization for planning and policy-making, are urgently needed
first. Although the area must also begin now to explore the specific questions
of "what facilities to build" and "how to manage transit and highway use", these

decisions cannot properly be made until the area has agreed upon the basic poli-
cies and plans.

%

-
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. RECOMMENDATIONS

I. The Legislature should reduce the amount of general real estate taxes used for
roads and streets in the metropolitan area by placing greater responsibili?y
for the cost of private auto transportation on the users and making a portion
of the general revenues available for public tramsit facilities.

Specifically, the 1971 Legislature should:

A. Reduce the county road and bridge levies on property in the metropolitan
area, and limit them.

B. Grant the Metropolitan Council authority to establish a transit financing
district within the area reasonably benefited by tramsit, aund authority
_ to levy on property within this district a graduated, limited amount to
finance transit development and operation.

C. Authorize a transit bonding program (see below).

D. Enact supplementary areawide wheelage charges or other user fees as a
source of revenue for county highways to replace the revenue previously

collected from road and bridge levies, and transfer the $1.00 wheelage
tax to roads.

II. The Legislature should fix responsibility on the Metropolitan Council (MC) to
make and carry out essential transportation decisions, and should create—-
subordinate to the MC--a Transportation Board (TB).

Specifically, the 1971 Legislature should:

A. Transfer to and vest in the TB, by statute, the transportation planning
responsibilities now exercised through the contractual Transportation
Planning Program and its Management Committee, which is made up of rep-
resentatives of the Metropolitam Council, the Metropolitan Transit Com-

mission, the Minnesota Highway Department, the seven counties, and muni-
cipalities.

B. Require the TB to propose, for approval by the MC--by a date and within

guidelines set by the MC--specific alternatives and their recommendations
for:

1. The proportion of trips to be provided for by transit and
highways in specific areas or corridors—-particularly the
proportion of peak-hour trips.

2. Location and timing of development of major road and transit
facilities.

3. Early designation, reservation and acquisition of rights-of-

way needed for highways and transit that are, or will become,
available.
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Annual and five-year capital improvementnprograms.

New arrangements for local government and citizen partici-
pation in deciding the location and design of transportation}
facilities.

Improved utilization of auto/highway and transit facilities,
equipment and personnel.

The spacing and timing of the development of access to
recommended new or improved limited-access freeways on the
fringe of the metropolitan area.

C. Direct the MC, with the assistance of the TB, to propose to the 1973
session of the Legislature recommendations for:

1.

Powers which may be needed to manage improved utilization of
transportation facilities, such as:

Charges for the use of facilities during peak hours.
Charges for parking during peak hours.

Controls over access to arterial roads and highways.
Ways of spreading out the peak-hour movement.

¥ % % %

’

Transfer of responsibility for specific roads among jurisdic-

tions in accordance with their functions.
Creation of .an integrated transportation fund for the metro-
politan area to permit use of available monies where most
needed and provisions for additional sources of financing
for both highways and transit, such as:
* Assessments on benefited property.
* Recovery of part of the increase in property values
resulting from transportation facility development.
* Assessments on various commercial and other orgamiza-
tions which benefit from transportation development
based on the number of employees and/or customers.

D. Structure the .TB:

1.

To consist of seven to nine citizen membefs, one from each
of every two Council districts, who have a metropolitan view
and a familiarity with and interest in transportation. They

should not represent agencies, builders, suppliers or trans-~
portation interests.

With members to be selected by the Chairman of the MC with
the approval of the MC, and with the chairman designated by
the Chairman of the MC.

With members serving part-time, and paid a per diem for their
services.
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E. Grant the MC power to issue bonds for transit capital improvements,
within specified limits, to permit prompt development of transit
facilities recommended by the TB. :

F. Make available funds to the MC and to the TB for transportation
planning from the metropolitan portion of the required 1% of
federal highway construction funds plus a limited portion of

previously recommended wheelage charges and transit financing
district revenues.

III. The Legislature should reconstruct the Metropolitan Transit Commission (MTC)
to become an enterprise-oriented transit management agency under the MC, with
significantly broadened responsibilities to promote peak-hour transit utili-
zation and expand service for the non-driving population.

Specifically, the 1971 Legislature should:
A. Direct the MTC to propose a plan to the MC to include:
1. Utilization of manpower and facilities.
2. Improvemenf of services: routes and frequency.
3. Coordlnation of all tran51t services, including both:
I ‘ * Services provided or’ contracted for by public agencies
* Services provided by privately owned operators licensed

by publip agencies.

4. Demonstration of new systems of transit -~ subject to review
by the.TB.

B. Continue the powers of the MIC as the manager of the public transit
system to: . o

1. Set its own operating and capital budgets, subject to approval
by the MC.

2. Contract for maﬁegemenf of transit operatioms.
3. Employ necessary personnel and make employment agreements.

4. Purchase equipment.

5. Set schedules and levels of service within guidelines recom-
_ mended by the TB and approved by the MC.

6. Provide public information service and proﬁdte transit use.

7. Conduct research and experiments with new routes, fares and
new technology--subject to review by the TB.

C. Alter the wmembership of the MTC to consist of five,citizens appointed
by the Chairman of the MC with the approval of the MC.
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IV. The Legislature should adthorizé~the Minnesota Highway Department,,as origin~

ally provided in the 1967 transit commission statute, to provide service for

the physical development of facilities for both highways and transit.

Specifically, Ehe 1971 Legislature should:

i o
A. Direct the MC, in its development of transit--to the extent possible——
to utilize the services of the Highway Department for: B B
1., Right-of-way acquisit1on.
2. Engineering and design.

3. Contract-letting and construction supervision. ' h ; ,
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DISCUSSION OF RECOMMENDATIONS

Transit Financing !

Why must additional funde be made avatlable for transit‘by the Legislature?

Adequate financing of transit is needed now simply to permit continuation of the
- only significant transportation service available to people without cars. In addi-
tion, transit offers considerable opportunities for an efficient solution to peak~ °
hour movement problems in the future. However, if this alternative is to be serious-

ly considered, the area must first maintain the present transit base and patronage -
and make improvements to it. '

The present sources of revenue for transit, including farebox collections and
the $1.00 wheelage tax, will be inadequate to even maintain the present transit ser-
vice during the next two years. Presently, it is anticipated that farebox revenue
will fall short of the operating costs by $3,160,480 within the next two years and

shortages will continue to mount in the following years--unless efforts are success-
ful to increase- patronage. '

 The service improvements transit will require if it is to attract more riders
also lack adequate funding. The wheelage tax, which is presently being challenged
in the courts, collected $1,100,281 in FY 1970. These funds are largely committed to
matching the federal two-thirds contribution for the purchase of new buses as part of
the improvement program and the acquisition of Twin City Lines. If the wheelage tax
cannot be used for transit purposes, the MIC is authorized to levy an amount equal to
the number of motor vehicles in the area on the assessed value of the metropolitan -
area. This amount would be approximately $200,000 less than the wheelage tax pre~
gently collects and would greatly limit the ability of the MIC to fund even the local
- portion of the bus improvement program, which is only a part of the total program.

How should the Legislature providé funds for transit?

I. We recommend the Legislature reduce the amount of pgeneral real estate
taxes used for roads and streets in the metropolitan area by placing
greater responsibility for cost of private auto transportation om the

users and mgking a portion of the general revenues available for pub-
lic transit facilities.

Our recommendation consists of three parts: A reduction in the property tax
levies used for roads and streets; use of a portion of the reduced levy for tranmsit
within the area reasonably benefited by tramsit; and a shift from property taxes to
user taxes to finance arterial street construction previously financed from property
taxes. ‘

4 i

The shift in the method of financing highways and transit we recommend antici-
pates partial funding of both highways and transit from user charges and property
taxes. For example, some of the improvements for bus transit are entitled to funds
from the highway user fund, which is also a source of funding for local arterial
streets. We would expect that this will continue in the future and that funds from
this sizable source will be made available to both. Similarly, our recommendation
does not contemplate that the full cost of services provided for the automobile from
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local budgets be financed by user charges in the near future., Rather, we are recom~
mending that a small portion of the substantial local support for highways be shifted
from charges on property to the user and that a portion of the gemeral revenues be
made available for public transit. :

Why should the real estate taxece for roads and streets be reduced?

Aﬁto/highway transportation has increasingly demonstrated its ability to gener-~
ate needed funds from its users. The development and improvement of roads and
streets before the automobile were the responsibility of local units of govermment,
which levied property taxes to collect revenues for their improvement. With the ad-
vent of the automobile, this "infant industry" was further assisted by state-wide
support from property tax charges. Im 1912, a constitutional amendment was passed o
which authorized the Legislature to levy up to one mill to be placed in the state
road and bridge fund to assist counties in the development of the increasingly ne-
cessary improved road network. This was followed in 1920 by another constitutional
amendment which first authorized the levying of a personal property charge on auto-
mobiles for highway purposes. Later, in 1926, the gas tax was established--the tax
which has provided the major revenue for highway'construction and maintenance in
the state and a portion of the. funds>for local and county roads, streets and highways.

Increasingly, the combination of user taxes including license fees and gas taxes
have become the primary funding sourceﬁfor highway development in the state. Reve-
nues paid by highway users to the state in 1969 totaled $183,846,000, while an addi-
tional $96,578,000 was collected from users for the federal highway fund. These
funds have been growing at a rate of approximately 4%% to 5%% per year, at rates
which have remained largely unchanged for the past four years. Assuming 45% of the
total highway user taxes in Minnesota were collected from users within the metropoli—
tan area, a total of $126,188,800 was collected in 1969 in the seven-county metro- 3
politan area. These funds have generated revenues sufficient to fund the complete
state trunk highway and interstate network, plus a portion of the’ construction and
maintenance costs on some county and municipal arterial roads.

Even with the substantial revenue-raising capability of auto user charges, how-

. ever, a substantial portion of the total county and municipal network of roads and

streets continues to be funded from local general revenues largely collected from
levies on property. In 1969, for example the seven. counties in the metropolitan
area collected $16,330,275 from property--or 72% of the amount that was spent on
county roads and bridges, many of which largely function as major arteries in the
street/highway network of the area. In addition, municipalities in the area in 1968
funded a total of $27,796,533 or 73% of their total street/highway budgets from lo-
cally raised revenue. These figures do not reflect the additional services provided

‘to auto users from local revenues including trafflc law enforcement, traffic direc-

tion,\safety and emergency services.

In contrast to the 26% of the local street/highway construction and maintenance
provided from general real estate taxes, transit today receives no support. In
light of the substantial needs for transit and the contribution it can make toward -
alleviating long-range transportation problems, and the significant revenue-raising
capability of auto user charges, we recommend the Legislature begin to reverse the -
mixture of user charges and general revenues by reducing the general real estate o
taxes made available for roads and streets by increasing the responsibility for
private auto transportation on the users and msking a portion of general revenue$s

available for public tramsit.
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Why not fund transit largely from highway trust funds? .

Many have advocated that highway user funds be used to support transit. A
very small portion of these funds can be used under the Federal Highway Act for
some types of essentially capital improvement to bus transit. Indirectly, they
are also used to develop and maintain the street/highway network on which bus
transit operates, These funds, however, cannot be used to meet operating deficits
and under present federal policies and the state view are not available for any

non—roadway transit improvements or for any capital improvements separate from the
street/highway network.

The use of highway user funds to finance transit is very appealing. It recog~
nizes the fact that transit--to the extent it provides a service that removes a
number of autos from the highways--reduces the capital requirements for additional
highways. However, the use of these funds is limited by the present constitutional
provisions in Minnesota, which limit the use of highway user taxes exclusively to
highway purposes. {

N While it would be desirable to broaden the use of highway funds for transport-
ation purposes to assure that the type of facilities and service is developed that
is needed and agreed upon in the metropolitan area, it is likely that this change
will take a considerable amount of time to accomplish, and, evem after it is done,
the fund may not provide any substantial revenue beyond what is needed for highways.
These highway needs includé continued maintenance and the rebuilding of the present
street/highway network, plus limited improvements and new construction on routes on
the periphery of the metropclitan area as well as the rest of the state. We believe
this issue and the related subject of an integrated transportation fund should be

‘reviewed by the MetrOpolitan Council with the understanding it develop recommenda-~
tions for the 1973 session. .

What other sources of funds were considered to fund transit apart from highway
funds? ‘

Farebox charges -- Increasing the transit fares from the present 30¢ to some
higher amount was considered as a poss*blllty for increasing revenues to support
the operating costs and provide revenue for improvements to transit. However,
increases in bus fares is self-defeating and inadequate. Although the tramsit
network in 1970 collected $13,857,095 from 50.2 million riders, experience in the
past indicates that a 107 increase in the fare will almost automatically result in
a 3% decrease in ridership. As a result, fare increases can be expected to do no-
thing more than barely provide income sufficient to operate the transit system for
& decreasing number of riders. They cannot be expected to provide the income ne-
cessary to make the substantial improvements needed for transit -- even sufficient
revenue to retire bonds. It is possible, however, that if measures are taken to
increase ridership, farebox revenue might be sufficient to at least meet the oper-~ .
ating costs. In order to reach this position, however, funds will be needed simply
to make improvements required in order to attract--or even retain-~ridership.




Assessments and tax-increment financing -- The direct assessment against bene-
fited property for transit development or assignm nt of property taxes from the
increases in tax base resulting from transit development are two methods which
have some potential for funding transit capital improvements and should be consid-
eréed for longer-term capital programs. The major limitation at the present time,
however, is that they are not reasonable methods for collecting the short-term ‘
funds needed for immediate equipment and service improvements or to fund antici~-
pated operating deficits. They should be largely limited to permanent capital
improvements which will affect the value of land and buildings adjoining them--
values which can be measured for the purpose of establishing assessment districts
or in determining areas where increases in the value of property are directly
attributable to the capital improvements.

i
/
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There has béen considerable discussion about uéing ‘these financing methods for
major transit capital improvements. In Chicago, for example, the downtown area is
essentially constituted as a special assessment district for the purpose of under-
writing the capital cost of a major subway program within that area. Likewise,

the special assessments method was used to finance a large portion of . the cost of
' the Nicollet Mall.

Tax-increment financing, which is authorized for urban renewal programs, is
another method of capital financing. Under this arrangement, increased taxes re-
sulting from the particular improvement--transit, ‘highways, or urban renewal--are -
set aside to be placed in a special fund to retire bonds used for financing the
improvement. Many issues must yet be resolved and much work needs to be done
before it will be possible to use tax-increment financ1ng for transit improvement
programs. Foxr example, some questions which need to be answered include:. What |
effect will setting aside a portion of the increase in taxes resulting from trans-
_ portation improvements have on the financing of schcols and local governments

which partly depend on these increases as part of their estimates of increased
income? Should tax-increment financing be applied only to tramsit or should it
also include highways? How much of development and the increase in value is attri-
butable to transportation improvements, and how is this measured?

0

-General revenue funds--income and sales taxes ~- These substantial sources of
taxes were considered as possible general revenue sources for transit financing.
However, these sources have become increasingly the major means of financing gen-
eral government services at the state and national level and will be heavily used
to fund many services such as education, welfare; recreation, and others which
cannot reasonably rely on user charges for their support. . ’

General revenue funds--property taxes -- The property tax today is the prima“y
source -of funds for local units of government including a substantial portion of
the construction and waintenance of streets and highways. Transportation, as be~
tween other local governmental services, provides a more direct service to pro-
perty owners than many others--in making pos51ble access from one location to ano-
ther. Employers, for example, require transportation facilitles——either streets
or transit--to enable employees to reach their plant. Similarly," tesidents who
pay property taxes need transportation facilities to make their numerous trips.

As between other general revenue sources, therefore, property taxes appear to be

a reasonable source of funds for tramsportation facilities. However, the substan-
tial reliance on the property tax to fund all types of local governmental services
has resulted in a substantial reliance on this tax to the point that it is-ques—~
tionable whether additional ‘funds can reasonably be collected from it. In light

of this condition, the portion of the property tax used for transportation purposes
cannot be reasonably increased. However, if the present use of property

N
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taxes for street and highway purposes was reduced, it would then be possible and.
reasonable to make available this portion for transit.

What does our recommendatton prvpose for the funding of transit and hzghways’
We recommend the 1971 Legislature take the folleing four steps:

I - A. Reduce the countz road and bridge 1evie5'on property in the
metr;polltan area, and 11m1t them., ;

- The county road and bridge levies presently constitute only a part of the total
local governmental expenditures for street and highway purposes?\ These roads pre-
sently function as many of the major arterlal roads serving to connect local resi-
dential streets with the highways and freeways. In some cases, they are even built
to freeway standards and are indistinguishable from the roads constructed by the
Highway Départment. Currently, the mill levies which are author1zed and levied
vary considerably between the counties, as follows:

Countz Levy Authorized 1970 Mill Levy
. Anoka R 25 : 15.94
Carver ‘ 35 . 29.74
Dakota 25 / 17.93
Hennepin . ‘ 10 ‘ 13.35%
Ramsey i ) 10 ©6.21
Scott 35 31.96

Washington , 25 19,30

% Hennepin County mill levy is for the
public works budget.

One possibility in the‘initial reduction of road and bridge levies would be to
reduce these levies by 6 mills, the present minimum mill levy. As the mill levies
of counties for road and bridge funds are reduced, they should also be limited by .

a comparable amount to avoid the possibility of subsequent increases which would be
possible without such limits.

|
I - B. Grant the Metropolitan Council authority to establish a transit
financing district within the area reasonably benefited by transit,
and authority to levy on property within this district a graduated,
limited smount to finance transit development and operation.

Our recommendation would limit the authority to levy property taxes for tramsit
purposes——either to meet operating costs or for improvement--to property which could
be redsonably served or benefited by transit. This would mean that the presently
unsettled, largely rural areas around the periphery of the seven counties which
would not receive any tramsit service would not be required to contribute to its
~ support. We suggest that the Metropolltan Council be given the authority to estab-
~lish this district and the authority to'levy on property within it a graduated,
limited amount to finance transit development and operaticn. The Metropolitan
Council, after appropriate study and consultation with the MIC, can best determine
what the service area for tramsit is likely to be, and the areas which will reason-
ably benefit from this service. The degree of service provided within the transit
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district could also be recognized by employing varying rates of taxation to property
receiving varying levels of service. -

The taxes authorized within the transit district should be set by statute and -
limited to no more than the reductions in county road anq bridge levies. This would
assure that the transportation burden on the property tax dollar does not increase.

If the road and bridge levies were reduced by 6 mills, in 1970 there would have
been a reduction of $8,452,538 in property taxes in the metropolitan area. Even if
‘the transit financing district vere smaller than the total seven-county area and the

mill levy were only 4 mills, approximately $5 million would have been made available
for transit in 1970.

I - C. The Legislature should grant the Metropolitan Council power to
issue bonds for transit capital improvemepts, within specified
limits,,to_permitApromptggevelopment of transit facilities
recommended by the Tradsportation Board.

The MTC presently has authority to issue long~term revenue bonds and to use in-
come from farebox receipts and the wheelage tax to retire them. The bonding author-
ity of the MIC, therefore, is limited by the amount of operating revenue which can
be committed for the retirement of bonds. This limitation could place substantial

_constraint on the improvement of the bus system if new sources of revenue are not
provided and the wheelage tax is used to meet operating losses expected in the next
few years or if the wheelaoe tax cannot be used for transit. The MIC does not have
autho;ity to issue lower-interest general obligation bonds.

The short-term (5 year) capital improvement program of the MTC contemplates re-
newal of the bus fleet and other improvements to bus mass transit plus payment for
the acquisition of Twin City Lines. The total cost of these is estimated to be $36
million, with two thirds of the total anticipated to come from federal funds and the
remaining one third from local funds. The Urban Mass Transit Administration has
reserved $2,723,800 in 1971 and a total of $9,723,800 in the first application for
federal funds. The MTC has borrowed $6 million in ‘two-year certificates of indebt-’
edness to provide short-term local capital funds for the first two years of 1mprove*
ments. These have been underwritten with a pledge of 85% of the receipts from the
vheelage tax. Eventually the MTC plans to finance the entire program with longer-
term bonds. The income from the $1,00 wheelage tax would be sufficient to fund re-
tirement of bonds for this program. However, the expected operating deficits make

it appear there will not be sufficient funds to service even long-term bonds if
these .funds must be used to meet operating expenses

Our recommendation would authorize use of lower-interest general obligation .

bonds. These bonds would have the full faith and credit of the tax base of either
the metropolitan area or that of the proposed transit taxing district pledged behind
them. This would permit the issuance of lower-interest bonds with a resulting lower
total cost for capital improvements. We recommend the Legislature set the amount of
bonds which may be issued within limits that will permit prompt development of tran~
sit facilities recommended by the Transportation Board (see recommendation II).
These limits should initially be set to provide at least funds sufficient to sub- |
stantially improve the existing bus system and possibly, if needed, the local onme-
third share of a new technology demonstration. Repayment of the bonds should come
from any excess income of the MTC, from new sources such ds assessments, or if ne-
cessary from a debt service levy on property. In later years, following recommend-
ations and approval by the Transportation Board and the Metropolitan Council,
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r’additional bonding authorization may be needed to provide funds for a substantial

addition to the bus system and/or development of new rapid transit systems. Con-
siderable effort will be needed, particularly at this time, to develop other reve~-
nue sources to provide funds for debt service. ‘

A

I - D. . The Legislature should enact supplementary areawide wheelage
" charges or other user fees as a source of revenue for county.
highways to partially replace the revenue previously collected
from road and bridge levies, and, if this is done, transfer
the $1.00 wheelage tax to_roads.’

,Our recommendation looks 'toward development of areawide wheelage charges or
other user fees as the major source of local funding for .county roads and highways.
Present and even increased state afd from the state highway user fund should con-
tinue, and might provide a portion of the replacement. Any remaining local funds
needed for these arterial highways should be collected from road users instead of
general real estate taxes. The wheelage tax was selected since it can be limited
in its collection to a specific area such as the seven counties. In addition, this
1s one form of user charge which has not yet beenlheav;ly/used. ‘

Wheelage charges are used extensively elsewhere im major cities and counties
for revenue purposes. In the event that transit is granted major sources of fund-
ing, then the present $1.00 wheelage tax could be transferred to roads and made a’
part of the supplementary areawide wheelage charges.. Counties, under our recommend-
ation, would not receive less support for their highway network than they presently
receive. Instead, our recommendation would simply shift the source of funding from
real estate taxes to road user wheelage charges.

Transportation Planning and Decision-Making

. Why fiz responsibility in the Metropolitam Council to make and earry out essential:

transportation decisions?

The present arrangement for transportation planning and particularly for the \
making of major decisions 1s not working. The fragmented planning, plus the direct )
expression of individual builders and of highway and transit interests, has resulted

in an organizational airangement in which major decisions will be extremely diffi-
cult to make. °

The general governmental organization for the metropolitan area—-the Metropoli-
tan Council--is the only body which can make the necessary decisions and at the
same time weigh and balance the importance of transportation facilities against
other major public services and requirements for’ the metropolitan area. Presently,

planning for the transit system appears to compete with highways and vice versa, as

the specialized building interests each attemptsto attract trips or riders from
within the same corridor. Unless the area can make the difficult choices and fol-
low through with its major decisions, it is quite possible that we will see attempis

to essentially duplicate the investment in transit and highways to accommodate the
same number of trips.

—

There is a significant indication that the transportation agencies, particularly
the Minnesota Highway Department and the Metropolitan Transit Commission, are wait-
ing for direction from a metropolitan tramsportation plan. The Highway Department,

AN
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according to the Highway Commissioner, would welcome direction from the Metropolitan
Council on the difficult decisions about what highways should be built and where
they should be generally located. It also appears that similar direction would be
welcomed by the MIC. What is needed now is to place positive responsibility in the
Council,which can then get on with beginning to make some of the decisions which are
needed -- decisions which can provide direction to the major building organizations.

Who should ‘perform the transportatzon planning Job? )
o IT - A. We recommend that the 1971 Legislature create--subordinate to the \
Metropolitan Council--a Transportation Board (TB) which is granted
the transportation planning reSponsibillties nov. exercised through :
5 the contractual Transportation Planning Program and its Manggggggg \
Commigtee. ) .o
- The present organization responsible for comprehensive long~range metropolitan
transportation planning is the Transportation Planning Program. The key decision-
making body within this program is the Management Committee, made up of the Chairman
of the Metropolitan Council, the Chairman of the Metropolitan Transit Commission,
tthe Minnesota Highway Commissioner, a representative of the seven counties, and a
representative of the municipalities. This body presently-adopts the yearly plan-
ning program which spells out what activities will be undertaken in transportation
planning. It also acts, with the assistance of two advisory groups--the Technical
Advisory Committee ‘and the Policy Advisory Committee--to recommend major policies
for the Transportation Section of the Metropolitau Deve10pment Guide.

The makeup of the Management Committee poses substantial difficulties\in the
maklng of tough choices between transit and highways within particular corridorS-
For example, if a transportation policy for handling of peak-hour movements suggests
that transit be the preferred means of travel, the present organization, which is
made up of essentially three highway planning and buflding organizations: and one of

ytransit finds it extremely difficult to discuss such a policy without determining
the extent to which such a policy would jeopardize their plans and future programs.
The explicit representation of highway and transit interests in the body which re-

commends major transportation policies greatly reduces the possibilities of achiev—
ing balanced transportation decisions.

1

Why create a board under the Metropolitan Council 4ust for transportation“planning?

One alternative for developing a transportation plannlng organization would be
to vest this responsibillty directly in the Metropolitan Council. However, ‘although
the planning staff can continue to come directly from the Council, we concluded that
the considerable amount of work which urgently remains to be done in transportation
planning, and the many alternatives which must be considered, would place consider-
able demands on the Council, which has ‘many other responsibilities beyond tramsport-
ation. It is also desirable that a separate board function to direct this substan-
tial planning program and be encouraged to develop, consider and alr various alter-:
native approaches to handling identified transportation problems. Under our recom—
mendation, the Council would still make the major decisions but would be presented.
with possibilities and recommendations worked out by its planning board. In addi-
tion, the Council can and should provide guidance to the transportation planning
function from policies it adOpts as part of 1ts overall Metropolitan Development
Guide. We would anticipate that ‘transportation planning and decision-making will
evolve as a two-way process, with major development policies adopted by the Council

. ' 7
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providing direction to the TB, and with transportation policies developed by the TB
flowing into the Council for their adoption as part of the Development Guide for the
region, ‘ :

Establishment of a separate board under the Council for transportation planning
and policy development is consistent with the Council's approach of setting up sepa~
rate boards -in specific areas largely for planmning purposes. The Health Board and
the Criminal Justice Advisory Council were established during the past two years,
not to operate programs but to plan and advise the Council in these areas. Our re-
commendation that the Legislature establish the Transportation Board recognizes the
urgency of getting this board set up and would simply expedite this and provide some
direction to the issues that need to be resolved. -

\
Why not place transportation plamning responsibility in the Metropolitan Transit
Commisston under the Council?

Transportation planning--if it is to be comprehensive and balanced--must include
both transit and highways. Since the area has an organization to operate and pro-
mote the needs of transit, it would be inappropriate to assign it this overall plan-
ning responsibility, since it does not build and operate highways. Although we re-
commend the MIC be placed under the Council (see recommendation III), it would be
difficult to assign it the overall planning job as there could be no more assurance

that plans would be ob>j~ctive and baladced from a transit agency than the highway
department. ‘

What magjor issues should the Tramsportation Board be looking at and attempting to
regolve in recommendations during the next few years?

Specific issues in transportation planning and critical decisions which need to

be made have been identified. What is needed now are some recommendations and deci-
sions on a number of basic issues. ' ’

IT -~ B. We recommend the Transportation Board propose, for approval by

the Metropolitan Council--by a date and within guidelines set by
the Council--gspecific alternatives and recommendations for basic
issues in the transportation of people in the metropolitan area.

N

Our recommendation that the TB propose specific alternatives and their recommend-
ations by a date and within guidelines set by the Metropolitan Council should begin
to set some deadlines for the key decisions needed for transportation development in
the metropolitan area. Although considerable additional planning remains to be done,
it is essential that deadlines be' established in the formulation of recommendations
in a number of issues -- otherwise, we will probably see simply more studies in the

effort to gain more time to avoid these major policy questions.

Specific issues which need to be resolved and on which recommendations should be
made by the TB include:

II ~B - 1. The proportion of trips to be provided by transit and highways

in specific areas or corridors--particularly the proportion of
peak-hour trips.

The major building decisions and determinations about how the transportation
system will operate can be made only when decisions have been made about essentially
how these trips. should be handled. These decisions are most important, as they relate
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to the proportion of peak-hour trips moving in specific areas or corridors. These !
corridors have already been generally defined in earlier studies aqd various high-
way and transit alternatives have been suggested as ways of handling the pgakehour
movement in these areas. Without a decision about what proportion of trips ;should
be handled by transit and by highways, it is likely that the area will continue to
see both transit and highway proponents seeking to serve travelers within these
corridors on public facilities which will beé competing with each other. The etro-
politan area needs direction and decisions about what the optimal investment in‘
highways and transit to serve peak-hour movements in particular areas should be, o
simply to avoild the costly, wasteful, duplicate investment in both types of trans-
portation facilities.  The key decision before the Transportation Board should be

to determine what the roles of highways and transit should be in accommodating
peak-hour trips and, following this, what guidelines should be followed in the
development of needed facilities. :

IT - B - 2. The location and timihg of deﬁélopment of major road and
_ transit facilities.

The metropolitan area, if it is to have facilities which perform the function

. assigned to them when they are needed within the funds available for their develop-

ment, should begin to determine where these facilities should be located and when

they should be constructed. This includes not only the ‘location and timing of
development of metropolitan highway thoroughfares but also the service ldvel and

- route network for transit. Presently, these key capital improvement decisions--

their location and timing--are made by the individual building agencies (the Highway
Department, the MIC, the counties, and some municipalities) following the plans and
programs prepared by these organizations. Some coordination between these agencies
exists in the approval by the Highway Department of county and municipal state aid ‘
road projects, plus the discussions between the Tramsit Commission. and the Highway 2
Department, counties or municipalities in the development of facilities needed for
transit on the street/highway network. However, this coordination does not gener-

ally attempt to measure in any overall way the contribution that speclfic projects 4
will make toward alleviating significant transportation problems, nor does it

attempt to determine any priority for the development of projects from available

funds. Similarly, the difficult decisions involved in locating major arteries are
largely left to the building organization in its negotiations with local municipal-

ities and communities. These important decisions which will affect the development

of the metropolitan area and the operation of the transportation system require the

assistance and aid of tﬁe metropolitan transportation organization and direction
from this body to assure development of an adequate system. ‘

II - B - 3. Recommendations are needed to designate, reservé oY acquire
rights-of-way as early as possible that will be needed for .

transit and highways--particularly those that are, or will
become, availabhle.

v

In developing a transportation plan for the metropolitan area, when it is deter-
mined that major facilities need to be located in areas which are presently not -7
‘built upen, or when rights-of-way become available that might well be-used for
transportation facilities, steps should be undertaken to reserve these for the
needed facilities. For example, there is considerablé evidence that the metropoli-
tan area may need a second circumferential freeway beyond I-494 and I-694 to serve
areas which will be coming into development during the next 10-15 years. Most of
this arterial highyay will be located on land which is presently not built upon ~~ |

\
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land which could be reserved or even acaquired at substantially lower cost today )
than in the future. Likewise, some of the major freeways connecting the mgtropollv
tan area to outstate Minnesota must be improved or new locations developed to pro-
vide an adequate system of highways for weckend recreational movement and ‘a high
level of accessibility to economic activities which flow between centers in the
region served by the metropolitan area. In these cases, rights-of-way should also
be reserved or acquired as soon as these routes can be located. The early designa-
tion, reservation or acquisition of rights-of-way for facilities which will be
needed would guarantee that development would not occur on these sites, that con-
flict with communities would be minimized, and that land would be acquired at a

substantially lower cost than would otherwise be required after development occurs
on these sites. : >

Similarly, some rights-of-way which may be needed for tramsit should be reserved
if\they become available in the next few years. It is possible, for example, that
some of the existing railroad right-of-way which could serve transit or even high-
ways will not be needed by the railroads and will become available for developmqnt
in the next few years. It would be a tragedy if any of these routes could serve
the transportation network) of -this area--particularly transit--but were not reserved
or acquired for“transit when they became available. Already, one limited route of
the Minnesota Western Railroad (2 subsidiary of Chicago and Northwestern) is pro-
posed for abandonment from near downtown Minneapolis out to and beyond T.H. 100.

It would be unfortunate if the area should lose the opportunity which this right-

of-way presents if it was determined that it was needed but it was not reserved .or
acquired, ’

/

N II - B - 4. The TB should propose annual and 5-year capital improvement
programs.

Capital improvement programming of transportation facilities would greatly
assist in assuring that projects developed each year were consistent with the
transportation plan for the metropolitan area. Such programming would make it
possible to determine what the total capital improvement needs of the area are,
and to match these with the available funds. In addition, such programming would
assure that projects are built each year which will make the greatest contribution
to alleviating transportation problems and that funds are spent where they will do
the most good. Development of annual and 5-year capital improvement programs in
. recommendations by the TB would greatly assist in providing guidance to the build-

ing organizations and give the metropolitan area and individual communities a
clearer idee about projects that will be undertaken.

- ) -

II - B - 5. The TB should propose new arrangements for local government

and citizen participation in deciding the location and design
of transportation facilities.

Present arrangements for local government and citizen participation in the
critical decisions relating to the location and design of transportation facilities
are inadequate. Generally, they rely upon either public hearings or the appoint-.
ment of citizen advisory boards. These devices, however, have not worked, as they
do not involve citizens and local units of government early in the planning process
before locational decisions are well advanced. Many of the most difficult and
trying disputes in the location of freeways, for example, revolve around the objec~
tions by local communities within the central cities or even between nunicipalities
and the Highway Department. These objectjons and the resistance of local communi-
ties—-particularly in the central cities--partly occurred because of the lack of
involvement by people within the communities affected early in the planning process.
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Public hearings--even those held to consider alternative Locations within a

general corridor--for freeways or permanent transit facilities on exclusive rights~
of-way are clearly an inadequate means for involving affected residents in these
.decisions which will affect them. The sporadic calling of public hearings tends to
bring citizens into the planning process only after some decisions are made, and

“more often than not results in organized opposition to the proposals. An ongoing,
continuous mechanism for citizen involvement 1s needed to involve people in an ’ S
‘understanding of what is happening to the movement patterns in the metropolitan
area, how these affect thelr area, what alternatives might be developed to allevi-
_ate particular problems, to indicate how the local community will be served, and
what effort can be made to minimize the disruption to the area from possible faci-
lities. The Transportation Board should consider, for example, development of
local community councils in the central cities as outlined in the Citizens League -
teport, "Sub-Urbs in the City", as a mechanism to achieve this early involvement !
of citizens in the planning process.

Similarly, arrangements for local government participation in the location and
design of tranmsportation facilities are needed. An ongoing vehicle for continuous
communication and coordination between the staff and public officials of local
municipalities and the metropolitan transportation planning function is essential
if metropolitan transportation planning is to succeed. Although this occurs to
some extent at. the present time and is encouraged by the local approval required
for location and development of highway improvements, it should be improved. Much
of this can be done in the discussions about proposed comprehensive plans. developed
by municipalities which might be reviewed to determine if provisions are made for
metropolitan transportation facilities which pass through local municipalities.

In addition, the planning and engineering staffs of municipalities, plus the public
officials involved in plannirg and public works programs, should be engaged in the
early discussions about the metropolitan transportation network.

.
/ .

II - B - 6. The Transportation Board should propose and make
. recommendations for the improved utilization of

auto/highway and transit facilitles--eguigment and
- personnel.

Considerable work is needed to determine what measures would improve the utili—
zation of ex1sting auto/highway and transit facilities. At the present time, it
appears there is considerable excess capacity in the transit system and low utili-
zation of equipment. and personnel during the off-peak hours. Similarly, during the
peak hours, the utilization/of automobiles is very low and consequently the capa-
city of the arterial network to handle peak-hour trips is much below what could be
handled even within automobiles. The utilization of  these expensive transportatipn
facilities and the return on the substantial investment could be greatly increased
if steps were outlined that would encourage increased utilization during the peak
hours. Efforts which would increase the use of tramsit vehicles durlng off-peak
hours could result in improving transportation for people without cars and increas-
ing the use of the fixed equipment investment in transit. A guide outlining what
measures should be undertaken to improve utilization would greatly contribute to -
solving some of the transportation problems in the metropolitan area.

o~
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IIV— B - 7. The TB should propose and recommend the spacing and timing
- of development of access to recommended new or improved
limited-~access freeways on the fringe of the metropolitan
area.

o

Currently, the Metropolitan Development Guide in its Transportation Section
outlines some policies for the spacing of access on freeways. These were largely
proposed to preserve the metropolitan~through movement character of these high-
speed, high-capacity roads and to reduce the possibilities for unsafe movements.
As new or improved limited-access freeways are proposed, these standards should be

reviewed by the TB to determine whether the projects conform to these standards or
whether the standards should be modified.

As the metropclitan area continues to develop, a major opportunity for influen-
cing where development will occur is presented by the decisions  about what new free-
ways to develop and their “location. The access provided by these freeways has had
considerable influence on land development and on the pattern of development in the
metropolitan area. The TB and the Metropolitan Council should seriously consider
what impact the development of new highways will have on the pattern, whether this
is consistent with other policies of the Council, and, if they are not, whether or
when these highways should be built. It is possible that some of these highways
will be needed to accommodate the weekend recreational movements and the trade move~-
ments between the metropolitan area and outstate Minnesota. These situations might
call for the early development of proposed freeways before the Coumcil would like to
see land development-occurring in the areas adjoining them. One way of resolving
this difficulty might be to establish policies on when access to adjoining land is
developed and making the decisions about providing ramps to the freeways apart from
the time when the actual freeway is constructed. Such a policy would not damage the
accessibility of people living within the areas through which the freeway passes, as
they would continue to be served by the existing street/highway network. The major

impact of such policies would largely be on land values and the timing of develop-
ment. !

What major transportation issues need to be explored ard decided upon that will
require legislation in the 1973 session? v

A number of transportation issues are not yet clearly defined, and specific re-

‘commendations have not yet been developed which will require legislative authoriza-

tion or changes in statutes in order to develop an adequate, well-utilized trans-
portation system for the metropolitan area.

II - C. We recommend the Metropolitan Council, with the agsistance of the
Iransportation Board, propose to the 1973 Legislature recommenda-
tions for powers which may be needed to manage improved utilization
of transportation facilities, recommendations on the appropriate .
Jurisdictions for specific roads in accordance with their functional
classification, and recommendations relative to creation of an in-

tegrated transportation fund for the metropolitan area.

A number of alternative ways of improving the utilization of transportation
facilities need to be explored to determine their possible effects and their feasi-
bility. For example, a determination must be made of what will be the effect of com~
trols over access to arterial roads and highways or of charges for parking during
peak hours on the number of persons per automobile and the ridership of transit.

More specifically, we recommend that: the Metropolitan Council undertake, with the
assistance of the TB, studies and evaluation of four possible policies which. could
substantially improve the utilization of transportation facilities. These include:

N
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Charges for the use of facilities during peak hours. These chargeswmight be
compared with tolls which could either be collected at heavily traveled o

points along the freeway network or possibly by monitoring veqicles a}ong

heavily traveled arterial streets/freeqays with monthly charges billed to

the users. Other variations include the possibility of having graduated

charges on portions of the street/highway network, depending upon the volume 3
of traffic and the capacity of the network in a given area. Such\charges

would begin to recognize the substantial burden which heavy peak-hour: move- -
ments place on the more direct routes for trips across the metropolitan area.
‘These charges might well encourage many travelers to increase the\gumber‘of ’
persons in an automobile to distribute the cost per person, encourage some to
take transit and others to use the less direct and less heavily traveled‘a;-
terial streets during these hours.

-Charges for parkiﬁg during peak hours. A charge for entering or leaving park-~
ing facilities during the peak hours should be ‘seriously explored as one pos-

' sible way of increasing utilization of tramsportation facilities. It is pos-
sible these charges might be imposed on all parking facilities above a pa;ti-
cular size in the metropolitan area, whether or not there are fees imposed
for the use of these parking facilities. Although it is possible that such
charges might only be limited to parking lots or ramps serving major employ~ )
ment centers, the installation. of collection devices should be considered fer
virtually all significant parking facilities which are used by cars during
‘the peak hours. This system is already employed in the city of Baltimore for
general revenue purposes, where a 15¢ charge is placed on top of existing
parking fees or as a charge in lots which are provided at no cost 'to. the
driver. The feasibility of developing a system of peak-hour parking charges,
their levels, and the cost of installing and maintaining collection devices
needs to be fully explored. It is possible, however, that charging for move-
ment during the peak hour at the end of the trip would be an incentive for
travelers to pool their rides or use transit. ‘ -

\
/

Controls over access to arterial roads and hishwavs. Development-of controls
which would regulate the access to major arterial roads and freewgys'is an-.
-other possible way of improving the utilization of transportation facilities.
The Minnesota Highway Department and the MTIC are. currently planning a demon=
stration of this approach on I-35W from downtown Mioneapolis to the Minnesota .
River. The demonstration, however, will probably be limited largely to giving
buses preferential access to the freeway and not extend to automobiles with
more than one or two persons. Essentially, the idea expressed here’would be
to monitor the number of vehicles on heavily traveled freeways, during the
peak hours and limit the access when the capacity of them has been reached.
It is possible this approach will encourage people to use transit which will
““eontinue to have preferred access to the freeway or other slower but less
. heavily traveled arterial streets. The application of this approach, however,
may limit its use only to limited-access freeways because of the need to have

adjoining streets to handle the movement of autos which may be denled access
durfng,periods of heavy travel. ) \ . - -

AN

Ways of spreading out the peak-hour movemenits. The spreading out of the peak-

hour movement by the staggering of work hours also should be considered as one = *
possibility for alleviating congestion at the peak hours. The actual stagger-

ing of work hours, however, might be difficult te accomplish and would appear

to make the smallest contribution toward improving the utilization of trans-
portation facilities during the peak hours, as arrangements for car-pooling

!
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would be hampered and little incentive would exist for the use of transit.
' However, the reduction in the severity of conzestion during the peak hours
by this means should be explorad to the extent that it reduces the demand
o for additional facilities to handle these largely work-trip movements.

II - C - 1. Following consideraticn of these suggested alternative methods
or any others proposed which would improve the utilization of Q
transportation facilities or reduce the peak-hour movements,
. “the Metropolitan Council should propose to the 1973 Legislature - N

the powers which may be needed to implement their recommenda-
tions. -

Currently, the power to impose charges for the use of facilities or for parking
during the peak hours, or powers which might encourage the spreading out of peak-
hour movements, are not available to the Council or to other units of government.
Controls over the access to arterial roads and highways presently reside largely in
the agency with jurisdiction over these facilities--in most cases, the Highway Depart—*
ment. The need for such powers is not imminent, and they should be granted only
.after a determination is made about the use of existing street/highway and transit
facilities as part of the overall transportation plan for the area.

IT - C - 2. The Metropolitsn Council, with the aggistance of the TB, should
pronose to the 1973 Legislature recommendations for the transfer

of responsibility for specific roads among jurisdictions in
accordance with their functions.

The realignment of the street/highway network on the basis of functipn and the
assignment of the appropriate jurisdiction (municipalities, counties, and the State '
Highway Department) in' accordance with their capabilities and resources, is needed.

Such a classification and assignment of jurisdiction would clearly focus the avail-
able resources on the areas of greatest needs; should serve to relieve local units
of government of much of the cost attendant to the movement of heavy volumes of fast,
through traffic, and assure that the agency responsible for development and mainten-
ance of certain types of highways has the capability needed to perform this function.
The functional classification study recommended can build upon work already under way
by the Minnesota Highway Department. Some examples of questions which should be
answered in these studies include: What capabilities do the various county and
municipal public works departments have to design, construct and maintain facilities
such as residential streets, various types of arterial surface streets, expressways,
and limited-access freeways? To what extent are the resource capabilities of each

of the jurisdictions matched with the cost of constructing, maintaining, and operat-
ing various levels of streets and highways?

The need for a functional classification of streets and highways in the metro-
politan area arises in the discussion of suggestions that possibly the State Highway
Department is the most appropriate agency to comstruct and maintain limited-access
freeways plus high-speed, high~volume roads -- while counties should be responsible
for the major arterial, lower-speed, middle-range-capacity arterial surface streets
which connect and serve freeways and communities within the county -- and municipali-
ties have responsibility for the lower-volume, slower-speed intra-community arterial
and residential street network. At the present time, each of the jurisdictions iis
permitted to build whatever facilities it decides are necessary within its available
resources. As a result, the State Highway Department is responsible for roads all
the way from major freeways down to low-capacity arterial streets within the built-up
urban area, while counties construct and maintain freeways, major arterials; and even

~ . (\_
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many lower-volume roads, and some municipalities do likewise. “The functio%al qlass-
ification of roads and the assignment to appropriate jurisdictions'will be necessary
if many needed facilities are to be built in the future.  For example, unless the
State Highway Department has jurisdiction over major freeways, it is possible that /
many of those proposed which are presently assigned to counties may not be developed
when they are needed, because they do not have adequate resources or possibly the
capability to develop them. S ' \

II - C~ 3. The Metropolitan Council, with the assistance of the TB, should
‘ propose to_ the 1973 Legislature recommendations on the creation

N of an inteprated transportation fund for the metropolitan area
and additional sources of financing which might be used for
both highways and transit.

The creation of an integrated transportation fund has been proposed by consult-
ants to the MIC as a way of permitting use of available funds where they will be
most needed in development of an adequate transportation system for the metropoldtan
. area. Such a fund contemplates the pooling of presently available transpertation
dollars and thelr use on any types of facilities without regard to the source of
funding. This approach would have the benefit of assuring that needed facilities
are built or provided in accordance with priorities established within the metropol-
~1itan area. Funds which might be placed in this integrated transportation fund in- .

clude a portion of the following: State Highway Department funds apportioned for
development of trunk highways in the metropolitam area, a porticn of the county and
municipal state aids aliocated to these jurisdictions for highway development, plus
transit revenues from riders or revenues from sources made available to the MIC.

‘The establishment of an integrated transportation fund should follow a deter-
mination by the Metropolitan Council about the total transportation needs of the
metropolitan area and a comparison between the revenues available to various juris-
dictions and the development of highest-priority projects or services. In addition,
the limitations placed on the use of some funds, particulariy highway user funds,
and their avallability need to be explored in terms of the effect on overall develop-
ment of transportation facilities and sexvices within the metropolitan area. A
review of the constitutional limitations on the use of highway user funds needs to
be made. Removal of these limits would greatly increase the possibilities of assur-
ing that available funds, from whatever source, aré spent for transportation facili-
ties or services that are judged to be most needed in the metropolitan area.

1 =€~ 3. Addirional SourCE§r°f finaucing for both highways and transit
need to be explored and recommendations formulated by the
Metropolitan Council for the 1973 Legislatufe. ‘

‘VaFiOUS sources of financing which should be considered include:
: | “' ‘ "/
Aisessments on benefited property. Some highway and transit improvements
¥ ich directly serve or benefit adjoining property might reasonably be paid
or by assessments on this property. This might include highway interchanges
:that provide access to major activities, transit stations along.exclusive

rights-of-way transit lines, plus expensive construction such as highways in
tunnels and subways that are desired by major activity areas.

*

?ax—incremept financing. The recovery of part of the increase in property
values resulti?g from transportation facility development potentially offers
a major possibility for a new source of transportation funds--particularly

’
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for capital improvement. This could include the land adjoining freeways
which increases in value because of the accessibility and visibility of these
locations as well as similar areas adjoining the stations on any exclusive
right-of-way transit lines. Before this possible funding source can be em-
ployed, however, a détermination is needed about the likely impact on local
government services which may depend upon these increases for their own ser-
vices or possible increases in cost of service needed by this additional

.development.
* Activity assessments on various commercial, employment, or other activities

attracting a number of people which benefit from transportation development.-.
" This might consist of a combination of a business ‘and occupancy tax which
could be applied with some flexibility to different kinds of activity depend-
ing upon the number of people they attract to specific locations. The unit
of measurement might vary from the patronage in restaurants, theaters, or
amusement places, the number of spaces available in parking lots and ramps,
the number of rentable rooms in hotels, the volume of sales in retail estab-
lishments, or the number of employees in offices or plants, /Essentiaily,
this approach recognizes the important function which the transportation
system performs in enabling movements to occur to specific locations.
{
How should the Transportation Board be structured?

II - D. We recommend that the Transportation Board consist of 7 to 9 citi--
, zen members, one from each of every two Metropolitan Council (MC)
districts, selected by the Cheirman of the MC with the approval of
the MC. The chairman should be designated by the Chairman of the
- MC. Members should serve part-time, and be paid a per diem for
their services. They should have a metropolitan view and a famili-
arity with and interest in transportation. They should not repre-
sent apencies, builders, suppliers or transportation interests.

The substantial planning responsibilities of the Tramsportation Board and the
impact of these decisions on the mobility of people and development in the metro-
politan area suggest 'that the Board be of adequate size to encourage an understand-
ing of various transportation problems and serious consideration of alternmative
approaches to their solution. Yet, the Board should not be so large as to be un-
workable. We have recommended that it consist of-7 to 9 members--one from each of
every two Council districts. The geographic representation built into this Board
will better enable communication between members and the public officials, citizens,
and Council members in their areas in development of metropolitan transportation

policies and proposals, than if the members were selected at large without regard to
geographic areas.

4

" The selection of members by the Chairman of the MC with the approval of the MC,
and the designation of the TB chairman by the Chairman of the MC, will assure that
the TB is cognizant of the major policies of the Council and improve the possibili-
ties for communication between the policy~recommending and the policy-setting bodies.
It is important that the Council have a close working relationship and confidence in
the TB if the needed communication on difficult policy choices is to occur.

The members of the TB should be citizens with a metropolitan view and some fami-
liarity with and substantial interest in transportation. .However, it is important
that this body not consist of representatives of agencies or units of government,
builders, suppliers or special interest groups which operaté transportation




- opment and adopticnof pclicies.

facilities; that 1t does not financially benefit from programs, and is not organized
to support only highways or transit. The TB--as a deliberative, planning body~-will
be able to function only if members do not have conmitments. or set points of view

" which' limit their ability to consider alternatives in a detached manner. The exist-

ing agenciles and special interests can reasonably be expected to make their positions

‘known to the TB and will do so without reoresentation on the TB.

The work of the TB, although it will require considerable energy and dedication,
will not require the full time of members. Rather, the TB should meet frequently
to consider material developed by the staff, to discuss alternative policies, and
to provide direction to the staff. Members, therefore, can be part-time. The ex~
pense and time required for service on the TB should be recognized by compensation
of them. This compensation should be commensurate w1th the pay, of members of ser-
vice boards under the Metropolitan Council.

What staff should be provided to asszst the Transportatton Board9

The TB will require considerable technical assistance if it is to successfully
perform its assigned tasks. A staff will be needed to assist in obtaining an under-
standing of various transportation problems, to develop and analyze various alterna-

tives for solving these, to aid in communication with municipalities, counties,
agencies and citizens and in other work of the Board.

It is important the work of the TB staff be directed by the Board. Also, ‘the
close relationship between the Metropolitan Development Guide--particularly its
Transportation Section~—and a Transportation Policy Guide suggest the staff of the
TB have close contact with the MC and its staff. It is essential there be maximum
communication between the MC and the TB —- both the staffs and members -- in devel-

(o

i

We anticipate the present staffing arrangement.for the Transportation*?lanning
Program could be continued and would well serve the TB. /Under this arrangement, a
separate transportation staff to serve the TB would be.employed byvthe Council and
located in the same building as the Council. This would enable the TB to continue
to build on the work already accomplished and assure that a close relationship would

. exist between the TB and the MC programs

How can transportatton pZannLng actzvzties in the metropolitan area be funded?
II -~ F. The 1971 Legislature should make available funds to the Metropoli- -
" tan Council and to the Transportation Board for transportation
planning from the metropolitan portion of the federal highway con-
struction funds which must be used for transportation planning
- plus a limited portion of previously recogmgnggé,ﬂhsslégs_shé£8§§
and transit fingncing district revenues.

The total budget of the Transportation Planning Program in 1970 was $1,132,000.
Approximately half of this, or $557,000, was funded by the Council. This total in-
cludes the $115,000 pledge of the Council to the work program adopted by the Manage~

mint Committee, Pplus additional council-sponsored prOJectS related to transportation
planning.

~

The remaining $575,000 was collected from' agreements with the Highway Department—-
$400,000, the MTC<~$25,000, the seven counties--$100,000, and Minneapolis and St.
Paul——$50 000. In addition to the planning done by the Tranaportation Planning

t,
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Program, individual agencies and units of government also engaged in considerable
‘amounts of planning. The MIC, for example, contracted with a consultant for a I
$619,000 follow-up study to an original consultant's report contracted for in 1968.
A substantial portion of the cost of many of these studies and of this planning--~
particularly by the Minnesota Highway Department, the MIC, and Ehe Metropqlitan
Council--is provided from federal planning funds such as the 1}5% of the federal
highway construction funds which must be spent for comprehensgive long-range trans-
portation planning, from mass transit grants to the MTC, and HUD and DOT funds to
the Metropolitan Council.

Our recommendation proposes that funds for tramsportation planning continue to
come largely from federal grants plus the metropolitan portion of the %% of federal“
highway construction funds which can reasonably be apportioned to the metropolitan
area and a limited portion of previously recommended wheelage charges and yransit
financing district revenues. It is possible that if 457 of the 1%% of federal high-
way construction planning funds were made available to the metropolitan area for ) /
transportation planning, $663,300 would have been provided in 1969. Additionally,
if 1%% of the proposed wheelage taxes were contributed to planning, an additiomal
$90,000 would have been made availasle. It is difficult to estimate what the reve-
nues from a tramsit financing district might be, but even assuming a minimal amount
at a level no higher than $5 million, approximately an additional $75,000 could have

been made available. . The resulting total of $828,000 would slightly exceed the pre- C-
sent budget for transportation planning.

Transit Operations

What should be the role for the MTC if responsibility for long-range transit plan-
ning i8 placed in the Transportation Board? ‘

III. The Legislature should reconstruct the Metropolitan Transit Commission
{MTC) to become an enterprise-criented trancit management agency with

significantly broadened responsibilities to promote peak-hour utiliza-
ticn and for s=rvicing the non-driving population.

The MIC under our recommendation should be a management agency whose primary
purposes should be to promote transit use, to seek out transit opportunities, and
to assure that transit service is provided to the non-driving population in the met-
ropolitan area. The Commission would not directly operate transit vehicles but
should continue to contract with a company having the necessary expertige‘to manage
bus operation. The members and staff of the MTC, instead, should direct their
attention to determining ways of better utilizing manpower and facilities, improving
services-—particularly to non-drivers, and exploring opportunities for public tran-

sit which might exist with public agencies, private businesses, and various forms of
transit in the metropolitan area, '

/

What's different about this "enterprise-oriented" MIC we propose from the charter
service provided by the bus company? '

The bus company in the past has sold service on a contract or charter basis when
requested. This service can be very profitable, as it generally uses vehicles during -
the off-peak hours thereby increasing the utilization of equipment and personnel. As
a result, it represents increased income beyond what is otherwise collected from the

regular transit service. However, only 7% of the revenue of Twin City Lines was pro-
duced from this service in 1970,
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The numerous "transit substitute services" that are seen in the metropolitan
area in publicly or privately operated transit vehicles suggest there are numerous
opportunities for public transit which have been untapped. School districts, social

-service agencies, churches, and many private businesses own and operate a sizable
number of vehicles essentially to tramsport their clients or customers. Aggressive
marketing of public transit might well relieve these organizations of the added bur-
~den of managing and operating this service —- something which requires development ;
of a separate expertise apart from the primary purpose of the organization. In add-
ition to these, there may well be others who would like to have this service but do
not care to take on this additional function. The MTC would greatly benefit in the

‘utilization of transit vehicles and personnel from the increased income these oppor=-
tunities present.

How would these enterprtse—0"1eﬂted responsibilities of the MTC be expressed and
assessed?

N
3

III - A. We recommend that the 1971 Legislafure specifically direct the
; MIC to propose a plan to the MC to include ways of utilizing man-

power and facilities, improving services, coordinating all
transit services, and make proposals for the demonstratiom of.

hew svstems of transit.

The MTC, in carrying out its responsibilities as an enterprise-oriented manage-
ment agency, should develop programs which will promote the use of tramsit and indi~
cate in a plan proposed to the Metropolitan Council various ways that increased uti-

lization of manpower and facilities and improvements in service——particularly for«
the non-driving population—-can be achieved

The various items which should be included in the plan wouldJoutline steps which
can be taken in the following areas:

1. The utilization of tmanpower and facllities. This would include an analysis
of the existing use of equipment and personnel during the peak hours and .
particularly during the non-peak hours. A program detailing alternative
ways of marketing service or increasing efficiency might also be included. ~

2. Improvement of qerv1ces. The annual plan of the MIC should outline what
service improvements have been made during the past year on the regular pub-
lic transit system, together with their results. It should also contain

proposals for changing or adding additional routes and increases in the fre~
quency of service.

BN ‘ :

" 3. Coordination of all transit services. The plan should outline existing
transit services provided or contracted for by public agencies with others
than the MIC and the exteht of tramsportation service provided for hire by
companies licensed by units of government or publie agencies within the met-
ropolitan area. The MTC should also indicate the extent to which it can
provide this service and. “the ways it intends to coordinate these. -

4. Proposals for the demonstration of new systems of transit, The plan should
contain statements outlining proposals for the demonstration of new systems
of transit, their location, cost, and the extent of MIC financial participa-
tion.. Such proposals- should be subject to review by the TB.

\
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Which powers of the MIC, as the manager of the public transit system, should be
continued?

III - B. The MIC should continue to have the powers, as manager of the
Egalic transit system, to set its own operating and capital bud-
gets--subject to approval by the MC, comtract for bus operations,
make employment agreements, purchase equipment, schedule service,
provide public information service, promote transit; and conduct
research and experiments with new routes, fares and new ;gchnolqu
--subject to review by the TB.

The MIC, as a management and transit-operating body, should continue to exercise
powers which are needed for these purposes.  Among others, these include the setting
of its operating and capital budgets——subjecf, as at present, to approval by the MC.
In addition, its powers to contract for bus operations, make employment agreements,

' purchase equipment, and set schedules of service, as well as provide public informa-

tion, must be continued. " t
. The power to experiment with new routes, review and evaluate the level of fares
and their structure, also are functions that should be performed by the MIC. Like~
wise, it should continue to study and evaluate new-technology systems--their poten-
tial, feasibility, and possible application in the metropolitan area. Actual experi-

ments or demonstrations of these new systems, however, should be subject to review
by the TB. . ‘

Is

Why not simply place the MTC directly in the Metropolitan Council?

III ~ C. We recommend that the 1971 Legislature restructure the MTC by
' altering its membership to consist of 5 citizens appointed by
N ‘ the Chairman of the MC with the approval of the MC.

The duties of the MIC as an enterprise-oriented management organization will be
considerable. Under our proposal, the MTC would continue to hear requests for ser-
vice, changes in routes, and proposals for changes in fares. In addition, it will
continue to make numerous decisions about service improvements including the fre-
quency of vehicles, their routes, and the purchase of new equipment or facilities.
These matters are highly visible and important to the public and can be expected to
require a considerable amount of time. Because of these important duties and the
public concern about transit service, we concluded that a separate Transit Commission

should continue to function but' that it should be closer to the Council than at pre-
sent. . -

The members of the MIC should be appointed by the Chairman of the MC with the
approval of the MC to increase communication and coordination between these two or-
ganizations and to eliminate some of the problems experienced in the selection of
members under the present procedures, such as the difficulty in agreeing on selec-
tion of members by two counties. Under our proposal, the utilization and service
plan of the MIC and its operating capital budgets would be subject to approval by
the MC. In addition, a demonstration of new gsystems of tramsit would be subject to
review by the TB. It is important that communication between these three organiza-

tions be made as easy as possible. This would be greatly assisted if the MC selects
the members of the MTC.

\

The essentially management;fésponsibilities of the MTC suggest that it would be
possible for this work to be handled by a smaller board consisting of 5 members.

\

\
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Citizens appointed as members to the MTC would not have to be selected to represent
equal-sized districts. However, it is probable, and desirable, that in the process
of making appointments, seats be adetuately distributed among the various parts of
the seven-county area which are servea by tramsit.

.

Transit Development , - . -

o~

N

What should the role for the Minnésota Highway Department be in transit development?

IV. We recommend the Legislature authorize the Minnesota Highway Depart-
' ment, as oripginally provided in the 1967 transit commission statute,
to provide service for the physical development of facilities for . ,
both hiﬁnwaxs and transit. - / ) ’ k

. The Minnesota Highway Department, with its considerable expertise in all facets
of engineering and development of highways, would be an appropriate agency to pro-
vide many of the services in thé future development of any permanent transit facili-
ties that may be constructed in the metropolitan area. There appears to be little
reason to develop a separate staff to perform functions which are already well de-
veloped within an existing agency in another one simply because it is a separate
organization. Steps need to be taken which will reaffirm a primary role for the

Highway Department in the physical development of facilities for both highways and
transit.

, / |

IV - A. We recommend -the 1971 Legislature direct the Metropolitan Council,
in its development of transit--to the extent possible-—to utilize -
the services of the Highway Department for rights—-of-way acquisi-
tion, engineering and design, and contract-letting and construction
supervision.

Adoption of this propesal will encourage ‘the Metropolitan Council to 1ook toward
the Highway Department for services already developed within this department for the
construction of highways. This direction should enable the Council to use the ser—
vices of others if it judges that the Highway Department cannot reaSonably provide
them. However, efforts should be made to inform the Highway Department about the

possible need for its services and an assessment be made by the Highway Department
as to whether they can provide them. >

.l



DISCUSSION OF FINDINGS AND CONCLUSIONS

- I

: Critieal transportation problems in the movement of people are
coming in the Twin Cities metropolztan area. The growing volume
of movement resultzng from increases in population, auto cuner-
ship, and trip length will not be eliminated by attempts to re-
arrange the pattern of land use and development to reduce the
total volume of trips. Such changes can have only limited im-
pact over any reasonable period of time. Facilities to accom-
modate increased volume must be developed.

A. Substantial increases in the total volume of movement are anticipated in the\
metropolitan area even as some projections are less certain.

The overall growth of the‘metropolitan area will see a substantial increase in
the movement by people during the next 15 years. It is estimated that the total

volume will increase 69%, from 3,740,000 average week-day trips in 1968 to 6,337,000
1n 1985.

e
1

1. Expected increases in the volume of movement are largely attributed to the
anticipated growth in population, increased participation in the work force,
the number of automobiles, the number and length of trips, and the declining

adeguacx of transportation service to people who do not drive or do not have
automobiles available to them.

Population. ' \
The metropolitan area continues to experience substantial population
growth. 1In 1950, 1,186,000 lived in the metropolitan area. This in-
creased 29% inithg‘next decade to 1,525,000 in 1960, and another 237%
to 1,874,000 in 1970. Projections for the future indicate increases
to 2,689,000 in 1985, and 3,400,000 by 2000.

1

Automobiles.

The number of automobiles used by people in the metropolitan area has
increased even more rapidly than the growth in population. For exam-
ple, in 1950 theré.were 336,000 passenger vehicles, in 1960 534,000,
and in 1970 there were 852,000. A large proportion of these increases
of 59% every ten years was made possible by increases in the median
family incomes of people. It also reflects the preferences of people
to make many new trips for various purposes and/or the need for an
automobile in the face of no adequate transportation alternative to
conveniently make many necessary trips.

Income.

The future projections of incomes of residents and a higher level of:
participation of women in the work force make it appear that even more
automobiles can be purchased per household than at present. Some
studies have estimated that family incomes will increase from $5,800
in 1960 to $7,000 in 1970 and up to $15 000 in the. year 2000.
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Persons per vehicle.

One of the results of the increased number of automobiles and their
availability to more persons has been that the number of persons im
each vehicle per trip has been declining. It is likely that with the
projected inérease in the supply of autos and the greater variety of \
trips people may make there will be a further reduction in the number
of persons per car from 1.6 in 1958 to 1. 38 in the year 2000.

Trig leﬂgth - J

The length -of trips has been increasing in recent years and is expected
to increase in the future. Average trip length, for example, is expec-

" ted to grow from 5 miles in 1958 to 8.38 miles in 2000. A large propor-

tion of these longer trips will be work trips such as those presently
made by people from homes in Maple Grove to industries in the St. Paul

"Midway, from Edina to 3M in Maplewood, from Burnsville to downtown Min-

neapolis, from Wayzata to Control Data in Bloomington, and from Fridley
to Industrial Parks in Plymouth.

.

Density of development.

The increases in the length of trips results in part ‘from the continued
spread in the development of the metrOpolitan area with its increases
in space for dwelling units and the scattéred location of centers of
employment. Generally, studies indicate that increases are anticipated
to continue, with the average space per dwelling unit growing from
9,650 square feet in 1968 to 12,200 square feet by the year 2000.

The Twin Cities metropolitan area, because of its original and contin- -
ued single-family charaeter, has one of the lowest densities of people
per square mile of any major metropolitan area in the country. The
Twin Cities has 6,100 per square mile by comparison with cities such as
New York 25,966, Chicago 16,014, San Francisco 16,307, Washington D.C.
12,442, Baltimore 11,993, Cleveland 11,542, Seattle 6,810, Cincinnati
6,569, Los Angeles 5,447, and Kansas City 3,983. L

2. Many assumptions underlying the projections for in;reased travel volume in

the future are being questioned and are uncertain. However, estimates are

needed if only to anticipate problems and reasonable--at least short term--

projections can be made. ’

The projection of substantial increases in population and the total volume of
traffic are essentially based on many unstated assumptions or public policies.
Most projections .are based on historic trends and on a continuation of certain
, assumptions about economic and population growth, technological development, the
behavior of people, and public policies pertaining to the use of transportation

_facilities. Some of the assumptions and policies which may be questioﬁed Anclude

the followings

a.

Continuation of the present pattern of development and the freedom of a

person to live and work where he desires or determines. Under this assump-
tion or principle, people are free to seek and change jobs to fit their situ-
ation or desires--wherever they may exist. In other words, they are not
limited to jobs within the community in which they live, nor do they have to
move if they find a job some distance from their home.
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b. Reliance on the automobile for all types of trips. This iisumes tha:s
transit will not be available and/or be acceptable for virtually :ﬁz Ezzn‘
of trips other 'than possibly a small proportion of work trips to

touns.

. The use of roads is "free'. Apart from the normal cost of automdbzliin
operation, no additional charges exist for use of streetgs or highways during"
the peak hours nor at- any other time.

d. Highways will be built to accommodate increases in the number of trips
thereby avoiding congestion.

e. The portion of a family's budget going into automobile transportation
will not increase beyond its present level.

Many of the basic assumptions and policies which underlie future transPOftf'
tion volume predictions are being questioned and are no longer as certain ai they
were a few years ago. For example, although the number of automobiles cont nUfS \
- to rise at a rapid rate, declining birth rates over the past decade mgke ;3032
pear that the 1964 projected population of "4 million people by the year
will not be realized. On thé other hand, the percentage of the population en-
 gaged 1n work is continuing to increase above earlier projections.

Other factors influencing the volume of travel are also changing. The cost
of auto transportation, whi h has remained at approximately 10% of the average
family's budget, may increase in the near future partly as a result of the new
cost of air pollution and safety devices plus possible increases in highway tax-
ation for increasingly costly construction and maintenance. These may all con~
tribute to an increase in the\purchaae and operating cost of automobiles.

It is entirely possible that, for a variety of reasoms, many highways will ’
not ‘be built- at all, or will be constructed only after they are needed and will
thereby not be sufficient to accommodate the increases in the number of trips.
For example, if the level of highway taxation is not 1ncreased to keep up with

accelerating costs, there will be a reduction in the total number of miles of
highway which will be built.

Finally,.changes in public policy and those activities undertaken in the
short term toward alleviating transportation problems, plus changes in the beha-

vior and choices of people, will all contribute to uncertainties about the reli~
ability of long-term’ projections.

Transportation planning, and its associated projections, are necessary if
only to anticipate problems that may exist. They permit the development of al-
ternative policies which can provide direction to the solution of problems and
‘to the expenditure of public funds which are available. As future-—particularly
310ng-term--pr0jections are made, however, it is important that assumptions under-
lying them be reviewed and stated. Many uncertainties about these exist'at the

present time that could result in reductions in the estimates of the total volume
of movement.

Increases in'the volume of travel will not-be eliminated by’ attempts to rearrange

land uses. These attempts, more likely, will influence the pattern of develop-
ment rather than the number of trips. -

AN
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The rearrangement of the pattern of land-use development ip the metropolitgn area
has been advocated as a long-term way of minimizing the volume of travel by more i
closely tying the location of a person's home to his place of employment oricopczzjoi
trating the place of residence of a person who has his place of employment in a
activity center along high~speed rapid §r§nsit\lineségonnect;qg them. .
¥ ) ‘ - ) / }\ N |
The major advantage of these concepts from the point of vigy of,transpo;tation 2:
tb/substantially reduce peak-hour movements or at least chamnel them in‘suc a way
to increase the economies of movement by larger vehicles than the automobile.

7~ 1. Three basicéily different approaches to the rearrangement of land use and
/ development have been suggested. They include:

‘

a. The planning and construction of the variety of housing needed and de-
sired by employees close to their jobs. Theoretically, this would greatly
p minimize the work—trip\movement;\ For example, development of housing around
the downtowns providing housing with the amenities desired by people ?ho work
‘thefe and within their inéome ranges would contribute to a reduct;on in the -
rush-hour movement to jobs in these major centers. / )
/ N

b. The concentration of employment in a limited number of centers and of
‘ housing along lines radiating out from these centers. -This approach would
“tend to focus and increase the channeling of traffic during the peak hours,
thereby improving opportunities for larger-capacity vehicles to move people
along heavily traveled corridors. /

c. Dispersion of the existing major centers of employment--particularly of

the downtowns and other major cénters-~is a third approach.- The concentrated

movement in some corridors would be decreased due to removal of trips to

these centers, and facilities--probably, freeways--could be more easily devel-

oped to 'interchange aﬁ the crucial locations occupied by these major employ-
., _ ment centers. This approach, however, would encourage the further spread ofﬂ
’ ~development over a larger area and increase the distances that people might

) /Khave to travel to many activities.

S N

Various techniques to achieve a rearrangement of land uses have been proposed.

N

2.

N
~

' Techniques which would either bring the place of residence close to the place
of work, or concentrate these two activities along given lines, have been sug-
gested, together with a number of others that would exert varying influences over
the pattern of development. Some of these include: ' ‘ / ’

a. The placement of fiew major pubiic facilities~-sewers, transportation
routes, parks and open space--in locations and according to a schedule that
will encourage the desired type of development of private facilities-rhomes,

retail shopping, offices, and industries;

b. The designation of desired types of development in land-use plans (major .
* retail, industrial and office centers, high-density residential development)
and their control by zoning and subdivision regulations;

¢. Public acquisition of land with resale or leasing to those who will -de-
velop what is desired;yﬁnd; fina;ly,‘pﬁblic development of desired activities.

| AN
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. : Some of these tools more directly relate to providing open space or sqwage col-
lection for the metropolitan area and only indirectly will have a substantial
effect on the pattern of development. However, the historic effect of tramsport-
ation routes on development has focused ‘considerable attention on transportation
decisions together with land-use controls as methods for strongly influencing the
- ‘ location and development of major activities. « -

Ve
3. Decisions about what transportation facilities to build and their locatiom

can somewhat influence the pattern ¢f development--particularly on the edge
of the built-up portion of the metropolitan area.

‘ The present land use/transportation network has exerted a significant influ-
ence over the existing pattern of development, The influence of newly developed
major freeways leading out of the highly developed portion of the metropolitan
area 1s already apparent in the development around the Twin Cities area.  For
example, the development of I-35W to the south as ome of the first major freeweys
in the interstate program greatly contributed to development which rapidly fol- ,
lowed in the settlement of Burnsville, Apple Valley and Lakeville. Similar devel-
opment was experienced to the north in New Brighton and Blaine with the develop-
ment of I-35W. This effect can be expected to follow to the northwest on I-94,
to the southwest with the development of T.H. 169 and T:H. 212, and in Dakota
County along T.H. 3, I-35E, and T.H. 55.

, o Major additions or improvements to highway arterial facilities will be neces- \
sary in the developing urban fringe where there is no feasible alternative other -
than to extend the automobile facilities to serve this new settlement. Although
the concentration of new housing and employment centers within these developing,
newly settled areas may enable some type of tramsit to counect these activities,
it is likely that these areas will not functipn as separate, new, free-standing
towns. Most of the homes and employment centers in these developing areas are
closely related to the economic activity of the metropolitam area, and residents
of these developments will seek employment and recreation in a number of locations
throughout/the"area, while employment centers will find their employees as much
from outside of the immediately adjoining development as from within it. These
developing areas will probably rely on the automobile for most of their trips, as
does the rest of the metropolitan area, and therefore will need the complex of
\ residential streets and arterial roads to enable them to have the mobility avail-
;\\able to people in the rest of the region. -
Upgraded and improved highWéy facilities in heavily traveled corridors leading
out of the metropolitan area will probably also be developed. These will be ne-
cessary to provide a high level of mobility for an increasing number of week-end

recreational trips and for some business and market trips between the metropolitan
area and regions outside of it. ‘ :

/
-

. / .
Magjor opportunities for controlling the shape and pattern of development of
the expanding metropblitan area--particularly on the, fringe--are afforded by ,
decisions about the location and timing of development of major additions to the ‘
highway arterial facilities in these developing areas. These decisions should )
. beZow.stafed metropolitan development policies and be consistent with them if
the objective of shaping the pattern of development is to be achieved.

There is no necessity for every state trunk highway or major artery leading =
into the metropolitan area to be a high-speed, high-volume road. There ought to =
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he an, alternative for slow drivers and considerable attention directed to the im-

' pact on the environment of many of ‘these routes before decisions are made to upgrade

or provide new facilities. : , . C
4. Decisions about the building and location of major transportation facilities
or efforts to rearrenge land uses, although they may somewhat influence the

pattern of development, will have only a limited effect on the total vol
movement.
———————————e

. “The existing pattern of development, because it is already established, becomes
the basis and limit for realistic projections of land-use proposals.

- Existing investments and patterns of behavior will tend to reinforce the exist-
ing pattern of land use, thereby limiting the opportunities for major change--apart-
from some opportunities arising in the magor clearance of older portions of the ‘
central cities. Only a few areas within the already settled and developed urban-
ized portion of the metropolitan area are available as raw land or land with higher
and better uses that can most easily be influenced by land-use controls or by
transportation investments. Major opportunities for shaping the pattern of devel-
opment are largely available only on the raw land in the urban fringe which will be
coming into development as the population increases. Similarly, it will be ex- B}
tremely difficult to influence the location of major employment and retall centers, .
‘since a substantial number of those which will be-used by the population in this

area for the mext 20 to 50 years are already developed or in the process of devel—
opment. , |
The present ability of the metropolitan area to positively locate major private
facilities affecting the pattern of development is limited, “either because of exist-
ing governmental arrangements or ‘because of the economic forces operating on the -
planning and land-use agencies. Zoning and planning regulations are largely com-
trolled by local municipalities, each of which is concerned with the character of
development within its area, the convenience of shopping and employment opportuni-
tieg for their population, and the growth and mixture of property in their tax
base. Even if responsibility for this zoning and subdivision control were shifted
or shared with the Metropolitan Council and changes were made to reduce fiscal dis-
parities, for example, it is likely that the continuing interest of municipalities
and the economic interests which have historically operated on planning commissions
would make it extremely difficult to "hold the line" on some types of development
which would appear inconsistent with a detailed land-use plan, and in any case it
would only slowly change the pattern of deyelopment.

Positive land-use planning and development ‘tools which would direct both public
and private development and assure that it happens are not presently available to
‘the governmental units in this area.’ Even if they were, however, it would be dif-
ficult to ptoject their effects on the transportation system, as people would pro-
bably continue to live in one location and work some distance away.

. We have concluded that it will not be possible to szgnifiaantly change the pat-
tern of development in the metropolitan area--particularly existing land uses and

/v their location--in such a way as to substantially alter their effects on the trans-

portation -system, at least for a long period of time. Efforts related to these '
goals of shaping development may be.desirable for a variety of purposes, and con-
siderable ppportunztzes exiget to achieve them in presently unsettled areas on the
fringe and in sume central eity areas undbrgozng renewal or\those close to the
dountouns or the University. However,'all of these ave likely to have only a limi-
ted effect in reducing even sltghtly the total volume of movement or, most Tmpor-

tantly, relzevzng the peak-hour movement which this metropolitan area 18 likely to
experience. ,
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People who do not drive, or de not have an automobile available to them,
face serious transportation problems. The frequency of pub%zc trqnsport- |
ation service, particularly during off-peak hdurg on most Ztngs, 18 very -
low, and present routes do mot serve many non-drivers and their destina-
tions. Many persons are required to'rely on automobiles, degpth a pre-
ference for transit. Others are served by substitute 'transit' systems
developed by private companiés and public agencies.

A. A sizable number of people in the metropolitan area do not driveﬁor have an

automobile available to them.
/ /

. /
/ B
\

Generally, the automobile is the "preferred! means of travel. Yet, ‘marny cannot
~ afford it, do not qualify, are umable to use it, or do not desire to use it. -As &
result, they are severely limited in their mobility in a transportation system which
relies almost totally on the automobile. This situation is particularly critical for
low-income pgrsons and families, the elderly and the handicapped, People who might
be termed "non-drivers" include: -

1) Handicapped people unable to operate ah automobile. : ' ;

2) Elderly people gho do not have sufficient income to own an automobile or‘wpo are
unable to drive. ‘ ‘ ; )

3) Unemployed persons seeking a job without income suffictent to purchase an auto.

4) Persons not authorized to operate an automobile, such as those who license has
been suspended or revoked.

'5) People who do not know how to operate an automobile. ,

6) Young people--those not licensed or without incomes or funds to purchase an auto.

7) Housewives in one-car families where the breadwinner uses the car for work trips.

8) Pqule who prefer not to own or drive an automobile. . S

In 1960, it was estimated there were 76,000 households without cars or approxi-
mately 255,360 persons. By 1985 this number will increase to 94,000 households or
329,000 people. In addition, the increases in the number of elderly people, plus
individuals in all of the above-mentioned categories, could result in approximately
20% of -the total population which will have very limited transportation available to
them if the area continues to rely on the autcmobile for all types of trips.

N
~

One of the difficulties in providing transportation for non-driving people re-
sults from their wide dispersion throughout the metropolitan area. Although a major-
ity of these people lived within the central cities in 1960, they were largélyrscatd
tered throughout the city and not concentrdted in only a few communities. In the |
future, it is anticipated there will be even further dispersion of this population.
Projections, for example, would indicate that whereas in 1960 52% of the population
4n the age group 10-19 years lived within the central cities, by 1985 this will de- —
crease to 31%. Likewise, a shift in ‘the location of elderly people from the central

~cities to the suburbs can be expected. In 1960, 75% of this group lived within the
central cities, whereas in 1985 only 45% will be there. Apart from the scattered.
locations in which these people are living, they have many‘differiﬁg transportation,
needs, varying:destinations at differing times, and a varying ability to’p39 for
t:an5p0rt§t10n; The location, travel needs and desires, and the income of this pop-.
ulation w111 pose major‘problems in attempts to provide trahsportation to them. i

Une of the goals of public transit should be to provide an adequate, high level
of eervice to non-drivers. It must particularly recognize the transportation needs
of low-income perzons and families, the elderly and, handicapped and their limited

© ability to pay for service, Additions and improvements in the transit service that
qouzd make the.greatest contribution to their mobility should look toward providing |
goor—to-dbor pzckuP and delivery service for many of this group who experience diffi-
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eulty in éetting to and using regular public transit service--a service whieh often
poorly serves the Zocatzans of shoppzng, employment, medical, and cuZturaZ actzvzttes
they desire.

/

B. Non-drivers lack adequate public transportation service. y
Presently, public transit provides the only alternative available to a portion of
the non~drivers. Indeed, studies indicate that 73% of the total riders on transit
today jcan be viewed as "captive" riders. . Although/public transit may be the only
alternative available to these people, in many instances it does not provide much
service and in other cases it 1s simply not convenient. Many must rely on others--
friends, relatives or. agencies--to make many trips, while others simply avoid making
trips if they can do so, -and many are réquired to purchase and operate an automobile
1if they can afford to do so. ! - -

‘1. Transit service and_patronage has steadily declined for theﬂpast two dg_ades.\

. The use of mass transportation in the Twin Cities area on the lines of the
major company, Twin ity Linés (now owned by the Metropolitan Transit Commission)
has steadily declined for the past two decades, from 201 million riders in 1946
to 74.5 million in 1957, and to the lowest level in history at 50.5 million in
1970. Transit services have similarly been trimmed each year to match riding -
levels. Total vehicle miles, for example, declined from 21.3 million operated in
'1957 to 15.5 million in 1968. Service cuts have been primarily accomplished by
shortening the runs of many buses and by decreasing the frequency of service,
while the total of one-way miles of line has remained relatively constant.

2. The level of . transit service~-apart from the peak hours ‘on' some lines--is
' very low.

N . { : o L -
Although the basic transit network has not changed substantially during the
past two decades, in many instances the level of service has substantially de~
‘clined. Waiting time for buses has increased on many lines at all times--but
~ = particularly during the off-peak. hours of the day and the evening. It is not -
" unusual to have service only every 20 to 30 minutes on many lines during these
hours, and in the evening buses may - come as infrequently\as once every hour.

. /

3. The transit route network fails to serve many of/the non-drivers.

Few changes in the route network of the maJor,transit company have been made /'
during the past two decades when settlement has largely occurred outside of the
two central cities. In a few instances,/independent private transit operators ‘
" have developed essentially rush-hour services to serve portions of developing
suburbs such as Bloomington, New Hope, Crystal, Coon Rapids, Spring Lake Park,
and Brooklyn Center. However, most of the transit lines continue to focus on
the two downtowns and do not conveniently service many of the employment and
retail centers. in the suburbs. Cross-area trips frequently require inordinate
amounts of time largely becausé of the inadequate roﬁte structure, the infre-
quency of service, and the slow speed of movement. N -

c. The‘Metropolitan Transit Commission has proposed a number of improvements to the -

repulay Qublic transit service which, if carried out, should increase the level
and attractiveness s of service. )

=

The Metropolitan Transit Commission has developed a 13-point improvement program
for transit 'in the metropolitan area. As a first step in this program, in 1970 it
acquired Twin City Lines. Studies prepared for the Commission outlined 4 broad 13-
point program to upgrade the transit serviceﬁ This program calls for the following:

P ‘ J
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1) Complete renewal of the 620-bus fleet on a regular annual basis. Orders
have been placed for the first 93 of these.

2) Purchase of 16 mini-buses to improve the center city distribution.

3) Consolidation of the present three garages to two.

4) Installation of 135 passenger shelters at major boarding points.

5) Development of park-and-ride facilities at 19 points around the Twin Cities
area.

6) Installation of 3,000 bus service signs to identify bus boarding points and
to provide service information.

7) Installation of two-way radios in buses to improve schedule adherence agd
system speed. X o

8) Establishment of exclusive lanes for buses on three streets in downtown
Minneapolis and two in downtown St. Paul.

9) Initiation of a public information program including central telephone
information service and readable pocket schedules. ' ‘

10) Revision of the fare structure to provide more equitable fare zoning with-
out reducing ridership.

11) Major revision of the current bus routes, including changes in 13 of 18
Minneapolis routes and 11 of 17 5t. Paul routes.

12) Driver-actuated traffic signals to give buses preference at key intersec-
tions.

13) Use of computers for schedule~making.

The ambitious program outlined by the MTC will require continuous efforts and
dollars not presently available to the Commission. The estimated cost of the pro-
gram in 1969 dollars, excluding the cost of park-and-ride facilities, totals
$27,968,774. Even assuming two-thirds federal assistance for this program, a total
of approximately $10 million must be raised locally to achieve even this limited
program. It is unlikely that farebox revenues and the present wheelage tax will be

sufficient to even meet the operating cost of the transit system, let alone provide
any revenue to fund this improvement program.

D. There is substantial excess capacity in transit vehicles during off-peak hours
which can be used to improve non-driver transportation.

One of the difficulties in the operation of a public transit system--particularly
one developed to handle peak-hour movements--is that a number of vehicles and a sub-
stantial amount of labor are not well-utilized during non-peak hours. This results,
in part, because the network of transit often does not conveniently serve non-drivers
and their generally shorter shopping, cultural and recreational trips. In addition,
the number of non-drivers, although significant, is substantially less than the num-
ber of people making peak-hour trips. As a result, there is substantial fall-off in
patronage during these non-peak hours, with a consequent reduction in farebox reve-
nues well below the cost of providing service on the transit network. In an effort
to reduce the operating cost during these non-peak hours, approximately half of the

bus fleet is'put in storage. This results in a reduction in the frequency of service
on most lines during the off-peak hours.

Another goal of public transit should be to seek out opportunities which would
increase the utilization of transit during the non-peak hours and substantial im-
provement in the level of transportation to mon-drivers. Improvements in service
and use of incentives to attract patrons during these hours should be consideredias
ways of increasing the utilization of transit vehicles. For example, fare reduction
should be explored for either all or a portion of the non-drivers as an incentive for
them to use transit during these non-peak hours. In addition, serviees might be de-
veloped to provide for the particular travel needs of some of the nom-driving popula-

tion, such as the elderly and the handicapped, during these hours, thereby improving
their mobility. :
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E. Presently, the transit agency makes little effort to expand and-sell its service
to those who desire or need it.

Many private businesses and public agencies provide 'transit' service to their
customers or clients in part because of the failure of public transit to market its
service. Numerous public agencies, for example, presently provide transit service -
for groups of people who lack adequate transportation to places where public agen-
cies operate various programs. These agencies, therefore, not only have the respon-
sibility of operating the particular program with which they are charged, but in oy
addition must engage in the business of transportation. Often, this includes the
purchase and maintenance of vehicles, the hiring of drivers, the scheduling of ser-
vice, and other related aspects of the management of a transit service. Although a
few of these public agencies, such as the University, presently contract with the
MIC for service, many others continue to either operate the service independently or
contract with private operators. Some of these inc]ude*

1. Public schools -- Independent school districts within the metropolitan area
provide a substantial amount of transportation for their students. This consists
of various services from picking up nearly all the students from their homes and
bringing them to and from school, or transporting only students who are in re-
mote locations or in special education programs. Frequently, field trips during
the school day are also provided.

2. Non-Public Schools --< Transportation of students to:many non-public schools

is contracted for by the parents through the school or is directly provided by

the schools as part of the total school program and absorbed in tuition charges.

This service is generally made available to students who are not easily served

by the existing public transit system. In cases where the public transit routes
provide reasonable service between the student's home and the school, the students -«
are not provided with any service, and substantial numbers use the public tramsit
system. Public transit is also used to a large degree within the two central

cities, where school transportation is not provided to those students ‘unless they *
live in remote areas or have physical disabilities that would limit their use of
public transit. In addition to daily home-to~school service, non-public schools

also contract for transportation for field trips during the school day.

3. Social and Health Service Agencies -- Many public and semi-private social
service and health‘agencies provide transportation services to meet the particu-
lar needs of their clients. These include agencies such as Pilot City Health
Center in North Minneapolis, which provides transportation to the Health Center
for residents on the near northside; settlement houses and - elderly service agen-
cies that operate a transportation service for persons in senior citizen homes
to take them on shopping and medical trips.

4. Private Businesses —- Many business concerns operate essentially a transit
service to attract customers. Examples of this service include apartment houses
that provide transportation to downtown or the University, plus automobile re-
pair dealers, medical centers, and parking lot operators who provide shuttle
service between their businesses and major employment centers.
~

A large number of transit trips are also accommodated by private operators
that provide a service for hire. Some of these include taxi companies and lim-
ousine service. This service is generally provided either at regular intervals
at specified locations, or on demand. The user will normally contract for this
service and pay a fee directly to the driver.

/
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Many of the public agéncies and private businesses get into the tramsporta-
tion business to provide a better substitute service than is otherwise available W
on regular public transit. In the process, however, these substitutes weaken
the ability of public transit to improve its utilization.

The coordination of transit service provided by public ageqciesa plus the selling
of this service to them and to private businesses, presents major opportunities for
increasing the utilization of public transit.

3

It is possible that public tranmsit, with its var{ous-sized vehidéles, could pro-
vide a large part of the service presently directly provided by either the public
agencies or private entrepreneurs. One example would be the use of public tramsit
for school transportation. Although the peak-hour movement when the MIC buses are
heavily used also occurs at the same time as the morning movement of students, by a
slight rearrangement of the hours of the school day buses used for peak-hour service
could be used to transport students to and from schools between the peak hours of the
day. It is possible that this might be done at a lower cost to the school districts
than their presently contracted service. These buses would also be available for use
during the day on numerous field trips tsken by students.

A second example would be the use of mini-buses that will largely serve to carry
people from remote parking lots in the downtown into the center during peak hoursx
These vehicles could be used to provide specialized transportation for elderly people
who desire to make shopping, medical, or cultural trips during the non-peak hours.
Other possibilities need to be explored with private businesses and a review made of

the use of taxis for public tramsit and/or the effect of licensed transit services on
the patronage of public transit.

~

I -3

Transportation problems are increasing for the movement of
people within high-activity centers such as downtown Minnea~
polis, Saint Paul, the University of Minnesota, and some sub-
urban retail/office centers. The increasing number of acti-
vities located in the various, ever-more-distant buildings
within these centers requires more and ever-longer trips for
which neither walking nor driving is feasible. Improved plan-
ning and continued development of skyways plus mini-buses and.
possible small-vehicle, people-movers present good possibilities
for resolving problems in these centers.

A. Circulation and movement difficulties within some high-activity centers are

becoming serious.

. )

Many people presently are experiencing difficulties in conveniently making some
of the movements they desire in high-activity centers such as downtown Minneapolis

and Saint Paul, the University of Minnesota, and some developing major employment/
retail centers such as at I~494 and T.H. 100.

As the major centers continue to grow, the distance between retail, office and
parking facilities increases. This necessitates longer trips for which neither walk-
ing nor driving is feasible. This situation is becoming more serious as trips which
increasingly must be made on foot expose people to inclement weather, conflict with
the automobile at street crossings, and consume increasing amounts of time which may -
even limit the opportunities for people to do what they desire.
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B. Some possibilities for resolving high-activity center circulation and movement.
difficulties have been identified and are beginning to be developed.

Agreement is emerging that in the near future automobilé movements will have to
be limited within high-activity centers and that persons using automobiles for work
trips to these centers (or to the University) should largely leave them in parking
facilities on the periphery. Streets within these centers should be reserved for
internal circulation movements and short trips during the day to businesses in these
centers. However, development of parking facilities in peripheral locations will
increase the distances which many must walk to finally arrive at thelr destinationms.

The development of some elements of an attractive, convenient pedestrian circu-
lation network in some of these centers is beginning -- particularly in the second-
story skyways in the downtowns. In addition, mini-buses and regular buses are used
or will be circulating within some centers to carry people between the distant park-
ing facilities or buildings within these centers. Further development of a skyway
network in some activity centers where distances between buildings permit bridging
the street and/or the development of a network of mini-buses and/or small-vehicle
people-movers present exciting possibilities for handling circulation of pedestrian
movement. Possibly, we will see the day when horizontal movement can be propided in
the same manner as elevators provide for the vertical movement of people.

These centers offer an opportunity for an initial demonstration of personalized
new-technology systems, since the volume of movement is substantlal and the extent
‘'of the network could be limited for demonstration purposes. A line within these
centers, for example, could demonstrate the contribution such a vehicle could make
‘'to conveniently handle these circulation movements without inconveniencing-people
. more than they would otherwise experience without the system.

C. ' Major issues about the standards for construction, responsibility for further

extension of the network, and the funding of additions to these gystems remaln
to be resolved.

The development and funding of the second-level pedestrian circulation networks
within the downtowns has been largely accomplished by private developers in Minnea-
polis or by arrangement as part of an urban renewal program in Saint Paul. In spite
of significant accomplishments, however, there has been a considerable lag and un~-
willingness by private interests or public authorities to develop and finance ade-
quate extensions to the skywcy network or to develop other means of circulation in
these areas. Minneapolis, however, is currently submitting an application for fed-
eral funds for this purpose. The Metropolitan Transit Commission is beginning to
develop a role in the circulation system by developing a network of mini-buses to
serve as part of the internal circulation system within downtown- -Minneapolis.

ReSponsibility for the further extension of the circulation network, particulariy
where there are long distances between parking facilities or buildings, has not been
determined. Likewise, the hours they should be open, the size standards for con~
struction, the security measures needed in'these pedestrian networks, and the agen—
cies responsible for construction and operation, remain to be resolved.

D. The public role in Qlanning and development of interggl circulationinetworks
within high-activity areas needs to be further clarified and developed.

The public presently has a role in the deveiopmentxof these internal circulation
systems--from the public easements approach in St. Paul to the mini-buses provided
* by the Metropolitan Transit, Commission in Minneapolis. However, their separate
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developmént and operation by priﬁate developers, as in Minneapolis, impairs their uig
as part of the public transportation network. Since they are an important element \n
the transportation system, they should be included in a coordinated plan.

At a minimum, a comprehensive metropolitan transporta?ionfplan és needeq wh;cﬁ
would include these internal cireulation networks and assign a public role in thezr
planing. The construction and operation of these systems ave presently and should
remain primarily the responsibility of private developers and local municipalities
within which they are located. Municipalities should be responsible ?o develop stan-
dards and possibly assist in the development and operation of pedestrian skyways,

while the MIC should seek out opportunities to assist in the development and opera-
. tion of people~movers and in an initial demonstration of new technology for one of
.

these centers.

I-2¢C

The major transportation problem in the metropolitan area in
the future will be congestion at the peak hours. Overall, the
street/highway network--with some limited improvements plus
additions to accommodate development on the edge of the built-
up portions of the metropolitan area--has capacity sufficient
to handle autamobile non-peak movements for a long period of
time. But, major improvements and additions to transportation

facilities and/or service will be needed to hardle peakfhour
movements, : ‘

A. Severe transportation problems can be anticipated for peak-hour trips.

A total of 32% to 40% of all trips in many corridors are made during the morning
and evening peak hours--a period of 4 hours, or 17% of the day. This concentrated

~movement, which is largely to and from work or school, is of such proportions that

congestion with its accompanying delays and frustrations is already being experienced
on portions of a number of routes. A few of these include I-94 near the University,
I-35W south of downtown Minneapolis, Wayzata Boulevard (T.H. 12) west of downtown
Minneapolis, I-35E north and I-94 east of downtown St. Paul, T.H. 100 in the western
suburbs of Minneapolis, I-694 in Anoka Courity, 2nd on numerous arterial streets. "

Existing and programmed highways will not have sufficient capacity to handle the
growing peak-hour volume. A coumon experilence is the opening of a new freeway which
for a limited time reduces the travel time to jobs and the traffic on nearby arterial

streets. Within a couple of years, however, traffic increases, speed decreases, and
the movement on previously relieved arterial streets increases. '

A long-term pattern of congestion can be expected to grow in the metropolitan
area in the following ways and with these effects:

1) The period of peak-hour congestion, which is presently comparatively short on
many routes in the area, ‘can be expected to increase over longer periods of time
from the present 7:00~8:30 a.m. and 4:00-5:30 p.m. to 6:30-9:00 a.m. and 3:00-
6:30 p.m. each weekday. For many, this will mean slower movement to work, a re-
duced level of mobility, losses in productivity, and consequent losses of income.

2) Delays from congestion where the given movement of automobiles exceeds the
capacity of the artery will result in even more severe conditions--such as stall-
ing or halting movement--on those portions of major arteries already experiencing

-

[3
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congestion, plus delays for longer distances on arterials adJoining these sec-
tions, and the appearance of congestion in a number of new locations.

''3) The volume of traffic .on surface arterial streets adjoining congested free-
ways will substantially increase as drivers seek out alternative routes. These
will likely increase to levels experlenced before the development of the freeways.

. 4) The cost:-of operating an aytomobile during peak hours will increase because
of the lower efficiency of the “automobile and slow, halting movement and stalling.

5) The dégree of air pollution on congested arteries> will increase, thereby more«_
seriously affecting those presently having to absorb 'it and exposing ever-larger
numbers of additional people who live adjacent to increas1ngly heavily traveled
arterial streets and freeways. Although efforts are under way to stabilize or
reduce pollution emissions, especially in new automocbiles, the gains in reduction
per car may be offgset by the increase-in the number of automobiles, so that pre-
sent levels may not be reduced. In any case, air pollution will remain a serious
problem unless there are major innovations in pollutiom control.

B. The" capacity of highways and streets is sufficient to handle non-peak—hour move=
‘ments for a long period of time.

‘ - The existing and programmed network of streets and highways~-1f adequately main-

u " tained--appears to have capacity ‘sufficient to handle the bulk of the anticipated

movement of auto users during non-peak hours for a relatively long period of time. SN
i / . '

" Substantial unused capacity in the current and programmed highway network during

the-20- non-peak hours of the day will enable people with cars to have a high level of .

C mobility for many years. This situation will likely exist since, although a large ° o

portion of the total trips are made during these 20 hours, the bulk of them are the

shorter—distance, local-shopping and recreational trips. In addition, the capacity .

of the highway and arterial network can be expected to increase for the next 7 to 10

years with the completion of most of the interstate highways plus improvements to
existing arterial streets.

* Programmed freeways and highways for which large amounts of land have been ac-
quired will be completed and will add to the capacity of the network. Although
controversies over limited sections on some of these routes remain to be resolved,
it is likely, because of .the substant1al commitment of public funds already made
to them, that they will be settled and construction will be completed. The major
programmed freeways and highways presently scheduled include: I-94, I-335, I-35W, /
and T.H. 55 (Hiawatha Avenue) in Minneapolis; 1I-94 and I-35E in Saint Paul; plus

1-94, I-35E, T.H. 100, and Hennepin County 18 in suburbs around the two central
cities.

\

% Arteéial street and highway improvements--such as surfacing, computerized opera-
tion of traffic signals, development of turning lanes at major intersections, and

 jgrade separations on major trunk highways—-are being planned and scheduled by the

Minnesota Highway Department, Minneapolis and Saint Paul, and Hennepin and Ramsey

Counties under the federal TOPICS .(Urban Traffic Operatlons Program To Tncrease Sk

Capacity and Safety) program or as part of the regular construction programs. \

Continued work on the surface arterial streets by counties and municipalities as

part of their regular public works program will also contribute to increases in

the total capacity of the street/highway network o : o

\
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Occasional delays in loecalized situations~-such as before and after events and on
special days of the year in areas around Metropolitan Stadium, the University, and
some major shopping centers--are likely to be experienced. Likewise, delays due to.
weather conditions, accidents or road repair can be expected to c;:ont:lnue.~

Many of the conditions which motorists find very aggravating todaq‘that result in
oceasional delays or disruption to the normal pattern of movement during the non-peak
hours can and should be remedied. Non-emergency road repairs, for example, could be
done on weekends or in the lowest periods of travel flow. Similarly, the fiqw of
materials to comstruction sites or to buildings adjoining major arteries, which pre-
sently interrupt the flow of traffic, can be better regulated by shifting deliveries

from the streets to building docks off of them or to hours of the day with low traffic
volumes.

While the continued maintenance and improvement of the existing highway network
plus the additions presently programmed will provide capacity sufficient to handle
auto movement during the non-peak hours, major improvements and additions to facili-
tiesyand/or service will be needed to handle pedk-hour movements.

1I

The peak-hour problem, which develops as people in autos try
to move to work and home again acrogs the freeway/arterial
network, appears as a piling-up of congestion near the geo-
graphic midpoints of the metropoliten area. Because of the
way the Twin Cities area is laid out, people trying to go
from one side of the area to another unhappily have to pass -/
through or near downtown Minneapolis, the University of Min-
nesota, the Midway, or downtown Saint Paul. It is fundamental
to understand that congestion on the highway network around
these major employment centers results from the eross-area
movements and would exist even if there were no trips to these
centers. It is, of course, compounded by the trips trying to

reach destinations within these centers on the same freevay/
arterial routes.

. ~ 7
Peakehqur congestion which will exist on many major freeways throughout the
entire metropolitan area will be most severe on routes leading into -and around
downtown Minneapolis, ‘the University, the Midway, and downtown Saint Paul.

Future traffic projections indicate that severe congestion can be anticipated
within only a few years on major freeways and arterial streets which lead to or pass
near the geographic midpoints of the metropolitan area.
of the substantial, continuing increase in the movement of people trying to go from
one side of the metropclitan area to another. Because of the way the Twin Cities area
is laid out, and the location of the major transportation routes, they must pass
through or near downtown Minmeapolis, the University of Minnesota, the Midway, or
downtown Saint Paul. Although the capacity of freeways leading into and around these
centers is among the largest in the metropolitan area, it is well below what will be
needed\to accommodate the tremendous increase in travel that is’anticipated. As a
result, severe congestion can be anticipated within only a few years in some areas,
including the following: The joint portion of the inner ring around downtown Minnea-
polis--particularly the I-94 tunnel and the joint section of I-35W and I-94; T-94

\

This results largely because -
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from T.H. 55 (Hiawatha Avenue) in Minneapolis to T.H. 280 in Saint Paul, the joint
section of I~35E and I-94 around downtown Saint Paul; - 1-94 to the east of downtown
Sairt Paul; and T.H. 12 (Wayzata Boulevard) west of downtown Minneapolis. \

<

These major arteries perform a number of fuwctions, including providing access

 for persons whose destinations are in ‘the downtowns, for limited circulation around

the downtowns, plus, most importantly, . as through routes and major interchanges' for -
movement across the metropolitan area.. It is anticipated that increases, particu-

larly in the through movement, will be most substantial--well in excess of the de-

signed capacity of the freeway network to handle them. For example, the number of .
trips crossing a line circling downtown Minneapolis will increase by 1167% - from

532,000 in 1968 to 1,154,000 in 1985. Approximately 529,000 or 85% of the 622,000
additional trips will be through trips, whereas only 93, 000 or 15% of the increase

will have origins or destinations in the downtown. Similarly, the area around down-
town Saint Paul will experience a 72% increase in trips - from 412,000 in 1968 to

707,000 in 1985. Of the total increase of 195,000 trips, approximately 143,000 or

73% will be through trips, and only 52,000 or 277% will have their origins or desti-
mnations in this downtown. This\condition might also be illustrated by noting that,

in 1968, 54% of the total trips in the area around downtown Minneapolis had their

otigins or destinations in. this center but by 1985, with the doubling of trips, this
figure will declina to 33%. In Saint Paul, a comparable situation exists where in R
1968 45% of the trips around downtown Saint Paul went into or started from this cen-~ :
ter, whereas in 1985 only 33% will start or end there. 4

B. Congestion on routes leading into and around the downtowns, the University, and
" the Midwav would exist even if there were no trips to these centers. It is, of

'~ course, compounded by the trips trying to reach destinations within these cen-
ters on the same freewav/arterial routes.

‘Projections of 1985 travel volumes in the Joint Program indicate that the number -
of through trips, alone, passing near downtown Minneapolis will increase by one
third, or 244,000 per day more tham the total of all trips into and through this
area in 1968. 1In Saint Paul, the increases in through trips will be lower, with a ' .

total of 59,000 or 13% more than the total number of through and downtown~bound
trips in 1968

It is apparent that the freeway/arterial network surrounding downtown Minneapo--§
1is will not be adequate in 1985 to even haudle just the through trips, whereas in
Saint Paul the network has capacity just short of the total needed to accommodate-
this type of movement. The substantial increase in the volume of through trips
passing near the geographic midpoints of the metropolitan area is a phenomenon that
occurs on a grid network of freeways, which is'the basic layout of the network in -’
the Twin Cities area.  These routes passing near the cénter provide the most direct

means of movement for trips across the metropolitan area. This phenomenon is illus-
trated below. | ‘

R 35 :

£ ¥ , .
[ : E‘ ot =%y —
— e 3 B )
) % i - N




47~

P

The congestion on routes around the downtowns, the University, and the Midway is
further compounded by trips which are destined for these centers. As a result, the
freeway/arterial network around downtown Minneapolis (which will be copgested in 7
1985 simply from the 776,000 through trips) must further handle an additiomal 378,000
trips to and from the downtown area. In Saint Paul, the network, which is just short

of capacity to handle the 471,000 through trips, must also accommodate 236,000 trips
into this center.

The major corridors that will be most severely congested even with an increase in
. transit patronage and improvement in service include the following: Minneapolis--
i freeways and arterial routes leading to the south, west, northwest and northeast of
the downtown; Saint Paul--routes to the downtown from the east, south, and northeast.
The piling~-up of traffic on major routes leading into the downtowns, the University
and the Midway can be expected to affect movement in the morning even as far out as
some of the circumferential freeways such as T.H. 100 at the intersections of T.H.

12, 55, and 7; I-694 near I-35W and possibly T.H. 65 and the 62nd Street Crosstown
and I-494 near I-35W.

During the evening rush hour, congestion will be felt most severely on all major
freeways around the downtowns, the University and the Midway and will be observed
not only in slow, halting movement on these routes but also in a backing up of traf-
fic on all streets providing access to the major freeways and arterials.

MhJor solutions to peak~hour congestion problems in areas around the two dovmtouns
need to recognize both the growing crosstown movements and those whose destinations are
within the downtowns. Alternatives which will only reduce the downtoum portzon of

these trips will not provide any substanttal Zong-term relief to the growing conges-
tion problem in these areas.

i

III

. Construetion of additional parallel or diagonal freevays to
relieve the growing congestiom during peak hours is not fea-
gible. The demands on space for many 6-12 lane freeways, the
consequent relocation of thousands of people and the damage
to the environment and to existing communities, are excessive.
Publie resistance to additional freeways tnrough the built-up
areas can be expected to remain high. It is extremely coetly
and inefficient to construct freeways whieh will be used to

eapacity only 20 peak hours per week by automobiles carrying
an average of 1.3 persons.

A. Continued reliance on the automobile to handle peak-hour movement (if we are to
avoid unacceptable levels of congestion) requires the building of at least 8 to
10 additional major freeways in the built-up portions of the metropolitan area.

Major new-additional freeways oéutlined in studies of the Joint Program and the
- Highway Department include the following:

Minneapolis and adjoining suburbs:

1) Southwest Diagonal from downtown Minneapolis to T.H. 100.

2) Northwest Diagonal from downtown Minneapolis te T.H. 100.

3) 28th Street Crosstown north of Lake Street from near France Avenue to
I-94 near T.H. 280. ‘

4) Cedar Avenue from 24th.Street to the 62nd Street Crosstown.

5) Northeast freeway from I-35W near Johnson Avenue to I-694.
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Saint Paul and adjoining suburbs:

1) Northeast Diagona1-~new T.H. 212 from I-35E to I-694.
2) Prior-Cleveland Connector to parallel T.H. 51 from the Shortline route near
Snelling ‘Avenue to I-35W.
h ~3) T.H. 61 from I-94 to north of T.H. 36.

B. Development of proposed new freeways to handle the peak hour will have many
adverse effects throughout the metropolitan area. These include:

N -«

1 Destruction of many existing land uses and consumption of large amounts of
- - space for a poorly utilized transportation network. -

p
2) Disruption and the severing of numerous existing communities. -

3) Reduction of the possibility of achieving one of the goals of the area
\ expressed in the Metropolitan Development Guide~--the concentration of
commercial and office activities.

4) Destruction of the public transit system—-the only major means of transport-
ation to non-drivers.

5) Exposure of larger numbers of people to air and noise pollutionm.

0

6) The displacement and relocation of thousands of people.
7) Reduction of the housing stock, particularly homes for lower-income people.

8) A decrease in the value of homes in locations (usually in the central cities
and nearby suburbs) which previously enjoyed proximity to major employment
centers without compensation while increasing the values of those 1n more
distant locations to their benefit.

C. It is questionable whether the auto/freeway agproach even if_pursued would do
. what is needed or could be accomplished.

Inability to anticipate '"demand'.
It is doubtful in the long run that sufficient lanes can or will be built
to meet "demand". New highways today are built to reach capacity in 10-
20 years, yet they are filled to capacity at the peak hours after only a
few years. In the planning of highways, "demand" has always been under-
estimated, so that within a few years it is necessary to begin planning
the next series of parallel freeways to relieve congested omes.  Freeways
are not flexible, and once in place are extremely difficult to expand,
even to the point where it is less costly to acquire land for additional
lanes than to construct them on a second level over existing right-of-way.
Consequently we need to look at not only the freeways proposed in the
Joint Program studies but also a possible third generation of highways
which may follow. Questions which this possibility presents include:
Where will the possible third generation freeways be located even within
a limited portion of the area such as the northern half of Minneapolis -
after I-94 and the Northwest Diagonal are built? Similarly, where would
a second Southwest Diagonal be located in Minneapolis and adjoining sub-
urbs between I-35W and the proposed Southwest Diagonal? What complex of
freeways will be needed to handle the mammoth movement of cars near ‘the
downtowns as more lanes cross or end near these centers?




Community Opposition. ¢ ‘
/- Opposition to the construction of new freeways is increasing in local

areas. Evidence of this in the metrOpolitan area has appeared in disputes.
‘over the location on the East Side of T.H. 212 and the Prior-Cleveland
Connector in Saint)Paul. In Minneapolis, the Northwest, Southwest, Cedar
Avenue, and 28th Street Crosstown freeways were recently removed from
planning maps largely because-of opposition ‘to /their development. This
resistance in the past has been very effective in changing the location
even of portions of the present interstate network. The most obvious ex-
ample in the Twin Cities area is the location of I-94 near the University,
which passes through the Prospect Park neighborhood. In some cities, such
as San Francisco, New Orleans, Baltimore and New York, opposition has
stopped the development of some major freeways altogether.

Rebuildigg programs reduce capacity and add to congestion.
The major rebuilding of all or portions “of worn-out sections of freeway in
coming years will further compound congestion during the peak hours and
severely limit the ability of even a larger--possibly second or third gen-
eration--freeway system to handle the peak-hour movement.

Within the next 10 years, it is likely that major portions of the present
freeway network will have to undergo a substantial program of resurfacing
or of complete \rebuilding. Many of the highway surfaces are wearing sub~/
stantially faster than was anticipated, and will have to be repaired or
rebuilt if unsafe conditions are to be avoided. The closing-down of even
a limited number of lanes or of sections of the present freeway network
will greatly increase congestion during the peak hours. Similarly, the
rebuilding of any major section of the freeway network to eliminate safety
hazards will also contribute to- peak—hour\congestion.

D,‘ It is inefficient to solve peak—hour problems by developing_fregggxgtfor peak~
hour use by autos carrying 1.3 persons.

\

PrOposed new freeways outlined in the Joint Program are 1arge1y to provide addi-
tional capacity to handle increasing paak—hour movements. These freeways will be
costly. "The Minnesota Highway Department in 1968 estimated the cost of eight con-
~ troversial new freeways proposed in System 14 that would be largely located in the

two central cities at $148,331,000.. The total costs of state trunk highway needs in
' the metropolitan area 1968-86 were estimated to be $559,509,000. These needs,/however,
do not reflect the estimated cost in 1970 of completing the- Interstate program in
the area, which is $256,047,500, nor do they include many freeway or expressway
routes ‘identified in the Joint Program. These figures were based on 1968 cost esti-
mates. It is likely that increases due to inflation and actual costs which are well

above preliminary estimates will substantially incréase their ‘cost - even possibly
double them. x 2

/
] ; s
Many of these proposed freeways represent a costly investment for transportation
which will be poorly utilizeq, since many lanes will be used only 20 hours of the
168 hours per week by only 1.3 persons per ‘automobile.

-

I
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N Future tranaportatmon demands must be met by -programs “that -
‘ provide more efficient use of both right~of-uay and vehieles. '
This requires redﬁctng reliance on the automobile, zncreaszng

‘o the average number of persons per car used, and increasing the S
number of persons moving through concentrated areas on eome /
multzple-passenger vehicle or fbcility. s (

A

A. The problem of movement at &heAgeak hours is ﬁb; the lack Qf sDace for travel
but instead the size and utilization of vegicles.

Present highways and streets could handle substantially greater numbers of peo-
ple than the present 2,600-3 OOO/per\lane per -hour at the peak h0ur§\if lagger vehi-
cles such as buses were used, if automobiles carried more passengers than 1.3-1.5 -
persons, or to a lesser extent if the size of the automobile were smaller. Rapid
transit on separate structures or guildeways also has substantially greater capacity
than a 4~lane freeway.

o \ y

Concern with moving people rather than vehicles has been expressed in a national\
policy statement by the Secretary of Transportation, John A. Volpe, and the Federal
/Highway Administrator, F. C. Turner, in September, 1976, as follows:

"It will not be financially possible -- and even if it were, certainly
- not socially desirable -- to provide all the highway facilities that
- would be needed in order to satisfy the peak period demands, especially
in our-larger urban areas, for all,of the people who want to drive.
automobiles. It is necessary to think in terms of how many people can

be moved expeditiously on city freeways and streets —- rather than how
. many vehicles." | :

"The Federal Highway Administration recognizing the need to imprqve the
productivity of the urban highway system to the maximum extent possible,
believes it is advisable to encourage the greatest use of buses in pre-

ference to automobiles." S
¢

i I
4

-

_B. Variocus possibilities need to be explored which can increase the number of

people movimg through a corridor. ' - Y AN

/ -4 ~

1

Substantially greater numbers of people could be carried on the existing street
and highway network if a large proportion were on buses. One lane of freeway, for
example, could carry from 10,000 to 35,000 persons on ‘buses-~depending on their num-
ber--in contrast to 2,600 in present automobiles or from 6,000 to 8,000 if the aum-—

“ber of passengers per automobile were increased to 3 or 4. The icapacity of other

rapid transit systems include:, fixed rail--approximately 30,000 persons per line |
per hour, and yet-to-be-dsmonstrated new-technology systems which have estimates
ranging from 4,000 to 10,000 per line in an areawide network.

1. /Use/of buses,

// ~

Buses could handle a large portion of the peakhhour work—trip movements as
they have capacity sufficient to carry the anticipated number of trips on heavily-
traveled routes. Forecasts for 1985 travel, based on conventional systems with
no major changes in the availability or use of automobiles but with congestion on

7
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'Ehé ffeeway network, indiéafe likely demand for mass transit into downtown Minne-

. apolis of up to 7,000 persons per hour in one direction per line. This figure {s

well below the-actual capacity a bus network could accommodate.

Numerous difficulties relating to the attractiveness of bus'transportation

" must be resolved before such a system could be viewed as a reasonable altgrna-

tive to the automobile for peak-hour movements as well as any convenient system

for pon-drivers. These difficulties include the slow movement of buses, the
time involved in getting to the bus line and waiting for the bus, and the time

, s (( 2
consumed, in transfers. At a minimum, work will be required to give buses prefer

ential access to freeways and changes In their operation om arterial streets to
ease their movement.

N

2. Car-pooling. v ‘ P R

The capacity of freeways and maj;} arterials. could also be increased by an
extensive system of car-pooling. If the number of persons per car were increased
from 1.3 to 3, for example, the number of persons per lane would increase from
2,600 to 6,000. However, it is questionable whether this increase would be suf-
ficient to handle the peak-hour flow on a number of routes.

Coordinating rides will require changes in the behavior of people which
could cause considerable difficulty for this approach. 'For example, agreement

~on the time of pick-up in the morning and departure in the evening must be made

by drivers and riders, as well as a system for compensation or the trading-off in
the use of cars.. In all probability, incentives would be needed to carry out
such a policy. These ﬁight include preferred access to freeways, preferred park-
ing locations, or some system of differential charges that would encourage such

an approach. - ‘

3. Smaller,vehicleé.

Some additions to the total capacity of highways could be gained if vehicles
carrying a single or two persons were smaller. A typical cross section pf free~
way with its 10-foot-wide lane and 15-20-foot space per car would be reduced to
6 feet by 8 feet, thereby making better use of the available space.

The efficient operation of a smaller-automobile approach would require a sub~

stantial increase in the number of such vehicles and almost exclusive use of them
for peak-hour movements so that lanes could be re-marked. It would also require
much rebuilding of existing facilities where space is not sufficient to readily
convert two lanes into three.'' Numerous problems would also exist on ramps apd‘at
interchanges. This approach is practically limited because of the mix in the
size of automobiles presently using streets and highways~--from semi-trailers and
other various~sized trucks to the various-sized cars--which require streets to be
built and marked to handle the widest authorized vehicles. Movement in the dir-
ection of smaller automobiles would probably require a system of dual lane mark-
ing—-for small vehicles during peak houts and a mixture at other times, plus
limitations over the size of vehicles which would operate at the peak hours.

Only marginal increases in capacity will result from increasing the percentage of
small cars without these changes. % ) i

‘ N

The possibility of the smaller-automobile approach in terms of handling con:7

gestion at peak hours is questionable, as it is doubtful if increases fin capacity .

would be sufficient in many corridors for more than a few years.



.~ =52~

4. Transit on segarate right—of—way. ,
) ; )

0 Rapid transit on separate or exclusive right—oféway has considerable capacity
which could handle the peak-hour movements. In some systems, vehicles might be
placed on structures or guideways located within existing right-of—way Others
might need to be on separate- rights-of-way which would be considerably smaller,
however, than those required for freeways with a comparable capac1ty“ S

The most feasv,ble approaches to providing move efficient use. of both mght-of-way
‘and vehicles require reducing reliance on the automobile by inereasing the average '
number of persons per car through car-pooling or by increasing the number of pergons
© ) moving through concentrated areas on muZtv,pZe—vassenger vehieles or faczlztv,es in-
«eluding buses on freeways/artemal roads or by development of rapid transw systems.

v

e

The inefficient utzlzzatwn of highway facilities results
partly because those direct costs of automobile transportation
. which are apparent: to the driver do not refZect the full cost..
. « ~ Auto user fees do not pay the full cost of road construction
- and maintenance . . . a substantiql part i8 paid frem property
\ ' tawes. General taxes likewise pay most of the cost of traffic
NN regulation and enforcement of traffic laws. Other costs such
as air and noise pollution are shifted to those Ztvzng adjacent
to~roads . . . or to the enviromment ztsel_f :

- \L '
e

‘A, The automobile/highway mode does not pay the full cost of its development and J

. operation. ’ ~ N
Contrary to popular belief, the road user does not pay, through.user charges
(gaqollne taxes and licenses), the full cost of automobile facilities. ~

1. Public general funds 4dre used for the building and maintenance of many local
streets and major arteries. lhese funds are collected from a variety of sources.
including road and bridge levies on property by the county, or they are incor-
porated in munic1p31 levies or charges on property. 1In 1969, counties and muni-
cipalities in the metropolitan area spent in excess of $44,126,808 for the conr _

struction and maintenance of municipal and county roads from locally raised reve- =

nues largely consisting- of property- taxes and assessments. _

2. Municipalities fund many services directl& attributable to automobile users
/yin the enforcement of traffic regulations, traffic direction, intersectional
" lighting for auto. saféty, plus rescue and fire services needed occasionally by
drivers. These expenditures appear in the public works and the safety budgets.
/ of municipalities--budgets which,are financed from general revenue (usually pro-
- - perty) taxes. Although it is 1mpOSsible to determine the total costs of these
N services that can be attributable to the automobile, simply assuming that 207% of
the local police budgets might be allocated to this function means that in 1969
municipalities in the metropolitan area spent in excess of %4, 639 835 from- local
funds on omne service to auto users.

’< AN . ' Y
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B. Many real automdbile costs are not recognized by charges to the user but\age\
passed on to other sectors of the economy, absorbed by people living adjacent
to freeways, or absorbed by the environment. :

1. The public health care system is saddled with the portion of health care

costs incurred in automobile accidents which are not pald for out of automobile
insurance.

2. Noise and air pollution, plus the abandonment of junk automobiles, are passed

on to persons living adjacent to highways, to other sectors of the economy, or to
the environment itself.

3. Many of the real costs involved in the construction of highways have not been

recognized and therefore are not eligible for compensation, thereby reducing the
actual construction cost.

Highway development, after a number of years, now recognizes the relocation
costs incurred by persons displaced by right-of-way acquisition. Likewise, the
costs of replacement housing for losses to the housing stock were only accepted
this past year in the Naticnal Highway Act. However, the disruption or severing
of existing communities or of natural resource areas is only reluctantly, if at
all, accepted. Since the design of highways through parks or other major attrac-
tive locations may require more costly facilities such as tunnels, they are ig-
nored or avoided simply to keep the cost per mile as low as possible.

The cost of automobile transportation to the uger is well below its actual cost.
This results in a low utilization Of highway facilities even at peak hours. In addi-
tion, since many of the real costs involved im the construction of highways are not
recognized, many more miles of under-utilized freeway can be built with available
dollars or without inereases in user or divect automobile charges.

VI

The test for transit is to attract an inereased proportion of
travelers. The construction of a rew transit system will not
by itself attract riders. We should not expeect large numbers
of people to leave the comfort and convenience of their private
automobiles without significant new incentives to do so. The
high cost of transit proposals made for the metrepolitan area
is not matched by any assurance that they will attract enough
riders to substantially reduce reliance on the automobile dur-
ing peak hours, thereby avoiding the duplicate, costly invest-
ment in additional freeways.

A. Attractive features make the automobile the preferreﬂ vehicle for travel.

The automobile has many characteristics which contribute to making it the pre-

ferred vehicle of travelers by most people who can and desire to own and operate
one. S

Some of these features includet




54—

1. Convenience. S / -
—— . k ,
The extreme popularity of the automobille 1s largely due to its great ‘conveni-

ence which permits door-to-door service from wherever a person may be to wherever

he desires to go, whenever he wishes to make a trip. .In contrast, the greatest
limitation on. the use of transit is the .incoanvenience in time and effort needed

'to make the trip to a station stop where transit is available, further time con-

sumed in waiting for the transit vehicle, and finally the time and effort re-

quired to get from the end of the transit trip to the person 's final destination.

In addition, time may also be required in transfer between “transit vehicles if

the original transit line does not serve the person's final destination. :

The greater convenience of the automobile over tramsit is not absoluteiand
is diminishing in some locations--particularly during the peak hour. For exam-
Ple, in some major centers such as the University, the downtowns, and some shop-
ping centers, people must walk considerable distances to their cars, whereas
transit may be available much closer to their origins. However, the ‘convenience
of having transportation immediately available next to the home will continue to

make the automobile the preferred means of travel for shopping and most recrea-
tional trips.

2. Speed of movement.

The individual operation of the automobile permits a person to make most of
his trips directly without stop to his destination. In contrast, conventional -

transit for most people requires not only time in getting to and from the tramsit

stop but also time for transfers and slower movement\than by automobile because
of the periodic stops the vehicle makes to pick up riders.

The speed of movement by automobiles and the time required to make a trip
are limited by the roads available, the speed limits on them, and by conditions
‘encountered in the trip such as weather, interruptions from accidents, or the
slower movement encountered when the volume of flow is in excess of the capacity
~ of the road. . These conditions also apply to the existing bus system and limit
the speed of its movement. In addition, however, buses are further delayed by

' the wait required to gain access into a moving traffic lane after they have ‘made
a-stop.

Generally, the speed of movement in the metropolitan area and the relatively
short time it takes to make most trips can be expected to diminish in future

© years--particularly for work trips on heavily congested routes. Apart from these,
the high level of urban mobility provided by the automobile can be expected to

" continue for a reasonably long period of time and will contribute to making the
automobile the preferred means of travel for most non-peak-hour trips. .

3. Comfort.

. The privacy, temperature controls, and many appointments in the automobile
greatly contribute to its comfort and appeal. The ability to travel continuously
from home to near a destination in a warm vehicle during the winter or a cool one
during the summer, -and a vehicle that protects a person from rain or snow, con-
trasts with the present bus tramnsit trip which exposes a person for part of the

. -
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time to possibly unpleasant climatic conditions. The privacy afforded by automo- |
bile travel also contributes to its desirability in comtrast to types of transit ] ‘
whlch require standing &prlng tnt trip or Jostling with crowds.

Operation of an automoblle, however, fredquently is not a satisfying expeti—
_ence for many routine trips because of the concentration required and the frus-
. trating conditions encountered in making some types of trips. In. ‘addition, many
pecple prefer to be able to read or do productive work, which is possible on
transit, rather than operating a vehicle in their work trips to and from home.

/

Transit is not competitive with the automobile under present public policy
arraggements { ~

Public policies by various units of government have favored and greatly contri-
bated to the need and cost utility of the automobile. These include urban develop-
ment policies, street and highway development policies, and financial policies which

bave kept the direct costs of automobile transportatioa apnarent to the drivers below
the full cost to the users.

!

1. Urban development policies have favored the automobile. ’ -

Public policies~-particularly zoning and subdivision regulations--have con~
tributed to the trend in decentralization of housing and the movement to larger
amounts of Space per dwelling unit. These favor the use of the automobile over
public transit. Indeed, the spread of residential development and the scattered °
locations of employment would not have been possible without the antomobile.
Persons living within these newly developed areas must have a car in order to
get around. Although the automobile has made the suburban development which we
see today possible, it has also’limited the movement of some people -- mothers
and children at homes that have ouly a single car which must be used for work

. trips. Development of transit to serve low-density residential areas is possi-
T - ble, although difficult. However, to the extent public transit is developed, it-
‘would provide transportation for those who are without it and, if it can serve

the work-trip movement, will free-up the car of 31ng1e-car families so that it
can be used for non-work trips.

J

2.

Development ¢f the substantial street and road network hag greatly contri- S
buted to the utility of the automobile.

Many of the benefits, the mobility and ease of movement to almost any desti- o
nation within the metropolitan area were made possible only by the commitment of o
public agencies to develog the extensive street and road network. Construction
of the interstate freeway system and the upgrading of major trunk highways to \ \
freeway and expressway standards have further contributed to the speed of move-
ment and greatly reduced the time consumed in making many trips. For others,
this network has eéxtended the distance they could travel in the same amount of
time and therefore increased their recreational, job, and cultural opportunities.

. These major improvements and overall upgrading of the street and highway network
resulted largely from public policy decisions to invest large amounts of public Lo
funds in these programs- For example, the Minnesota Highway Department has spent
a total of $474,114,764 on trunk highways and interstate construction in the met-- !
ropolitan area during the past six years. In additiom, counties and municipali—‘
ties spent a considerable amount during the comparable period. In contrast to
highways, the public tramsit system—apart from the benefit it receives from road

Ks N
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.construction~-~was entirely privately financed from farebox revenues until the

. MIC came into existence in 1967. Since then, approximately $4 million has been
collected from wheelage taxes and spent by the MIC for its staff, to maintain or
provide service on a limited number 'of lines, or for~ planning studles.

i

3. Public financingﬁpolicies for road,and sffeet construction have kept the
direct cost to the users below the full cost of their development and

operatign, thereby encouraging auto use and under—gtilization.

- A large portion of the advantage and the abi11ty of people to purchaae and o

operate automobiles results from the present arrangements for funding automobile

travel and the limited recognition-of numerous cost factors which are passed on

to the automobile users. The system of highway funding is fragmented among ‘a

- series of protected highway user funds plus logcal property taxes and assessments |
against benefited property. Many of the costs directly related to automobile
transportation are hidden and only indirectly paid by automobile users. These
include many-services provided by local governments needed for traffic régula-

" tion, accldeat assistance, or the safe: Operation of automobiles. These costs are

generally absorbed within the local -municipal’ budgets, which are funded from --

property, tax levies or other tax sources not directly funded by automobile users.
/

s

The rules pertaining to compensation in the construction and improvement of
the street and highway system do not recognize a number of costs directly attri-
butable to this development. For example, although persons whose property is
taken for highway purposes are compensated, individuals who must absorb the noise
and air pollution or whose property decreases in value are not compensated under
present arrangements., As a result, the costsof construction of highways and
streets are maintained at a level well below their actual costs, thereby increas-~
ing the number of miles which can be constructed or reducing the cost to the users.

.

C. Several new transit svstems or major additions have been proposed fqr the metro—
politan area. ~ o/

~

. \ } o B -
Studies prepared for the Metropolitan Transit Commission by consultants and
others call for deve10pment of new rapia transit systems or major additions to the
“existing mass transit. Most of these assume there will be a family of various sizes

_and types of transit vehicles with an extensive network of feeder or circulating

vehicles tying into trunkline (fast- -link) rapid transit, -The major new proposals in -

‘these plans largely focus on the trunkline-express movement. Others have suggested

- development of a completely new areawide network _using personalized small vehicles.
. The major proposals developed to date include:

— (
i

1. pid rail for trunkline movement on exclusive right-of-way.

-

Ve

Development of a series of high-speed rapid rail truﬂklines oriented to -the
downtowns of Minneapolis and-Saint Paul were recommended in the Voorhees study
for the MIC. This proposal contemplates construction of 71 miles of fixed rail
line on exclusive right-of-way to permit high-speed movements on major trumklines.
It also includes' a network of feeder bus lines and separate express bus lines on
freeways' to collect passengers and to service areas not close to the rail lines.

_ The proposed rail lines--as an addition to the transit service-~would largely
prdvide high~speed trunkline movement for persons who live close to the lines and
‘whose destipations are directly served by them. They would also decrease the -

-
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trip time for many transit users whd/otherwlse would be on slow-moving buses.

-~ Another possible benefit would be the contribution this system could make to

shaping development of the metropolitan area--particularly the downtowns, which
would be provided with a substitute transit service that could bypass the con-
gested inner ring road network. Finally, it was suggested that-these lines would

encourage high-density corridor development and, to the extent that people living

along these lines would be encouraged to take transit, the system would reduce
congestion on the highway ‘nétwork. It was noted, however, that the lines by
themselves would not make this happen. Strong land-use controls and possible
development powers would also be needed. - - '

~

/

The contribution which a network of trunkline-fixed rail lines by itself
would make to alleviating transportation problems is questienable. These" largely
automated lines would marginally contribute to a reduction in the 'future operat-
ing costs of transitkby substituting some autcmated operation for the more infla-
tionary costs assoc1ated with labor intensive buses. However, these lines would
directly serve only a limited number of people, largely because of the low den-
sity and the pattern of residential development. Substantial ridership will re—
quire an extensive network of transit vehicles which can collect passengers and
parking lots for autos bringirg people to stations. In addition, the 71l-mile
network does not serve the present or likely travel patterns of the area, whicii

focuses on-the two downtowns but is also in all directions——360 degrees~—around
the metropolitan arga. ’

2. ﬁBuses on exclusive right-of-way for rapid trunkllne movement and on streers
for distri buﬂ:io'1

7 ~

This proposal, in part, resembles the fixed rail concept except that buses

are substituted for rail cars and rubber tires on concrete for steel rail. One.

variation of the proposal, which is possible because of the greater Fflexibility
of the bus, would be to use the bus to collect passengers along a designated

route and then move onto the separate trunkline for higher-speed movement to .
major centers of employment at the end of the exclusive right-of-way. This sys-
tem also contemplates using buseS\or smaller vehicles to either collect passen-
gers or provide express service on freéways in areas “not served by exclusive bus

. service. _

The features of the proposed Voorhees 83—mile busway system ‘are comparable to
those of rapid rail and would similarly require development of a separate new
right-of-way along designated routes to provide high—speed service. One of the
features of busways, hOWever, is that, in contrast to fixed rail, they . can oper~
ate successfully with ‘any amount of exclusive right-of-way. These\separate, ex-
clusive facilities could be built either as an entirely separate system or simply
as a reliever along portions of the ffeeway network which are heavily congested.
These exclusive lanes for buses could be more adaptable for other purposes than
fixed rail, since their pavement is identical to that of roads, thereby enabling
possible use by car-pool drivers, emergency vehicles, or even other automobiles
whenever transit traffic does not make_ heavy use of the facility. It is also
possible that in the event some type of new-technology system is develeped which
would make these exclusive lanes obsolete, they could be modified and cogtinue

. to be used by automoﬁiles. . \ . \

3. Buses on metered freeways, arterial and surface streétg.‘

This proposal largely bgilés upon the existingstransit system with the addi-
tion of controls over-use of freeways by cars and with/preferentlal:access to

N
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them by buses, thereby permitting hlgheruspeed bus express movement. The fre-
quency of service would be improved by increasing the number of buses, while new
areas would be served by additional routes.

A test demonstration of the metered freeway preferential bus concept is pre~
sently being planned for I-35W from downtown Minneapolis to the Minnesota River
in Bloomington by the MTC and the Minnesota Highway Department. Studies are
under way to determine what monitoring, control systems and changes to bus. routes

would be needed. It is estimated a test demonstration of this concept will begin
in 1973. ] N ‘

4, New-technology svstems.

Development of ney teehnology——personalized public transit systems--has been
suggested as one of the most desirable ways to handle peak~hour movement plus’
many others during off-peak hours. Such systems feature either an areawide or -
trunkline network of lines carrying small vehicles responding on demand to pas-
sengers, carrying them non-stop or with only a single transfer from close to

their origin to near-their destination in as short a time as the non-congested
automobile mode. .

The features making these proposed systems most attractive largely result
from their small cross sections by comparison with fixed rail or buses, plus
_their personalized automated on-demand service. The small cross sections reduce
right-of-way requirements thereby possibly permitting use of existing street or
alley right-of-way. This feature~-if it can be done--would mean that these new
systems would cost less than fixed rail per mile to construct, thereby permitting
development of an areawide network in contrast to a few trunklines. 1f the met-
work is to provide direct non-stop service, however, the interchanges of lines
are likely to require considerable space. Areawide coverage, however, even if 41t
required one-stop transfer, would place service closer to patrons and their num-
~ erous destinations, thereby minimizing the transfer problems and providing a fast,
convenient, comfortable service which might well compete with the automobile.
~ The comparatively lower capital ‘cost per mile of new-technology systems is
largely achieved because of the reductions or possible elimination of right-of-
way requirements plus lower material and construction costs than would be re-

quired for fixed rail or busway networks. Automation would reduce labor costs
to a minimum. ‘ ,

o

The new—technology systems appear to have fewer environmental effects than
new freeways, fixed rail or busway alternatives, as fewer people would have to
be displaced and there would be less disruption to existing communities. These
systems appear to have reduced land-use requirements (unless they provide non- _ ,
stop serv1ce) and, 1f they are competitive with the automobile, could reduce the .

land dedicated for parking. Air and noise pollution would also be minimized 6?
comparison with other alternatives. -

D. \The perosed maJor transit systems or . additions will be costly.

e

" Each of the proposed new rapid transit systems or those which are basically major
lmprovements on the existing system'will require a substantial number of dollars..
[hese will be in addition to whatever funds are necessary to improve and operate the
:xisting system. The present bus transit must be continued and improved if the fu-
ture rapid transit system is to have any substantial base of ridership. All proposéed
/systems, with the possible exception of a complete new—technology system, anticipate

/
I
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the 'use of buses or similar vehicles to collect and distribute people f;pm the trumk-
line systems and to provide service in areas where trunkline service is not feasible.

The total capital and operating costs of the various proposed rapid transit sys-
tems are as follows:

1. Fixed Rail. The capital cost of the 71-mile fixed rail system proposed by
Voorhees, together with the feeder and express bus system, is estimated to total $923
million. In addition, an additional $3,290,000 per year will be needed to meet the
anticipated operéting deficits. (The 1985 estimated patronage of 96.2 million per-
sons at 26 to 34 cents per trip would generate $31,360,000 per year.) Even assuming
two-thirds federal reimbursement for capital cost, the local area would still have to
find revenue sufficient to retire a total debt of $850,000,000 ($308,000,000 for prin-
cipal and $542,800,000 in interest over 40 years) plus a minimum of $3,290,000 per
year to meet the operating deficit. The total annual cost is therefore estimated to
be $24,570,000 based on 1968 material and construction costs. The Voorhees report

indicates this yearly cost might be reduced by staging the development but would still
total approximately $10-$15 million per year. ‘

2. Busways. The proposal developed by Voorhees for a system of exclusive right-
of-way busways is almost as expensive as the fixed rail system. The capital cost of
this 83-mile system with other feeder and express buses totals $888,000,000 if sub-
ways are built in the downtowns, and $549,000,000 without them. Such a system is
expected to sustain a yearly operating deficit of $510,000 with subways (96.2 million
patrons) and $3,260,000 without subways (78 million patrons). i

Assuming two-thirds federal reimbursement for the capital cost of the busways
with subways, the local area--based on 1968 prices--would still have to find revenue
sufficient to retire a total debt of $821,333,000 ($296,000,000 in principal and
$525,300,000 in interest over 40 years) plus a minimum of $510,000 per year to meet
- the operating deficits, for a total of $21,035,600 per year. This total could also
be reduced to approximately $10~$15 million annually by staging capital development.:

The local one-third cost of the capital cost of a busway without subway would
total $516,000,000 ($182,000,000 in principal and $334,000,000 in interest) plus a

minimum of $3,260,000 in yearly operating deficits (because of the reduced patronage),
for a total of $16,613,000 per year.

3. Buses on freeways, streets and metered freeways. The continued use of the
existing street and highway network, plus whatever additions are made“to this, greatly
reduces the capital cost requirements for this approach by comparison with fixed rail
or busways, which require acquisition of land for exclusive rights-of-way plus con-
struction of separate new facilities. The capital cost largely consists of the pur-
chases of new buses plus park-and-ride facilities, and some alterations to arterial
streets to improve the operating speed of the buses. The estimated total capital
cost of an improved bus system with metered freeways totals $105,000,000, while
system without the metered freeways would cost a total of $44,000,000. Assuming two-
thirds federal support for these capital costs, the resulting local capital cost for
12 years on the non-metered freeway program totals $19,160,000 ($14,666,000 in prin-
cipal and $4,494,000 in interest), for an annual total capital cost of $1,596,000.
In contrast, the improved bus system with metered freeways would increase the capital
cost to a total of $105,000,000 (due to alterations that would be needed to the free-
ways in addition.to the purchases of buses and other alterations to the arterial net-
work). The local one-third capital cost for this program would total $36,720,000

($35,000,000 in principal and $1,720,000 in interest), for a total annual capital
cost of $3,060,000.
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The operating deficits of an improved bus system without metered freeways 7
are expected to total $4,888,000 in 1985, in contrast to $2,360,000 on a system with
metered freeways. The difference between these two figures results because of the
increase in patronage from 54 million per year for an imptroved bus system to 61.2
million per year under the metered freeway approach. Combining the annual capital
costs with the anticipated annual operating deficits results in a total of $6,480,000
per year for the improved bus system and $5,420,000 per year for the improved bus - .
system with metered freeways. . ;o

4. “New Technology. Presently, workable estimates of the probable capital:and
operating costs of new-technology systems have not been developed since these systems
are not yet available for demonstration. Some prototype systems such as Hov-Air,
Uniflo, Alden-Starcar, and Monocab are now available for demonstration, but many p?ob- N
lems remain to be answered about their feasibility, possible application in this area, -
and their usefulness. Much work remains to be done on the hardware, simulations of .
the system, plus in the determination of their acceptability and the demonstration of =~ .
their operation. It is likely that, ‘given the remaining necessary engineering and
testing, it will be several years before usable cost estimates and a knowledge of
 their application in this area will be available. -

1985 Cost Comparisons for Alternative Trapsit Svstems

($ thousand) )
- Total Annual - : Annual T
Total 1/3 Local Arnual Total " \
Capital Capital Capital Operating Local
Cost Cost Cost Deficit Cost _
T (incl. -
princ. &
int. om
bonds) -
Rew technology No estimates available. .
Fixed rail - 71 miles 923,000 850,800 24,570 3,290 27,860
Busways - 83 miles . - — -
with subways 888,000 821,333 20,533 © 510 21,043
without subways 546,000 516,000 12,903 3,260 16,613 .
_ Buses - improved with \ T
metered freeways 105,000 36,720 3,060 2,360 5,420
Buses ~ improved 44,000 19,160 1,596 4,880 6,480

The substantial cost of various altermative transit systems which must be funded
from existing or possibly new tax sources has raised serious doubt about the feasi- y
bility of accomplishing the proposed programs--particularly the more costly exclusive \
right-of-way systems. It is noted, for example, that the estimated gemeral patronage )
of the rapid rail and busway systems with subways totals 96.2 million persons--approx-
imately 36% more than the lowest-cost metered freeway system with 6€1.2 million persons.
However, the annual average cost of the fimed rail and busway system totals $24,570,000
tn contrast to $5,420,000 for the metered freeway system. The actual cost of substan-
‘tial improvements in transit by whichever alternmatives, however, might be viewedAasw
reasonable if this investment would substantially contribute to alleviating or so%vzng
major transportation problems and avoid the costly duplication of freeway facilities.
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E. Proposed major additions and improvements of transit will have difficulty
attracting a substantisl number of auto users.

The effective contribution that transit can make toward resolving transportation
problems suggests that proposals be measured in terms of the use which will be made

of transit, the impact of their development on highway requirements, and the service
provided to non-~drivers. \ '

1. Transit patronage is anticipated to_increase by from 44% to 78% above an
improved bus system if major proposed fixed guideway construction and
improvement is made to transit. However, this increagse, because of the
overall growth in trips, will increase the total percentage of trips
handled by transit by only 1.1%--from 3.9% in 1968 to 5% in 1985.

The number of people using transit has declined substantially over the past
two decades, both as a proportion of all travel and in absolute numbers. While
over 9% of all trips were made by tramsit in 1958, this percentage dropped to
less than 4% in 1968. Studies indicate that simple improvement of transit by
addition of buses and changes in routes will result in total patronage of 54
million in 1985 in contrast to 71 million in 1958, 56 million in 1968 and 50
million in 1970. This can be increased to 61.2 million on a metered freeway bus
system. The major addition of exclusive right-of-way trunkline transit is anti-

cipated to increase the patronage up to 78 or 96 million-—only 7 to 25 million
more than what existed in 1958.

In 1985, it is estimated that transit--including exclusive rights-of-way
trunkline facilities and buses--will handle 320,000 person trips per average
weekday, or 5.1% of the 6,337,000 total. This represents an increase of 173,100
person trips over 1968 but an increase of only 1.2% more of the total even as

, there is substantial excess capacity in the fixed guideway transit system in,

* 1985. The lower transit usage relative to the total of person trip movements
suggests that the building of transit by itself will not attract trips from autos,
Rather, these studies would suggest that auto ownership levels will increase,
lower-~density development will continue, there will be proportionally fewer work

trips, and a continuation-of the rules pertaining to automobile usage and opera-
tion. ) ‘

2. Development of most proposed rapid transit systems will have little effect

on_peak-hour congestion or reduce the demand for additional highways.

Development of express tranmsit is expected to only slightly reduce the pres—
sures on major freeways and arterial roads in two or three corridors near down-
town Minneapolis by 1985. The Voorhees study indicates that the building of
transit will not eliminate road congestion on these corridors largely because of
the substantial increases in through downtown traffic, which in the years 1985

to 2000 will likely congest all corridors even if all presently contemplated
roads are built and express transit is constructed. .

The greatest contribution which express transit makes is in providing more
immediate access to the two downtowns, as these centers will be better served
by transit than any others, and because the routes into and around them will be
most heavily congested from increases in through movements. In the case of the
two downtowns, transit will continue to serve approximately 35% to 40% of the
total person trips whose destinations are in these centers. However, it peoorly
serves the through downtown trips which have diverse origins and destinations
that cannot be directly served by exclusive right-of-way rapid tramsit but only




by use of a secondary transit vehicle at both ends of the’trip. This situation
reduces the attractiveness afforded by express transit to persons making through
trips. As a result, although conventional express transit systems can be ex~
pected to attract about one third of the downtown travel by 1985, only 2% of
non-downtown travel would use the transit system.

The net effect from simply the buiiding of proposed conventional rapid tran-
sit systems on the future road requirements is minimal. It is anticipated Fhat
most freeways and major arterials will increasingly experience congestionm with

accompanying demands for new road facilities in spite of the addition of express
transit.

3. Serﬁice for nmon-drivers will be only slightly improved with the development -
of proposed rapid transit systems. ) - ‘

‘Major additicns to tramsit which upgrade the level of service by extending
existing routes, creation of new routes in areas not presently served, and the
closer spacing of lines in the service network should contribute to improving
the transportation cppertunities for many non-drivers. Similarly, increasing
the frequency and reliability of service, improvement in vehicles, signing and
notice to users, and improvements which would increase the personal security,and

comfort of users, can all be expected to result in improved service for this
group. : . /

Major capital additions to the total transit system in the form of: exclusive
right-of-way facilities, with stations placed at various points to provide high-
speed rapid movement into the downtowns, can be expected to make only a minimal
contribution to the transportation opportunities of non~drivers. These high-~
speed lines will primarily benefit commuters during the peak hours and only in~
cidentally be of great value to the non-driving population. This condition ex~
ists largely because the non-driving population is not concentrated in any one .
area but is widely dispersed throughout the metropolitan area--even within the
two central cities. Low-income and elderly people within the inner city commu-~
nities of Minneapolis’ and Saint Paul adjoining their downtowns will discover
that if their destinations are in the downtowns, regular buses will be more con-

venient and will make the trip as fast as rapid transit vehicles, which will
likely stop at only one or two stations within their communities.

The eonstruction of new transit systems will not by itself attract riders. Their

high cost is not matched by any assurance--under emisting public policies--that they -
will attract enough riders to substantially reduce reliance on the automobile during
peak hours, thereby avoiding the duplicate, costly investment in additional freeways.

Thgse systems will primarily benefit commuters during the peak hours and only second-
arily increase service to the non-driving population.

Longer-term additions or improvements in the transportation system which provide

for door-to-door pickup and delivery service from their homes to a large number of

shopping, emplo
tion to the mobilit
elderly and handicq

yment, medieal and cultural centers will make the greatest contribu-
y of many non-driverg. This is particularly the case for the
pped, who experience diffieulty in getting to and using regular

public transit serviae,

/
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Increasing the proportion of total trips carried by transit
‘requires a shift away from public policies which presently
influence individuals to use autos rather than transit for
peak-hour trips. Public policies that work with the rela-
tive attractiveness of service and price of both highways -
and transit are essential if the area is to fulfill the
conmitment to a "balanced transportation system'.

A. Public policies need to‘be developed which look toward thg utilization of public
facilities--including both highways and transit.

The basic question wnich needs to be resolved in this metropolitan area relative
to how peak-hour movement will be accommodated is not what facilities to build --
highways or transit -- or more specifically whether or where a series of rapid tran-
sit trunklines should be built on exclusive\right—of—way‘—— or what particular hard-
ware to employ. The basic question, instead, is what public policies need to be
developed that will encourage utilization of public facilities at a much higher
level than has been experienced in the metropoiitan area in the past. If transit is
‘to have a large role in handling peak-hour movements and is to contribute signifi-
cantly to solving some of the transportation and development problems, what public
policies need to be developed that will assure that transit will be used? ~

Present public policies which relate to the peak hour largely permit congestéon
to develop and then only respond to it by incremental attempts to improve signaling,
widen streets, or even build new lanes. What is needed is a plan and policies which
will anticipate the growth in peak-hour movements and provide for more flexible ways
in which this movement can be reasonably handled. ’

B. Public policies must recognize the‘possibilities‘that transit can do much to .
~ handle peak-hour movements and provide transportation to non—driva;s.

Opportunities for transit exist in its ability to handle peak-hour work trips
and to provide transportation to non-drivers. The use of public transit vehicles
for peal-hour movements is ‘mot likely to increase substantially simply in the pro-
cess of providing them and upgrading the service or equipment. Usage appears to
increase only when congestion on the highway network becomes so severe that some
driversi seek out an 4lternative. Experience elsewhere, however, where the levels of
congestion are seyere would indicate that this condition alone is not sufficient to
encourage a large number of drivers to transfer to transit service--partly because
transit service is not adequate and because the attractive features of the automo-
bile continue to outweigh what appears  to be the inferior service provided by trapsit.

The usage of transit can be achieved only if changes in public policies grant .
public transit preferred movement and begin to work with both the service and price

of both highways and transit. This would appear to require policies that will per-

mit an increase in the speed of tranmsit and policies that will affect the price of
both auto and transit service during the peak hours. ‘

C. Development of public policies whidh‘make’bossible\the"achievement of the
"balanced transportation system'" are needed.

A "balanced transportation system" for many years has been one of the general
policies in the metropolitan area. The first policy of the Metrepolitan Planning
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Commission in its Joint Program-Metropolitan Deveiopment Guiderstated that:

"streets, highways, mass transit, terminals, and parking facilities should
be combined into an overall metropolitan transportation system to improve
land use, transportation relatlonships, and to’ properly balance all ele-
ments of the transportation system." B
Similarly, one of the policies of the proposed Transportation Section of the Metro- .

politan Development Guide presently being considered by the Metropolitam Council
calls for:

N\

"meeting the transportation needs in corridors through a balanced system,
utilizing all modes of travel appropriate to attain metropolitan goals."

The translation of these general policies into programs will require more than just
the building of facilities. The "balancing"” of the modes further requires that a
determination be made about what specific steps need to be taken to assure that fa-
cilities which are developed to handle movement--particularly the peak-hour--are
used in the agreed-upon plan. This will require a series of policies which will

influence individuals to use transit rather than autos in many of the most heavily.
traveled corridors

D. The first steps toward develepment of policies which would make transit a
preferred means of travel in some areas are now being taken.

The I-35W preferential bus access demonstration is the first major program in
this area which will essentially grant transit preference over the automobile in
peak-hour trips. This demonstration contemp lates that movement on the freeway will
be monitored and automobiles will be restricted in their access when the number of «
vehicles reaches the capacity of the freeway. Buses, however, will continue to have
' access to the freeway on separate ramps and will thereby be assured of high-speed
movement on the freeway. Auto users will be encouraged to transfer from their cars
to transit at designated park-and-ride lots. This approach essentially moves the
point of congestion off of the freeway and onto the arterial routes and is intended

to encourage people to use transit or to ‘travel on the slower,more congested arter-
'1al streets. | {

A‘second illustration of preferential movement for transit already exists in
downtown Minneapolis and is proposed for downtown St. Paul. In these situationms,
entire streets (Nicollet Mall and West Seventh) are set aside for exclusive use by
‘transit vehicles, thereby speeding their movement. Additional exclusive lanes for .
. transit are also under study for a number of other routes within these high-activity
areas. Similarly, some streets within the University are also reserved largely for
transit vehicles. The University increasingly has used access to parking lots and
the pricing of parking as ways of encouraging either car-pooling or the use of tran-
sit for trips to this major center. It has developéd, with the MTIC, seven special
express bus routes, increased parking rates and reserved close-in lots to cars with

three or more persons simply to relieve present congestion and the shortage of park-
Ing spaces. :

~ Public policies which will influence individuals to use transit rather than
autos for peak~hour trips will not limit the movement of people any more than pre-
gent highway congestion.



Congestion as we already know it on the street and highway network’gréatly Te-
stricts and limits the movement of people during the peak hours., Without any change
in existing public policies. this canges stion can be expected to become much more
severe In areas pres ently affected, will be experienced on an increasing number of
routes which presently are not severely congested, and will likely extend for longer
periods of the day. The development] of public policies which would move to influ-
ence individuals to use transit rather than their autos for peak-hour trips -- even
if this might require some slight inlcrease in the amount of time for many of these
trips -- need not be any more restrictive or limiting than conditions already being

experienced under policies which essentially give the ‘automobile preferential move-
ment.

VIIiI

The development of pochzes which can gzve the “metropolitan
-~ area a "balanced transportation system” requires: (a) An
* tmproved governmental organization which can zntegrate the
‘planning and policy-making for both automobiles and transit,
(b) adequate and properly arranged financial resources to
develop the facilities requzred and to operate public transzt
at a high level of service, (c) an ability to influence in-
dividual decisions in the use of both highways and transit inm
a way that reduces relzance on the automobile during peak hours.

The development of an effective transportation system for peak-hour travel and

an adequate system of transportation for non-drivers will require public policies
which can effectively manage both transit and automobiles. It will not be possible
to obtain maximum utilization or to develop a "balanced transportation system" until
we begin to think sbout ‘and plan them together. Given the substantial public invest-
ment needed to improve transportation in the future--upwards of one billion dollars—-
we can no longer afford to ignore transit while planning highways, nor ignore high-
ways when planning transit. If we continue under past arrangements we will lack the
resources needed to build both highways and transit and will have less of both than
are needed to handle the peak-hour movements. This will gccur despite costly, dup-
licate investment in transit and highways, both of which will be poorly utilized for

148 out of the 168 hours of the week. In order to avoid either of these possibili—
ties, certain requirements are necessary.

A. The organizat:onrfor metropolitan transportation planning_needs to be improved
by giving it the capabllity and responsibility to make decisions about the
integrated_plannlngeand development of both highways and transit. -

The increasingly metropolitan character of the transportation movements strongly
suggests that planning for the system of major arteries, both highways and tranmsit,
should be done at the metropolitan level. Movement in the metropolitan area, parti-
cularly for work trips, is no longer largely confined to municipal or county bounda- -~
ries. Instead, the distance between a person's home and job is increasing. Deci-
sions about where people live and work are often made separately--the distance from
home to work being only a secondary consideration. Increasingly, the major thorough- ’
fares which handle a large portion of - ‘these work trips function as metropolitan -
thoroughfares rather than-as highways to connect municipalities within a county or
neighborhoods within a city. Decisions to upgrade existing highways or to develop
new ones, and decisions to provide express transit service to serve particular areas,
are closely related and strongly influence each other. These decisions affect not
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only movement within a particular municipality or county but also the movement pat-—
terns and ultimately the devclopment of the metropolitan area.

No organization can effectively plan and decide how to handle the peak-hour
movement of people and provile transportation for non-drivers unless it is able to
systematically appraise travel conditions and deficiencies, identify specific trans-
portation problems, and develop alternative ways of correcting them. However, it is
not sufficient that only this planning ability be built into such an organization.

A metropolitan transportation planning organization, if it is to succeed, must
also have the power to weigh, select and implement an optimal alternative to handle
‘:identified problems. It is not necessary that this organization operate transit or
- build and maintain highways. However, it must be able to provide direction to the

building and operating agencies about what should be done and the timetable within
'which improvements should be made.

1.

There has been considerable progress in the evolution of a comprehensive
transportation plenning process in the area. This successful work has

contributed much t5 an identification and understanding of varicus prob-
lems and can be built up“n.

a. Minnesota Highway Department -~ Comprehensive regional planning
started in 1957 with the creation of the Metropolitan Planning Commission
(MPC). Studies by the Minnesota Highway Department in the Twin Cities Area
Transportatien Study laid the foundaticen for transportation planning with
basic data about the transportation network in the Twin Cities’ area.

b. \Joint Program —- In 1962, an inter-agency task force was established
including the Metropolitan Planning Commission, the Minnesota Highway Depart-
ment, county highway departments, and the engineering and planning agencies
of Minneapolis and Saint Paul. This '"Joint Program' was the first major
attempt to integrate transportation and land-use planning and was designated
the areawide agency for continuous, comprehensive and cooperative planning
called for in the 1962 Federal Aid Highway Act. One of the results of this
program was a report entitled, "Metropolitan Development Guide", which out-

lined long-range regional goals for development and a series of highways
identified as the "System 14" network.

c. Metropolitan Transit Commission -- The creation of the Metropolitan
Transit Commission in 1967 had as one of its primary purposes the creation
and implementation of a mass transit plan for the metropolitan area. The
MTC subsequently employed a number of consultants to develop plans for tran-
sit improvement and new rapid transit development. These recently concluded

~studies call for substantial improvement to bus mass transit plus develop-
‘ment of a network of separate high-speed transit limes.

d.” Iransportation Planning Program -- The cooperative planning effort
of the Joint Program, which concluded in 1967, lapsed until 1969 when an:
agreement was executed between the Metropolitan Council, the Metropolitan
Transit Commission, the Minnesota Highway Department, and the seven-county
area's county and municipal govermment units. This cooperative agreement
established the Transportation Planning Program (TPP) and designated the
Metropolitan Council as the agency responsible for coordinating the continu-
ing, comprehensive and cooperative transportation planning in the metropoli-
tan area. The~Management Commlltee of the TPP, made up of representatives

\
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of each of the contracting groups, was designated to direct the planning
efforts and to "make decisions” about the future transportation plans. In
addition, advisory groups (one of elected officials-~the Policy Advisory
Committee; and another of engineers and planners from local agencies--the
Technical Advisory Committee) were established to advise the Management Com-
mittee in the Tramsportation Planning Program.

The major work of the TPP to date has been to update the basic data on
land development and movement patterns, to identify corridors where major
problems in providing for future movement are foreseen, and to develop a
framework for a long-range transportation plan. In addition, the organiza-
tion has been active in developing the Transportation Section of the Metro-
politan Development Guide. This decument outlines some conslderations and
policies for transportation planning, specifies a few guidelines for. con-
struction in areas such as interchange spacing on highways, and outlines

short-range transportation improvements proposed by the individual operating
agencies. :

The overall coordination of transportation planning with general development.

planning in the area occurs in the work of the Métropolitan Council and its re-
lationship to transportation agencies and the TPP. 'The Council has the power to
adopt the Development Guide including a section on transportation. In addition,
the Council reviews the long-range plans of the MIC and may suspend them if they
are in conflict with the goals expressed in the Development Guide. It does not
have this power, however, with regard to plans of the Minnesota Highway Depart-
ment unless they are fede*ally funded. -The Council also reviews, comments and
makes recommendations on the project applications of transportation agencies for
federal grants-in-aid. These projects, however, represent the product of trans-
portation plans and come very late in the planning process.

Overall, the most substantial link in the coordination of transportation
planning and its relationship to general development plans occurs at the staff
level. The TPP staff, which is emploved by the Metropolitan Council and funded
by the contributions of the contracting parties, is located in the same building
as the Council and the MTC, while the Highway Department is only a couple of

blocks away. There appears to be a considerable interchange of information ~

among these agencies at the staff level.

The considerable efforts whffh have gone into fhe attempts to develop a com-
o)

prehenszve transportation plan for the metropolitan area and the coordination of

-agencies are substantial and provide the foundation for future planning in the
area.

2. Serious problems remain in the planning of transportation facilities and in

the organization dasignated to make decisions about them in the metropolitan

area.

The responsibility and power to ﬁlan the transportation system, to make de-
cisions about the improvement of highways and transit--when and where they are
built, their funding, and their use--are fragmented in the metropolitan area.

. Numerous organizations, sources of funding, and responsibilities for portions of
the system have historically evolved alongside the cooperative planning efforts

of the TPP. Some elements of the plamning process are missing, and, most impor-

tantly, basic decisions about the divection for traneit and/or highway develop—
ment have not been made.

b
S
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a. Transportation planning responsibilitv is divided.

Presently there is no single agency. in the metropolitan area which has
an-overall view of transportation facilities-~their functions and relation- .
ships to each other. Although the Metropolitan Council is designated the -
"coordinating agency', the actual work program and the specific items which
must go into the plan are decided upon jointly by all of the members of the
Management Committee of the Transportation Planning Program. .7

TranSportation facilities, even under the cooperative agreement, are) ’
largely planned and developed not by the TPP but by the separate independent ' -
agencies, such as the Minnesota Highway Department, the seven counties, ~and
the 96 municipalities, while transit is solely the responsibility of the
Metropolitan Transit Commission. Each of these organizations employs con~
sultants or has a number of employees developing its long-range plans and
yearly programs. The Minnesota Highway Department, for example, 1is engaged
in the early stages of a functional classification study of the road network
in the metropolitan area. The Metropolitan Transit Commission, on the other
hand, has employed a group of consultants over the past three years at a
cost of $950,955 to come up with proposals for a long-range transit
development program. TheSe organizations will frequently communicate the
status of their activities to the TPP to inform them about what is happening
and about their recent findings. ‘ :

b, Some aspects of the transportation system are not viewed. as_the
responsibility of any, agency.

P
i

"Major gaps exist in the present planning process. Some important aspects -
in the transportation system are not considered the primary responsibility
of any single agency. Parking, for example, is one large subject which is -
outside the purview of any single agency or éven all of them together. The .

-amount of parking, its location and its ‘development are largely left to the
individual developers or may be controlled by the local municipalities
through their zoning laws or street access regulations:

K

¢. There is no program for citizen involvement in development of ttans-
portation plans.

There 1is general acceptance of the idea that citizens should be -involved
early in the planning process. This concern has been evident nationally in
the 1968 Highway Act, which requires two public hearings - one on the "cor-
ridor" or general location and another on its design and precise ‘location.
The concept, however, is broader than simply the holding of public hearings

and is well stated in a November, 1969, Policy and Procedure Memorandum of -
the Bureau of Public Roads!

" "Citizen participation is needed at all stages of the planning
process beginning with the spelling out of goals and objectives
and extending through the choice between alternatives for both ! “
land use and transportation. Lines of communication should be
established and maintained which will not only seek the views
of those affected by proposed programs but dempnstrate to them
in ways they understand that their views receive full and sin-
cere consideration. This may well require the aggressive use
of newspapers, radio and television in addition to public
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meetings and orgenized citizens committees. The organization

- : responsible for the planning process shall make provisions to
inform the publlc completely, to obtain the public views and
to use these views in developing tranSportation plans.'

- No program for early participation by citizens has yet been developed by
the Transportation Planning Program. Involvement in fhe planning process in _
the metropolitan area has largely been by the official ‘agencies involved in
~ planning or building portions of the system and in the holding of hearings
' ‘ for route locations. In a few instances, hearings are also held on more

general plans after agreement is reached by the agencies, such as on the
Transportation Section of the Metropolitan Development Gulde. Others, such
as the Metropolltan\Transit Commission, have selected a number of people to

. serve as an advisory group However, there 18 no program to engage citizens

' within local commnities in the discussion about altermative ways of handling
various movements or of altermative plans for development of facilities which .
will directly afJect people living withim thesz communities. »

d. There is no state direction about standards of developﬁent;for'transport"
ation facilities or the particular interests of the state in the trans-
portation system of the metrogflitan area.

At the present time, there is no transportation plan for the state which
spells out the interests of the state in the development of various transPOTt‘
ation facilities or how these are related to overall objectiVes.

The Minnesota Highway Department, a state agency, plans and builds some N
major highways. in the area and, within its planning department, performs stu- VN
dies on what highway facilities may be needed, their location, and timing of
development. They are also significant partners in the TPP. This agency
also has almost sole responsibility for the management of highway facilities
incluQing the policies and regulations over their use. ‘

The Legislature, in discussing the need for a department of transporta-
tion in the 1969 session, authorized establishment of a State Transportation
Task Force. This organization is made up of departmental representatives of
state transportation agencies, plus representatives of municipalities, coun-
ties, the Metropolitan Council, the Metropolitan Transit Commission, and the
Metropolitan Airports Commlss1on. The Task Force was created in March, 1970,
Its purpose was to review various tranSportation;prpblems to determine how
the state's efforts might best be coordinated in ‘a national transportation
planning, study: and to make recommendations concerning local mass transit
development and the need for state financial assistance. Most of its work
consisted of hearing from agenc1es and organizations about transportation
Planning efforts and problems, plus discussion ahout a study of state depart- N

ments of transportation prepared by -the Highway Department. /

In spzte of the work and the interest at the state level, there is stzll no gen-
. eral direction from the state and its numerous agencies with respect to the étate 8
objectived and thezr expreesion in the transportatzon plans of the metropolitan area. -
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e. There have been many studies, but no decisions~abott the basic direction

. for transit and/or h‘zhways unuer the presen* metropolitan transportation
planning_oﬁganizatlon

Decisions about the basic directlon fer transit and/or highway development
have not been made by the existing organization, even though successive efforts
are being made to coordinate some portions of the planning process. It is im-
portant to mote that presently there is no adopted long-range comprehensive
plan for the area which provides specific guidelines or poZches for management
and development of the various hightay and transit facilities, their roles in
specific areas, the partzcular facilities which are to be built, or their loca~
tion and prmorttj It is questionable whether these important decisions and
such ‘a twansportatzoh plan can be developed under the present organization.
Without it, the metropolitan area is left without the necessary guidelines with
which to review the important building decisions being made by the Varlous
highway and transit agencies )

f. Important transportation decisions which need to be made will be difficult
to make in the present greanization.

~

The current organzzatzon of the TPP with its representatzves from tke vari-

. ous building agenc7es, plus the division between the transit and highway inter-

S

"~ ests partzcularay in the Management Committee, . makcs it very difficult to raise
_ important issues which must be resolved if the area is to have an integrated

transportatior. plan. Some of these relate to the basic roles and functions. of

‘transit and highways, their utilization and contribution to handling various

types of movement, plus the location and priority of\development ‘of various

‘fac1lities

. Important decisions need to be made in the foll'wing areas:
1) The role of transit and highways in handling peak-hour movements in parti-

cular corridors and in transportation of non-drivers.
g

2) The level of mass transit service--the areas which will be served by mass

transit .and- the frequency of service. e

3) The designation and reservation of rights—ofdway that will be needed or -
will become available for either tran51t or highways. ¢

o
(

4)\ The assignment to various jurisdictlons, i.e., counties, municipalities, E

and the state, of the appropriate level -and type of highway in accordance
with the functions performed by them.

5) Standards on access and interchange spacing on new high—capacity freeways .

arid arterial streets which will be developed on the fringe of the urban
area. -

~

/

6) A plan identifying what, hlghway or! transit facilities should be built,

where they should be located, and when they should be constructed.
/

7) ‘Construction standards related to. the safety and aesthetic de31gn of maﬁor \
facilities "

J e
N
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B. Adequate financial resources are needed within the metropolitan area to develqp
required facilities and to operate public transit at a higzh level of service.
Additional funds need to be made availsble-- erfraularlx for transit. As a first

z—u—m—-—-—-«—————-—-w—-——r—‘—&—-——'
step, the mixture of user charges and general revenue for highways and transit
should be rearranged and reversed.

s : ' 3
Improvements in both highways and transit will require substantial public funds
in the future. It is essential that funds be available for whatever types of improve-

ments are judged necessary to achieve metropolitan transportation objectives--includ-
ing both transit and highways. ’

~

The present method of funding highways and transit greatly inflyences what facil-
ities will be developed., The availability of funds for construction or improvement
of highways and transit is probably the single most important factor determining what -
will be done. The decisions by the Highway Department, the MTC, municipalities and

counties relative to their capital improvement programs are limited by the available
funds from designated sources,

.

The way in which transportation facilities are funded-~the source of revenue and
how they are collected--affects not only the building agency but also the declsions
by persons making trips. Part of the total cost to the individual consists of the
tax, fees, parking charges, and farebox charges which he pays. To the extent that
these are visible, they can influence his decision about whether he will make certain
trips and whether they will be by car or transit. Therefore, the way in which

transportation is funded, the levél of charges and the ways in which these are im-
posed can greatZy influence zrdtvtdual trip behavior.

Highway and transit improvements might\be funded from a variety of sources, in-
cluding user taxes, farebox collections, and general governmental revenues from var-
ious sources. It is important that these sources not be limited in their use to
either highways or transit, however, or to particular types of highways within juris-

dictions, as this pattern can only adversely influence the abzlity to make decisions
about what’ transportation facilities to build. w )

Ideally, the system of finanving for transportation in the‘metropolitan area
should have the following characteristics:

X 1) The funding for tramnsportation--both/transit and highways——should prefer—
bly come from a general transportation fund into which revenues from various =
sources are deposited. Distribution and use of this fund should not be limited
in propbrtion to the source of the revenues, but instead should be available .as
-. required to best prov1de for the transportation needs of the area.

2) The major sources of révenue for the transportation fund should be pri-
marily user charges--including gasoline taxes, license fees, wheelage taxes, and
farebox charges--and others which mlght be developed, such as charges on automo-
biles for peak-hOur trips, or peak-hour parking charges which relate to the use
of public vehicles or facilities which are part of the transportation system.

3) General- tax sources such as income, sales and excise taxes should be
viewed as possible sources only to a limited degree where transit demand and
farebox revenues have not yet built up. Considerable demands for revenue to
fund other general governmental services are growing, and their dependence on

these sources is likely to reduce the opportunLty for funding transportation by
_these means.

/ \
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4) Possible revenue sources which should be con31dered, particularly in
funding the capital costs of transit and highway improvements, include: Assess-
‘'ments on benefited property, assessments on commercial and other establishments
" which directly benefit, and collection of part of the increase iﬁ property values
which result from the development of transportation facilities. -

4 5) The proportion of the cost of streets and highways paid frow general tax~
‘ation should be substantially reduced due to their demonstrated ability to be
funded from user charges. A greater share of these costs should be borne by the:
automobile~ usér. Non-user taxes now support a substantial part of the cost of
automobile transportation through the county and municipal property taxes which
fund the local road and bridge development and maintenance, and other local ser- f
vices directly provided to automobile users such as traffic regulations, emergen~
cy services, court services, and lighting. The shifting of the cost. of these
services from general taxes to the automobile “users will reduce\the economic dis-
i parity between ‘automobile and transit travel and: -reduce the transportation ser-
, ~vice burdens on 1ocaI municipal and county budgets. : PN )

S~

6) An immediate source of revenue to permit the development and maintenancé
of a high level of public transit is needed. A portion of the prOperty tax ‘reve-
nues presently used for highway purposes could provide an additional transit-
funding source to fund the operating deficiencies anticipated in the early years

of the transit improvement program when farebox revenues will not be sufficient
- to meet the operating .costs. ' -

4

1. Substantial-costly programs can be anticipated to operate and develop an -
- adequate transit system, to adequately maintain and 1mbrove existing high~
ways, and to make maior additggns .to the highway network. T

~.

- ‘ Transit-Needs ) S { - |
— ~ ' ‘ ) )
, : Under present arrangements, the MTC estimat es. it will require funds, ‘ )
S - beyond anticipated revenues of $1,200,000 from the wheelage tax, of
S A approximately $2,099,266 in FY 1972 and $3,008,696 in FY 1973 to fund )
- g operating deficits, a program of capital improvements to the existing %

o system, and administrative expenses. ; Y | /

~

~ Operating deficits -~ Transit ridership is anticipated to remain at
 present levels or possibly to increase slightly in the. next few years.
At the same time, the cost of operation is expected to increase more )
rapidly than patronage, so that revenues from the farebox will not be o
B ‘adequate to cover operating costs—-assuming “the fare is not ‘changed. [
I ~"  Revenue forecasts by the MIC prior to its oWnership of Twin City -Lines
, o forecast an $800,000 surplus in 1971, but then a movement to a $222,000
deficit in 1973. Without these surpluses, the MIC projected a $1.2
“million deficit in bus ~operations by 1973 and approximately $4 million
~ by 1975.- . | )
< \ o e \ , -
Recent figures, which show a decline in ridership for 1970 and wage .
: \ settlements above what was anticipated, indicate earlier projections of
S . income were overly optimistic. Currently, the MTC ‘forecasts a deficit
o - of $1,260,400 in FY 1972 and $1,860,000 in FY 1973. Unless major steps
. - . are taken to increase ridership, ig is quite possible deficits in sub=
’ 3 '~ sequent years will continue to rise to even larger amounts. Although
£ increasing the fare might be one means of reducing the deficits,

N ,,f N
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} - experience has indicated that fare’increases will discourage use of tran-
sit, so that, although revenue might be slightly increased, patronage
would actually decline. It has been estimated; for example, that a 5¢

fare increase would result in an 8% decrease in*passengers.

Capital improvements -- A second major cost item for transit is the funds
that will be needed for capital improvement of the transit systEm. These
include the improvement of equipment to the existing transit system plus
whatever major capital facilities are needed to increase the level of ser-
> vice above current levels and the additional cost of "developing any element

of transit on exclusive right-of-way.
/

The 13- point improvement program of the MIC, alone, was estimated in 1969 //
\ . _to require approximately $30 million. Even assuming federal support for
’ “two thirds of the cost of this program, a total of $10-$18 million in local
funds will be needed.. If the local portion of this program were funded by

10-year bonds, a total of $18 million, or $1,800,000 per year, would have -
to be funded locally.

Additional improvements to increase the level of service, the route cover-
age and to'develop more express movement with the buses were recently esti-
mated by MIC consultants to cost $26 million at the 1370 price level, or
$37.8 million 1f the program were phased for completion by 1985.

Significant additions of fLXed guideway systems on exclusive rights-of-way,
together with improvements to bus service, would result in total capital
' requirements of from $608 million to $1.431 billion by 1985.

Highway Needs

, Substantial increases in the total highway needs are forecast for the 5
maintenance of the existing network, for new construction related to im-
provement of existing highways and arterial streets, and for new major

additions. These apply to state trunk highways plus county and municipal-
arterials and streeté : 3

\
Maintenance ~- Maintenance of the highway network alone is estimated to
double in less than ten years, with an increase of 195% by 1986. The ‘
Highway Department has stated that increases in maintenance costs will -
exceed revenues generated through increased highway travel and that these |
costs will increasingly cut ifnto the funds ‘available for construction. -

Rebuilding ~- In addition to regular maintenance, major expenditures will
also be required to simply rebuild worn-out portions of the existing net- -
work including bridges and heavily used pavement. One large element for
which costs are unknown is the work necessary to resurface or rebuild

large sections of the recently coustructedfinterstate highway system that
\have been heavily. damaged 'during the past years. . T

Major new ‘additions or upgrading of present arterials ~— The total cost of
highway and arterial development must include major new additions to the
existing network. The State Highway Department has estimated its needs

. for these additions or upgraded highways within the metropolitan area will
cost $560 million from 1968 to 1986 based on 1968 cost figures. Even if
transit development can provide for much of the peak—hour movement in the
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heavily ‘traveled corridors in the center of the metropolitan area, major
additions will still be nttued on the periphery.and to major trunk high-
ways leading out of the mOtro>olitan area. The 1968 cost estimates of all
maJor trunk highway improvements/additions within the metropolitan area,
not including those within the central cities beyond the ‘completion of the
interstate network, total $411.178 million. These estimates are conserva-
tive and actual costs will be well above this due to inflation and further

plan development which may result in almost doubling" their cost in the
next 15 years. y ’
N LA ) .
. Although detailed cost estimates for future street/highway needs have- mot
been prepared by all counties or municipalities, based on the Hennepin
County figures of $222 million for 1969-1985 we could say the total cost
for these arterials will exceed $500 milllon. ‘ e
2. Existing revenue sources for transportation deVelopment are presently linitedJ
) particularly for transit, and may,nof be adegquate to fund required programs.

_ The major sources of funds for transportation development include highway user -
- funds and locally raised revenues for counties and municipalities for highways and
farebox collections plus a nom1na1 wheelage tax for transit.
Highway funds -~ State and federal highway user funds provided upwards of
$128 million in.1969 for construction and maintenance of trunk highways and
municipal and county state aid roads in the seven—county/area. In addition,

counties and municipalities spent in excess of $44,126,808 in 1968 from \

locally raised revenues including property taxes, asséssments, fines and park-
ing fees.

The Federal Highway Act has substantially contributed funde to the construc-
tion of major highway facilities in the-metropolitan area. The interstate
highway system, for example, was' largely constructed from federal highway user
funds /which provided 90%Z of'the-cost. A total of $327, 675 497 in federal

funds was spent on the interstate system from 1964 to 1970 while the estimated
cost for completion of this network in the area is $303,440 ,000. Federal funds
contributed an additional $71,564,707 during the same period for state trunk
highway construction in the area. The recently enacted 1970 Federal Highway

‘Act will contiriue to provide funds for highway construction at approximately
the levels of recent years. N

’ _ -~

’

- Iramsit funds -~ Transit is almost entirely funded by farebox collectionq from
_ the 30¢ passenger fare. A wheelage tax of $1.00 per motor vehicle in ‘the
: seven—county area is also available to the MIC for its operating expenses.
\ This tax produced $1,100,281 in income for the MIC in FY 1970. J

Federal aid for transit development is gradually becoming available with the
passage in 1970 of the Urban Mass Tramsit Act. These funds are available

only for capital purchases and may not be used to meet operating expenses.
They will likely be used to fund experiments, partially fund the purchase of
private bus companies, and provide a portion of the capital funds for transit
facility development. Recent consultants to the MTC have suggested that due
to the substantial demands for federal funds--although the recent law permits
the federal government to fund up to two thirds of the capital cost of tvamsit
development——only $200 million will likely be available to the metropolitan

area during the next ten years unless the total amount of federal funds is
. increased.

~. - — /i“r
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3. The sources of’funds for transit and highﬁavs are badly arranged. The
mixture of user charces and general revcnues needs to be reversed.

Transit relies iargely on usér charges--primarily farebox revenues--as its
source of funds. However, these user charges will not generate revenues to meet
even the operating costs of transit, let alone any major capital expenditures.
The automobile, on the other hand, has had considerable success in generating -
substantial revenues from its user taxes and yet is still subspgntially supported
by general property taxes, which were levied originally to assist in the early

‘development of the street/road network. There is every indication that the auto-

mobile will comtinue to have considerable success in generating revenue from user
charges even as these are increased, whereas transit will need assistance from

some general revenue source apart from its user charges if it is to continue and
to be improved. \ -~ \

N /

The ability to influence individual decisions in the use of both highways and
transit in a way that reduces reliance on the automobile during peak hours will
be needed. Factors that do--or could--influence the traveler's decisions about
the use of highways or transit are not presently operated as part of public poli-

cles to balance use of the system. These need to be explored and included in

metropolitan transportation policies which relate to the use of facilities and
service. . o . -

—

The improvement of transit, alome, will mot increase its patronage:-or usage to

anywhere near its potential. Development of new freeways and arterial streets in
the urbanized portions of the metropolitan area will be limited because of their
high-cost both in money and in their emvironmental effects. Without additional

. freeways and arterials, the mobility of people during the peak hours will decline as

the present network of interstate highways and major arterials becomes increasingly
congested. It is possible, however, that by employing either a series of-incentives
or regulations which will influence individual decisions over the use of the automo-
bile, congestion can be greatly reduced and the usage of transit substantially in-

ereased, so that the public investment in both highways and transit ie better uti-
lized. ‘ . J

- - AN \ N I ~
The use of incentives and/or controls as part of the management of transit and

highways is presently limited and only slightly considered by the present transporta-

AN

_ tion organization in transportation planning for the metropolitan area.

1. Powers affecting the use of various transportation facilities are highly

fragmented. They largely veside with the local units of government, the
 Highway Department, the Transit Commission, or with private developers.

Highway/street access, use and operation -- The regulation of access to
highways and the movement of vehicles on them, which is a factor that _
influences use of certain highways, is largely vested in the Highway
Department, with important subsidiary decisions made by local units of
government such as municipalities and counties. Generally, decisions
are made for the specific routes on where access will be provided, where
curb cuts are permitted, and where signals will be installed. These
numerous incremental decisions, which are often made for the purpose of
safety, also have an effect upon the capacity of the specific street and

. on the operation of the street and highway network. Similarly, decisions”

about which streets buses will operate on and where stops will be made
are largely made by the MIC and municipalities. ) N

. s
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\ © - Reasongble deeistons about what transit facilities to develop
can fbl?ow unlu when the metroooZu;an area has the ability to : .
* organize, finanse and mavage its transportation as an inte~ _—
) grated system. Oply then can we andwer- the question of what :
PO kind of tr%némt 5;stem and what kind of vehmcles to select for
. any new major transit development. In this vehicle-selection
- decision, it is important that the area choose a system and .
7 uehche which will be consistent with a number of criteria.. A
A. 'The\metropolitan area must first have the abillty to organize, finance and

manage its. transportatiog_system before it can determine what transportation
facilities to develop.

- i

A\

The metropolzuan area, as it prepares to develop poltczes and determtne where

and how it will accommodate another-1.6 million people between 1970 and 2000, must--

before it begins to build--determine what the transportation needs of the area will
be, how the movements in this avea will best be accommodated-~particularly during
the peak hours--and have rescurces available to develop the needed facilities plus
the ability to assure that these facilities are well utilized.. Unless this capa-
bility is developed before the area begins to conmstruct major highway or tramsit
facilities, it is very. possible that either funds will not be sufficient to develop”
what is necessary, i.e., either an adequate transit and/or highway network will be
constructed, or efforts will be made to essentially duplicate facilities which 'will
_be poorly utilized, inefficient and wasteful .Only after the area has this “capa-
bility can it then determine what thé roie of transit should be, and ‘move on to a

determination . of the kind of transit system and the kind of vehicle which should be-
selected for any new major tramnsit development.

i

o -

B. In seleCting a vehicle for anv new major transit network, it is important that
’ the area choose one which maximizes a number of criteria that will permit it to
perform the assigned fuqctlom and operate successfule.‘

\ e -

The system and vehicle chosen for a new major vrapid tramsit system should maxi-
mize ‘the following' c

3
i

l) Use of existing investment in rlghts—bf—wcy and equipment “to max1mize the
~return from the past investment.

- i

b -

BN 2) d ot ) B -

Provide a high level of service for non-drivers.

Y 7
/

3) Provide a transit service ‘for highway/auto users during the peak hours
Which will aid in attracting them to transit.

The selected vehicle\should be one which cant . . N

~ : N
/

/
/ i N . -

1) Move at high speeds.

2) Provide direct, non-stop, origin—to—destinatlon movements for most trips.
3) Require no transfers between vehicles for-most trips. -
“4) ' Provide personal security and comfort to the user. : (

«\, ( N )
5) Offer all-weather facilities. ’

6) Be attractively designed into the communities in which development occurs.
e Contribune to a reduction in air and noise pollution. Co

s
-~ P -
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The use of two vehicles--one on exclusive trunkline rights-of-way and another
used to collect or distribute people at either end--does not appear to offer the
attractive service which a single-vehicle, no~transfer system would provide. A sys-
tem built around fixed rail lines, for example, will impose one or more additional-~
transfers on passengers simply because ofﬂthe\cﬁange in the characteristics of bus
and rail vehicles. An extensive network of buses to collect passengers near their-
homes and to distribute a large portion of them to their jobs will be required in a
fixed rail system, This results as a few miles of fixed rail would directly serve
and be highly attractive to only a limited number of peqple? given the low density
of residential development and employment in this area. The unattractive additional
transfers required of most riders plus the direct service provided by rail lines to
a small proportion of patrons makes it very doubtful whether a costly fixed rail sys-~

tem would make any significant contribution to alleviating transportation problems
in the metropolitan area. i -~ .

_ _

It is possible that q vastly improved, properly operated bus system might be
adequate. for this area if the bus can be separated from automobile congestion, or
it ig possible that a new type of tramsit system might be developed with many of the
desirable characteristics of d bus system but which is more competitive with the

- automobile. This so-called new-technology system is mot presently available. How-

ever, demonstrations of wmew technology are now ready to be made which offer possi-
bilities for the area. ) T , ~ L

I
.

Since these new-technology systems appear to offer considerable opportunities as
a breakthrough for public transit-systems, a substantial national commitment and

consideration of a local demonstration project are called for in their further deve-
lopment. : ) . ‘

X

The timing of decisions for developing a balanced transporta-
tion system in the metropolitan area is eritical. Decisions
about financing transit, and about an adequate organization
for planning and policy-making, are urgently needed first. -

- Although the area must also begin now to, explore the speci-
fie questions of "what facilities to build" and "how to .
manage transit and highway use", these decisions eannot pro-
-perly be made until the area has agreed upon the basic poli-
etes and plans.

A. The financing of transit and development of an adequate organization for

planning and policy-making are urgently needed before any others. -

7

/ . ,
The present transit system--the base upon which any other might be developed--is
mithou? any source of revenue adequate to maintain it or to improve it. If trans-
portation ig to be provided to non-drivers, and if transit is to play a significant

role in handling the movements of people--particularly at peak hours~--in the future,
furnds must be provided now. - ‘

i

Similarly, an adequate organization for planning and policy-making needs to be
developed to essentially determine what facilities may be needed, how various move-

ments will be handled, and to provide direction to building agencies about when and -

where facilities will be needed to accommodate the growing volume of trips. Basic

/ . - v —
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decisions must be made about how trips--particularly the peak-hour ones--can most -
efficiently be handled and what steps need to be taken to assure that these policies
_can be carried out. Until the area has this plannlng and decision—making ability,
it cannot be assured that aloquate, well—utillzed fa0111t1es ﬁill be built or that
available funds will be spent . for facilifles(Which will make the greatest contribu-
tion toward alleviating transportation problems

B. Decisions about what facilities to build and how to influence the chaic° between’

_ tramsit and highwavs should now be explored, but they cannot be properly made -
until the area has agreed upon the basic policies and plans. -

The physical planning decisions by building agencies about where to build either ,
rapid transit or highway facilities are not presently being made in conjunction with
any basic policies and plans for the metropolitan area. - For example, although the
Transportation Secticn of the Davelopment Guide identifies various corridors with
transportation problems, basic decisions about ‘how these problems will be resolved
have not been determlned‘\ Much planning remains to be done and many alternatives
must yet be explored. In addition to these basically locational decisions, however;
work must begin to determine what can be done and how the traveler's choice between
transit and highways can be influenced., This is necessary if only to assure that-
facilities which are developed, in fact, are utilized., It is possible, for example,
that any new major rapid transit lines developed in the area might well have suffi-

cient patronage if, they are heavily used so that the farebox revenue is sufficient,

_-at least, to pay the operating costs. In order for this to be accomplished, how-

‘ever, it'would appear that a series of incentives or regulations will be necessary
" to Influence the traveler's decisions to “take transit rather than his automobile.

.

During the next few years, .the area ‘must first provide some source of financing
. for transit and develop an adequate organization for planning and policy*making
‘After these are assured, continued planning and numerous decisions will and can be
made to develop a balanced, well—utilized transportation system for people in the

- metropolitan area.

~~

&
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WORK OF THE COMMITTEE

Background

The Citizens League has had a continuing interest in transportation problems
relating to the movement of people in the Twin Citles area beginning with two reports
on '"the transit problem" in 1965. These reports recommended establishment of the
Metropolitan Transit Commission.

Metropolitan transportation planning and financing was first discussed in a 1968
report on "Highways, Transit and the Metropolitan Council". This report called for
designating the Metropolitan Council as the body responsible for overall transporta-
tion planning and policy-making, and for establishment of a Tramsportation Commission
under it, for specific transportation policy-making, planning, and program implement-
ation. It also recommended a constitutional amendment to give the legislature greater
flexibility in using transportation funds and changes in state laws to improve the
equity of apportioning highway user funds to counties.

Following this report, and with publication of the Voorhees recommendations to
the MIC, which called for development of an extensive network of rapid transit lines
on exclusive rights-of-way, the Citizens League Board of Directors authorized forma-
tion of a research committee with the following assignment:

"Review the projected transportation demands of the metropolitan area
and the specific proposals before the Metrcpolitan Transtit Commission
for various rapid transit systems and those of highway agencies for
additional freeways, arterial street improvements and parking facili-
ties in terms of their possibilities and limitations in meeting this
demand and the development objectives of the area. Determine how
these propeosals are related to each other, their projected use, the

comparative cost and benefits of these systems, and the possible
sources of funding.”

Membership

A total of 23 members actively participated in the work of the committee. The

Chairman was Wayne H. Clson, a Saint Paul resident and attorney in Minneapolis.
Other members were:

Newton Ablahat : Robert W. Gutenkauf Robert McCrea

J. E. Anderson John Healey J. Dudley Moylan
Raymond D. Black Stephen Kahne Gerald Olafson
Gary Capistrant Joseph Kelso Abe Rosenthal
Paul F. Gruikshank, Jr. Jarold A. Kieffer Robert M. Sinks
Mrs. Nicholas Duff R. S. Lammers Robert F. Van Hoef
Donald A. Geffen J. M. Leadholm L. C. Weber

Cecil T. Young

The committee was assisted by Clarence Shailbetter, Citizens League Research
Associate.







ABOUT THE CITIZENS LEAGUE . . .

The Citizens League, founded in 1952, is an independent, non-parfisan.edgca—
tional organization in the Twin Cities area, with some 3,690 members, speC|a||zing
in questions of government planning, finance and organization.

Citizens League reports, which provide assistance fo public officials and
others in finding solutions to complex problems of local governmepf. are developed
by velunteer research committees, supported by a fulttime professional staff.

Membership is open to the public. The League's annual budgef is financed by
annual dues of $10 ($15 for family memberships) and contributions from more than
600 businesses, foundations and other organizations.
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