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M A J O R  I D E A S  , . . . . . . . . . . . 

* This is not  a repor t  on t r a n s i t  'hardware'. The "hardware' question is--as b# 

the  Transi t  Conmfission's consultants  agree--not t he  place where t he  Twin 
C i t i e s  a rea  should now rake hold of i ts  t ranspor ta t ion problem. 

I * The key question t o  settle . . . the  key th ing t o  bu i ld  . . . is patrosaae, 
f o r  t r a n s i t .  The type, and t he  qua l i ty ,  of the  physfcal system t h i s  area 
w i l l  u l t imate ly  construct  w i l l  depend very l a rge ly  on the  s i z e  of the  'mr- 
k e t '  t h a t  can be assembled f o r  t r a n s i t .  Put another way: It seems unlikely 
t ha t  the  a rea  w i l l  make a r e a l l y  major investment i n  a t r a n s i t  system with- 
ou t  the c l e a r  prospect of a growing number of patrons. 

* This means the  community is going t o  have t o  think about t o  bu i ld  the  
market f o r  t r a n s i t .  

* With the  acqufs i t ion of the  bus companies, t he  public now has a major 
f i nanc i a l  i n t e r e s t  i n  both the  t r a n s i t  and auto/highway modes. Clear- 
l y ,  i t  cannot fund these  as two separa te  systems, competing agains t  
each other  and possibly dupl ica t ing increasingly expensive se rv ices  
and major f a c i l i t i e s ,  for '  t h e  a t e a ' s  r i de r s .  

* Choices . . . policy decisions . . . w i l l  have t o  be made about t he  
- r e l a t i v e  proportion of t r i p s  t o  be  ca r r i ed  by one mode and by the  

other--corridor by corr idor  and year by year.  
& 

* This means, i n  turn,  t ha t  'some responsible group w i l l  need t o  b e  
\ 

', equipped with t h e  a b i l i t y  t o  ad jus t  t h e  levels of p r i c e  and se rv ice  
t o  i n f l u m c e  t h e  r i de r ' s  choice of modes. i 

1 

This i s  an unfamiliar concept. But i t  is what is implied . . . I f  w e  a r e ,  
as we say,  ser ious  about a 'balanced' t r anspor ta t ion  system--and, spec i f i c -  

- ally--about t ipping t he  present  balaqce somewhat f u r t he r  i n  t he  d i r ec t i on  
A 

of t r a n s i t .  

* With a l l  t h i s ,  increases i n  the  use of t r a n s i t  w i l l  require  improved faci -  
l i t i e s  . . . and t h i s  will require  more do l l a r s .  They can be made avai l -  
ab le ,  by a change i n  our present  policy f o r  t h e  f inancing of t ranspor ta t ion.  

The most s t r i k i n g  s i ng l e  f a c t  about present  f inancing arrangements is the  
i amount of revenue s t i l l  coming i n t o  the  road system from the general  reve- 

nue (property tax) subsidy provided f o r  its o r i g ina l  development. As road 
use grew, p a r t  of t he  costs  were s h i f t e d  to users (as they have been, f o r  

I 
example, for a i r p o r t  development). # 



. . . . . . . . I N  . O U R  R E P O R T  

But today the  road system is ge t t i ng  more general revenue from pro- 
perty than i t  needs . . . while transit--where subsidies  a r e  needed 
t o  bu i l d  patronage--is ge t t ing  l e s s .  Sbund publ ic  policy calls f o r  
a shf f t  of financing . . . with  the  autolhighway mode re lying rela- 
t i ve ly  more on user sources, and re leas ing  more of its general tax 
support f o r  the  development of t r a n s i t .  

* These changes can come only through a decision-making arrangement 
I care fu l ly  s t ruc tu red  t o  produce r e a l l y  'balanced' decisions.  

* Planning must, c l e a r l y ,  begin with the  Metropolitan Council . . . a s  the  'general  contractor '  on the  job of urban develop- 
ment, responsible f o r  programming t ranspor ta t ion  improvements 
together with sewer and other  u t i l i t y  f a c i l i t i e s .  

* A specia l ized agency--a Transportation Board--not composed of 
road o r  t r a n s i t  professionals should then transform the  Coun- 
c i l ' s  general  development plans i n t o  s p e c i f i c  plans f o r  the  
road and t r a n s i t  agencies t o  implement. 

* There is  mo compelling reason t o  c r ea t e  a second b i g  publ ic  
works agency, f o r  the  construction of t r a n s i t  f a c i l i t i e s ,  when 
one already e x i s t s  . . . with competence i n  r i gh t  of way acqui- 
s i t i o n ,  engineering design and construction supervision. The 
job of ac tua l ly  bui ld ing t r a n s i t  as  wel l  as highway f a c i l i t i e s  
should, therefore ,  s o  f a r  a s  possible,  be assigned t o  the  S t a t e  
Hf ghway Department. 

* The use of t r a n s i t  w i l l  not increase,  f i n a l l y ,  without a drama- 
, 

t i c a l l y  new and d i f f e r en t  approach t o  the  promotion and 'market- 
ing'  of t r a n s i t  se rv ice .  Customers must be  aggressively sought 
out .  New combinations of r a t e s ,  routes and f a r e s  must be t r i ed .  
New vehic le  systems must be  developed and demonstrated. This 
c r i t i c a l l y  important job of building r ide rsh ip  should be t h e  
mission of the  Metropolitan Trans i t  Comission--reorganized 
and with its members appointed by t he  Metropolitan Council. 
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SWIARY OF FINDINGS AND CONCLUSIONS 

CKticaZ transportation 'probZems are comixg i n  the 2Min Cities metropoli* 
area. The growing volume of movement r e s u l t i n g  from increases  i n  population, 
auto ownership, and t r i p  length  w i l l  no t  be el iminated by at tempts t o  rearrange 
t h e  p a t t e r n  of land use and development t o  reduce the  t o t a l  volume of t r i p s .  
Such changes can have only l imi ted  impact over any reasonable period of t i m e .  
F a c i l i t i e s  t o  accommodate Increased volume must be developed. 

\ 

A. People who do not  d r ive ,  o r  do not  have an automobile ava i l ab le  t o  them, 
f ace  se r ious  problems. The frequency of pub l i c  t r a n s i t  s e rv ice ,  par t icu-  
l a r l y  during off-peak hours on most l i n e s ,  is very low ,  and t h e  present  
routes  do no t  se rve  many non-drivers and t h e i r  des t ina t ions .  Many peqsons 
a r e  required t o  r e ly  on automobiles, desp i t e  a preference f o r  t r a n s i t .  
Others 'a re  served by s u b s t i t u t e  ' t r a n s i t '  systems developed by p r i v a t e  com- 
panies and public  agencies. 

1 

B. Problems a r e  increas ing,  too ,  f o r  t h e  movement of people wi th in  such high- 
a c t i v i t y  centers  as downtown Minneapolis, Sa in t  Paul, t h e  Universi ty of 
Minnesota, and some suburban r e t a i l / o f f i c e  centers .  The increas ing number 
of a c t i v i t i e s  located  i n  var ious ,  ever-more-distant bu i ld ings  wi th in  these  
cen te r s  requi res  more and ever-longer t r i p s  f o f  which neith'er walking nor 
dr iv ing is  f e a s i b l e .  Improved planning and continued development of sky- 
ways, p lus  mini-buses and poss ib le  small-vehicle people-movers, present  
good p o s s i b i l i t i e s  f o r  resolv ing problems i n  t h e  high-act ivi ty cen te r s .  

\ 

C. The maior t r anspor ta t ion  problem w i l l  be convestion a t  t h e  peak hours. 
Overal l ,  t h e  street /highway network--with some l imi ted  improvements p lus  
addi t ions  t o  accommodate development on t h e  edge of the  buil t -up por t ions  
of t h e  metropoli tan area-has capacity s u f f i c i e n t  t o  handle automobile non- 
peak movements f o r  a long period of time. But, major improvements and add- 
i t i o n s  t o  t r anspor ta t ion  f a c i l i t i e s  and/or s e r v i c e  w i l l  b e  needed t o  handle 
p eak-hour movements. 

f ie  peak-hour problem develops as people i n  autos t ry  t o  move t o  work and home 
again across the neiwork of  fremays a d  arterial s t ree ts ,  resulting i n  more 
and more congestion near the geographic midpoints of the metropozitan area. 
Because of t h e  way t h e  Twin C i t i e s  ar&a is l a i d  ou t ,  people t ry ing  t o  go from 
one s i d e  of the  a rea  t o  another unhappily have t o  pass through o r  near  downtown 
Minneapolis, t h e  Univexsity of Minnesota, t h e  Midway, o r  downtown Sa in t  Paul. 
This congestion can already be  observed a t  peak hours on a l l  major highways 
leading i n t o  fhese  centers  and--partly because of congestion on these--even on 
c i rcumferent ia l  routes  such a s  1-494, 1-694, and T.H. 100. It is fundamental 
t o  understand t h a t  much of t h e  congestion on t h e  highway network around down- 
town Minneapolis, t he  Univers i ty ,  t h e  Midway, and downtown Sa in t  Paul r e s u l t s  
from movements across t h e  metropoli tan a rea  and would e x i s t  even i f  the re  were 
no t r i p s  t u h e s e  cen te r s .  Congestion is, of course, compounded by t h e  t r i p s  
t o  these  cen te r s  on t h e  same routes ,  



111. 

< 

I V  . 

v. 

V I  . 

V I I  . 

J I l I  . 

I 

I 

\ 

Construction of  additional paratZeZ cr  diugoncsl freeuqs t o  rel ieve the gmwi~ag 
congestion during peak hours i s  not feasible. The demands on space f o r  many 
6-12 l ane  freeways, the  consequent r e loca t ion  of thousands of people, and the  
damage t o  t h e  environment and t o  e x i s t i n g  communities are excessive.  Publ ic  
r e s i s t a n c e  t o  add i t iona l  freeways through t h e  buil t -up areas can b e  expected 
to remain h igh.  Freeways constructed f o r  capacity use  only 20 peak hours per  
week and f o r  automobiles car ry ing an average of 1 . 3  persons a r e  extremely 
c o s t l y  and i n e f f i d e n t .  

FtLture tmnsportation demand6 must be met by programs that  prnv-kk more e f f i -  
c ient  use o f  both r i g h t - o f - w ~  ma' vehicles. This r equ i res  reducing r e l i a n c e  
on t h e  automobile, increas ing the  average number of persons per  c a r  used, and 
inc reas ing  t h e  number of persons moving through concentrated areas  on some 
multiple-passenger veh ic le  o r  f a c i l i t y .  

fie i ne f f i c i en t  ut'ilization of the highway fac i l i t i e s  resul ts  pmtpy b e e w e  
the direct  c o s h  of automobile transportation which are appa~ent  t o  the W v e r  
do not r e f l e e t  the fu l l  cos ts ,  Auto user  f e e s  do not  pay the  f u l l  c o s t  of 
road const ruct ipn  and maintenance . . . a s u b s t a n t i a l  p a r t  is paid from property 
taxes .  General taxes l ikewise  pay most of t h e  cos t  of t r a f f i c  r egu la t ion  and 
enforcement of t r a f f i c  laws. Other cos t s  such as  a i r  and n o i s e  po l lu t ion  a r e  
s h i f t e d  t o  those l i v i n g  adjacent  t o  roads . , . ox t o  the  environment i t s e l f .  

The t e s t  for t ~ r m s i t  i s  t o  a t t rac t  an increased proportion o f  t m v e t e m .  The 
const ruct ion  of a new t r a n s i t  system w i l e .  We 
should not  expect l a r g e  numbers of  people t o  leave  the  comfort and convenience 
of t h e i r  p r i v a t e  autos without s i g n i f i c a n t  new incent ives  t o  do so.  The h i ~ h  
c o s t  of t r a n s i t  proposals made f o t  fhe  metropoli tan area is  not  matched by any 
assurance t h a t  they w i l l  a t t r a c t  e n o u ~ h  r i d e r s  t o  s u b s t a n t i a l l y  reduce r e l i a n c e  
on t h e  auto  d u r i n ~  peak hours and thereby avoid t h e  dupl ica te ,  cos t ly  inves t -  
ment i n  add i t iona l  f reewaxs-. 

I 

Increasing the proportion o f  t;otal t r ips  cm~ried by t runs i t  requires a s h i f t  
away from pubtic policies which presently i~z,Gidence irscEividwZs t o  use uutos 
rather than t rans i t  for peak-hour t r ips .  Publ ic  p o l i c i e s  t h a t  work with t h e  " 
r e l a t i v e  a t t r a c t i v e n e s s  of s e r v i c e  and p r i c e  of both highways and t r a n s i t  ake 
e s s e n t i a l  i f  t he  a rea  is t o  f u l f i l l  t h e  comitment t o  a "balanced transporta-  
t i o n  system". This is now being done -- what w e  are proposing is no t  a r a d i c a l  
departure.  F i r s t  s t e p s  i n  t h i s  d i r e c t i o n  a r e  now being taken. They must be 
extended. 

The development of p o l i c i e s  which can give the  metropoli tan a rea  a "balanced 
t r anspor ta t ion  system" requires:  

A. An improved organization uhich can .integrate the pZanning for automobiles 
and b a n s i t  and make policy decisions. Transportat ion planning has 
evolyed a t  l e a s t  ha l f  way from none be fo re  1962 t o  t h e  J o i n t  Program and 
t h e  current  Transportat ion Planning Program (TPP). Much of t h e  planning 
r e s p o n s i b i l i t y ,  however, continues t o  b e  divided,  Road planning and tran-  
sit planning a r e  performed by four d i f f e r e n t  organiza t ions  and p a r t l y  by 
them with the  Metropolitan Council i n  the  TPP. I n  the  pas t  s e v e r a l  years  
t h e r e  have been m a ~ y  s tud ies ,  b u t  no decisions about the  b a s i c  d i r e c t i o n  
f o r  t r a n s i t  and/or h i~hways .  The problem is t h a t  the  Management 6om- 
m i t t e e  of the  TPP i s  not y e t  s t ruc tu red  t o  make these  decis ions .  



I 

B. Adequate financial resources to  develop required facil i t ies and to  opsmte 
transit a t  a high level of ssmrice. Funds arc needed f o r  both t r a n s i t  and 
highways. Transi t  requires  funds f o r  immediate operat ing d e f i c i t s  and 
s u b s t a n t i a l  improvements i n  f a c i l i t i e s  and se rv ice ,  while highways need 
funds f o r  t h e i r  maintenance, rebuilding,  improvement and new development 
on t h e  periphery of t h e  area .  The source of funds f o r  t h e  two modes are ,  
however, badly arranaed. Transi t  i s  expected t o  re ly  on user  charges 
even though i t  cannot support i t s e l f ,  while t h e  auto, which can, is s t i l l  

, subs tan t i a l ly  supported by general  property taxes. This mixture of user  
charaes and general  revenues needs t o  be  reversed. 

C. An abil i ty  to influence individtmZ decisims i n  the use of both highways , 
and transit i n  a way that reduces r e l i q c e  on the automobite during peak 
hours. The fac to r s  t h a t  do--or could--in£ luence t h e  t r a v e l e r ' s  decis ion 
a r e  not  present ly  operated as p a r t  of a publ ic  policy t o  balance use of 
t h e  system. Farebox ohhrges, parking fees ,  gas taxes,  wl~eelage taxes,  
auto  l i c e n s e  fees  and t o l l s  a r e  employed-if a t  all--oniy f o r  l imi ted  
revenue-raising purposes. These and others  such as l imi ta t ions  on access 
and spreading ou t  the  peak hour need t o  be  explored and included as par t  
of the  o v e r a l l  t ranspor ta t ion  plan and p o l i c i e s  d i rec ted  t o  use of f a c i l i -  
ties and se rv lce .  

IX. Reasonable decisions a b o ~ t  uhat t m n s i t  fad Zities to  develop can only foZZm 
when the metrop Zitan area has the '&i Z i t y  t o  organize, f i m c e  and marrage its 
transportation as an integrated'system. Only then can w e  answer t h e  quest ion 
of what kind of t r a n s i t  system and what kind of vehic le  t o  s e l e c t  f o r  any new 
major t r a n s i t  development. In  t h i s  decision i t  is  important tha t  the  a r e a  
choose a system and vehic le  which maximizes: 

C 

A. U s e  of e x i s t i n g  investment i n  right-of-way and equipment. 

I 
> B . Service f o r  non-drivers . 

C. Service f o r  present  highway/auto users during t h e  peak hours which w i l l  
a id  i n  a t t r a c t i n g  them t o  t r a n s i t .  This requires  a system and vehic les  
which : 

1 )  Cah move a t  high speeds. 

2) Provide d i r e c t ,  non-stop, o r i g i n ~ t o - d e s t i n a t i o n  movement f o r  most 
t r i p s .  

3) Require no t r ans fe r s  between vehicle5 f o r  most t r i p s  o r ,  a t  minimum, 
a f a s t ,  adequate i n t e r f a c e  between vehic les .  

4 )  Provide personal secur i ty  and comfort t o  the user. 

5 )  Offer a l l -weather  v ~ h i c l e s  and f a c i l i t i e s  . 
6 )  Can be  a t t r a c t i v e l y  designed i n t o  t h e  communities i n  which development 

occurs. 

7) Contribute t o  a reduction i n  a i r  and noise  pol lu t ion i n  the  metropoli-' 
tan area .  



It i s  possible t h a t  a v a s t l y  improved, properly operated bus system might be  
adequate f o r  t h i s  area  i f  the  bus can be separated from the  automobile conges- 
t ion .  O r .  it i s  poss ib le  t h a t  a n e w  type of t r a n s i t  system m i ~ h t  be develo& 
with the  f l e x i b i l i t y  of a bus system but  be more competitive with t ~ e  auto. 
This so-called new-technology system i s  not present ly  available.  However, 
demonstrations of new technologies a r e  now ready t o  be made whiah o f f e r  possi- 
b i l i t i e s  f o r  t h e  area. By con t ras t ,  the  use af two vshicles--one on exclusive 
t runk l ine  right-of-way and another used t o  c o l l e c t  o r  d i s t r i b u t e  people a i  
e i t h e r  end--does no t  a m e a r  t o  o f f e r  the  a t t r a c t i v e  service  which a sinnle-  
vehicle.  no-transfer  system would provide. 

A system b u i l t  around f ixed- ra i l  l i n e s ,  f o r  example, w i l l  require an exten- 
s i v e  network of buses t o  colleck passengers near  t h e i r  homes and t o  d i s t r i b u t e  
a l a rge  por t ion  of them t o  t h e i r  lobs .  Consequently a t  l e a s t  one, and f o r  many 
two, t r a n s f e r s  would be necessary, simply because of t h e  change i n  vehicle.  A (  
few miles of f ixed  r a i l  would d i r e c t l y  serve and be highly a t t r a c t i v e  t o  only 
a l imi ted  number of people given the  low densi ty  of r e9 iden t i a I  development and 
employment. As a r e s u l t ,  it i s  very doubtful whether a cos t ly  f ixed- ra i l  avs- 

- tem would make any s i g n i f i c a n t  contr ibution t o  a l l e v i a t i n ~  t r a n s ~ o r r a t i o n  orob- 
lems i n  the  metropdlitan area. T, 

X. The timing of the decisirms for developing a balanced traxlspor ta th  system i n  
the metropoZitan area is cr i t ical .  Decisions about f inancing t r a n s i t ,  and about 
an adequate organizat ion f o r  planning and policy-making, a r e  urgentl37,needed 
f i r s t .  Although the  grea must a l so  begin now t o  explore t h e  s p e c i f i c  questions 
of "what f a c i l i t i e s  t o  build" and "how t o  manage t r a n s i t  and highway use'', these  
decisions cannot properly be made u n t i l  t h e  a rea  has agreed upon t h e  b a s i c  pol i -  
c i e s  and planq. 



I. The Leg i s l a tu re  should reduce the  amount of genera l  r e a l  e s t a t e  taxes  used f o r  
x roads and s t r e e t s  i n  t h e  metropoli tan a r e a  by p lac ing g=ater  r e s p o n s i b i l i t y  

f o r  t h e  cos t  of p r i v a t e  auto t r anspor ta t ion  on t h e  use r s  and making a por t ion  
of the  general  revenues ava i l ab le  f o r  publ ic  t r a n s i t  f a c i l i t i e s .  

Spec i f i ca l ly ,  the  1971 Legis la ture  should: 

A .  Reduce t h e  county road and bridge l ev ies  on property i n  t h e  metropoli tan 
a rea ,  and l i m i t  them. 

B. Grant the  Metropolitan Caurrcil au thor i ty  t o  e s t a b l i s h  a t r a n s i t  f inancing 
d i s t r i c t  wi th in  the  area  reasonably benef i ted  by t r a n s i t ,  and au thor i ty  
t o  levy on property wi th in  t h i s  d i s t r i c t  a graduated, l imi ted  amount t o  
f inance t r a n s i t  development and operat ion.  

< 

C. Authorize a t r a n s i t  bonding program (see  below). 

D. Enact supplementary areawide wheelage charges o r  o the r  use r  f ees  a s  a 
source of revenue f o r  county highways t o  replace  the  revenue previously 
co l l ec ted  from road and bridge l e v i e s ,  and t r a n s f e r  the  $1.00 wheelage 
t a x  t o  roads. 

11. The Legis la ture  should f i x  r e s p o n s i b i l i t y  on t h e  Metropolitan Council (MC) t o  . make and ca r ry  out  e s s e n t i a l  t r anspor ta t ion  decis ions ,  and should create-- 
subordinate t o  t h e  MC--a Transportat ion Board (TB) . 

c Spec i f i ca l ly ,  t h e  1971 Legis la ture  should: 

A. Transfer  t o  and vest i n  t h e  TB, by s t a t u t e ,  the  t r anspor ta t ion  planning 
r e s p o n s i b i l i t i e s  now exercised through the  con t rac tua l  Transportat ion 
Planning Program and i t s  Management Committee, which i s  made up of rep- 
r e sen ta t ives  of the  Metropolitan Council, t he  Metropolitan Trans i t  Corn- 
mission, the  Minnesota Highway Department, t h e  seven count ies ,  and muni- 
c i p a l i t i e s .  

B. Require t h e  TB t o  propose, for approval by t h e  MC--by a date  and wi th in  
guidel ines  set by t h e  MC--specific a l t e r n a t i v e s  and t h e i r  recommendations 
for :  

1. The proport ion of t r i p s  t o  be provided f o r  by t r a n s i t  and 
highways i n  s p e c i f i c  areas  o r  corr idors--part icularly t h e  
proport ion of peak-hour t r i p s .  

2. Location and timing of development of major road and t r a n s i t  
f a c i l i t i e s .  

3. Early designation,  reservat ion  and acqu i s i t ion  of rights-of- 
way needed f o r  highways and t r a n s i t  t h a t  a r e ,  o r  w i l l  become, 

7 

avai lable .  



4. Annual and five-year c a p i t a l  improvement c. programs. 

5.  New arrangements Eor l o c a l  government and c i t i z e n  p a r t i c i -  
pa t ion i n  deciding t h e  locat ion and design of t ranspor ta t ion  
f a c i l i t i e s .  

# 
6 .  Improved u t i l i z a t i o n  of auto/highway and t r a n s i t  f a c i l i t i e s ,  

equipment and personnel. 
- 

\ 

7. The spacing and timing of the  development of access t o  
recommended new o r  improved limited-access freeways on t h e  
f r inge  of the  metropoli tan area. 

C. Direct  the  MC, with the  ass i s t ance  of t h e  TB, t o  propose t o  the  1973 
sess ion of the Legis la ture  recommendations for :  

1. Powers whic! may be needed t o  manage improved u t i l i z a t i o n  of 
t r anspor ta t ion  f a c i l i t i e s ,  such as: 

* Charges f o r  t h e  use of f a c i l i t i e s  during peak hours. * Charges f o r  parkiag during peak hours. 
* Controls over access t o  a r t e r i a l  roads and highways. 
* Ways of spreading out  the  peak-hour movement. , 

Transfer sf respons ib i l i ty  f o r  s p e c i f i c  roads among jur isdic-  
t ions  i n  accordance with t h e i r  functions.  - 
Creation of an in tegra ted  t r anspor ta t ion  fund f o r  the  metroc 
po l i t an  area  t o  permit use of ava i l ab le  monies where most 
needed and provisions f o r  add i t iona l  sources of f inancing 
f o r  both highways and t r a n s i t ,  such as: 

* Assgssments on benefi ted property. * Recovery of p a r t  of t h e  increase  i n  property values 
r e s u l t i n g  f rcm t r anspor ta t ion  f a c i l i t y  development. * Assessments on various commercial and o the r  organiza- 
t i o n s  which b e n e f i t  from t ranspor ta t ion  development 
based on t h e  number of employees and/or customers. 

D. S t ructure  the  TB: 
- 

1. To cons i s t  of seven t o  nine c i t i z e n  members, one from each 
of every two Council d i s t r i c t s ,  who have a metropolitan view 
and a f a m i l i a r i t y  with and i n t e r e s t  i n  t ranspor ta t ion .  They 
should not represent  agencies, bui lders ,  suppl iers  o r  t rans-  
por ta t ion  i n t e r e s t s .  

2.  With members t o  be  se lec ted  by the  Chairman of t h e  HC with 
the approval of the  MC, and with the  chairman designated by 
t h e  Chairman of the  MC. 

3. With members serving part-time, and paid  a per  diem f o r  t h e i r  
services .  



E. Grant the  MC power t o  i s s u e  bonds f o r  t r a n s i t  c a p i t a l  improvements, 
I within  spec i f i ed  l i m i t s ,  t o  permit prompt development of transit 

f a c i l i t i e s  recommended by t h e  TB. 

F. Make ava i l ab le  funds t o  t h e  MC and t o  the  'I3 f o r  t randpor ta t ion  
planning from t h e  metropoli tan port ion of the  required 1% of 

' ~ 1  f e d e r a l  highway construckion funds plus a l imi ted  por t ion  of 
previously recommended wheelage charges and t r a n s i t  f inancing 
d i s t r i c t  revenues. 

111. The Legis la ture  should reconst ruct  the  Metropolitan Trans i t  Commission (MTC) 
t o  become an enterprise-oriented t r a n s i t  management agency under the  MC, with 
s i g n i f i c a n t l y  broadened r e s p o n s i b i l i t i e s  t o  promote peak-hour t r a n s i t  u t i l i -  
za t ion and expand service  f o r  the  non-driving population. 

Spec i f i ca l ly ,  the  1971 Legis la ture  should: 

' A. Direct  the  MTC t o  propose a plan t o  the  MC t o  include: 
1 

1. U t i l i z a t i o n  of manpower and f a c i l i t i e s .  I 
2. Improvement of services:  routes  and frequency. 

3. Coordination of a l l  t r a n s i t  se rv ices ,  including both: I 
* Services provided o r  contracted f o r  by publ ic  agencies. * Services provided by p r iva te ly  owned opera tors  l icensed 

by pub l ic  agenckes. 

4.  Demonstration of new systems of t r a n s i t  -- subject  t o  review 
by the TB. 

.h 

B. Continue the  powers of t h e  FlTC a s  the  manager of the  publ ic  transit 
sys  tern t o  : \ 

1. S e t  i t s  own operat ing and c a p i t a l  budgets, subject  t o  approval 
by the  MC. / 

2. Contract f o r  management of t r a n s i t  operations. 

3. Employ necessary personnel and make employment agreements. 
I J 

4. ~ d r c h a s e  equipment. 
. 

5. Set schedules and l eve l s  of service  wi th in  guidel ines  recom- 
, mended by the  TB and approved by t h e  MC. 

6 .  Provide publ ic  information se rv ice  and promote t r a n s i t  use. 

7. Conduct research and experiments with new routes ,  f a r e s  and 
new technology--subject t o  review by the  TB. 

C .  A l t e r  t h e  membership of t h e  MTC t o  cons i s t  of f i v e  c i t i z e n s  appointed 
by t h e  Chairman of the MC with the approval of t h e  MC. 



IV. The Legis la ture  should authorize the  Minnesota Highway Department, as or ig in-  
a l l y  provided i n  t h e  1867 t r a n s i t  c m i s s i o n  s t a t u t e ,  t o  provide se rv ice  f o r  
the  physica l  development of f a c i l i t i e s  f o r  both highways and t r a n s i t .  

Spec i f i ca l ly ,  the 1871 Legis la ture  should: 

d 
A. Direct the  MC, i n  i ts  development of transLt--to the extat:  possible-- 

t o  u t i l i z e  the  se rv ices  of the  Highway Department fo r :  
\ 

/ 

1, Right-of-way acquis i t ion .  

1 
I 2 .  Engineering and design. 

3* Contract - le t t ing  and construction supervision. ' , 



DISCUSSION OF RECOMfiENDATIONS ' 
I _ _ - - -  

T r a n s i t  F inanc inq ! 

f i g  must additionaZ funds be m& QvaiZabte for -brawit' by t.he Legi8hZtU.r%? 

Adequate f inan t ing  of t t a n s i t  is needed now simply t o  permit continuation of  the 
only s i g n i f i c a n t  t r anspor ta t ion  s e r v i c e  ava i l ab le  t o  people without cars .  h addi- 
t ion ,  t r a n s i t  o f f e r s  considerable oppor tun i t i e s  f o r  an e f f i c i e n t  s o l u t i o n  t o  p e d -  
hour movement problems i n  t h e  f u t u r e ,  However, i f  t h i s  a l te 'mat ive  i s  to be  serious-  
l y  considered, t h e  ares must f i r s t  maintain the  present  t r a n s i t  base and patronage 
and make improvements t o  it. 

The present  source's of revenue f o r  t r a n s i t ,  including farebox c o l l e c t i o n s  and 
t h e  $1.00 wheelage tax, w i l l  be  ,inadequate t o  even maintain the  present  t r a n s i t  ser- 
v ice  during t h e  next  two years.  P resen t ly ,  it i s  an t i c ipa ted  t h a t  farebox revenue 
w i l l  f a l l  s h o r t  of t h e  operat ing cos ts  by $3,160,480 wi th in  the  next  two years and 
shortages w i l l  continue t o  mount i n  the  following years--unless e f f o r t s  are success- 
f u l  t o  increase  patronage, 

The se rv ice  improvements t r a n s i t  w i l l  r equ i re  i f  i t  i s  t o  a t t r a c t  more r i d e r s  
a l s o  lack adequate funding. The wheelags tax, which is present ly  being challenged 
i n  the  cour t s ,  co l l ec ted  $1,100,281 i n  FY 1970. These funds a r e  l a rge ly  committed t o  
matching t h e  f ede ra l  two-thirds cont r fbut ion  f o r  the  purchase of new buses as p a r t  of 
t h e  improvement program and the  acqu i s i t ion  of Twin Ci ty  Lines. I f  t h e  wheelage tax 
cannot be used foe  t r a n s f t  purposes, t h e  MTC is authorized t o  levy an amount equal  t o  
t h e  number of motor vehic les  i n  t h e  a rea  on t h e  assessed value  of t h e m e t r o p o l i t a  
area.  This amount would be  approximately $200,000 less than t h e  wheelage t a x  pre- 
s e n t l y  c o l l e c t s  and would g r e a t l y  l i m i t  the  a b i l i t y  of t h e  MTC t o  fund even the  l o c a l  
por t ion  of t h e  bus improvement prograrc, which is  only a p a r t  of the t o t a l  program. 

HW shoutd the Legistartwe p~ovidb fun& for transit? 

I. W W  
taxes  used f o r  roads and s t r e e t s  i n  the-metropoli tan a rea  by placing 
greater r e s p o n s i b i l i t y  f o r  c o s t  of p r i v a t e  auto  t r anspor ta t ion  on the  
users  and m?&,.lnp; a por t ion  of the  general  revenues ava i l ab le  f o r  ~ u b -  
l i c  t r a n s i t  f a c i l i t i e s .  

Our recommendation cons i s t s  of th ree  p a r t s :  A reduction i n  the  property 
l e v i e s  used f o r  roads and s t r e e t s ;  use of a portion of the  reduced levy f o r  t r a n s i t  
wi th in  the  a r e a  reasonably benef i ted  by t r a n s i t ;  and a s h i f t  from property taxes  t o  
use r  taxes  t o  f inance a r t e r i a l  s t r e e t  cons t ruct ion  previously financed from prbperty 
taxes.  

- 
The s h i f t  i n  t h e  method of f inancing highways and t r a n s i t  we recommend a n t i c i -  

pa tes  p a r t i a l  funding of both highways and t r a n s i t  from use r  charges and property - taxes For example, some of t h e  improtements f o r  bus t r a n s i t  are e n t i t l e d  t o  funds 
from the  highway u s e r  fund, which i s  a l s o  a source of funding f o r  l o c a l  a r t e r i a l  
s t r e e t s  We would expect t h a t  t h i s  w i l l  continue i n  t h e  f u t u r e  and t h a t  funds f tom 
t h i s  s i z a b l e  source w i l l  be made available t o  both. S imi lar ly ,  our  recommendation 
does not  contemplate t h a t  the  f u l l  cos t  of services prodded f o r  the automobile from 



\ 

l oca l  budgets be financed by user charges i n  the near future ,  Rather, we are  recom- 
mending t ha t  a small port ion of the subs tan t ia l  loca l  support f o r  highways be sh i f t ed  
from charges on property t o  the  user and t ha t  a port ion of the general revenues be 
made avai lable  f o r  publ ic  t r a n s i t .  

Wly should the reat sstute tazee POP mads md s t w e t s  be rechced? 
rsY 

Autolhighway t ranspor ta t ion has increasingly demonstrated i ts a b i l i t y  t o  gener- 
a t e  needed funds from i t s  users.  The development and improvement of mads and 
s t r e e t s  before the  automobile were the  respons ib i l i ty  of loca l  un i t s  of government, 
which levied property taxes t o  co l l ec t  revenues f o r  t h e i r  improqement. With the  ad- 
vent of t h e  automobile, t h i s  " infant  industry" was fu r ther  a s s i s t ed  by state-wide 
support from property t ax  charges. I n  1912, a cons t i tu t iona l  amendment was passed 
which authorized the  Legislature t o  levy up t o  one m i l l  ta be placed i n  the  s t a t e  
road and bridge fund t o  a s s i s t  counties i n  the  deQelopment of t he  increasingly ne- 
cessary improved road network. This was followed i n  1920 by another const i tu t ional  
amendment whfch f i r s t  authorized, the  levying of a personal property charge on auto- 
mobiles f o r  highway purposes. Later ,  i n  1926*, the  gas t ax  was established--the tax 
which has provided the  major revenue f o r  highway construction and maintenance i n  
t h e  s t a t e  and a port ion of the  funds f o r  l oca l  and county roads, s t r e e t s  and highways* 

i 

Increasingly,  the  combination of user taxes including l i cense  fees and gas taxes 
have become the primary funding source, f o r  highway development i n  the  state* Reve- 
nues paid by highway users t o  the s t a t e  i n  1%9 to ta led  $183,846,000, while an add%- 
t i ona l  $96,578,000 was col lected from users f o r  the  federa l  highway fudd. These 
funds have been growing a t  a r a t e  of approximately &% t o  5Y% per  year,  a t  r a t e s  
@hich have remained largely  unchanged f o r  t he  pa s t  four years. Ass'uming 45% of the  
t o t a l  highway user taxes i n  Minnesota were col lected from users within the metropoli- 
tan  area, a t o t a l  of $126,188,800 was col lected i n  1969 i n  the  seven-county'metro- 
po l i t an  area. These funds have generated revenues su f f i c i en t  t o  fund the complete 

* 

s t a t e  trunk highway and i n t e r s t a t e  network, plus a port ion of the  construction and 
maintenance costs  on some county and municipal a r t e r i a l  roads. 

'i- 

Even with the  subs tan t ia l  revenue-raising capabi l i ty  of auto user charges, how- 
ever,  a subs tan t ia l  poi t ion of the  t o t a l  county an& municipal network of roads and 
s t r e e t s  continues t o  be funded from loca l  genera'? revenues largely  col lected from 
levies  on property. I n  1969, f o r  example, the  seven counties i n  the  metropolitan 

P. 

area col lected $16,330,275 from property--or 722 of the  amount t ha t  was spent on 
county roads and bridges, many of which largely  function as major a r t e r i e s  i n  the  
?treetihighway network of the  area, I n  addit ion,  municipali t ies i n  the  a rea  i n  1968 

i 

funded a t o t a l  of $27,796,533 o r  73X of t h e i r  t o t a l  streetlhighway budgets f r w  10- 

c a l l y  ra i sed  revenue. These f igures  do not r e f l e c t  the  addi t ional  services provided 
t o  auto users from loca l  revenues including t r a f f i c  law enforcement, t r a f f i c  direc- 
t ion ,  sa fe ty  and emergency services.  

.- 

I n  contras t  t o  the  26% of the  loca l  streeelhighway construction and maintenance 
provided from general r e a l  e s t a t e  taxes,  t r a n s i t  today receives no support. I n  
l i g h t  of t he  subs tan t ia l  needs f o r  t r a n s i t  and the  c o n t r i b u t i o ~  i t  can make toward - 
a l l ev i a t i ng  long-range, t ranspor ta t ion problems, and the  s i gn i f i c an t  revenue-raisdng 
capabi l i ty  of auto user  charges, we recommend the  Legis la ture  begin t o  reverse the  , 
mixture of user  eharges and general revenues by reducfng the  general real e s t a t e  + 

h&XeS made avai lable  f o r  roads and s t r e e t s  by increasing the  respondibi l i ty  f o r  
p r iva te  auto t r anspo~ ta tkan  on t he  users and making a por t ion of general revenues 
avai lable  f o r  publ,ic t r a n s i t .  



, 

'\ 

Why not f m d  transit Zam~eZy from h<ghway trust fu7z&? 

Many have advocated t h a t  highway user  funds be used t o  support t r a n s i t .  , A  
very small por t ion  of these  funds can be used under t h e  Federal Highway Act f o r  
some tmes of e s s e n t i a l l y  c a p i t a l  improvement SO bus t r a n s i t .  I n d i r e c t l y ,  they 
a r e  a l s o  used t o  develop and maintain t h e  street/highway network on which bus 
t r a n s i t  operates.  These funds, however, cannot be used t o  meet operat ing def3cIt-8 
and under present  f e d e r a l  p o l i c i e s  and the  state view are not  ava i l ab le  $or any 
non-roadway t r a n s i t  improvements o r  f o r  any c a p i t a l  improvements separa te  from the 
' s t reet /highway network. 

The use of highway u s e r  funds t o  f inance t r a n s i t  is  very appealing. It recogA 
, 

nizes  the  f a c t  t h a t  t rans i t - - to  the extent  i t  provides a s e w i c e  t h a t  removes a 
number of autos from the  highways--reduces the  c a p i t a l  requirements f o r  addi t ional  
highways. However, t h e  use of these funds i s  l imi ted  by the  present  cons t i t u t i o n e 4  
provisions i n  Minnesota, uhich l i m i t  the  use of highway user taxes exclusively t o  
highway purposes. i 

ni'le it would be des i rab le  t o  broaden the  use of highway funds f o r  t ransport-  
a t ion  purposes t o  assure t h a t  the  type of f ac ' i l i t i e s  and se rv ice  i s  developed t h a t  
i s  needed and agreed upon i n  the  metropoli tan area,  i t  i$ l i k e l y  t h a t  t h i s  change 
w i l l  t ake  a considerable amount of timq t o  accomplish, and, even a f t e r  it i s  done, 
the  fund may no t  provide any subs tqntia\l  revenue beyond what its needed f o r  highways. 
These highway needs include continued maintenance and t h e  tebufldbng of the  present  
street /highway network, p lus  l imi ted  improvements and new construction on routes on 
the  periphery of the  metropolitan area  a9 w e l l  as  t h e  rest of the  s t a t e .  We bel ieve  
t h i s  i s s u e  and t h e  r e l a t e d  subject  of an in tegra ted  t r anspor ta t ion  fund should be 

[reviewed by t h e  M e t r o p ~ l i t h  Council with the  understanding i t  develop recommend@- 
r ions  f o r  the  1973 session. 

I 
I 

What ether sou~ces of fmds ubre consic2ered t o  fund transit qmt  f ~ u m  h$ghwq 
funds? \ 

\ 

Farebox chargesl -- Increasing the  t r a n s i t  f a r e s  f rm the  present  300 t o  some 
higher amount w a s  cansidered a s  a p o s s i b i l i t y  f o r  increas ing revenues t o  support 
the  operat ing cos ts  and provide revenue for improvemenfs t o  t r a n s i t .  However, 
increases  i n  bus f a r e s  i s  self-defeat ing and inadequate. Although t h e  t r a n s i t  
network i n  1970 co l l ec ted  $13,857,095 from 50.2 mi l l ion  r i d e r s ,  experience i n  the  
p a s t  i n d i c a t e s  t h a t  a 10% increase  i n  the  f a r e  &ill almost automatically r e s u l t  i n  
a 3% decrease i n  r idership .  As a r e s u l t ,  f a r e  increases  can be expected t o  do no- 
ehing more than bare ly  provide income s u f f i c i e n t  t o  opera te  t h e  t r a n s i t  system f o r  
a decreasing number of r i d e r s .  They cannot be expected t o  provide the  income ne- 
cessary t o  nake t h e  s u b s t a n t i a l  improvements needed f o r  t r a n s i t  -- even s u f f i c i e n t  
revenue t o  r e t i  re bonds. It i s  poss ib le ,  however, t h a t  i k  measures a r e  taken t o  \ 

Increase r ide r sh ip ,  farebox revenue might be s u f f i c i e n t  t o  a t  l e a s t  meet the  o p e r  
a t i n g  cos ts .  I n  order  t o  reach t h i s  pos i t ion ,  however, funds w i l l  be needed simply 
t o  make improvements required i n  order  t o  a t t rac t - -or  even retafn--ridership. 



Assessments and tax-increment f inancing -- me d i r e c t  assessment aga ins t  bene- 
f i t e F p r o p e r t y  f o r  i t a n s i t  development o r  assignnlent of property taxes from the  
increases  i n  t a x  base r e s u l t i n g  from t r a n s i t  development a r e  two methods which 
have some p o t e n t i a l  f o r  funding t r a n s i t  c a p t t a l  improvments and should b e  consid- 
e r e d  f o r  longer-term c a p i t a l  programs. The major l i m i t a t i o n  a t  t h e  present  t i m e ,  
however, is t h a t  they a r e  n o t  reasonablemethods f o r  c o l l e c t i n g  the  short-term 
funds needed f o r  immediate equipment and s e r v i c e  improvements o r  t o  fund a n t i c i -  
pated opera t ing  deficits, .  They should b e  l a r g e l y  l imi ted  t o  permanent c a p i t a l  
improvements, which w i l l  a f f e c t  the  va lue  of land and bui ld ings  adf oimini  them-- 
values which can be  measured f o r  the  purpose of e s t a b l i s h i n g  assessment d i s t r i c t s  
o r  i n  determining areas  where inc reases  i n  t h e  va lue  of property a r e  d i r e c t l y  
a t t r i b u t a b l e  t o  t h e  c a p i t a l  improvements. 

I 
\ 

1 

There has been considerable d iscuss ion about using these  f inancing methods f o r  
major t r a n s i t  c a p i t a l  improvements. I n  Chicago, f o r  example, the  downtUWn a rea  is 
e s s e n t i a l l y  cons t i tu ted  a s  a s p e c i a l  assessment d i s t r i c t  f o r  t h e  purpose of under- 
w r i t i n g  the  c a p i t a l  cos t  of a major subway program wi th in  t h a t  a rea .  Likewise, 
the  s p e c i a l  assessments nethod waa used t o  f inance  a l a r g e  por t ion  of t h e  c o s t  of 
the  Nico l l e t  Mall. 

Tax-increment f inancing , which is  authorized f o r  urban renewal programs, is 
another method of  c a p i t a l  financing. Under t h i s  arrangement, increased taxes re- 
s u l t i n g  from the  p a r t i c u l a r  improvement--transit , highways, o r  u r b h  renewalo-are 
set as$de t o  b e  placed i n  a s p e c i a l  fund t o  r e t i r e  bonds used f o r  f inancing t h e  
improvement. Many i s s u e s  must y e t  b e  resolved and much work needs t o  b e  done 
before  i t  w i l l  be  poss ib le  t o  use tax-increment f inancifig f o r  t r a n s i t  improvement 
programs. For example, some quest ions which need t o  be  answered include: What 
ef feet w i l l  s e t t i n g  a s i d e  a por t ion  of  t h e  inc rease  i n  taxes r e s u l t i n g  from t rans-  
por t a t ion  improvements have on the  f inancing of schcols  and l o c a l  governments 4 

which p a r t l y  depend on these  increases  a s  p a r t  of t h e i r  es t imates  of increased 
income? Should tax-increment f inancing be  applied only t o  t r a n s i t  o r  should i t  
a l s o  inc lude  highways? How much of development and the  inc rease  i n  value is a t t f i -  sL 

butable  to t r anspor ta t ion  improyements , and how is t h i s  measured? 

General revenue f unds--incohe and s a l e s  taxes -- These s u b s t a n t i a l  sources of 
taxes were considered as  poss ib le  general revenue sout,ces f o r  t r a n s i t  f inancing.  
However, these  sources have become increas ingly  the  major means of f inancing gen- 
e r a l  government se rv ices  a t  t h e  s t a t e  and na t iona l  l e v e l  and w i l l  be  heavi ly  used 
t o  fund many services< such as education,  welfare ,  r ec rea t ion ,  and o the r s  which 
~ ~ n n o t  reasonably r e l y  on user  charges f o r  t h e i r  support .  

General. revenue funds--property taxes -- The property t a x  today is the primary 
source of funds f o r  l o c a l  urlits of government inc luding a s u b s t a n t i a l  portdon of 
t h e  construct ion and naintenance of s t r e e t s  and highways. Transportat ion,  a s  be- 
tween o the r  l o c a l  governmental se rv ices ,  provides a more d i r e c t  service t o  pro- 
perty owner3 than many others--in making poss ib le  access  from one l o c a t i o n  t o  mo- 

/ t h e r *  Employers, f o r  example, r equ i re  t rankpor ta t ion  f a c i l i  ties--ei t h e r  s t r e e t s  
o r  t rans i t - - to  enable employees t o  reach t h e i r  p lan t .  S imi la t ly ,  ' residents  who 

" 

pay Property taxes need t r anspor ta t ion  f a c i l i t i e s  t o  make t h e i r  numerous t r i p s .  
As between a t h e r  general  revenue sources ,  the re fo re ,  property taxes  appear t o  be 

4 

a reasonable source of funds f o r  t r anspor ta t ion  f a c i l i t i e s .  However, t h e  substan- , 

r i a l  r e l i a n c e  on the  property t a x  t o  fund a l l  types of l o c a l  governmental se rv ices  
has  r e s u l t e d  i n  a s u b s t a p t i a l  r e l i ance  on t h i s  t ax  t o  t h e  point  t h a t  i t  is ques- 
t ionab le  whether add i t iona l  funds can reasonably be co l l ec ted  from i t ,  I n  l i g h t  
of t h i s  condit ion,  the  por~t ion  of t h e  property t a x  used f o r  t r a n s p o r t a t i m  Purpos@e 
cannot be  reasonably increased.  However, if the present use of property 

\ 



taxes f o r  s t r e e t  and highway purposes was reduced, it would then be poss ib le  and 
reasonable t o  make ava i l ab le  t h i s  por t ion  f o r  t r a n s i t .  

does our recommendation propose fop the funding of transit mtd highw&a? 

We recommend t h e  1971 Len i3 la tu reLake  t h e  following four  s teps :  

I - A. Reduce t h e  county road and br idge  l e v i e s  on property i n  the  
metropol i tan  area ,  and l i m i t  them. 

The county road and br idge  l e v i e s  p resen t ly  c o n s t i t u t e  only a  art of th$ total  
l o c a l  governmental expenditures f o r  s t r e e t  and highway p u r p o s e s h  These roads Pre- 
sently funct ion  as many of t h e  major a r t e r i a l  roads serving t o  connect l o c a l  resi- 
d e n t i a l  s t r e e t s  with the  highways and freeways. I n  some cases ,  they a r e  even b u i l t  
t o  freeway standards and a r e  ind i s t ingu i shab le  from t h e  roads constructed by t he  
Highway D&partment. Currentyy, t h e  m i l l  l e v i e s  which a r e  authorized and levied  
vary considerably between t h e  count ies ,  as follows: 

County 

J 
.Anoka 
Carver 
Dakota 
Hennep i n  
Rams ey 
Sco t t  
Washington 

Levy A u t h o r i z g  1970 M i l l  Lew 

* HennepPn County m i l l  levy i s  f o r  t h e  
pub l i c  works budget. 

\ 

One p o s s i b i l i t y  i n  the  i n i t i a l  reduction of road qnd br idge  l e v i e s  would be t o  
reduce these  l e v i e s  by 6 m i l l s ,  the  present  miaimm m i l l  levy. As t h e  m i l l  l e v i e s  \ 

o f  counties f o r  road and bridge funds a r e  reduced, they should a l s o  be l imi ted  by , 
a comparable amount t o  avoid t h e  p o s s i b i l i t y  of subsequent increases  which would be 
poss ib le  without such l i m i t s .  I 

I - Be Grant the  Metropolitan Council au thor i ty  t o  e s t a b l i s h  a t r a n s i t  
f inancing d i s t r i c t  wi th in  t h e  a r e a  r e a s o n ~ b l y  benef i ted  by t r a n s i t ,  
and au thor i tv  t o  levy on property within t h i s  d i s t r i c t  a pradmted,  - 
l i m i t e d  mount  t o  f inance t r a n s i t  development and operat ion.  

Our recommendation would l i m i t  t h e  au thor i ty  t o  levy p toper ty  t axes  f o r  t r a n s i t  
purposes--either t o  meet opera t ing  cos t s  o r  f o r  improvement--to property which could 
be reasonably served o r  benef i ted  by t r a n s i t .  This woyld mean t h a t  the  p resen t ly  
unse t t l ed ,  l a r g e l y  r u r a l  a reas  around the  periphery of t h e  seven count ies  which 
would no t  rece ive  any t r a n s i t  s e rv ice  would not  be required t o  con t r ibu te  t o  i t s  

f 
support.  We suggest t h a t  the  Metropolitan C6uncil be given t h e  a u t h o r i t y  t o  estab- , 

l i s h  t h i s  d i s t r i c t  and the  au thor i ty  t o  l e y  on property wi th in  i t  a graduated, 
l imi ted  amount t o  f inance t r a n s i t  development and opera t  ion. The Metropolitan 
Council, a f t e r  appropriate study and consul ta t ion  with the MTC, can b e s t  determine 

r 
\ 

what t h e  se rv ice  a r e a  f o r  manstt i s  l i k e l y  t o  be,  and t h e  areas which w i l l  reason- 
ably benef i t  from t h i s  service .  The degree of servtce provided within the t r a n s i t  I 



d i s t r i c t  could a l s o  be recognized by employing varying r a t e s  of t axa t ion  t o  property 
rece iv ing varying l eve l s  of se rv ice .  \ 

The taxes authorfzed wi th in  the  t r a n s i t  d i s t r i c t  should b e  set by s t a t u t e  and 
l imi ted  ta no more than the  reductions i n  county road and br idge  levies .  This would 
assure  t h a t  the  t r anspor ta t ion  burden 00 the  property td d o l l a r  does not increase.  

If the  road and bridge l e v i e s  were reduced by 6 mills, i n  197D there  would ha* 
been a reduction of $8,452,538 i n  property taxes i n  the  metropoli tan area.  Even if " 

t he  t r a n s i t  f inancing d i s t r i c t  were sma,ller than the  t o t a l  seven-county a r e a  and the  
m i l l  levy were only 4 m i l l s ,  approximately $5 mi l l ion  wou1r;l have been made ava i l ab le  
f o r  t r a n s i t  i n  1970. 

I - C. - The - Legis la ture  should g ran t  the  I.Ietropolitan Council power t o  '\ 
i s sue  bonds f o r  t r a n s i t  c a p i t a l  improvemepts, wi th in  spec i f i ed  
l i m i t s ,  t o  penni t  prom;Jt development qf t r a n s i t  f a c i l i t i e s  
xecommended by the  Transportat ion Board, 

The MTC presen t ly  5as au thor i ty  t o  i s s u e  long-term revenue bonds and t o  use in- 
come from farebox r e c e i p t s  and the  wheelage t a x  t o  r e t i r e  them. The bonding author- 

, i t y  of the  NTC, t he re fo re ,  i s  l imi ted  by t h e  amount af opera t ing  revenue which can 
be committed f o r  the  ret irement of bonds. This l i m i t a t i o n  could p lace  s u b s t a n t i a l  
cons t ra in t  on the  improvement o f  the  bus system i f  new sources of revenue a r e  not  
provided and the  wheelage t a x  is  used t o  meet operat ing losses  expected i n  the  next 
few years  o r  i f  the  wheelage t a x  cannot be used f o r  t r a n s i t .  The IdTC does not  have 
au thor i ty  t o  i s s u e  lower-interest  general  ob l iga t ion  bonds. 

The short-term (5 year) c a p i t a l  improvement program of the  MTC cotltemplates re- 
newal of the  bus f l e e t  and o the r  improvements t o  bus mass t r a n s i t  p lus  payment f o r  
the  acqu i s i t ion  of Ttzin City Lines. The t o t a l  cos t  of these  i s  est imated t o  be $36 
rc i l l ion ,  wi th  two t h i r d s  of  the  t o t a l  an t i c ipa ted  t o  come from f e d e r a l  funds and the  

-* 

remaining one t h i r d  from l o c a l  funds. The Urban Mass Trans i t  Administration has 
reserved $2,723,800 i n  1971 and a t o t a l  of $9,723,800 i n  the  f i r s t  appli.cation f o r  
f e d e r a l  funds. The MTC has borrowed $6 mi l l ion  i n  'two-year c e r t i f i c a t e s  of indebt- 
edness t o  provide shor t - t e rn  l o c a l  c a p i t a l  funds f o r  the  f i r s t  two years of improve- 
ments. These have, been underwritten with a pledge of 85X of the  r ece ip t s  from the 
wheelage tax. Eventually the  MTC plans  t o  f inance  t h e  e n t i r e  program with longer- 
term bonds. The income from the  $1.00 wheelage t a x  would be s u f f i c i e n t  t o  fund re- 
tirement of bonds f o r  t h i s  progran. However, t h e  expected opera t ing  d e f i c i t s  make 
it a m e a r  the re  w i l l  no t  be s u f f i c i e n t  funds t o  se rv ice  even long-term bonds i f  
these  funds must be used t o  meet operat ing expenses. I 

Our recommendation would author ize  use of lower-interest  genera l  ob l iga t ion  . 
bonds. These bonds wohld have the  f u l l  f a i t h  and c r e d i t  of the  t ax  bage of e i t h e r  
the  metropoli tan a rea  o r  t h a t  of the  proposed t r a n s i t  taxing d i s t r i c t  pledged behind 
qhem. This would permit the' issuance of lower-interest  bonds wi th  a r e s u l t i n g  lower 
t o t a l  Fast f o r  c a p i t a l  improvements, We recormend the  Legis la ture  set the  amount of 
bonds which may be i ssued wi th in  l i m i t s  t h a t  w i l l  permit prompt development of man- 
s i t  f a c i l i t i e s  recommended by the  Transportat ion Board (see recommendation 11). 
These l i m i t s  should i n i t i a l l y  be set to provide at l e a s t  funds s u f f i c i e n t  t o  sub- , 
s t m t i a l l y  improve the  e x i s t i n g  bus systern and poss ib ly ,  i f  needed, the  l o c a l  om- 
t h i r d  share  of a new technology demonstration. Repayment of  the  bonds should come 
from any excess income of the  lac, from new sources such ds assessments, o r  i f  ne- 
cessary from s debt  servim levy on property.  I n  l a t e r  years ,  following recommend- 
a t ions  and approval by the TranspottatLon Board and t he  Metropolitan Coutl.cl1, 



addi t ional  bonding author iza t ion may be needed t o  provide funds f o r  a s u b s t a n t i a l  
addi t ion  t o  the  bus system and/or dev~lopmernt of new rapid  t r a n s i t  systems. Con- 
s ide rab le  e f f o r t  w i l l  be needed, p a r t i c u l a r l y  a t  t h i s  t i m e ,  t o  develop o t h e r  reve- 
nue sources t o  provide funds f o r  debt service .  

1 

1 

I - D. The Legis la ture  should enact  supplementary areawide wheelaae, 
c h a r ~ e s  o r  o the r  user  f ees  as a source of revenue f o r  county 
hiahways t o  parefa l ly  replace  t h e  revenue previously co l l ec ted  
from toad  and bridge l e v i e s ,  and, i f  t h i s  i s  done.  t r a n s f e r  
the  $1.00 wheelane t ax  t o  roads. 

, Our recommendation looks toward development of areawide wheelage charges o r  
o the r  u s e r  f e e s  as the  major source of l o c a l  funding f o r  county roads and highways. 
Present  and even increased s t a t e  akd from t h e  s,tate highway user  fund should con- 
t inue ,  and might provide a por t ion  of the  replacement. Any remaining l ~ c & l  funds 
needed f o r  these  a r t e r i a l  highways should be col lec ted  from road users  ins tead  of 
general  real e s t a t e  taxes.  The wheelage t a x  was se lec ted  s ince  it can be  l imfted  
i n  i ts  co l l ec t ion  t o  a s p e c i f i c  a rea  such a s  t h e  seven counties, In'addition, t h i s  
i s  one form of u s e r  charge which has not  ye t  been heavily used. 

Wheelage charges a r e  used extens ively  elsewhere i n  ma j~r  cities and counties 
f o r  revenue purposes. I n  the  e,vefit t h a t  t r a n s i t  is  granted m a j ~ r  sources of fund- 
ing, then t h e  present  $1.00 wheelage t ax  could be tzimsferred t o  roads and made a 
p a r t  of t h e  supplementary areawide wheelage charges. Counties, under our  recommenda 
a t ion ,  would no t  receive l e s s  support f o r  t h e i r  highway network than they present ly  
receive. Ins tead,  our recommendation would simply s h i f t  t h e  source of funding from 
r e a l  e s t a t e  taxes t o  road u s e r  kheelage charges. 

Transpor ta t ion  Planning and Decision-Making 

%y fix respmsibiZity i n  the Metropolitan Council t o  make and emsly out essentfal 
transportation decisions? 

The Present  arrangement f o r  t ranspor ta t ion  p l a m i n g  and p a r t i c u l a r l y  f o r  the  i 
making of major decisions i s  not  working. The fragmented planning, p lus  the  d i r e c t  
expression of ind iv idua l  bu i lde r s  and of highway and t r a n s i t  i n t e r e s t s ,  has resu l t ed  ' 
i n  an organizat ional  arrangement i n  which major decisions w i l l  be extremely d i f f f -  

/ 

c u l t  t o  make. I 

The general  governmental organizat ion f o r  the  metropoli tan area--the Metfopoli- 
t an  Council--is the  only body which can make t h e  necessary decisions and a t  the  

t i m e  wgigh and balance t h e  importance of t r anspor ta t ion  f a c i l i t i e s  agains t  
o the r  major pub l i c  se rv ices  a n d  requirements f o r  the  metropoli tan area. Present ly  9 

planning f o r  the t r a n s i t  system appears t o  compete with highways and v i c e  versa,  as  
t h e  specia l ized buFlding interests each attempts t o  a t t r a c t  t r i p s  o r  r i d e r s  from 
wi th in  t h e  same corridor.  Unless the  a rea  can make the  d i f l i c u l t  choices and 801- 
low through with i t s  major decisions,  it i s  q u i t e  posskble t h a t  w e  w i l l  see a t t e w t s  
t o  e s s e n t i a l l y  dupl ica te  the investment i n  t r a n s i t  and highways t o  accommodate the  
same ,number of t r i p s .  f l  

There is  a s i g n i f i c a n t  ind ica t ion  t h a t  t h e  t ranspor ta t ion  agencies, p a r t i c u l a f l ~  
t h e  Minnesota Highway Department and the  Metropolitan Trans i t  Cormnlssion, a r e  wait- 
ing  f o r  d i r e c t i o n  from a metropolitan t ranspor ta t ion  plan. The Highway D e p g r t ~ n t ,  



according t o  the  Highway Commissioner, would welcome d i rec t ion  from the  Metropolitan 
Council on t h e  d i f f i c u l t  decisions about whzt highways should be b u i l t  and where 
they should be genera l ly  located. It a l s o  appears t h a t  s i m i l a r  d i r e c t i o n  would be 
welcomed by t h e  MTC. What i s  needed now i s  t o  place p o s i t i v e  respons ib i l i ty  i n  t h e  
Counci1,which can then g e t  on with beginning t o  make same of the decisions which a r e  
needed -- decis ions  which can provide d i r a c t i o n  t o  the  major building organizat ions.  

H 

Who should perfom the transportation p lm - ing  job?" t 

11 - A. We recornend t h a t  tfie 1971 Legis la ture  create--subordinate t o  t h e  
Metropolitan Council--a Transportat ion Board (TB.) which i s  grantedu 
the  t r anspor ta t ion  planning ~ e s ~ s n s i b i ~ i t i e s  noa exercised through 
t h e  contrac tual  Transportat ion planning Program and i t s  Manaement 
Committee. \ 

The present  organizat ion responsible f o r  comprehensive longdrange metropolitan 
/ 

t r anspor ta t ion  plannins i s  the  Transportat ion Planning Program, The key decision- 
making body wi th in  t h i s  program i s  the  Management Committee, made up of the  Chairman 
of the  Metropolitan Council, the  Chaiman of t h e  Ffetropiolitan Trans i t  Commission, 

t t h e  Minnesota Highway Commissioner, a r epresen ta t ive  of t h e  seven counties,  and a 
representa t ive  of the  munic ipal i t ies .  Tinis body preseht~ly  adopts the  year ly  plan- 
ning program which s p e l l s  out  w h a t a c t i v i t i e s  w i l l  be undertaken i n  t r a n s p o r t a t i ~ n  
planning. It a l s o  a c t s ,  with the  ass i s t ance  of two advisory groups--the Technical 
Advisory Committee an3 the  Policy Advisory Committee--to recomend major p o l i c i e s  
f o r  the  Transportat ion Section of the  Metropolitan Development Guide. 

The makeup of the  Management Committee poses s u b s t a n t i a l  d i f f i c u l t i e s ' i n  the  
making of tough choices between t r a n s i t  and highways wi th in  p a r t i c u l a r  corridors.  
For example, i f  a t r anspor ta t ion  pol icy  f o r  handling of peak-hour movements suggests 
t h a t  t r a n s i t  be the  preferred  means of t r a v e l ,  ttie present  organizat ion,  which i s  

r made up of e s s e n t i a l l y  three  highway planning and building organizat ions)  and one of \ 

t r a n s i t ,  f i n d s  i t  extremely d i f f i c u l t  t o  discuss such a pol icy  without determining + 
t h e  ex ten t  t o  which such a policy would jeopardize t h e i r  p lans  and fu tu re  programs- 
The e x p l i c i t  representa t ion of highway and t r a n s i t  i n t e r e s t s  i n  the  body which re- 
commends major t r anspor ta t ion  p o l i c i e s  g r e a t l y  reduces the  p o s s i b i l i t i e s  of achiev- 
ing  balanced t r anspor ta t iop  decistons.  

Why create a board under the Mebopo,litan Council. just for transportation planning? 

One a l t e r n a t i v e  f b r  developing a t r anspor ta t ion  planning organizat ion would be 
t o  ves t  t h i s  r e spons ib i l i ty  d i r e c t l y  i n  t h e  Metropolitan Council. Howeverr although 
the  planning s t a f f  can continue t o  come d i r e c t l y  from t h e  Council, ye concluded t h a t  
t h e  considerable amount of work which urgently remains t o  b e  done i n  t r anspor ta t ton  
planning, and the  many a l t e r n a t i v e s  which must be considered, would p lace  consider- 
ab le  demands on t h e  Council, whfch has many o t h e r  t e s p o n s i b i l i t i e s  beyond transport-  
a t ion .  It is a l s o  des i rab le  t h a t  a separa te  board function t o  d i r e c t  t h i s  subgtafl- 
t i a l  planning program and b e  encouraged EQ dedelop, consider and a i t  various a l t e r -  
na t ive  approaches t o  handling identdf ied  t r anspor ta t ion  probl*ms. Under our recom- I 

, mendation, t h e  Council would s t i l l  make t h e  major decisions bu t  would be preqented 
w i t h  poss ib i l i tZes  and recomenia t ions  woqked out by i t s  planning board. I n  addid 
t ion ,  the  Council can and should provide guidance t o  t h e  t r anspor ta t ion  planning * 

funct ion from p o l i c i e s  it adopts as  p a r t  of i t s  o v e r a l l  Metropolitan Development 
Guide. We would a n t i c i p a t e  t h a t  \ t rans$ortat ion planning and decision-making w i l l  
evolve a s  a two-way process,  wi th  major development p o l i c i e s  adopted by t h e  Council 



providing d i r e c t i o n  t o  the TB, and with t ranspor ta t ion  p o l i c i e s  developed by t h e  TB 
flowing i n t o  the  Council f o r  t h e i r  , adoption as  p a r t  of the Development Guide f o r  the  
region. 

Establishment of a separa te  board under the  Counpil f o r  t r anspor ta t ion  planning 
and pol icy  development is cons i s t en t  with the  Council's approach of  s e t t i n g  up sepa- 

* r a t e  boards i n  s p e c i f i c  a reas  largely  f o r  planning purposes. The Health Board rrnd 
the  Criminal J u s t i c e  Advisory Council were es tabl ished during t h e  pas t  two years,  
not t o  opera te  programs b u t  t o  plan and a&ise  t h e  Council i n  these  areas. Our re- 

- commendation t h a t  t h e  Leg i s la tu re  e s t a b l i s h  the  Transportat ion Board recognizes t h e  
urgency of g e t t i n g  t h i s  board set up and would simply expedite t h i s  and provide Some 
d i r e c t i o n  t o  the i s sues  t h a t  need t o  be resolved. 

I 

Why not place transportat.i.oa p tanning responsibi Zi ty i n  ths ~etropo Z i t a r z  T r a n s i t  
Cornmission under the CounciZ? , 

Transportat ion planning--if i t  is t o  b e  comprehensive and balanced--mu t include 
both t r a n s i t  and highways. Slnce the a rea  has an organizat ion t o  opera te  and pro- 
mote t h e  needs of t r a n s i t ,  i t  would be inappropriate t o  ass ign i t  t h i s  o v e r a l l  plan- 
ning respons ib i l i ty ,  s i n c e  i t  does not bu i ld  and operatE highways. Although w e  re- 
commend the  MTC be placed under the  Council ( see  recommendation XII), it would \be  
d i f f i c u l t  t o  ass ign i t  t h e  overall. planning job a s  the re  could b e  no more assurance 
t h a t  plans would be c i j - c t i v e  and bahdced  from a transit agency than the  highway 
department. 

%at major issues should the TmasportQtion Board be Zoskircg a t  and a t t e w t i q  $0 
resolve i n  recominendotiom during the nex-t feu yeare? 

Spec i f i c  i s sues  i n  t r anspor ta t ion  planning and c r f t i c a l  decisions which need t o  
x be made have been i d e n t i f i e d .  What i s  needed now a r e  some recommendations and deci- 

s ions  on a number of b a s i c  i s sues .  
I 

e 11 - B. W e  recommend the  Tra&?sortation Board propose, for approval by 
the Metropolitan Ccrn:~cil--by a da te  and wi th in  puidelines set by 
the  Councfl---specific a l t e r n a t i v e s  and reconmendations f o r  bas ic  
i s sues  i n  the t ranspor ta t ion  of people i n  the  metropolitan area .  

Our recommendation t h a t  t h e  TB propose s p e c i f i c  a l t e r n a t i v e s  and t h e i r  recommend- 
a t ions  by a d a t e  and wi th in  guidelines s e t  by the  Metropolitan Council should t)egin 
t o  s e t  some deadlines f o r  the  key decis ions  needed for t r anspor ta t ion  development i n  
the  metropoli tan area .  Although considerable add i t iona l  planning remains t o  be done, 
i t  is e s s e n t i a l  t h a t  deadlines be  es tabl ished i n  the  formulation of recommendations 
i n  a number of i s sues  -- otherwise, we w i l l  probably see simply more s t u d i e s  i n  t h e  
e f f o r t  t o  gain nore  t i m e  t o  avoid these  major policy Questions. 

Speci f ic  i s s u e s  whiqh need t o  be resolved and on which recommendations should b e  
made by the  TB include: 

t 
6- 1 

11 - B - 1- The p r ~ p o r t i o n  of t r i p s  t o  b e  provided by t r a n s i t  and h i~hwavs  
i n  ~ p e c i f i c  areas  o r  corr idors- -par t icular ly  the  proportion of 

-, peak-hour t r i p s .  

The major bui ld ing decisions and determinations about how the  t ranspor ta t ion  
system w i l l  opera te  can be  made only when decis ions  have been made about e s s e n t i a l l y  
how these  t r i p s  should be handled. These decisions are most important, as they re lm 



t o  the  proport ion of peak-heur t r i p s  moving i n  s p e c i f i c  areas  o r  corr idors .  These 

co r r idors  have already been general1.y defined i n  e a r l i e r  s t u d i e s  and various high- 
way and t r a n s i t  a l t e r n a t i v e s  have been suggested as wzys of handling the  peak-hour 
movement i n  these  areas .  Without a decis ion  about what proport ion of t r i p s  ,should 
b e  handled by t r a n s i t  and by highways, i t  is  l i k e l y  t h a t  t h e  a r e a  w i l l  continue t o  
see both t r a n s i t  and highway proponents seeking t o  se rve  t r a v e l e r s  wi th in  these  r' 

cor r idors  on pub l i c  f a c i l i t i e s  whicb w i l l  b e  competing wi th  each o the r .  The etro- 
po l i t an  a r e a  needs d i r e c t i o n  and decisions about what the  optimal investment i n  
highways and t r a n s i t  t o  se rve  peak-hour movements i n  p a r t i c u l a r  a reas  should be, ., 
simply t o  avoid t h e  cos t ly ,  wasteful ,  dup l i ca te  investment i n  both types of trans-' 
por t a t ion  f a c i l i t i e s .  The key decis ion  before  t h e  Transportat ion Board should b e  
t o  determine what t h e  r o l e s  of highways and t r a n s i t  should be  i n  accommodating 
peak-haur t r i p s  and, following t h i s ,  what guidel ines  should b e  followed i n  t h e  
development of needed f a c i l i t i e s .  

I1 - B - 2. The loca t ion  and t i m i h g  of development of major road and 
, t r a n s i t  f a c i l i t i e s .  

The metropoli tan a rea ,  i f  i t  i s  t o  have f a c i l i t i e s  which perform t h e  funct ion  
assigned t o  them when they a r e  needed wi th in  the  funds a v a i l a b l e  f o r  t h e i r  develop- 
ment, should begin t o  determine where these  f a c i l i t i e s  should be  located  and when 
they should b e  constructed.  This includes not only the  locat ion,  and timing of 
development of  metropol i tan  highway thoroughfares b u t  a l s o  t h e  service l d v e l  and 
rou te  network f o r  t r a n s i t .  Present ly ,  these  key c a p i t a l  improvement decfsions-- 
t h e i r  loca t ion  and timing--are made by the  individual  bui ld ing agencies ( t h e  Highway 
Department, the  MTC, t h e  counties,  and some municipal i tdes)  following t h e  p lans  and \ 

programs prepared by these  orga.nizations. Some coordinat ion between these  agencies 
e x i s t s  i n  t h e  approval by t h e  Highway Department of  county and municipal s t a t e  a i d  
road p ro jec t s ,  plus the  discussions between t h e  T r a n s i t  Commission and the  Highway I 

Department, counties  o r  munic ipal i t ies  i n  t h e  development bf  f a c i l i t i e s  needed f o r  
t r a n s i t  on t h e  street/highway network. However, t h i s  coordinat ion does not  gener- 
a l l y  atJemPt t o  measure i n  any o v e r a l l  way t h e  cont r ibut ion  t h a t  s p e c i f i c  p ro jec t s  4 

w i l l  make toward a l l e v i a t i n g  s i g n i f i c a n t  t r anspor ta t ion  problems, nor does i t  
attempt t o  determine arry p r i o r i t y  f o r  thr: d,.~vt?lopment of p ro jec t s  from availrrble 
fupds. S imi lar ly ,  t h e  d f f f i c u l t  dec is ions  involved i n  loca t ing  major a r t e r i e s  a r e  
l a rge ly  l e f t  t o  the  bui ld ing organizat ion i n  its negot ia t ions  with l o c a l  municipal- 
i t ies  and communities. These important decisions which w i l l  a f f e c t  the  development 
of t h e  metropoli tan a r e a  and the  opera t ion  of t h e  t r anspor ta t ion  system requ i re  t h e  
a s s i s t ance  and a i d  of the  metropoli tan t ranspor ta t i ,on  o rgan iza t ion  and d i rec t son  
from t h i s  body t o  assure  development of an adequate system. 

I1 - B - 3. ~e,comnendations are needed t o  de&ignri,te, r e se rve  o r  acquife 
r i g h t s  -of-way as e a r l y  a s  -possible t h a t  w i l l  be  needed f o r  , 
t ~ a n s  i t  and highways--particularly those t h a t  a r e ,  0.r w i l l  
become, ava i l ab le .  

/ 

I n  developing a t r anspor ta t ion  plan f o r  the  metropoli tan area ,  when i t  is deter -  
mined t h a t  major f a c i l i t i e s  need t o  be located  i n  areas  which g r e  present ly  not  2 7  

b u i l t  upon, o r  when rights-of-way become ava i l ab le  t h a t  might w e l l  be-used f o r  
t r ahspor ta t ion  f a c i l i t i e s ,  s t e p s  should be  undertaken t o  r e se rve  these  f o r  t h e  

w need@ f a c i l i t i e s .  For example, t h e r e  is considerable evidence thtut the  metropoll- 
t an  a r e a  may need a second c i rcumferent ia l  freeway beyond 1-494 and 1-694 t o  serve 
areas  which w i l l  b e  coming i n t o  development during the  next  10-15 years .  Most of 
t h i s  a r t e r i a l  highway w i l l  b e  located  on land which is presently not built upon r- 



land which could be reserved o r  even acquited a t  s u b s t a n t i a l l y  lower c o s t  today 
than i n  t h e  fu tu re .  Likewise, some of =he n a j o r  freeways connecting t h e  metropoli- 
t an  a r e a  t o  o u t s t a t e  Minnesota mnst b e  improved o r  new loca t ions  developed t o  pro- 
v ide  an adequate system of highways f o r  weekend r e c r e a t i o n a l  movement and 'a high 
l e v e l  of a c c e s s i b i l i t y  t o  ecocornic a c t i v i t i e s  which flow between centers i n  t h e  
region served by t h e  ~ e t r o p o l i g a n  area .  I n  these  cases ,  rights-of-wayJ should a l s o  

C be reserved o r  acquired a s  s o w  a s  these  routes  can be  located .  The e a r l y  aesigna- 
t i o n ,  r e se rva t ion  o r  acqu i s i t ion  of  rights-of-way f o r  f a c i l i t i e s  which w i l l  b e  
needed would guarantee t h a t  development would n o t  occur on these  sites, t h a t  con- 
f l i c t  with communities would b e  minimized, and t h a t  land would be  acquired a t  a 
s u b s t a n t i a l l y  lower cos t  than would otherwise be required a f t e r  development occurs 

1 on these  sites. \ 

Similarly,  some rights-of-way which may be needed f p r  t r a n s i t  should be reserved 
i f  they become ava i l ab le  i n  t h e  next  few years.  It is poss ib le ,  f o r  example, t h a t  
some of t h e  e x i s t i n g  r a i l r o a d  right-of-way which could serve t r a n s i t  o r  even high- 
ways w i l l  no t  b e  needed by the  r a i l r o a d s  and w i l l  become a v a i l a b l e  f o r  development 
i n  the  next  few years .  It would b e  a tragedy i f  any of these  routes  could se rve  
t h e  t ra t l spor ta t ion  network) of t h i s  area--partbculprly transi t-but  were not  reserved 
o r  acquired for- rans i t  when they became ava i l ab le .  Already, one l imi ted  rou te  of 
t h e  Minnesota Western Pai l road (a subs id iary  of Chicago and Northwestern) is pro- 
posed f o r  abandonment from near downtown Mfnneapolis out  t o  and beyond T.H. 100. 
It would be  unfortunate i f  the  a r e a  should l o s e  t h e  opportunity which t h i s  r igh t -  
of-way presents  i f  i t  was determined t h a t  i t  was needed bu t  i t  was not  reserved o r  
acquired. 

1 

\ 
11 - B - 4 .  The TE should propose annual and 5-year c a p i t a l  improvement. 

proprams. 

Capi ta l  improvement programming of t r anspor ta t ion  f a c i l i t i e s  would g r e a t l y  
a s s i s t  i n  assur ing  t h a t  p ro jec t s  developed each year  were cons i s t en t  with the  
t r anspor ta t ion  plan f o r  t h e  m e t r o p o l i t a ~  area. Such programing would make i t  
poss ib le  t o  determine what the  t o t a l  c a p i t a l  improvement needs of t h e  area  a re ,  
and t o  match these  with the  ava i l ab le  funds. In  addi t ion ,  such programming would 
assu re  t h a t  p ro jec t s  a r e  b u i l t  each yea r  which w i l l  make t h e  g r e a t e s t  cont r ibut ion  
t o  a l l e v i a t i n g  t r anspor ta t ion  problem and t h a t  funds a r e  spept  where they w i l l  do 
t h e  most good. Development of annual and 5-year c a p i t a l  impiovement programs i n  
recommendations by the  TB would grqat ly  a s s i s t  i n  providing guidance t o  the  build-  
ing  organizat ions and give t h e  metropoli tan area  and individual  communities a 
c l e a r e r  idea  about p ro jec t s  t h a t  w i l l  be undertaken. 

i 
I1 - B - 5 .  The TB should propose new arrangements f o r  l o c a l  government 

and c i t i z e n  p a r t i c i p a t i o n  i n  deciding the  loca t ion  and d e s i m  
of t r anspor ta t ion  f a c i l i t i e s  

Present  arrangements f o r  l o c a l  government and c i t i z e n  p a r t i c i p a t i o n  i n  t h e  
c r i t i c a l  decisions r e l a t i n g  t o  the  loca t ion  and design of t r anspor ta t ion  f a c i l i t i e s  
a r e  inadequate- Generally, they r e l y  upon e i t h e r  publ ic  hearings o r  the  appoint- 
ment of c i t i z e n  advisory hoards. These devices, however, have not  worked, a s  they 
do not  involve c i t i z e n s  and l o c a l  u n i t s  of government e a r l y  i n  t h e  planning process 
before  l o c a t i o n a l  decisions a r e  w e l l  advanced. Many of t h e  most d i f f i c u l t  and 
t r y i n g  d isputes  i n  t h e  loca t ion  of freeways, f o r  example, revolve around t h e  objec- 
t i o n s  by l o c a l  cDmuni t ies  wi th in  t h e  c e n t r a l  c i t i e s  o r  even between munic ipal i t ies  
and t h e  Highway Department. These objec t ions  and t h e  r e s i s t a n c e  of l o c a l  communi- 
t ies- -par t icular ly  i n  the  c e n t r a l  c i t ies- -par t ly  occurred because of t h e  l ack  of 
involvement by people wi th in  t h e  communities a f fec ted  e a r l y  i n  the  planning process. 



-20- 
I 

b Publ ic  hearings--even those held t o  consider a l t e r n a t i v e  loca t ions  wi th in  a 
genera l  corridor--for freeways o r  perinanent t r a n s i t  f a c i l i t i e s  on exclus ive  r igh t s -  
of-way a r e  c l e a r l y  an  inadequate means f o r  involving a f fec ted  res iden t s  i n  these  

,dec i s ions  which w f l l  a f f e c t  them. The sporadic c a l l i n g  of  publ ic  hear ings  tends t o  
brrlng c i t i z e n s  i n t o  the  p l a ~ n i n g  process only a f t e r  some decisiazrs a r e  made, and 
more o f t e n  than not  r e s u l t s  i n  organized opposi t ion t o  t h e  profmsah.  An ongding, 

\ continuous mechanism f o r  c i t i z e n  involvement is needed t o  involve people in an 
m 

. understanding of what i s  happening t o  the  movement pa t t e rns  i n  the  m e t r o g ~ l i r a n  
a re& how these  a f f e c t  t h e i r  a rea ,  what a l t e r n a t i v e s  might b e  developed t o  a l l q v i -  

,ate p a r t i c u l a r  problems, t o  i n d i ~ a t e  how the  l o c a l  c m u n i t y  w i l l  b e  served,  and 
what e f f o r t  can be  made t o  minimize t h e  d i s rup t ion  t o  t h e  area from poss ib le  f ac i -  
l i t ies .  The Transportat ion Board ghould consider ,  f o r  example, devalspment of 
l o c a l  community councils  i n  t h e  c e n t r a l  cities as  ou t l ined  i n  t h e  Ci t izens  League 
r e p o r t ,  " sub-~rbs  in the  City", as a mechanism t o  achieve t h i s  e a r l y  involvement: J 

of c i t i z e n s  i n  t h e  planning process. 

S imi lar ly ,  arrangements f o r  l o c a l  government p a r t i c i p a t i o n  i n  t h e  l o c a t i o n  and 
design of t r anspor ta t ion  f a c i l i t i e s  a r e  needed. An ongoing veh ic le  f o r  continu0us 
comunicat ion  and coordinat ion between the  s t a f f  and publ ic  d f f i c i a l s  o f  l o c a l  
munia ipal i t ies  and t h e  metropoli tan t r anspor ta t ion  planning funct ion  is e s s e n t i a l  
i f  metropoli tan t r anspor ta t ion  planning is t o  succeed. Although t h i s  occurs t o  
some ex teh t  a t  the  present  t i m e  and i s  encowaged by t h e  l o c a l  approval required 
f o r  loca t ion  and development of highway improvements, i t  should be improved. Much 
of t h i s  can be done i n  the  discussions about propased comprehensive plane, developed 
by munic ipal i t ies  which n igh t  be reviewed t o  determine i f  provisions a r e  made f o r  
metropoli tan t r anspor ta t ion  f a c i l i t i e s  ,which pass  through l o c a l  municipakit ies .  
Io addi t ion ,  the  planning arid engineering s t a f f s  of  munjc lpa l i t i e s ,  plus t h e  public  
o f f i c i a l s  involved i n  planning and public  works programs, should be  engaged i n  t h e  
e a r l y  d iscuss ions  about the  metropoli tan t r anspor ta t ion  network. I 

# 
I 

11 - B - 6 .  The T r a - ~ s ~ ~ , r t a t i o n  Board should propose and make 
redonGe&7.dat&ons fox t he  t n ~ r o v e d  u t i , l i z a t i o n  of - A 

auto/hiphwav and t r a n s i t  facilit ies--equipment and 
personnel .  

, / 

Considerable work is needed t o  determine what measures would improve t h e  u t i l i -  
za t ion  of e x i s t i n g  auto/highway and t r a n s i t  f a c i l i t i e s .  A t  the  preseqt  time, i t  
appears t h e r e  is considerable excess capaci ty  i n  the  t r a n s i t  system and low u t i l i -  
za t ion  of equipment and personnel during t h e  off-peak hours. Similaqly, during the  
peak hours, the  u t i l i z a r i o ~  of automobiles is very low and consequently the  capa- 
c i t y  of the  a r t e r i a l  network t o  handle peak-hour t r i p s  is much below whpt could be 
handled even wi th in  autwmobiles. The u t i l i z a t i o n  of these  expensive t r anspor ta t ipn  
f a c i l i t i e s  and t h e  r e t u r n  on the  s u b s t a n t i a l  investment could be g rea t ly  increased 
i f  s t e p s  were out l ined t h a t  would encourage increased u t i l i z a t i o n  during the  peak - 

hours. Ef fo r t s  which would increase  t h e  use of t r a n s i t  vehic les  during off-peak 
hours could r e s u l t  i n  improving t r anspor ta t ion  f o r  people without  c a r s  and increas-  
ing  the  use of t h e ,  f ixed equipment investment i n  t r a n s i t .  A guide o u t l i n i n g  what 
measures should beunder taken  t o  improve u t i l i z a t i o n  would g r e a t l y  con t r ibu te  t o  - 
solv ing some of the  t r anspor ta t ion  problems i n  the  metropoli tan a rea .  



I1 - B - 7. The TB should propose and recommend the  sxacinn arl? t iming 
of development of access t o  recomiuencfed new o r  improved 
limited-access f reesays  on the  f r i n g e  o f  t he  metropoli tan 
area .  - 

Currently,  the  Eletropolitan Development Guide i n  its Transportat ion Section - o u t l i n e s  some p o l i c i e s  f o r  the  spacing of access on freeways. These were l a r g e l y  

\ proposed t o  preserve the  metropolitan-through movement charac ter  of these  high- 
speed, high-capacity roads and t o  reduce the  p o s s i b i l i t i e s  f o r  unsafe m v m e n t s -  \ 

- As new o r  improved limited-access freeways a r e  proposed, these  standards should be 
\ reviewed by the  TB t o  determine whether t h e  p r o j e c t s  conform t o  these  standards o r  

whether the  standards should be  modified. 

A s  the  metropoli tan a rea  continues ta develop, a major opportunity f o r  inf  1 ~ e n -  
c ing  where development w i l l  occur i s  presented by the  decis ions  about what new free- 
ways t o  develop and t h e i r  locat ion .  The access provided by these  freeways has hsd 
considerable inf luence  on land development and on t h e  p a t t e r n  of development i n  the  
metropoli tan area.  The TB and the  Metropolitan Council should s e r i o u s l y  c0I"JSider 
what impact the  develo~menr of new highways will .  have on the  p a t t e r n ,  whethet t h i s  
is  cons i s t en t  with o t h e r  p o l i c i e s  of the  Council, and, i f  they are not ,  whether o r  
when these  highways should b e  b u i l t .  It is poss ib le  t h a t  some of these  highways , 
w i l l  be  needed t o  accommodate the  weekend rec rea t iona l  movements and t h e  t r a b  move- 
ments between the  metropoli tan a r e a  and o u t s t a t e  Minnesota, These s i t u a t i o n s  might 
c a l l  f o r  the  e a r l y  development of proposed freeways before  t h e  Council would l i k e  to  
s e e  land development occurring i n  t h e  areas  adjoining them. One way of resolv ing 
t h i s  d i f f i c u l t y  might be  t o  e s t a b l i s h  p o l i c i e s  on when access t o  adjo in ing land is 
developed and making t h e  decisions about providing Tamps t o  the  freeways a p a r t  from 
the  t i m e  when the  actual. freeway is constructed.  such a policy would not  damage t h e  
a c c e s s i b i l i t y  of people l i v i n g  wi th in  the  a t eas  through which the  freeway passes, a s  

* t h e ~ w o u l d c o n t i n u e  t o  be s e r v e d b y  the  e x i s t i n g  street lhighwaynetwork.  Themajor 
impact of such p o l i c i e s  would l a r g e l y  be on land values an3 the  timing of develop- 
men t . I 

& 

f i a t  major transportdtion isfiues need t o  be explored apd decided upon that  w i l l  
require legis lat ion in the 1973 session? 

A number of t r anspor ta t ion  i s s u e s  a r e  not y e t  c l e a r l y  defined,  and s p e c i f i c  re- 
commendations have not y e t  been developed which w i l l  r e q u i r e  l e g i s l a t i v e  authoriza-  
t i o n  o r  changes i n  s t a t u t e s  i n  order  t o  develop an adequate, wel l -u t i l ized  trans-  
por t a t ion  system f o r  the  metropoli tan a rea .  

11 - C.  We recommend t h e  Metropolitan Council, with the  a s s i s t a n c e  o f  the \ 

Transportat ion Board,, propose t o  t h e  1973 Leg i s l a tu re  recommenda- 
t i o n s  f o r  powers which may be needed t o  manage improved u t i l i z a t i o n  
of t r anspor ta t ion  f a c i l i ~ i e s ,  recommendations on t h e  apvtovr ia te  
j u r i s d i c t i o n s  f o r  s p e c i f i c  roads i n  accordance with t h e i r  f u n c t i o m l  
c l a s s i f i c a t i o n .  and recommendations relative t o  c rea t ion  of an in- I 
t e ~ r a t e d  t r ansvor ta t ion  fund f o r  t h e  metropali tan area .  . 

A n~~mber  of a l t e r n a t i v e  ways of improving t h e  u t i l i z a t i o n  o f  t r anspor ta t ion  
f a c i l i t i e s  need t o  be explored t o  determine t h e i r  poss ib le  e f f e c t s  and t h e i r  f e a s i -  
bSl i ty .  For example, a determination must be mahe of what w i l l  be t h e  e f f e c t  of cmd 
t r o l s  over access t o  a r t e r i a l  roads and highways o r  of charges f o r  parking during I 

peak hours on the  nuaber of persons per  automobile and t h e  r i d e r s h i p  of t r a n s i t -  
b r e  specifically, w e  recommend t h a t i  the  Metropolitan Council undertake, with the  
a s s i s t ance  of the  TB, s t u d i e s  and evaluat ion  of four poss ib le  p o l i c i e s  which could 
sulistantkdllly idprove the  u t i l i z a t i o n  of transportat.lon f a c i l i t i e s .  These fndude:  



Charnes f o r  t h e  use of f a c i l i t i e s  during peak hours. These char&% d g h t  be 
compared with t o l l s  which could e i t h e r  be co l l ec ted  a t  heavi ly  t raveled  
po in t s  along the  freeway network o r  i>ossibly by monitoring vehic les  along 
heavi ly  t raveled  a r t e r i a l  s t r e e t s  /freeways with monthly charges b i l l e d  t o  
the  users .  Other v a r i a t i o p s  include the  p o s s i b i l i t y  of having graduated 
charges on por t ions  of t h e  street /highway network, depending upon t h e  vo lu%~e  
of t r a f f i c  and t h e  capacity of t h e  network i n  a given area .  Such charges 
would begin t o  recognize t h e  s u b s t a n t i a l  burden which heavy peak-hour move- 
ments p lace  on the  more d i r e c t  routes  f o r  t r i p s  across the  metropoli tan area .  
T h s e  charges might w e l l  errcourage many t r a v e l e r s  t o  increase  the  ,pumber of 
peksons i n  an automobile t o  d i s t r i b u t e  t h e  c o s t  per  person, encourage some to  
take  t r a n s i t  and o the r s  t o  use t h e  less d i r e c t  and less heavi ly  t raveled  a r -  
t e r i a l  streets during these  hours. 

* Charnes f s r  parking during peak hours. A charge f o r  en te r ing  o r  leaving park- 
ing  g a c i l i t i e s  during t h e  peak h u r s  should b e  seriously 'explored as one Po*- 
s i b l e  way of increas ing u t i l i z a t i o n  of  t r anspor ta t ion  f a c i l i t i e s .  It is pose 
s i b l e  these  charges might be  imposed on a l l  phrking f a c i l i t i e s  above a p a r t i -  
c u l a r  s i z e  i n  t h e  metropoli tan area ,  whether o r  not t h e r e  are fees  imposed 
f o r  t h e  use of khese parking f a c i l i t i e s .  Uthough i t  is possfble  that such 
charges might only be  l imi ted  t o  parking l o t s  o r  ramps serving major employ- 
ment cen te r s ,  the  i n s t a l l a t i o n  of c o l l e c t i o n  devices should be  considered f o r  
v i r t u a l l y  a l l  s i g n i f i c a n t  patking f a c i l i t i e s  which a r e  used by c a r s  dur ing  
t h e  peak hours. This system is already employed i n  t h e  c i t y  of Baltimore f0.r 
genera l  revenue purposes, where a 15c charge is placed on top of e x i s t i n g  
parking fees  o r  a s  a charge i n  l o t s  which a r e  provided a t  no cos t  t o  t h e  
d r ive r .  The f e a s i b i l i t y  of developing a system of peak-hour parking charges, 
t h e i r  l e v e l s ,  and t h e  c o s t  of i n s t a l l i n g  and maintaining c o l l e c t i o n  devices 
needs t o  be  f u l l y  explored. It is  poss ib le ,  however, t h a t  charging f o r  move- 
ment during t h e  peak hour a t  the  end of the  t r f p  would b e  an incen t ive  f o r  
t r a v e l e r s  t o  pool t h e i r  r i d e s  o r  use t r a n s i t .  

1 

Controls over access t o  a r t e r i a l  roads and, highways. Development of contro%s 
which would regu la te  the  access to major a r t e r i a l  roads and freeways is  ad- 
o the r  poss ib le  way of improving t h e  u t i l i z a t i o n  of t r anspor ta t ion  f a c i l i t i e s  * 
The Wnnesota Highway Department and t h e  MTC are. cu r ren t ly  planning a demon- 
s t r a t i o n  of t h i s  approach on I-35W from downtown Minneapolis t o  t h e  Minnesota 
River. The denions t r a t i o n ,  however, w i l l  probably be l imi ted  l a rge ly  t o  giving 
buses p r e f e r e n t i a l  access t o  the  freeway not  extend t o  automobiles with 
more than one o r  two persons. Essen t i a l ly ,  the  idea  expressed here  would be 
t o  monitor t h e  number of vehic les  on heavily t raveled  freeways during the  
pdak hours and l i m i t  t h e  access when the  capacity of them has been reached. 
It is poss ib le  t h i s  ayproach w i l l  encourage people t o  use t r a n s i t  which w i l l  
continue t o  have prefer red  access t o  t h e  freeway o r  othe? slower but  less 
h e a d l y  t raveled  a r t e r i a l  streets. The app l i ca t ion  of t h i s  approach, however, 

l i m i t  i ts use only t o  limited-access freeways because of the  need t o  have 
adjoin ing streets t o  handle t h e  movement of autos  which may b e  denied access 
during periods of heavy t r a v e l .  \ 

, Ways of spreading out  the  peak-hour movem&ts. The spreading out  of the pe&- 
hour movedent by the  s tagger ing  of work hours a l s o  should b e  considered a s  one 
p o s s i b i l i t y  f o r  a l l e v i a t i n g  congestion a t  the  peak hours. The a c t u a l  Stagger- 
i n g  of ,work hours, however, might be  d i f f i c u l t  t o  accomplish and would appear 
t o  make the  smal l e s t  cont r ibut ion  t,oward improving t h e  u f i l i z a t i o n  of t rans-  
p o r t a t i o n  f a c i l i t i e s  durittg the  peak hours, as arrangements f o r  car-paol*l;lg 



would be hampered and l i t t l e  incent ive  would e x i s t  f o r  t h e  use of t r a n s i t .  
However, t h e  reduction i n  t h e  s e v e r i t y  of congestion during t h e  peak hours 
by t h i s  means should be explorzd t o  the  extent  t h a t  i t  reduces the  demand 
f o r  a d d i t i o n a l  f a c i l i t i e s  t o  handle these  l a rge ly  work-trip movements. 

I1 - C - 1. mowing considerat ion of these  suggested a l t e r n a t i v e  methods 
I 

rn o r  any o thers  proposed which would improve t h e  u t i l i z a t i o n  of 
t r anspor ta t ion  f a c i l i t i e s  o r  reduce t h e  peak-hour movements, 

.the ~ e t r o p h i t a n  Council should propose t o  t h e  1973 ~ e @ l l a t u r s  - t h e  Powers which mav be needed t o  im~lement  t h e i r  recommenda- 
t i o n s .  

Currently, t h e  power t o  impose charges f o r  the  use of f a c i l i t i e s  o r  f o r  parking 
during t h e  peak hours, o r  powers which might encourage t h e  spreading out  of peak- 
hour movements, a r e  not  ava i l ab le  t o  the  Council o r  t o  o t h e r  u n i t s  of government. 
Controls over the  access t o  a r t e r i a l  roads and highways present ly  r e s i d e  l a r g e l y  i n  
t h e  agency wi th  j u r i s d i c t i o n  over these  f a c i l i t i e s - - i n  most cases, the  Highway Depart-. 
ment. The need f o r  such powers is not  imminent, and they should be  granted only 
a f t e r  a  determination is  made about the  use of e x i s t i n g  street lhighway and t r a n s i t  
f a c i l i t i e s  a s  p a r t  of s h e  ~ v e r a l l  t r anspor ta t ion  plan f o r  Ahe area. 

I1 - C - 2. The l~!etropolifsn Council, wi th  the  a s s i s t ance  o f t h e  TB, should 
s o n o s e  t o  the  1973 Lea$slature recommendations f o r  t h e  t r a n s f e r  
of r e s p o n s i b i l i t y  f o r  s p e c i f i c  roads among i u r i s d i c t i o n s  i n  
accordance with t h e i r  funct ions .  

The realignment of the  street/highway network on t h e  b a s i s  of funct ipn  and the  
assignment of the  appropr ia te  j u r i s d i c t i o n  (munic ipal i t ies ,  counties ,  and t h e  S t a t e  
Highway Department) i n  acqordance with t h e i r  c a p a b i l i t i e s  and resources,  is needed. - Such a c l a s s i f i c a t i o n  and assignment of j u r i s d i c t i o n  would c l e a r l y  focus t h e  avai l -  
ab le  resources On the  areas  of g r e a t e s t  needs; should se rve  t o  r e l i e v e  l o c a l  u n i t s  
of government of much of t h e  cos t  a t tendant  t o  the  movement of heavy volumes of f a s t ,  .- through t r a f f i c ,  and assu re  t h a t  the  agency responsible f o r  development and mainten- 
ance of c e r t a i n  types of highways has t h e  c a p a b i l i t y  needed t o  perform t h i s  function.  
,me funct ional  c l a s s i f i c a t i o n  study recommended can bu i ld  upon work already under way 
by the  Minnesota Highway Department. Some examples of quest ions which should b e  
answered i n  these  s t u d i e s  include: What c a p a b i l i t i e s  do t h e  v a r h u s  county and 
municipal pub l i c  works departments have t o  design, cons t ruct  and maintain f a c i l i t i e s  
such as r e s i d e n t i a l  s t r e e t s ,  various types of a r t e r i a l  s u r f  ace s t r e e t s  , expressways, 
and limited-access freeways? To what ex ten t  a r e  t h e  resource c a p a b i l i t i e s  of each 
of the  j u r i s d i c t i o n s  matched with t h e  cos t  of cons t r p c t i n g  , maintaining, and operat- 
ing various l e v e l s  of s t r e e t s  and highways? 

The need f o r  a  funct ional  c l a s s i f i c a t i o n  of streets and highways i n  the  metro- 
p o l i t a n  a r e a  a r i s e s  i n  the  d iscuss ion of suggest ions t h a t  poss ib ly  t h e  S t a t e  Highway 
Department is the  most appropr ia te  agency t o  cons t ruct  and maintain limited-access 
freeways plus high-speed, high-volume roads -- while counties  should be  responsib le  
f o r  t h e  major a r t e r i a l ,  lower-speed, middle-range-capacity a r t e r i a l  surface  s t r e e t s  
which connect and se rve  freeways and communities wi th in  the  county -- and municipali- 
ties have r e s p o n s i b i l i t y  f o r  t h e  lower-volume, slower-speed intra-community a r t e r i a l  
and r e s i d e n t i a l  street network. A t  the  present  t i m e ,  each of the  j u r i s d i c t i o n s  is 
permitted t o  bu i ld  whatever f a c i l i t i e s  i t  decides a r e  necessary wi th in  its ava i l ab le  
resources.  A s  a  r e s u l t ,  the  S t a t e  Highway Department is responsible f o r  roads a l l  
t h e  way from major freeways darn t o  low-capacity a r t e r i a l  streets wi th in  th'e buil t -up 
urban a rea ,  while counties  cons t ruct  and maintain freeway#, major a r t e r i a l s ,  and even 



many lower-volume roads, and some munic ipa l i t i e s  do l ikewise.  'The funct i -oml  C ~ ~ S S -  

i f i c a t i o n  of roads and t h e  assignment t o  appropriate jur isd&ct ions  w i l l  be necsessav 
i f  many needed f a c i l i t i e s  a r e  t o  b e  b u i l t  in the  fu tu re .  For example, unless the  
S t a t e  Highway Departinent has j u r i s d i c t i o n  over major freeways, i t  is poss ib le  t h a t  
many of those proposed which are present ly  assigned t o  counties  may not  be  dkvelo~_ed 
when they a r e  needed, because they do not. have adequate resources o r  poss ib ly  the  
capab i l i ty  t o  develop them. 

I1 - C - 3. The Metropolitan Council, with t h e  a s s i s t a n c e  of t h e  TB, shou&$ 
propose t o  the, 19 73 Leg i s l a tu re  recommendations on t he  c rea t ion  
of an in teg ra ted  t r anspor ta t ion  fund f o r  t h e  metropoli tan a r e a  
and a d d i t i o n a l  sources of f i n a n ~ i n ~  'which might be  used for- 
both hizhwaivs and t r a n s i c .  

The c rea t ion  of an in tegra ted  t r anspor ta t ion  fund has been proposed by consult- 
a n t s  t o  t h e  MTC as a way 6f permit t ing use of ava i l ab le  funds where they w i l l  b,e 
most needed i n  development of  an adequate t r anspor ta t ion  system f o r  t h e  metropoE.itan 
area.  Such a fund contemplates the  pooling of present ly  ava i l ab le  t r anspor ta t ion  
d o l l a r s  and t h e i r  use on any types of f a c i l i t i e s  without regard t o  the  source of 
funding. This approach would have t h e  b e n e f i t  of assurirtg t h a t  needed f a c i l t t i e s  
a r e  b u i l t  o r  provided 'in accordance with p r i o r i t i e s  es tabl i shed wi th in  the  metrapol- 
i t a n  area .  Funds which might b e  placed i n  t h i s  in teg ra ted  t r anspo t t a t ioo  fund in-  . 
elude  a por t ion  of the  following: S t a t e  Highway Department funds apportioned f o r  
development of trunk highways i n  t h e  metropoli tan area ,  a por t ion  of the  county and 
municipal state a i d s  a l loca ted  t o  these  ju r i sd ic t ions  f o r  highway development, p lus  
t r a n s i t  revenues from r i d e r s  o r  revenues from sources made ava i l ab le  t o  the  MTC. 

The establishment of an in teg ra ted  t r anspor ta t ion  fund should follow a deter -  
mination by the  Metropolitan Council aboqt the  t o t a l  t r anspor ta t ion  needs of the  
metropoli tan a rea  and a comparison between the  revenues ava i l ab le  t o  various ju r i s -  
d ic t ions  and the  development of h ighes t -pr ior i ty  p r o j e c t s  or se rv ices .  Xn add i t ion ,  
the  l i m i t a t i o n s  placed on the  use of some funds, p a r t i c u l a r r y  highway user  funds, 
and t h e i r  a v a i l a b i l i t y  need t o  be  explored i n  terms of the  e f f e c t  on o v e r a l l  develop- 
ment of Transportat ion f a c i l i t i e s  and se rv ices  wi th in  t h e  metropoli tan area .  A 
review of t h e  c o n s t i t u t i o n a l  l imi ta t ions  on t h e  use of highway user  funds needs t o  
b e  made. Removal of these  limits would g r e a t l y  increase  the  p o s s i b i l i t i e s  of assurn 
i n g  t h a t  a v a i l a b l e  funds, f  ram whatever source, a r e  spent  f o r  t r anspor ta t ion  f a c i l f -  
t i e s  o r  se rv ices  t h a t  are judged t o  be  most needed i n  t h e  metropoli tan a rea .  

I1 - C - 3 .  Additional sources of f inqx~cing f o r  both highways and t r a n s i t  
meed t o  be  explored and recommendations formulated by the  
bfetrca~oLitad Council  f o r  t h e  19  7 3  L e ~ i s l a t u t e .  

Various sources of f inancing which should be considered include: 
I / 

* Assessments on benef i ted  property.  Some highway and t r a n s i t  i m p r 0 ~ m e W  
which d i r e c t l y  s e r v e  o r  benef i t  adjoining property might reasonably be  paid 
f o r  by assessments on t h i s  property. This might inc lude  highway interchanges 
t h a t  provide access t o  major a c t i v i t i e s ,  t r a n s i t  s t a r i o n s  a long  excius ive  
rights-of-way t r a n s i t  l i n e s ,  plus expensive cons t ruct ion  such as  hlghwaYs in 
tunnels  and subways t h a t  a r e  des i red  by major a c t i v i t y  areas .  

* Tax-increment f inancing.  The recoGery of pa r t  of t h e  increase  i n  property 
values r e s u l t i n g  from t ranspor ta t ion  f a c i l i t y  development p o t e n t i a l l y  offer's 

/ 
a major p o s s i b i l i t y  f o r  a qqw source of t r anspor ta t ion  f u n d s - - p a r t i c u l a r l ~  



f o r  c a p i t a l  improvement. This could fncbude the  land adjoining freeways 
which incneases i n  value Secause of the  a c c e s s i b i l i t y  and v i s i b i l i t y  of these 
locat ions  a s  we l l  a s  similar areas  adjoining t h e  s t a t i o n s  on any exclusive 
right-of-way t r a n s i t  l i n e s .  Befpore t h i s  poss ib le  funding source can be a- 
ployed, however, a determination is  needed about t h e  l i k e l y  impact on l o c a l  
government se rv ices  which m y  depend upon these increases  f o r  t h e i r  own ser-  

1) vices  o r  poss ib le  increases i n  c o s t  of s e r v i c e  needed by t h i s  add i t iona l  
development. 

* A c t i v i t y a s s e s s m e n t S i v i t i e s  
a l e *  
This might cons i s t  of  a combjtnation of a business and occupancy t a x  which 
could be applied with sdme f q e x i b i l i t y  t o  d i f f e r e n t  kinds of a c t i v i t y  depena- 
ing upon t h e  number of people they a t t r a c t  t o  s p e c i f i c  locat ions .  The u n i t  
of measurement might vary from the  patronage i n  res tauran t s ,  thea te r s ,  o r  
amusement p laces ,  the  number of spaces ava i l ab le  i n  parking l o t s  and ramps , 
t h e  number of rentable  rooms i n  h o t e l s ,  the  volume of sales i n  re tai l  estab- 
lishments, o r  the  nmber  of employees i n  o f f i c e s  o r  p l a n t s ,  /Essentitly' t h i s  approach recognizes the  important function which t h e  t r anspor ta t  on 
system performs i n  enabling movements t o  occur t o  s p e c i f i c  locat ions .  

1 

Hm shouZd the Transportation Board be structured? 

I1 - D. W e  recomnend t h a t  the  Transportat ion 3 o h d  cons i s t  of 7 t o  9 c i t i -  
zen members, one from each of every two Metropolitan Council (MC) 
d i s t r i c t s ,  se lec ted  by t h e  Chairman of the  MC with the  approval of 
the MC. The chairman should be des imated  by t h e  Chairman of the  
MC. Members should se rve  part-time, and be  paid a per diem f o r  
t h e i r  s e r v i c e s , ,  They should have a metropolitan view and a famil i -  
a r i t y  with a n d , i n t e r e s t  i n  t ranspor ta t ion .  They should no t  repre- 
s e n t  anencies, builders, supp l ie r s  o r  t r anspor ta t ion  i n t e r e s t s .  

The s u b s t a n t i a l  planning r e s p o n s i b i l i t i e s  of the  Trartsportation Board and the  
impact of these  decisions on the  mobility of people and development i n  the  metro- 
po l i t an  a rea  suggest t h a t  t h e  Board be of adequate s i z e  t o  encourage an understand- 
ing  of various t r anspor ta t ion  problems and se r ious  considerat ion of a l t e r n a t i v e  I 

approaches to the$r so lu t ion .  Y e t ,  t he  Board should n o t  be s o  l a r g e  as t o  be un- 
workable. We have recommended t h a t  it cons i s t  of- 7 t o  9 members-one from each of 
every two Council d i s t r i c t s .  The geographic representa t ion b u i l t  i n t o  t h i s  Board 
w i l l  b e t t e r  enable communication between members and the  publ ic  o f f i c i a l s ,  c f t i zens ,  
and Council members i n  t h e i r  areas i n  development of metropolitan t r anspor ta t ion  
po l i c ies  and proposals, than i f  the  members were se lec ted  a t  l a r g e  without regard t o  
geographic areas .  

/ T h e  s e l e c t i o n  of members by the  Chairman of the  MC with the  approval of the MC. 
and the  designation of the  TB chairman by t h e  Chairman of the  MC, w i l l  assure  t h a t  
the TB is cognizant of the major po l i c ies  of the  Council and improve the  p o s s i b i l i -  
ties f o r  communication between the  policy-recommending and t h e  policy-set t i n g  bodies. 
It is important t h a t  the  Council have a c lose  working re la t ionsh ip  and confidence i n  
the  'rB i f  t h e  needed communication on d i f f i c u l t  pa-licy choices is t o  occur. 

The members of  the  TB should be c i t i z e n s  with a metropolitan view and some fami- 
l i a r i t y  with and s u b s t a n t i a l  i n t e r e s t  i h  t ranspor ta t ion .  However, i t  is important 
t h a t  t h i s  body not  cons i s t  of representa t ives  of agencies o r  u n i t s  of government, 
bui lders ,  suppl iers  o r  s p e c i a l  i n t e r e s t  groups which opera te  t ranspor ta t ion  



f a c i l i t i e s ;  t h a t  i t  does not  f i i lancia l ly  bene f i t  film programs, and is n o t  organized 
t o  support  only highways o r  t r a n s i t .  The TB--as a d e l i b e o a t i v e ,  planning body4-will 
b e  a b l e  t o  funct ion  only i f  neabers do no t  have conunltments o r  Se t  po in t s  of view 
which l i m i t  t h e i r  a b i l i t y  t o  consider a l t e r n a t i v e s  i n  a detached mannel. The ex i s t -  
ing  agencies and s p e c i a l  i n t e r e s t s  can reasonably be expected t o  make t h e i r  pos i t ion@ 
known t o  t h e  TB and w i l l  do so, without  r ep resen ta t i an  on t h e  TB. 

The work of the  TB, although i t  w i l l  r equ i re  considerable energy and dedicat ion,  
w i l l  n o t  r equ i re  t h e  f u l l  time of members. Rather, the  TB should meet f requent ly  
t o  consider ma te r i a l  developed by the  s t a f f  , t o  d iscuss  a l t e r n a t i v e  p o l i c i e s ,  abd 
t o  provide direction ts t h e  s t a f f .  Members, the re fo re ,  can be part-time. The ex- 
pense and time required f o r  s e r v i c e  on the  TB should be  recognized by compensation 
of' them. This compensation should be comensura te  wi th  t h e  pay of members of ser- 
v i c e  boards under t h e  Metropolitan Council. 

I 

What staff stzoutd be provided 2alassist the Tmnspsr$ation Board? 

The TB w i l l  r equ i re  considerable technica l  a s s i s t a n c e  i f  i t  is t o  successf td ly  
I perform i ts assigned t a sks .  A s t a f f  w i l l  b e  needkd t o  a s s i s t  i n  obta in ing an under- 

s tanding of various t r anspor ta t ion  problems, t o  develop and analyze various a l t e r n q  
t i v e s  f o r  so lv ing these ,  t o  a i d  i n  communication with munic ipal i t ies ,  counties ,  
agencies and c i t i z e n s  and i n  o the r  work of the  Board. 

I C  is important the  work of t h e  TB s t a f f  be d i rec ted  by the  Board. Also, t h e  
c lose  r e l a t i o n s h i p  between t h e  Xetropoli tan Development Guide--particularly its 
Transportat ion Secticn--and a Transportat ion Policy Guide suggest  the  s t a f f  of t h e  
TB have c lose  contac t  with the  MC and its s t a f f .  I t  i s  e s s e n t i a l  t h e r e  be maximum 
communication between t h e  MC and the  TB -- both t h e  s q a f f s  and members -- in  devel- 
opment and adoption o f  p o l i c i e s .  

We a n t i c i p a t e  the  present  s t a f f i n g  arrangement f o r  t h e  Transportat ion Planning 
Program could b e  continued anctwould :?el!. se rve  t h e  TB. Under t h i s  arrangement, a 
sepa ra te  t r anspor ta t ion  s t a f f  , t o  se rve  the  TB would be employdd by the  Cduncil and 
located  i n  t h e  same bui ld ing a s  the  Council. This would enable t h e  TB t o  continue 
t o  bu i ld  on t h e  work already accomplished and assu re  t h a t  a c lose  r e l a t i o n s h i p  w o d d  

,' 
e x i s t  between t h e  TB and t h e  MC programs. 

can t r v p o r t a t i o n  pZanning act iv i t ies  i n  t he  rnetr~po2ita-n area be fwzded? 

I1 - F. The 1971 t e ~ i s l a t ~ l r e  should make a v a i l a b l e  funds to t h e  Metropoli- 
t an  Council and t o  the  Transportat ion Board f o r  t ranspor ta t fon  
plsnning from the metropoli/tan por t ion  of t h e  f e d e r a l  bin* Con- 

\ s t r u c t i o n  funds whtch must be  used f o r  t r anspor ta t ion  ~ ~ a n n i n s  
p l u s  a l imi ted  por t ion  of previously recommended,wheela~re chmzes 
and t r a n s i t  f inancing d i s t r f c t  revenues. 

The t o t a l  budget of the  Transportat ion Planning Program i n  1970 was $1,132.000; 
Approximately ha l f  of t h i s ,  o r  $557,000, was funded by t h e  Council. This t o t a l  in-  
cludes t h e  $115,000 pledge of t h e  Council t o  the  work program adopted by the  Manage- 
ment Committee, p lus  add i t iona l  council-sponsored p r o j e c t s  r e l a t e d  t o  t r anspor ta t ion  
planning. 

The remaining $575,000 was co l l ec ted  from agreements with t h e  Highway DepasfmaC-- 
$400 ,000, t h e  MTCe-$25.000, t h e  seven counties--$100,000, and Minneapolis and St 
Paul--$50,000. I n  addi t ion  to  the planning don& by the  h a m p o r t a t i o n  Planning 

\ < 

\ 

I 



Program, individual  agencies and u n i t s  of government a l s o  engaged i n  cousiderable 
amounts of  planning. The W2, fo r  example, conrracted with a c o n ~ u l t a n t  f o r  a 
$619,000 follow-up study t o  an o r i g i n a l  consul tant ' s  re$ort contracted f o r  i n  1968. 
A s u b s t a n t i a l  p o r t i o ~ l  of the  cos t  of many of these  s tud ies  and of t h i s  plannfng-- 
p a r t i c u l a r l y  by the  Minnesota Highway Department, the  mC, and the  Metropolitan 
Council--is provided from f e d e r a l  planning funds such a s  t h e  1% of the  federa l  
highway const ruct ion funds which must be spent  f o r  comprehensive long-range trans-  
por ta t ion  planning, from mass t r a n s i t  grants  t o  the  MTC, and HUD and DOT funds t o  
the  Metropolitan Council. 

Our recommendation proposes t h a t  funds f o r  t r anspor ta t ion  planning continue t o  
come la rge ly  from federa l  grants  plus the  metropoli tan portdon of the  1%% of faderax 
highway const ruct ion funds which can reasonably be apportioned t o  t h e  metropoli tan 
area  and a l imi ted  por t ion  of previously recommended wheelage charges and t r a n s i t  
f inancing d i s t r i c t  revenues. It is poss ib le  t h a t  i f  45% of the  13q% of f e d e r a l  high- 
way construction planning funks were made ava i l ab le  t o  t h e  metropolitan a rea  f o r  
t r anspor ta t ion  planning, $663,300 would have been profdded i n  1969. Addit ionally,  
i f  1% of the  proposed wheelage taxes  were contributed t o  planning, an add i t iona l  
$90,000 would have been made ava i l zh le .  It i s  d i f f i c u l t  t o  es t imate  what t h e  reve- 
nues from a t r a n s f t  financing d i s t r i c t  might be ,  but  even a s s u d n g  a minimal aWUnt 
a t  a l e v e l  no higher than $5 mltllion, approximately an add i t iona l  $75,000 could have 
been made avai lable .  Vie r e s u l t i n g  t o t a l  of $828,000 would s l i g h t l y  exceed t h e  pre- 
s e n t  budget f o r  t r anspor ta t ion  planning. 

Trans i t Operat i ons 

What should be the rote for the MTC i f  responsibility for Long-range t rans i t  plan- 
ning is placed i n  the T~msportat<on Board? 

I 

111. The Legis la ture  should reconst ruct  the  Metropolitan Trans i t  ~ 0 d ' ' o s f d n  
(MTC) t o  becoote an 'entearise-orf ented t r a 3 s i t  mananement anency wfth  
s i ~ n j f i c a n t 1 y i ; r ~ a d e n e d  r e s p o n s i b i l i t i e s  t o  promote peak-hour u t i l i z a -  
t i o n  and far  s;.;vicing the  non-driving popul2tion. 

The PlTC under our recommendation should be a management agency whose primary 
purposes should be t o  promote t r a n s i t  use, t o  seek out t r a n s i t  oppor tuni t ies ,  and 
t o  assure  t h a t  t r a n s i t  s e r v i c e  i s  provided t o  the non-driving population i n  the m e t -  
ropol i tan  a rea ,  The Commission would not  d i r e c t l y  opera te  t r a n s i t  vehic les  but  
should continue t o  contrdct: with a company havfng the  necessary exper t i se  t o  manage 
bus operation. The members and s t a f f  of the  MTC, ins tead,  should direct '  t h e i r  
a t t e n t i o n  t o  determining ways of b e t t e r  u t i l i z i n g  manpower and facilities, improdn% 
s e r v i c e s - - ~ a r t i c u l a r l y  t o  non-drivers, and exploring oppor tunf t ies  f o r  publ ic  t ran- 
si t  which might e x i s t  with public agencies,  p r i v a t e  businesses,  and various forms of 
t r a n s i t  i n  the  n;etsopolitan a rea ,  

What's d i f ferent  about t h i s  "enterpfise-op&ntedu &PC we propose ~ P C W I  the chapter 
service provided by the bus company? 

The bus company i n  t h e  pas t  has soad s e r v i c e  on a con t rac t  o r  char te r  b a s i s  when 
requested* This s e r v i c e  can be  very prof i t a b l e ,  as it general ly uses vehic les  during 
the off-peak hours thereby incrgasing t h e  u t t l i z a t i o n  of equipment and personnel* As 
a r e s u l t ,  i t  represents increased income heyond what i s  otherwise co l l ec ted  from the  
regular  t r a n s i t  service .  However, only 7% of the revenue of Twin Ci ty  Lines was Prom 
duced from t h i s  s e r v i c e  i n  1970. 



The numerous " t r a n s i t  s u b s t i t u t e  services"  t h a t  a r e  seen i n  t h e  metropolitan 
a r e a  i n  publ ic ly  o r  p r iva te ly  operated t r a n s i t  vehic les  suggest the re  a r e  numerous 

i 

oppor tuni t ies  f o r  ptlblic t r a n s i t  which have been untzppsd. School d i s t r i c t s ,  s o c i a l  
s e r v i c e  agencies, churches, and many p r iva tz  businesses own and opera te  a s i z a b l e  
number of vehic les  e s s e n t i a l l y  t o  t r anspor t  t h e i r  c l i e n t s  o r  cdtoruers. Aggressive 
marketing of publ ic  t r a n s i t  might w e l l  r e l i e v e  these organizat ions of t h e  added bur- I 

den of managing and operat ing t h i s  s e r v i c e  -- something which requires  development 
- 

of a separa te  exper t i se  apar t  from t h e  primary purpose of t h e  organizat ion.  I n  add- 
i t i o n  t o  these,  t h e r e  may wel l  b e  o the rs  who would l i k e  t o  have t h i s  service but  do 
not  @are  t o  take  on t h i s  add i t iona l  function. The MTC would g rea t ly  b e n e f i t  i n  the  
u t i l i z a t i o n  of t r a n s i t  vehic les  and personnel from the  increased income these  oppor- 
t u n i t i e s  present .  

Ha(r would khese e n t e ~ r i s e - o ~ < z n t e d  responsibiZit ies of  the MTC be earpressed c.Hnd 
assessed? 

I11 - A. We recommend t h a t  t h e  1971 Legis la ture  specific all^ d i r e c t  the 
I MTC t o  p r o p p A a  plan t o  the MC xo inc lude ways of u t i l i z i n ~  man- 

p m e r  artd fnsil!.fiies, irnprovin~ se rv ices ,  c o o r d f n a t i n ~ ,  a l l  
t r a n s i t  servieLes, and nw.ke proposals f o r  the  demonstration of 
new systems of t r a n s i t .  

The MTC, i n  carrying out  i ts  r e s p o n s i b i l i t i e s  a s  an enterprise-oriented manage- 
ment agency, should develop programs which w i l l  promote t h e  use of t r a n s i t  and indid  
c a t e  i n  a plan proposed t o  the  Metropolitan Council var ious  ways t h a t  increased u t i c  
l i z a t i o n  of manpower and f a c i l i t i e s  and improvements i n  service--part iculariy for: 
t h e  non-driving population--can be act$%eved. 

The various items which should be included i n  t h e  plan would, o u t l i n e  s t e p s  which 
* 

can b e  taken i n  the  following areas: 

, 1,. The u t i l i z a t i o n  02 banpower and f a c i l i t i e s .  This would include an ana lys i s  
L of 'the e x i s t i n g  use of equipment and personnel during t h e  peak hours and 

p a r t i c u l a r l y  during the  non-peak hours. A 'program d e t a i l i n g  a l t e r n a t i v e  
ways of marketing s e r v i c e  o r  i n c r e a s i n g  e f f i c iency  might a l s o  be included. 

\ 

2.  Improvement of services .  The annual plan of the  P C  sh'ould o u t l i n e  what 
s e r v i c e  improvements have been made during the  pas t  year on t h e  regular  puba 
l i e  t r a n s i t  system, togethery with theLir r e s u l t s .  It should a l s o  contain 

1 

proposals f o r  changing o r  adding add i t iona l  routes  and increases  i n  t h e  fie- 
quency of service .  

1 
3. Coordination of a l l  t r a n s i t  se rv ices .  Th& plan should o u t l i n e  e x i s t i n g  

t r a m i t  se rv ices  provided or  contracted f o r  by public agencies with o thers  
" than the MTC and the e x t e a t  of t r anspor ta t ion  s e r v i c e  provided f o r  h i r e  by 

companies l icensed by u n i t s  of government o r  public agencies wi th in  t h e  ' m e t -  
ropo l i t an  area.  The MTCshould a l s o  i n d i c a t e  t h e  ex ten t  t o  which i t  can 
provide t h i s  se rv ice  and the  ways i t  intends t o  coordinate these. , * 

4 -  P r o ~ ? s a l s  f o r  t h e  demonstration of new systems of tr&sit, The p lan  should 
contain statements ou t l in ing  propo'sals f o r  the  demonstration of new systems 

L 

of t r a n s i t ,  t h e i r  locat ion,  cos t ,  and t h e  ex ten t  of MTC f i n a n c i a l  part$cipa- 
t ion .  Such proposals should be subject  $0 review by the  TB. 



?4hich parers of the W C ,  as the mancger of the public transit  sys tm,  should be 
con&inued? 

111 - B . E e  MTC should continue t o  have the  powers, a s  manager of t h e  
p u o l i c  t r a n s i t  system, to  s o t  i t s o w n  operat ing and. c a p i t a l  bud- 
gets--subject to  approval by the  MC, con t rac t  f o r  bus overat ions,  

+ make employment agreements, purchase equirp- 
provi,de pub l ic  i n f  o m a t  ion  se rv ice ,  pramote t r ans  it.; and conduct , 
research and expefiments with new rotltes, f a r e s  'and new technoEoav 
---subiecr: t o  review by t h e  TB. 

The MTC, as  a management and t rans i t -opera t ing body, should continue t o  exerc ise  
powers which a r e  needed f o r  these  purposes. Among o the rs ,  these  inc lude t h e  s e t t i n g  
of its operat ing and c a p i t a l  budgets--subject, a s  a t  present ,  t o  approval by t h e  MC* 
I n  addi t ion ,  its powers t o  contrac t  f o r  bus operat ions,  make employment agreements, 
purchase equipment, ' and set schedules of se rv ice ,  as w e l l  as provide publ ic  in f  orma- 
t ion ,  must be continued. 

The power , t o  experiment with new routes ,  review qnd evaluate  t h e  level of f a r e s  
and t h e i r  s t r u c t u r e ,  a l s o  a r e  fus~ct iana  t h a t  should be performed by t h e  MTC. Like- 
w i s e ,  i t  should continue t o  study and evaluate  new-technology sys tem-- thei r  poten- 

t t ia l ,  f e a s i b i l l t y  , and possible appl ica t ion i n  t h e  metropolitan area.  Actual experi- 
ments o r  demonstrations of these  new systems, however, should be  sub jec t  t o  review 
by the  TB. 

Why not simply pZcce the MTC d i r e p t b j  i n  the MetrapoZitan CouneiZ? 
/ 

I11 - C. Ke rec=end t h a t  t h e  1971 Legfslature r e s t r u c t u r e  the, MTC by 
a l t e r i n g  its membership t o  cons i s t  of 5 c i t i z e n s  appointed by: 

. \ the  Chairman of t h e  MC with t h e  approval .of t h e  MC. 

The du t i es  of t h e  MTC as an enterprise-oriented management organizat ion w i l l  be  
considerable. Under our propasal,  t h e  MTC r~ou ld  continue t o  hear  reques ts  f o r  ser- 
vice ,  changes i n  routes,  and proposals fo r  changes i n  'fares, I n  addi t ion ,  i t  w i l l  
continue t o  make numerous decisions about s e r v i c e  improvements including t h e  f re -  
quency of vehic les ,  t h e i r  routes,  and the  purchase of new equipment o r  f a c i l i t i e s  e 
!These matters a r e  highly v i s i b l e  and important t o  the  publ ic  and can be expected t o  ' 
requ i re  a considerable amount of t i m e .  Because of these  important du t i e s  and the  
publ ic  concern about t r a n s i t  se rv ice ,  ve concluded t h a t  a separa te  Transi t  Commission 
should continue t o  function bu t  t h a t  i t  should be  c lose r  t o  the  Council than a t  pre- 
sen t .  

The members of t h e  MTC should be  appointed by the  Chairman of the  MC with the  
approval of the  MC t o  inc rease  couununication and coordination between these  two or-  
ganizat ions and t o  e l iminate  some of the problems experienced i n  t h e  s e l e c t i o n  of 
members under the  present  procedures, such a s  t h e  d i f f i c u l t y  i n  agreeing on se lec-  
t i o n  of members by two counties.  Under our proposal,  t h e  u t i l i z a t i o n  and s e r v i c e  
plan of the  MC and its operat ing c a p i t a l  budgets would be sub jec t  t o  approval by 

a 

t h e  MC* I n  addi t ion ,  a demonstration of new systems of t r a n s i t  would be  sub jec t  t o  
revdew by the  TB. It  i s  important t h a t  communication between these  t h r e e  organiza- 
t i o n s  be  made a s  easy as possible.  llhis would b e  g rea t ly  a s s i s t e d  i f  the  MC selects 
t h e  members of t h e  EfTC. 

The e s s e n t i a l l y  management, r e s p o n s i b f l i t i e s  of the  MTC suggest t h a t  i t  would be  
poss ib le  f o r  t h i s  work t o  b e  handled by a smaller  board consis t ing  of 5 members. 



J 

Cit izens  appointed as  members t o  t h e  1T.C would not  have t o  be se lec ted  t o  represent  
equal-sized d i s t r i a t s .  However, i t  i s  probable, and des i rab le ,  t h a t  i n  the  process , 
of making appointments, s e a t s  be adequately d i s t r i b u t e d  among t h e  various p a r t s  of 
t h e  seven-county a r e a  whFch a r e  served by t r a n s i t .  , 

/ 

T r a n s i t  Development + 
r 

\ 

What shouZd the ro le  for the Minnesota ~ighwrpl Department be i n  trawit d e ~ e l ~ p m e n t ?  
i 

( 
0 

IV. /@e recommend t h e  l e g i s l a t u r e  author ize  t h e  Minnesota Biphwh Depart- 
ment. as o r i g i n a l l y  provided, i n  t h e  1967 t r a n s i t  comyn~sion StatUte, 
t,o provide s e r v i c e  f o r  t h e  physical  development of f a c i l i t i e s  f o r  
both hikhways and t r a n s i t .  , 

c The Minnesota Highway Department, with its considerable exper t i se  i n  a l l  f a c e t s  
of engineering and development of highways, would be an appropriate agency t o  pro- 
v ide  many of t h e  se rv ices  i n  t h e  f u t u r e  develo~ment of any permanent t r a n s i t  f a c i l i -  
ties t h a t  may be constructed i n  the  metropolitan area.  There appears t o  be  l i t t l e  
reason t o  develop a separa te  s t a f f  t o  perform functions which a r e  already w e l l  de- 
veloped wi th in  an e x i s t i n g  agency i n  another one simply because i t  is a separa te  
organizat ion.  Steps need t o  be taken which w i l l  reaf f i rm a primaty r o l e  f o r  the 
Highway Department i n  t h e  physical  development of f a c i l i t i e s  f o r  both highways and 
t r a n s i t .  / 

/ \ 

Ip - A. We recommend the 1971 Legis la ture  d i r e c t  t h e  Metropolitan Council, 
I__ 

dn i ts  development o f  t rans i t - - to  t h e  extent  pwsible-- to u t i l i z e  r 

t b  se rv ices  of the  Hiahway, Department for rights-of-way acquisi-  
t i o n ,  ennineerine, and design, and contract-lettgnnn and co.nstruction 

4 

s u ~ e r v i s i o ~ .  - 
# 

Adoption of t h i s  proposal w i l l  encourage t h e  Metropolitan Council t o  look toward 
t h e  Highway Department f o r  se rv ices  already developed wi th in  t h i s  department f o r  t h e  
construction of highways. This d i rec t ion  should enable t h e  Council, t o  use t h e  ser- 
vices  of o thers  i f  i t  judges t h a t  the  Highway B e p a r t m a t  cannot reasonably provide 
them. However, e f f o r t s  should be made t o  inform t h e  Highway Department about t h e  
poksible need f o r  i r s  services  and an assessment ,be made by the  Highway Department 
a s  t o  whether they can provide them. 

, 



DISCUSSION OFFINDINGS AND CONCLUSIONS 

CriticaZ tmpor ta t iora  problems i n  the muement of  peopZe are 
coming i n  the RJEn Citioa metropoZitrm area. The gmx~ing volume 
o f  mvemnt resulting f rom  increases i n  popuktion, auto WP- 
ship, and t s p  length wiZZ not be eZiminuted by attempts to  re- 
arrange the pattern of Zarnd use and development t o  reduce the 
total voturne o f  t r ips .  Such ahmges can have onZy limited im- 
pact over any remonabte period of time. Facilities t o  accom- I 

modate increased voZme must be developed. 

A. Substant ia l  increases i n  the  t o t a l  volume of movement a r e  ant ic ipated i n  t h e ,  
metropolitan a r ea  eves as  some projections a r e  less cer ta in .  

The overa l l  growth of t h e  metropolitan area  w i l l  see a subs t an t i a l  increase  i n  
the  movement by peop l e ju r i ng  the  next 15 years.  It i s  estimated t h a t  t h e  t o t a l  
volume w i l l  increase  692, from 3,740,000 average week-day t r i p s  i n  L968 t o  6,337,000 
i n  1985. 

I 

1. Expected increases i n  the  volume of movement a r e  largely  a t t r i b u t e d  t o  the 
ant ic ipated growth i n  populatJon, increased par t i c ipa t ion  i n  the  work force, 
t he  number of automobiles, t he  number and length of trips, and the  declininp; 
adequacy of t ranspor ta t ion service t o  people who do not  d r ive  o r  d o n o t  have 

* automobiles avai lable  t o  them. 

Population. . The metropolitan area continues t o  experience subs t an t i a l  population 
growth. I n  1950, 1,186,000 l ived  i n  the  metropolitan area. This in- 
creased 29% i n  the  next decade t o  1,525,000 i n  1960, and another 23% 
to  1,874,000 i n  1970. Projections f o r  t he  fu tu re  ind ica te  increases 
t o  2,689,000 i n  1985, and 3,400,000 by 2000. 

Automobiles. 
The number of automobiles used by people i n  t he  metropolitan area  has 
increased even more rapidly than t he  growth i n  population. For exam- 
p le ,  i n  1950 ther6  were 336,000 passenger vehicles,  i n  1960 534,000, 

, and i n  1970 the re  were 852,000. A l a rge  proportion of these increases 
of 59% every t en  years  was made possible by increases i n  the  median 
family incomes of people. It a l so  r e f l e c t s  t he  preferences of people 
t o  make many new t r i p s  f o r  various purposes and/or t he  need f o r  an 
automobile i n  t he  face  of no adequate t ranspor ta t ion a l t e rna t i ve  t o  
conveniently make many necessary t r i p s .  

Income. 
I___ 

The fu tu r e  projections of incomes of res idents  and a higher l e v e l  o f f  
pa r t i c ipa t ion  of women i n  the  work force  make i t  appear t h a t  even more 
automobiles can be purchased per household than at present. Some 
s tud ies  have estimated t h a t  family incomes w i l l  increase  from $5,800 
i n  1960 t o  $7,000 i n  1970 and up t o  $15,000 i n  the  year 2000. 



Persons per  vehicle. 
One of the  r e s u l t s  of the  increased number of automobiles and t h e i r  
a v a i l a b i l i t y  t o  more persons has been t ha t  the  number of persons i n  
each vehic le  per  t r i p  has been declining.  It is l i k e l y  t ha t  with the  
projected inkrease i n  the  supply of autos and 'the g rea te r  va r ie ty  of 
t r Q q  people may make there  w i l l  be  a fu r the r  seduction i n  the  number 

C 

of persbns per  ca r  from 1.6 i n  1958 t o  1.38 i n  the  year 2000. 

Tr ip  length.  / 

The length of trids h& been increasing i* recent years and is expected 
to  increase  i n  the  future.  Average t r i p  length, f o r  example, is  expec- 
ted  to  grow from 5 miles i n  1958 t o  8.38 miles in 2000. A l a rge  propor- 
t i o n  of these longer t r i p s  w i l l  be  work t r i p s  such as those presently 
made by people from homes i n  Maple Grove t o  indus t r i es  i n  the  S t .  Paul 
Midway, from Edina t o  3M Xn Maplewood, from Burnsv$lle t o  downtown Min- , 

neqpolis, from Wayzata t o  Control Data i n  Bloomingtqn, and from Ft id ley 
t o  I ndus t r i a l  Parks i n  Plymouth. 

Density of development. 
The increases i n  the  length of t r i p s  r e s u l t s  i n  pa r t  from the  continued 
spread'in the  development of the  metropolitan area with its increases 
i n  space f o r  dwelling un i t s  and the  scat tdred locat ion of centers of 
employment. Genetally, s tud ies  ind ica te  t ha t  increases a r e  ant ic ipated 
t o  continue, with the  average space per dwelling un i t  growing from 
9,650 square f e e t  i n  1968 t o  12,200 square f e e t  by the  year 2000; 

The W i n  C i t i e s  metropoliqan area,  because of its o r i g i n a l  and contin- 
ued single-family character ,  has one of the  lowest dens i t i e s  of people 
per  square mile of any major metropolitan area i n  the  country. The 
Twid C i t i e s  has 6,100 per square mlle by comparison with c i t i e s  such 8s 
New YorEc 25,966, Chicago 16,014, San Francisco 16,307, Washington D.C, 
12,442, Baltimore 11,993, Cleveland 11,542, S e a t t l e  6,810, Cincinnati 
6,569, Los Angeles 5,447, and Kansas City 3,983. J 

2. Many assumptions underlying the ,p ro jec t ions  f o r  increased t r a v e l  volurne i n  
the  fu tu re  are beina questioned and are uncertain. However, es,timates are 

prolect ions  cap be made. 

The project ion of subs t an t i a l  increases i n  population and the  t o t a l  voluple of 
t r a f f i c  a r e  e s s en t i a l l y  based on many unstated assumptions o r  public po l ic ies .  
Most proibctioas a r e  based, on h i s t o r i c  trends and on a continuation of c e r t a i n  

, assumptions about econodc  and population growth, technological development, the  
behavior of people, and public po l ic ies  pei ta in ing t o  the  use o# t ranspor ta t ion 
f a c i l i t i e s .  Some of the  as$umptions and po l ic ies  which may be questionid include 
the  following: 

a. Continuation of the  present  pa t t e rn  of development and the  freedom of a 
person t o  l i v e  and work where he des i res  o r  determines. Under t h i s  asswp- 
t i on  o r  pr inciple ,  people a r e  f r e e  t o  seek and change jobs t o  f i t  t h e i r ' s i t u -  
a t i on  o r  desires--wherever they may ex i s t .  In  o ther  Qords, they a r e  no t  
l imi ted t o  jobs wi th in  the  corrrmunity i n  which they l i ve ,  nor do they have t o  
move i f  they f ind a job some dis tance  from t h e i r  home. 

/ 



b. Reliance on t he  automobile f o r  a l l  tynes b f  t r i p s .  This ass- tha t  , 
t r a n s i t  w i l l  not  be avai lable  and/or be acceptable f o r  v i r t u a l l y  any types - 
of t r i p s  o ther l than passdbly a smll proportion of work t r i p s  t o  the down- 
towns . 
C. The use of roads is "free1'. Apart from thh nonnal cos t  of automobile 

, 

operation, no add i t iona l  charges exist f o r  use of streets o r  highways during' 
the  peak hours nor at  any other  time. 

d. Highways w i l l  be b u i l t  t o  acco-date increases i n  t h e  number of t r i p s  
thereby avoiding congestion. 

- 
e. The port ion of B family's budget going t n t o  a u t m b i l e  t ranspor ta t ion 
w i l l  not increase  beyond its present  l eve l .  

Maw of the  bas ic  assumptions and po l ic ies  which under l ie  f u tu r e  transporta-  
t i o n  volume predict ions a r e  being quaqtioned and a r e  no longer as ce r t a i n  as they 
were a few years ago. For example, although t he  number of automobiles continues 
t o  rise a t  a rapid r a t e ,  declining b i r t h  r a t e s  over the  pas t  decade make i t  aP- 
pear t h a t  the  1964 projected ,population of "4 mi l l ion people by the  year 2000" 
w i l l  not  be rea l ized.  \On thd o ther  hand, the  percentage of the  popdatfon en- 
gaged i n  work is continuing t o  increqse  above e a r l i e r  projections.  

I Other fac to rs  in f luenc i  g the  volume of t r a v e l  gre a l s o  chaaging. The cos t  
of auto t ranspor ta t ion,  whi ! h has remained a t  approximately 10% of the  average 
family's budget, may increase  i n  the  near fu tu re  pa r t ly  as a r e s u l t  of t he  new 
cos t  of a i r  po l lu t ion  and sa fe ty  devices p lus  poss tble  increases i n  highway tax- 
a t i on  f o r  increasingly cos t ly  construction a ~ d  maintenance. These may a l l  con- 
t r i b u t e  t o  an increase  i n  t h e  purchase and operating cost  of automobiles. 

It is e n t i r e l y  possible t ha t ,  f o r  a va r ie ty  of reasoris, many highways w i l l  
not  be b u i l t  a t  a l l ,  o r  w i l l  be / c o n ~ t r ~ t e d  only af  t e r  they are needed and w i l l  
thereby not  be s u f f i c i e n t  t o  accommodate the  increases  in  the  number of t r i p s .  
For example, i'f the  level of highway taxat ion is not  increased >to keep up with 
accelera t ing costs  , the re  w i l l  be a reduction' i n  the  t o t a l  number of miles of I - 
highway which w i l l  be b u i l t .  

I 

I Finally, .changes i n  public policy and those a c t i v i t i e s  undertaken i n  the  
, 

sho r t  t e r n  toward a l l ev i a t i ng  t ranspor ta t ion problems, plus changes i n  the  beha- 
v io r  and choices of people, d i l l  a l l  contr ibute  t o  uncer ta int ies  about t he  reli- 
a b i l i t y  of long-term ections . , 

Transportation planning, and i ts  associated project ions ,  a r e  necessary if 
only t o  an t i c i pa t e  problems t ha t  may e x i s t .  They permit the  deveilopment of a l -  
t e rna t i ve  po l ic ies  which can provide d i rec t ion  t o  the  so lu t ion  of problems and 
t o  t he  expenditure of publ ic  funds which a r e  avai lable .  A s  f uture--particularly 
long-tern-projections a r e  made, however, i t  is important t h a t  assumptions under- 

I 

+ ly ing them be reviewed and s t a t ed .  Many yncer ta in t i es  about these  e x i s t  a t  the  
Present t i m e  t h a t  could r e s u l t  i n  reductions i n  the  estimates of  the  t o t a l  volume 
of movement. 

* 

B. Increases i n  the  voluma of t r ave l  w i l l  not ,be  eliminated bv attenrPts to  rearr3nPe I 
land uses. These attextwts, more l i ke ly ,  w i l l  influence t he  pa t t e rn  of develop- 
ment ra the r  than t he  number of trips. , 



I 

f 
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The rearrangement of the  p a t t e r n  of land-use de~elopment i n  t h e  metropolitan a rea  
has been advocated as a long-term way of mbnimizing the  volume of t r a v e l  by more 
c lose ly  ty ing  t h e  l o c a t i o n  of a person's, home t o  h i s  p lace  of employment o r  conc6n- 
t r a t i n g  the p lace  of residence of a person who has h i s  p lace  of employment i n  a major 
a c t i v i t y  center  along high-speed rapid  t r a n s i t  l i n e s  connecting them. , 

/ \ 

The major advantagg o f  these concepts from t h e  point  of V i y  of t r a ~ ~ o t t a t i o n  is 
Eo s u b s t a n t i a l l y  reduce peak-hour movements o r  a t  l e a s t  khannel them i n  such a way as 
t o  increase t h e  economies of moyement by lq rger  vehic les  than the  automobile. 

7 

/ 1- Three bas ica l l f r  d i f f e r e n t  approaches t o  the  rearranaement of land u s e  and 
development have been suanested. They include: 

l 

a .  The planning and construction of t h e  v a r i e t y  of  housing needed and de- 
s i r e d  by employees c lose  t o  t h e i r  jobs. Theoret ica l ly ,  t h i s  would g rea t ly  

/ minimize the  work-trip movement. For exafnple, development of hqusing around 
the, cbwntowns providing housing with t h e  amenities desired by people who work 
t h e r e  and wi th in  t h e i r  income ranges would contr ibute  t o  ,,a, reduction i n  t h e  
rush-hour movement t o  jobs i n  these maJor centers .  1 1 

I 

b. The concentrat ion of employment i n  a l imi ted  number of r e n t e r s  and of , 
housing along lines r a d i a t i n g  out  from these  centers .  -This approach w o d d  
tend to focus and inc rease  t h e  channeling of t r a f f i c  during the  peak hours, 
thereby improving oppor tuni t ies  f o r  larger-capacity vehic les  t o  move people 
along heavily t raveled  corr idors .  

c.  Dispersion of the  e x i s t i n g  q j o r  centers  of employment--particularly of 
t h e  downtowns and o t h e r  rpajor centers--is a t h i r d  approach'. - The concentrated 
movement i n  some corr idors  would be decreased due t o  remov'l 05 t r i p s  t o  
these  centers, and f acilities--probabJy, f reeways-could be more e a s i l y  devel- 
oped \ t o  interchange a t  the  c r u c i a l  locat ions  occupied by these  major employ- 

, ment centers .  This approaqh, however, would encourage the  f u r t h e r  spread of 
development over a l a r g e r  a rea  and increase  t h e  d is tances  t h a t  people might 
have t o  t r a v e l  t o  many a c t i v i t i e s .  

/ '  ' \ 

\ 

I 2- Various techniques t o  a a i e v e  a rearrangsmegt of land uses have been proposed. 

I Techniques which would e i t h e r  b r ing  the  place of residenca c lose  t o  the  p lace  
\ of work,,or concentrate these  twa a c t i v t t i e s  along given l i n e s ,  have been sug- 

gested,  together with a number of  o t w s  t h a t  would exer t  varying influences eyer 
the p a t t e r n  of development. Some of these  include: 

a. The placement of hew major pubiic f ac i l i t iesr -sewers  , t rans 'portat ion 
routes,  parks and open space--in loca t ions  and according t o  a schedule t h a t  
w i l l  encourage the  des i red  type of developlaeneof p r iva te  faci l i t ies-rhomes,  
retail shopping, o f f i c e s ,  and indus t r i e s ;  ( 

b. The designation of des i red  types of development i n  land-use plans (major 1 

f retail, i n d u s t r i a l  and o f f i c e  centers ,  high-densi t y  r e s i d e n t i a l  development) 
and t h e i r  conkrol by zoning and subdivision regulat ions ; 

c. Public acqu i s i t ion  o f  lahd witb rega le  o r  l eas ipg  t o  those who w i l l  de- 
velop what is des i red;  and, f i n a l l y ,  public development of des i red  a c t i v f f i e s .  

b 



Some of these  t o o l s  more d i r e c t l y  r e l a t e  t o  providing open space o r  s y a g e  qol- 
l e c t i o n  f o r  t h e  metropolitan area  and only i n d i r e c t l y  w i l l  have a s u b s t a d t i a ~  
e f f e c t  on t h e  p a t t e r n  of development. However, the h i s t o r i c  e f f e c t  of t ranspor t?  
a t i o n  routes on development has focused considerable a t t e n t i o n  on t ranspor ta t ion  
decisions together with land-use con t ro l s  as methods f o r  s t rongly  i n f l u e w i n g  t h e  
loca t ion  and development of major a c t i v i t i e s .  

3.  Decisions about what t ranspor ta t iop  f a c i h i t i e s . t o  bu i ld  and t h e i r  loca t ion  
can somewhat in3luence t h e  p a t t e r n  df development--particularly on t h e  edge 
pf t h e  buil t-up por t ion of t h e  metropolitan area .  

The present  land use/ t ranspor ta t ion  network has exerted a s i g n i f i c a n t  in f lu -  
ence over the ex i s t ing  p a t t e r n  of development, The influence of newly developed 
major freeways leading out  of t h e  highly developed port ion of she  metropolitan 
area  i s  already apparent i n  t h e  development around t h e  l k i n  C i t i q s  area. For 
example, the  development of I-35W t o  t h e  south a s  one of the  f i r s t  major,freeooays 
Jn t h e  i n t e r s t a t e  6rcgram grea t ly  contributed t o  development! which rapidly  f 0 l -  
lowed i n  thg se t t lement  'of Burnsvil le ,  Apple Valley and Lakeville. Similar  devel- 
opment was experienced t o  the  north i n  New Brighton and Blaine with the  develop- 
ment of I-35W. 'This e f f e c t  can be expected t o  follow/ t o  t h e  northwest on 1-94, 

, 

t o  the  southwest with t h e  development of T.H. 169 and T:H. 212, and i n  Dakota 
County along T.H. 3, 1-392, and T.H. 55. 

Major addi t ions  o r  improvements t o  highway a r t e r i a l  f a c i l i t i e s  w i l l  be neces- 
sa ry  i n  the  developing urban f r inge  where the re  is no f e a s i b l e  a l t e r n a t i v e  o ther  , 

than t o  extend t h e  aupombi le  f a c i l i t i e s  t o  sepe  t h i s  new set t lement.  ldthough 
the  concentration of new housing and employment centers  wi th in  these developing, - 
newly s e t t l e d  areas  may enable some t,ype of t r a n s i t  t o  connect these  q c t i v l t i e s ,  
i t  is  l i k e l y  t h a t  these  areas  w i l l  not  functign a s  separa te ,  new, free-standing - 

towns. Most of t h e  h o w  and employment center$  if^ these  developing areas  are 
c losely  re la ted  t o  the  economic a c t i v i t y  of the  metropolitan area ,  and res idents  
of these  developments w i l l  seek employment and recreat ion i n  a number of locat ions  
throughout t h e  area, while employment centers  w i l l  f i n d ,  t h e i r  employees as much 
f ram outs ihe  of t h e  immediately adjoining development a& from o i t h i n  it.  These 
developing areas  w i l l  probably r e l y  on t h e  automobile f o r  most of t h e i r  t r i p s ,  a s  
does the r e s t  of t h e  metropolitan area ,  and therefore  w i l l  need t h e  complex of 
r e s i d e n t i a l  streets and a r t e r i a l  roads t o  enable them t o  have t h e  mobil i ty ava i l -  

\,able t o  people i n  t h e  rest .o$ t h e  region. 

Upgraded and improved highway f h i l i t i e s  i n  heavily t raveled  c o r r i d o p  leading 
ou t  of t h e  mefropolitan area  w i l l  p r  bably a l s o  be developed. These w i l l  be  ne- 
cessary t~ provide a high l e v e l  of mo "b i l i t y  f o r  anv increasing number of week-knd 
rec rea t iona l  t r i p s  and f b r  some business and market t r i p s  between the  metropoli tan 
a rea  and regions outs ide  of i t .  

/ 

Major opporturtities for ccntmtting the shape and pattern o f  devs'lopment o f  
the\gqan&ng metru@litan area--particularly on ths fringe--are afforded by 
d~-Lsions  about the Location and timing of development of major additions the 
highwag mte&aZ facilit5as i n  those dsveloping areas. These dec+ons should 
follow stated metmpolitm development poticies and be consistent with them i f  
the objecqiw o f  shaping the p a t t e ~ n  of development is t o  be achieved. 

Thede is  no necess i ty  f o r  every state trunk highway o r  major a r t e r y  leading , , 
i n t o  the  metropoli tan are3 t o  be  a high-speed, high-volume rqad. There ought t o  



be an a l t e r n a t i v e  f o r  slow dr ive r s  and considerable a t t e n t i o n  d i rec ted  t o  the  im- 
pact  on t h e  environment of many of !,these routes  before decisions a r e  made to upgrade 
o r  provide new f a c i l i t i e s .  I 

, 4. Decisions about the  bui ld ing and loca t ion  of m a i o s t r a n s p o r t a t i o n  fac i l iS2es  . 

o r  e f f o r t s  to rearrange land uses, although they may somewhat influence t h e  
p a t t e r n  of develovment, w i l l  have only a l imi ted  e f f e c t  on t h e  t o t a l  volume of 
movemenb. , 

I - 
%e e x i s t i n g  plattern o£ &velopment, because i t  i s  already es tabl ished,  becanes 

the  b a s i s  and l i m i t  f o r  r e a l i s t i c  projec t ions  of land-use proposals. 
-. 

Exist ing inyss tnents  and p a t t e r n s  of behavior w i l l  tend to re inforce  the  exist- 
ing  p a t t e r n  o fYland  use, thereby l imi t ing  the  oppor tuni t ies  f o r  major change--apart 
Erod some oppor tuni t tes  a r i s i n g  i n  the  major clearance of o l d e r  por t ions  of the  
c e n t r a l  c i t i e s .  Only a few areas wi th in  t h e  already s e t t l e d  and developed urbah- 
ized por t ion of the  metropolitan a r e a  a r e  ava i l ab le  as raw land o r  land with hfgher 
and b e t t e r  uses t h a t  can most e a s i l y  be influenced by land-use controls  o r  by 
t r anspor ta t ion  investments. Vajor oppor tuni t ies  f o r  shaping the  p a t t e r n  of devel- 
opment a r e  l a rge ly  ava i l ab le  oaly on the  raw land i n  the  urban f r inge  which w i l l  be 
coping i n t o  developmcint as the  population increases .  S imi lar ly ,  i t  w i l l  be  ex- 
tremely d i f f i c u l t  t o  inf luence  t h e  loca t ion  of major employment and retail centers ,  

'since a s u b s t a q t i a l  number of those which w i l l  be-ased by the  poptllation i n  t h i s  
a r e a  f o r  t h e  next  20 t o  50 years a re  already developed o r  i n  t h e  process of devel- 
opment. I 

The present  a b i l i t y  of the  metropoli tan a rea  t o  pos i t ive ly  loca te  major p r i v a t e  
, , f a c i l i t i e s  a f fec t ing  the  p a t t e r n  of development is l i m i t e d , / e i t h e r  because of ex i s t -  

ing  governmental arrangements or because of the economic forces  operat ing on the  
planning and land-use agencies. Zoning and planning regula t ions  a r e  l a r g e l y  con- 
t r o l l e d  by l o c a l  municipali t io% each of which is concerned wlth phe character  of 
development wi th in  i t s  area ,  the  convenience of shopping and employment opportuni- 
tieq f o r  their  population, and the  growth and mixture of property i n  t h e i r  t a x  

\ base. Even i f  kenponsibi l i ty  f o r  t h i s  zoning and subdivision con t to l  were s h i f t e d  
\ o r  shared with t h e  Netropoli tan Council a M  changes were made t o  reduce f i s c a l  d is -  
\ 

p a r i t i e s ,  f o r  example, it i s  l i k e l y  t h a t  the  continuing i n t e r e s t  of munic ipal i t ies  
and t h e  ecpnomic i n t e r e s t s  which have h i s t o r i c a l l y  oberated an planniag commissions 

I would make it extremely d i f f i c u l t  t o  "hold the  l ine"  on some types of development 
which would appear inconsis tent  with a de ta i l ed  land-use plan,  and i n  any case i t  
would only sZowly change t h e  p a t t e r n  of development. 

Pos i t ive  land-use planning and development , too l s  which would d i r e c t  both pub l ic  
and p r i v a t e  development and assure t h a t  i t  happens a r e  ho t  present ly  ava i l ab le  t o  
t h e  governmental u n i t s  i n  t h i s  area. h e n  i f  they were, however, i t  would be dcf- 7 

f i c u l t  t o  p fo jec t  t h e i r  e f f e c t s  on t h e  t r anspor ta t ion  system, as  people would pro- 
bably contgnue t o  l i v e  i n  one loca t ion  and work some dis tance  away. 

\ We have conl7euded that i t  &Zl not be possible to significantly change the pat- , 
tern of  devezopment i n  the metropolitan area--particularZg &sting Zand uses a d  
<heir Zocatim--in such a wa;y as t o  substantially a l t e r  the i r  eff&ts  ovr the t r q s -  

- 
por - ta th  system, a t  Zeast for a long period of time. Efforts relzlted t o  these ' 
goals o f  shctpi.ng development may be desirable for a variety  o f  p m o s e s ,  and eon- 

' 
s i d e r d l e  pppvtuni t ies  e x i s t  t o  achieve them i n  presently unsett led areas on the \ 

fringe m d  i n  sums central c i t y  areas undergoing renewal or\ those close to the 
* t a m s  o r  the University. Hmever, ' a22 of these ay'e l ike ly  t o  have only a lhi- 
t e a  e f f e c t  i n  redud-ng even a t ight ly  the to ta l  volume of movement or, most impor- 

/ tantzy, relieving the peak-hvur movement which t h i s  metropolitan m a  & l ike ly  t o  
pmperzence. 



People who & not drive,  or do not have an automobile avaiLubZe to t h ,  
face serious t~ansportat ion probZsms. The frequency of pubZio t m p o r t -  
at ion service, pcrticularly dwing off-peak hours on most l ines,  4s very / 

low, and present routes do not serve many non-drivers and ,their destina- 
t ions.  Many persons are required t o  rely  on autmobites,  despite h pra- 
ference for t rans i t .  Others are served by substitute ?transit1 systems 
developed by private cornpanids and pubtic agencies. 

A. A s i z a b l e  number of people i n  t h e  metropoli tan a rea  do oo t  d r i v e  o r  have an 
automobile ava i l ab le  t o  them. I 

I 

Generally, the  automobile i s  t h e  "preferred:' means. of t ra*elg  Y e t  ma ti^' cannot 
- a f fo rd  i t ,  do not qua l i fy ,  a r e  unable t o  use  i t ,  o r  do not d e s i r e  t o  use it. 4s a 

\ 

r e s u l t ,  they a r e  severe ly  l imi ted  i n  t h e i r  mobi l i ty  i n  a t r anspor ta t ion  system which 
r e l i e s  almost t o t a l l y  on t h e  automobile. This s i t u a t i o n  i s  p a r t i c u l a r l y  cri t ical  f o r  
low-income psrsons and fami l i e s ,  t h e  e l d e r l y  and t h e  handicapped. People who might 
be termed "non-drivers" include : 

1)  Handicapped people unable t o  opera te  an automobile. 
2) Elderly people who do not  have s u f f i c i e n t  income t o  own an automobile o r  who are 

I 

unable t o  drive.  
3) Unemployed persons seeking a job without income s u f f i c f e n t  t o  purchase an auto, 
4) Persons not  authorized t o  operatd an automobile, s u e  a s  those who l i c e n s e  has 

been suspended o r  revoked. 
5 )  People who do not  know how t o  opera te Ian  automobile. 
6 )  Young people--those a o t  l icensed o r  without incomes OF funds t o  purchase an auto. 
7) Housewives i n  one-car fami l ies  where the  breadwinner uses the  car f o r  work t r i p s .  

- 8) P e s p l e w h o p r e f e r n o t t o  ownor  d r ive  an automobile. 

I n  1960, it was estimated the re  were 76,000 households without ca r s  o r  approxi- 
mately 255,360 @ersons. By 1985 t h i s  number w i l l  increase  t o  94,000 households o r  
329,000 people* In  addi t ion ,  the  increases  in\'the number of e l d e r l y  people, p lus  ' 
indiv iduals  i n  a l l  of the  above-mentioned ca tegor ies ,  could r e s u l t  i n  apprdximately 
20% of the  t o t a l  population which ' w i l l  have very limited t ranspor ta t ion  ava i l ab le  t o  
them if t h e  a rea  continues t o  r e l y  on t h e  automobile' f o r  a l l  types of t r i p s .  

One of t h e  d i f f i c u l t i e s  i n  providing t r anspor ta t ion  f o r  non-driving people re- 
i 

d u l t s  from f h e i r  wide d ispers ion  throughout t h e  metropoli tan area.  Although a major- 
i t y  of these  people l ived  wi th in  the  c e n t r a l  c i t i e s  i n  1960, they were largdly scat- 
t e red  throughout t h e  c i t y  and no t  concentrrited i n  only a few communities. In  t h e  ) 

fu tu re ,  it is  anticipa'ted the re  w i l l  be even f u r t h e r  d ispers ion  of  t h i s  population. 
Projec t ions ,  f o r  example, wauld i n d i c a t e  t h a t  whereas i n  1960 52% of t h e  pobulation 
i n  t h e  age group 10-19 years  l i v e d  wi th in  the  c e n t r a l  c i t i e s ,  by 1985 t h i s  w i l l  de- J 

c*ase t o  31%. Likewise, a s h i f t  i n  she  locat ion  of e l d e r l y  people from t h e  c e n t r a l  
- 

c i t i e s  t o  t h e  suburbs can be expected. I n  1960, 75% of t h i s  group l i v e d  wi th in  the  
\ cen t ra l  c i t i e s ,  whereas i n  1985 only 45% w i l l  be there. Apart from t h e  s c a t t e r e d  

locat ions  i n  which these  people a r e  l i v i n g ,  they have many d i f f e r i n g  t r a n s p ~ r t a t i o n  
leeds9 varying des t ina t ions  a t  d i f f e r i n g  t i m e s ,  and a varying a b i l i t y  to-pay f o r  - t r a s ~ o r t a t i 0 n -  The loca t ion ,  t r a v e l  needs and d e s i r e s ,  an&the income of t h i s  POP- 
u la t ion  w i l l  pose major problems i n  at tempts t o  provide t r anspor ta t ion  to them. 

One o f  the goals o f  public t r m s i t  should be t o  & adequate, high level 
of ~ e p ~ i ~ e  t o  now-h-ive~s. ~t must partiazapzy recognize the t r m t s p o r t a t w ~  deeds 
of zow-inaome Persons and fmi l i e s ,  the elderly and, handicnpped and the i r  limited 
,Ib$Zity to Pa3 for aeruice. Aakli-kions m d  dwm,vements i n  the transi t  s e h c e  that 
lb~ouzd make the ~ e a t s s t  contPibution t o  the i r  mobility should look t m ~ d  p ~ ~ v i d i n g  
600r-to-doo~ p i c k y  m d  &livery ssruice for m m y  o f  th i e  g p o q  Who experience Mi- 
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culty i n  getting t o  and usin9 regular public transit se&cs--a service which often 
' , 

poorly serves t+ locations of shopping, employment, medicat, arrd qultural ac t i v i t i e s  
they desire,  / 

\ 

8.  Non-drivers lack adequate publ ic  t ranspor ta t ion service .  
/ 

, 
\ 

Presently\, p u b l k  t r a n s i t  provides the  only a l t e rna t i ve  ava i l ab le  t o  a por t ion of 
- 

i the  non-drivers. Indeed, s tud ies  ind ica te  t h a t  73% of the  t o t a l  r i de r s  on t r a n s i t  
today \can be  viewed gs "captive" r ide r&.  Although publ ic  t r a n s i t  may be the  only 
a l t e rna t i ve  avai lable  t o  these  people, i n  many instances it does not provide much 

. 
se rv ice  and i n  o ther  cases i t  is simply not convenient. Many must r e l y  on others-- 
f r i ends ,  r e l a t i ve s  o r  agencies--tb make many t r i p s ,  while o thers  simply avoid making 
t r i p s  i f  they can do so,  end many a r e  rdquired t o  purchase and operate an automobile 
i f  they can afford  t o  do so. I 

1. Transi t  service  and patronage has s t e ad i l y  declttled fo r ' the  pas t  two decades, 
\ 

I The use oh mass t ranspor ta t ion i n  the  Twin C i t i e s  a r e s  dn the  l i n e s  of 'the 
major company, Twin Ci ty  Lines (now owned by t he  Metropolitan Transi t  Couunissiord 
has s t e ad i l y  declined f o r  the  pas t  two decades, from 201 mil l ion r i d e r s  i n  1946 
t o  74.5 mi l l ion  i n  1957, a ~ d  t p  the  lowest l e v e l  i n  h i s t o ry  a t  50.5 mil l ion i n  
1970. Trans i t  services  have s imi la r ly  been trimmed each year t o  magch r id ing  
levels .  Total  vehicle miles,  f o r  example, declined from 21.3 mil l ion operated i n  
1957 t o  15.5 mi l l ion  i n  1968. Service cuts  have be+n primari ly accomplished by 
shortening the  runs bf maey buses and by decreasing the  freqiuency of service ,  
while the  Yotal  of one-way miles of l i n e  has remained r e l a t i ve ly  constant. 

\ / 

2. * 
very low. 

\ I 
\ l 

1 I 

Although the bas ic  t r a n s i t  ,network has not  changed subs tan t ia l ly  during the  
pa s t  t w o  decades, i n  many instances the  l eve l  of / s e rv i c6  has subs t a n t i a l l y  de- , 

' c l ined .  Waiting t h e  f o r  buses has increased on many l i ne s  a t  a l l  times--but 
pa r t i cu l a r l y  during the  off-peak hours of the  day and the evening. It i s  not  
unusual t o  have service  only every 20 t o  30 midutee on (many l i ne s  during these 
hours,'and i n  the  evening buses may come as in f requen t ly  as once every hour. 

\ , I 

3. The t r a n s i t  r ou t e  network f a i l s  t o  serve many of the  non-ddvers. 

Few changes i n  the  route  network of the  major (transif; company have been made 1 

during the  pas t  two decades wheri set t lement has l a rge ly  occurred outs ide  of t he  
two cen t r a l  c i t i e s .  I n  a few lnstances,/independent pr ivatg  t r a n s i t  operators 
have developed e s sen t i a l l y  rush-hour services  t o  serve porfions of developing 
suburbs such as Bloomington, New Hope, CrystaT, Coon qapids, Spring Lake Park, 
and Brooklyn Center. However, most of the  t r a n s i t  l i n e s  continue t o  focuq qn 
the  two downtowns and do ngt  c~nven i en t l y  service  many of the  employment and 

\ 

r e t a i l  centers  i n  t he  suburbs. Cross-area t r i p s  frequently require  inordinate  

I 
amounts of time largely  because of the  inadequate rohte s t r u c f ~ r e ,  the  in f re -  
quency of service ,  and the  slow speed of movement. , 

J .  The ~ e t r o p o 1 i t a n ' ~ r ~ s i t  Commission has proposed a number of improvements t o  the  - 
regular  publ ic  t r a n s i t  se rv ice  which. i f  c a r r i sd  out, -&5ould increase  the l eve l  
and a t t rac t iveness  of service .  

2 - 
\ L 

The Metropolitan Transi t  domiss ion has developed a d3-point imprgvemenjt program 
f o r  t r a n s i t  'in the  metropolitan area .  A s  a f i r s t  s t ep  i n  t h i s  ib 1970 it 
acquired Twin Ci ty  Lines. Studies prepared f o r  the  Commission outl ined broad 13- 

/r point  program to  upgrade the  t r a n s i t  setvice,' This p r o g r w  c a l l s  f o r  tkp following: 
\ , 4 

\ 



Complete renewal of the  620-bus f l e e t  on a regular  annual bas is .  Orders 
have been placed f o r  the  f i r s t  93 of these. 
Purchase of 16 mini-buses t o  improve the  center  c i t y  d i s t r ibu t ion .  
Consolidation of the  present  three  garages t o  two. 
I n s t a l l a t i o n  of 135 passenger s h e l t e r s  at major boarding points .  
Development of park-and-ride f a c i l i t i e s  a t  19 points  around the Twin Cities 
area.  
I n s t a l l a t i o n  of 3,000 bus se rv ice  s igns  t o  i d e n t i f y  bus boarding points  and 
t o  pro*i.de se rv ice  information. 
I n s t a l l a t i o n  of two-way radios i n  buses t o  improve schedule adherence y d  
sys  tern speed. 
Establishment of exclusive lanes f o r  bLses on t h r e e  streets i n  dontow~b 
Minneapolis and two i n  downtown St. Paul. 
I n i t i a t i o n  of a pub l ic  information progrsm including c e n t r a l  telephone 
information se rv ice  and readable pocket schedules. 
Revision of t h e  f a r e  s t r u c t u r e  t o  provide more equi table  f a r e  zonilng with- 
ou t  reducing r idership .  
Major revis ion of the  current  bus routes ,  including changes i n  13 of 18 
Minneapolis routes and 11 of 17 S t .  Paul routes.  
Driver-actuated t r a f f i c  s igna l s  t o  give buses preference a t  key in tersec-  
t ions .  
Use of computers f o r  schedule-making. 

The ambitious program out l ined by t h e  MTC w i l l  require  continuous e f f o r t s  and 
d o l l a r s  no t  presently avai lable  t o  the  Commission. The estimated cos t  of the  pro- 
gram i n  1969 d o l l a r s ,  excluding the c o s t  of park-and-ride f a c i l i t i e s ,  tatals  
$27,968,774. Even assuming two-thirds federa l  a s s i s t ance  f p r  t h i s  program, a t o t a l  
of approximately $10 mi l l ion  must be ra i sed  l o c a l l y  t o  achieve even t h i s  l imi ted  
program. It i s  unlikely t h a t  farebox revenues and the  present  wheelage t ax  w i l l  be 
s u f f i c i e n t  to even meet the operat ing cos t  of the  t r a n s i t  system, l e t  alone provide 
any revenue t o  fund t h i s  improvement program. 

D. There is s u b s t a n t i a l  excess capacity i n  t r a n s i t  vehic les  during off-peakhours 
which can be used t o  improve non-driver t ranspor ta t ion .  

One of the  d i f f i c u l t i e s  i n  the  operat ion of a public t r a n s i t  system--particularly 
one developed to  handle peak-hour movcrncnts---is t h a t  a number of vehic les  and a sub- 
s t a n t i a l  amount of labor a r e  not wel l -u t i l ized during non-peak hours. This r e s u l t s ,  
i n  p a r t ,  because t h e  network of t r ,ansi t  o f t en  does not  convenieptly serve non-drivers 
and t h e i r  genera l ly  shor te r  shopping, c u l t u r a l  and rec rea t iona l  t r i p s .  I n  addi t ion ,  
the number of non-drivers, although s i g n i f i c a n t ,  i s  s u b s t a n t i a l l y  less than the  num- 
be r  of people making peak-hour t r i p s .  A s  a r e s u l t ,  there  i s  s u b s t a n t i a l  fa l l -off  i n  
patronage during these  non-peak hours , with a conseduent reduct ion i n  f arebox reve- 
nues w e l l  below the  cos t  of providing se rv ice  on t h e  t r a n s i t  network. I n  an e f f o r t  
t o  reduce the  operat ing cos t  during these  non-peak hours, approximately hal f  of the  
bus f l e e t  i s  put  i n  storage.  This r e s u l t s  i n  a reduction i n  the  frequency of s e r d c e  
on most l i n e s  during the  off-peak hours. 

Another goal o f  public transi t  should be to seek out opportmit ies  which would 
incmase the u t i l i za t ion  of t r m i t  during the nm-peak how8 and substantiaz im- 
provement i n  the Zeve Z of t ra~spor ta t ion  t o  non-drivers. Improvements i n  semice  
and use o f  incentivas t o  a t b a c t  patmns during these hours should be considmedias 
ways o f  increasing the ut<Zieation o f  transi t  vehicles. For exmple,  fare reduckion 
should be explored for either a l l  or a portion o f  the non-drivers as an incsntive fop. 
them t o  use transi t  &ring these non-peak hours. In addition, semiees  m i p e t  be de- 
vehped t o  provide for the particuzm travel needs of some of the non-drivi-flg popl~za- 
t;on, 0s the elderly rwd the handioapped, during these hours, thereby improving 
the ir  moJiZit-y . 



E. Present ly ,  the  t r a n s i t  agency makes l i t t l e  e f f o r t  t o  expand and s e l l  i ts s e r v i c e  
t o  those who d e s i r e  o r  need it.  

Many p r i v a t e  businesses and pub l i c  agencies provide ' t r a n s i t '  service t o  t h e i r  
customers o r  c l i e n t s  i n  p a r t  because af t h e  f a i l u r e  of publ ic  t r a n s i t  t o  market its 
se rv ice .  Numerous publ ic  agencies, f o r  example, present ly  provide t r a n s i t  s e r v i c e  
f o r  groups of people who l ack  adequate t r anspor ta t ion  t o  places where publ ic  agen- 
c i e s  opera te  various programs. These agencies, the re fo re ,  not  only have t h e  respon- 
s i b i l i t y  of operat ing t h e  p a r t i c u l a r  program wi th  which they a r e  charged, bu t  i n  
add i t ion  must engage i n  t h e  business of t ranspor ta t ion .  Often, t h i s  includes the  
purchase and maintenance of veh ic les ,  t h e  h i r i n g  of d r i v e r s ,  t h e  scheduling of ser- 
v ice ,  and o the r  r e l a t e d  aspects  of the  management of a t r a n s i t  s e rv ice .  Although a 
few of these  publ ic  agencies, such as t h e  Universi ty,  present ly  con t rac t  with t h e  
MTC f o r  se rv ice ,  many o the r s  continue t o  e i t h e r  opera te  th6  s e r v i c e  independently o r  
con t rac t  with p r i v a t e  opera tors .  Some of these  includes 

1. Publ ic  schools  -- Independent school  d i s t r i c t s  wiehin the  metropoli tan a r e a  
provide a s u b s t a n t i a l  amount of t r anspor ta t ion  f o r  t h e i r  s tuaen t s .  This cons i s t s  
of various se rv ices  from picking up near ly  a l l  t h e  s tudents  from t h e i r  homes and 
bringing them t o  and from school ,  o r  t r anspor t ing  only s tuden t s  who a r e  i n  re- 

\ 

mote loca t ions  o r  i n  s p e c i a l  education programs. Frequently, f i e l d  t r i p s  during 
the  school  day a r e  a l s o  provided. 

2.  Non-Public Schools -- Transportat ion of s tudents  t o  many non-public schools  
is contrac ted  f o r  by the  parents  through the  school o r  is  d i r e c t l y  provided by 
the  schools a s  p a r t  of t h e  t o t a l  school program and absorbed i n  t u i t i o n  charges. 
This service i s  general ly made ava i l ab le  t o  s tudents  who a r e  n o t  e a s i l y  served 
by t h e  e x i s t i n g  publ ic  t r a n s i t  system. I n  cases where the  publ ic  transit rovtes  
provide reasonable s e r v i c e  between t h e  s tuden t ' s  home and the  school,  the  s tudents  
a r e  not  provided with any s e r v i c e ,  and s u b s t a n t i a l  numbers use the  publ ic  t r a n s i t  
system. Publ ic  t r a n s i t  is a l s o  used t o  a l a r g e  degree wi th in  the  two c e n t r a l  
c i t ies ,where  school  t r anspor ta t ion  is not  provided t o  those  s tudents  unless they 
l i v e  i n  remote areas  o r  have physica l  d i s a b i l i t i e s  t h a t  would l i m i t  t h e i r  use of 
publ ic  t r a n s i t .  I n  addi t ion  t o  d a i l y  home-to-school se rv ice ,  non-public schoole 
a l s o  cont rac t  f o r  t r anspor ta t ion  f o r  f i e l d  t r i p s  during t h e  school day. 

3. Soc ia l  and Health Service Agencies -- Many publ ic  and semi-private s o c i a l  
s e r v i c e  and hea l th  agencies provide t r anspor ta t ion  se rv ices  t o  meet the  par t icu-  
l a r  needs of t h e i r  c l i en t s . (  These include agencies such a s  P i l o t  City Health 
Center i n  North Minneapolis, which provides t r anspor ta t ion  t o  the  Health Center 
f o r  r e s iden t s  on t h e  near  nor ths ide;  se t t lement  houses and e lde r ly  s e r v i c e  agen- 
c i e s  t h a t  opera te  a t r anspor ta t ion  se rv ice  f o r  persons i n  s e n i o r  c i t i z e n  homes 
t o  take them on shopping and medical t r i p s .  

4 .  Pr iva te  Businesses -- Many business concerns opera te  e s s e a t i a l l y  a t r a n s i t  
s e r v i c e  t o  a t t r a c t  customers. Examples of t h i s  s e r v i c e  inc lude  apartment houses 
t h a t  provide t r anspor ta t ion  t o  downtown o r  the  Universi ty,  p lus  automobile re- 
p a i r  dea le r s ,  medical centers ,  and parking l o t  operators  who provide s h u t t l e  
s e r v i c e  between t h e i r  businesses and major employment centers .  

\ 
A l a r g e  number of t r a n s i t  t r i p s  a r e  a l s o  accommodated by p r i v a t e  opera tors  

t h a t  provide a s e r v i c e  f o r  h i r e ,  Some of these  inc lude  t a x i  companies and l i m -  
ousine service. This s e r v i c e  is genera l ly  provided e i t h e r  a t  regular  i n t e r v a l s  
a t  spec i f i ed  loca t ions ,  o r  on demand. The user  w i l l  normally con t rac t  f o r  t h i s  
s e r v i c e  and pay a f e e  d i r e c t l y  t o  the  d r ive r .  

I 



Many of t h e  publ ic  age'ncies and p r i v a t e  businesses ge t  i n t o  t h e  transporta-  
t i o n  business t o  provide a b e t t e r  s u b s t i t u t e  se rv ice  than is otherwise ava i l ab le  
on regular  publ ic  t r a n s i t .  I n  t h e  process, however, these  s u b s t i t u t e s  weaken 

I 

t h e  a b i l i t y  of publ ic  t r a n s i t  t o  improve i t s  u t i l i z a t i o n .  

33re coordination of t m n s i t  service provided by public agencies, the se2lSng 
o f  t h i s  service t o  them and t o  private businesses, presents major opportwrities fop 
increasing the ut i l iz&ion of puhlic transi t .  

\ 

It is poss ib le  t h a t  publ ic  t r a n s i t ,  with i ts  various-sized vehscles,  could pro- 
v ide  a l a r g e  p a r t  of the  s e r v i c e  present ly  d i r e c t l y  provided by e i t h e r  the  publ ic  
agencies o r  privaxe entrepreneurs.  One example would b e  t h e  use of publ ic  t r a n s i t  
f o r  school  t r anspor ta t ion .  Although t h ~  peak-hour movement when t h e  MTC buses a r e  
heavily used,also occurs at  the  same t i m e  a s  t h e  morning movement o f  s tudents ,  by a 
s l i g h t  rearrangement of t h e  hours of the  school day buses used f o r  peak-hour se rv ice  
could be used t o  t r anspor t  s tudents  t o  and from schools between t h e  peak hours of t h e  
day. It i s  poss ib le  t h a t  t h i s  might be done a t  a lower c o s t  t o  t h e  school  d i s t r i c t s  
than their-  present ly  contracted service .  These buses would a l s o  be  ava i l ab le  f o r  we 
d l ~ r i n g  t h e  day on numerous f i e l d  t r i p s  taken by s tudents .  

A second example would be the  use of mini-buse,s t h a t  w i l l  l a rge ly  se rve  t o  carry . 

people from remote parking l o t s  i n  t h e  downtown i n t o  t h e  center  during peak hours. 
These vehic les  could b e  used t o  provide spec ia l i zed  t r anspor ta t ion  f o r  e l d e r l y  people 
who d e s i r e  t o  make shopping, medical, o r  c u l t u r a l  t r i p s  during the  non-peak hours. 
Other p o s s i b i l i t i e s  need to b e  explored with p r i v a t e  businesses and a review made 0% 

the  use of t a x i s  f o r  publ ic  t r a n s i t  and/or the  e f f e c t  of 1ic.ensed t r a n s i t  s e rv ices  on 
t h e  patronage of publ ic  t r a n s i t .  

\ 

I - B  

Transportation pmbZems are increasing for the movement o f  
people &Shin high-activity centers such as d m t m  Nhnea- 
polis, Saint Paul, the h i v e r s i t 9  of  Ignnesota, and some sub- 
urban re ta i  l / o f f i ce  cen&rs. The  increasing number o f  act i -  
v i t i e s  Zocat~d i n  the various, ever-more-distant buildings 
within these centers requires more and ever-longer t r ips  for 
uhich neither walking nor cirzzv-ing is feasible. Improved plan- 
ning and continued development of skyuays plus nrini-buses and 
possible small-vekicle people-movers present good possibi l i t ies  
for TesoZving probZms i n  these centers. 

4 Circula t ion  and movement d i f f i c u l t i e s  wi th in  some high-act iv i ty  cen te r s  a r e  
becomina se r ious .  

Many people present ly  are experiencing d i f f i c u l t i e s  i n  conveniently mawng some 
of t h e  movements they d e s i r e  i n  high-act ivi ty cen te r s  such a s  downtowh Minneapolis 
and Sa in t  Paul,  t h e  University of Minnesota, and some developing major employment/ 
r e t a i l  cen te r s  such as a t  1-494 and T.H. 100. 

4 

A s  t h e  major centers  continue t o  grnw, t h e  d i s t ance  between r e t a i l ,  o f f i c e  and 
parking f a c i l i t i e s  increases .  This necess i t a t e s  longer t r i p s  f o r  which n e i t h e r  walk- 
ing nor d r iv ing  is f e a s i b l e .  This s i t u a t i o n  is becoming more se r ious  a s  t r i p s  whish 
L n c r e a i n g l ~  must be made OTI foot  expose people t o  inclement weather, conf U c t  with 
the automobile a t  street crossings,  and consume increas ing amounts of t i m e  which may - 
even l i m i t  t h e  O P P o r t ~ i t i e s  f o r  p e ~ p l e  t o  do what they des i re .  



B. Some p o s s i b i l i t i e s  f o r  resolving high-activi ty cen te r  c i r c u l a t i o n  and movement 
d i f f i c u l t i e s  have been i d e n t i f i e d  and a r e  beginning t o  be developed, 

Agreement is  emerging t h a t  i n  t h e  near fu tu re  automobil& movements w i l l  have t o  , 
be l imi ted  wsthin high-activi ty centers  and t h a t  persons using automobiles f o r  work 

, 

t r i p s  t o  these  centers  (or  t o  the University) should largely  leave  them i n  parking 
f a c i l i t i e s  on the  periphery. S t r e e t s  wi th in  these  centers  should be reserved f o r  
i n t e r n a l  c i r c u l a t i o n  movements and shor t  t r i p s  during t h e  day to  businesses-kn these  
centers ,  However, development of parking f a c i l i t i e s  i n  per iphera l  locat ions  w i l l  
increase  the  d is tances  which many must walk t o  f i n a l l y  a r r i v e  a t  t h e i r  des t inat ions .  

4 

The development of some elements of an a t t r a c t i v e ,  convenient pedestr ian circu- 
l a t i o n  network i n  some of these  centers  is beginning -- p a r t i c u l a r l y  i n  the  second- 
s t o r y  skyways i n  t h e  downtowns. I n  addi t ion ,  mini-buses and regular  buses a r e  used 
or  w i l l  be c i rcu ld t ing  wi th in  some centers  t o  carry  people between the  d i s t a n t  park- 
ing  f a c i l i t i e s  o r  bui ld ings  within these  centers .  Further development of a skyway 
network i n  some a c t i v i t y  centers  where d is tances  between buildings permit bridging 
t h e  street and/or t h e  development of a network of mini-buses and/or small-vehicle 
people-movers present  exc i t ing  p o s s i b i l i t i e s  f o r  handling c i r c u l a t i o n  of pedestr ian 
movement. Possibly, w e  w i l l  see the  day when hor izonta l  movement can be  propided i n  
t h e  sane manner as e leva to r s  provide f o r  the  v e r t i c a l  movement of people. 

These centers  o f f e r  an opportunity f o r  an i n i t i a l  demonstration of personAlized 
new-technology systems, s ince  t h e  volume of movement is s u b s t a n t i a l  And tfie extent  

, of the  network could be  l imi ted  f o r  demonstration purposes. A l i n e  wi th in  these  
pen te r s ,  f o r  example, could demonstrate the  contr ibut ion such a vehic le  could make 

1 t o  conveniently handle these  c i r c u l a t i o n  movements without inconveniewing people 
more than they would otherwise experience without the  system. .. 
C. Maior i ssues  about the  standards f o r  construction,  r e spons ib i l i ty  f o r  f u r t h e r  

extension of t h e  network, and t h e  funding of addi t ions  t o  these  systems remain 
t o  h e  resolved. e 

The development and funding of the  seconq-level pedes t r ian  c i r c u l a t i o n  networks 
/i wichin t h e  downtowns has been l a rge ly  accomplished by p r i v a t e  developers i n  Minnea- 

p o l i s  o r  by arrangement as p a r t  of an urban renewal program i n  Sa in t  Paul. I n  s p i t e  
of s i g n i f i c a n t  accomplisihments, however, the re  has been a considerable l a g  and un- 
wil l ingness by p r i v a t e  i n t e r e s t s  o r  publ ic  author5t ies  t o  develop and f inance ade- 
quate extensions t o  the  & w e y  network o r  t o  develop o the r  means of c i r c u l a t i o n  h-~ 
these  areas. Minneapolis, however, is  current ly  submitting an appl ica t ion f o r  fed- 
e r a l  funds f o r  t h i s  purpose. The Hetropoli tan Transi t  Commission is beginning t o  
develop a r o l e  i n  t h e  c i r c u l a t i o n  system by developing a network of mini-buses t o  
serve  a s  p a r t  of t h e  i n t e r n a l  c i r c u l a t i o n  system within downtown Minneapolis. \ 

Responsibil i ty fo r  t h e  f u r t h e r  extension of the  c i r c u l a t i o n  network, pa r t i cu ln r iy  
where the re  are long distances between parking f a c i l i t i e s  o r  buildings,  has not been 
detewined.  Likewise, t h e  hours they should be open, t h e  s i z e  standards f o r  conc - . 
s t ruc t ion ,  the  s e c u r i t y  measures needed i n ' t h e s e  pedestr ian networks, and the  agen- 
c i e s  responsible f o r  construction and operat ion,  remain t o  be resolved. 

I 

D. The public r o l e  i n  planning and development of i n t e r n a l  c i r c u l a t i o n  networks 
wi th in  h i ~ h k a c t i v i t y  areas  needs t o  be f u r t h e r  c l a r i f i e d  and developed. 

, 
The publ ic  presently has a r o l e  i n  the  development of these  i n t e r n a l  c i r c u l a t i o n  

systems--from the  public easements approach i n  St .  Paul t o  the mini-buses provided 
by the  Metropolitan Transit,Comntission i n  Minneapolis. However, t h e i r  separa te  



development and operat ion by p r i v a t e  developers, as i n  Minneapolis, impairs t h e i r  use 
as  p a r t  of t h e  publ ic  t ranspor ta t ion  network. Since they are an important element i n  
t h e  t r anspor ta t ion  system, they should be included i n  a coordinated plan. 

\ 

A t  a minimumJ a comprehensive metropolitan transportation p l a n  i s  needed which - wouZd incZude these i n t e r n 2  circuZation netuorks and assign a public role i n  
planning. 271e construction and o p e ~ t i o n  of these systems d e  presently and should 
remain p r i m a r i l y  the responsibilittj of  priiwte developers and local municipalities 

. 
within which they are located. h n i c i p a l i t i e s  should be respons8le t o  &v@eop ~ t m -  
dards and possibly ass is t  i n  the development and op8ration of pedestrian skyways, 
while the MTC should seek out opportunities t o  ass is t  i n  the development and opera- 
t ion  o f  people-movers md i n  an i n i t i a l  demonstration o f  n m  technology fop one o f  
these centers. t 

The major tmnsportation problem i n  the metropolitan area i n  
the future will be congestion a t  the peak hours. OvemZZ, the 
s treet/highway ,neeuork--with some limited improvements plus 
additions to  accommodate developnent on the edge o f  the bui l t -  
up portions of the metmpolitan area--has capacity suff<cient 
t o  handle automobile nmz-peak mvemsnts for a long period o f  
time. But, rn~jor improvements and additions t o  transportation 
fac i l i t i e s  arzci/or service w i l l  be needed t o  hardle peak-hour 
movements. 

A. Severe t r anspor ta t ion  problems can be ant ic ipated  f o r  p e a k - h o u r t r i ~ s .  
I - 

A t o t a l  of 32% t o  40% of a l l  t r i p s  i n  many corr idors  a r e  made during t h e  morning 
and evening peak hours--a period of 4 hours, o r  17% of the  day. This concentrated - movement, which is l a r g e l y  t o  and from work o r  school, is of such proportions tha t  
congestion with its accompanying delays and f r u s t r a t i o n s  is already being experienced 
on port ions of a number of routes .  A few of these includd 1-94 near  t h e  Universi ty,  
I-35W south of  downt~wn LWnneapolis, Wayzata Eoulevard (T.H. 12) west of downtown 
Minneapolis, I-35E north and 1-94 e a s t  of downtown S t .  Paul,  T.II. 100 i n  t h e  webtern 
suburbs of Minneapolis, 1-694 i n  Anoka County, 2nd on numerous a r t e r i a l  s t r e e t s .  

Exis t ing  and programed highways w i l l  not have s u f f i c i e n t  capacity to  handle the  
growing peak-hour volume. A common experience is the  opening of a new freeway which 
fo r  a l imi ted  time reduces the  t r a v e l  t i n e  t o  jobs and the  t r a f f i c  on nearby a r t e r i a l  
s t r e e t s .  Within a couple of years ,  however, t r a f f i c  increases ,  speed decreases,  and 
the  mOvement on Previously re l ieved a r t e r i a l  s t r e e t s  increases.  

A long-term p a t t e r n  of congestion can be  expected t o  grow i n  the  metropolitan 
area i n  t h e  following ways and with these e f fec t s :  

1 )  The period of  pe-ak-hour congestion, which i s  present ly  compararively s h o r t  on 
many routes i n  the  area ,  can be expected to increase  over longer periods of t i m e  
from the  present  7:00-8:30 a.m. and 4:OO-5:30 p.m. t o  6:30-9:00 a.m. and 3:OO- ' 

6: 30 p.m. each weekday. For many, t h i s  w i l l  mean slower movement t o  work, a re- 
duced l e v e l  of mobil i ty,  losses  i n  productivi ty , and consequent losses  of income. 

2) Delays from congestion where t h e  given movement of automobiles exceeds the  
capacity of the  a r t e r y  w i l l  r e s u l t  i n  even more severe  conditions--such as s t a l l -  
ing  o r  h a l t i n g  movement--on those port ions of major arteries already experiencing 



congestion, plus delays f o r  longer d is tances  on a r t e r i a l s  adjoining these  sec- ., 
t i o n s ,  and t h e  appearance of congestion i n  a nunher of new locat ions .  I 

a 3) The volume of t r a f f i c  on su r face  a r t e r i a l  streets adjoining congested f ree-  
ways w i l l  s u b s t a h t i a l l y  inc re+e  as dr ive r s  seek out  a l t e r n a t i v e  routes .  These 
w i l l  l i k e l y  increase  t o  l e v e l s  experienced before  t h e  development of t h e  freeways. 

- 
J 

4) We c o s t - o f  opera t ing  an automobile during peak hours w i l l  increase  because 
of t h e  lower e f f i c i ency  of t h e  automobile and slow, h a l t i n g  movement and s t a l l i n g .  

k 

5 )  The dkgree of a i r  po l lu t ion  on congested a r t e r i e s  w i l l  increase ,  thereby more 
se r ious ly  a f f e c t i n g  those present ly  having t o  absorb i t  and exposing ever-larger  
numbers of a d d i t i o n a l  people who l i v e  adjacent  t o  increas ingly  heavily t raveled  
a r t e r i a l  streets and freeways. Although e f f o r t s  are under way t o  s t a b i l i z e  o r  
reduce po l lu t ion  emissions, e spec ia l ly  i n  n& automobiles, the  gains i n  reduction 
per  ca r  may b e  o f f s e t  by t h e  increase  i n  t h e  number of automobiles, s o  t h a t  pre- 
s e n t  l e v e l s  may not be  reduced. I n  any case, a i r  po l lu t ion  w i l l  remairk a .serious 
problem unless t h e r e  a r e  major innovations i n  ~ l l u t i o n  cont ro l .  

B. The capacitv of h i~hways  and s,treets is s u f f i c i e n t  t o  handle non-peak-hour move- 
,merits f o r  a long perlod of t i m e .  

The e x i s t i n g  and programmed network of streets and hishways--if adequately main- 
tained--appears t o  have capacity ' su i f i c i en t  t o  handle t h e  bulk of t h e  an t i c ipa tep  
movement of auto  osers during non-peak hours f o r  a t e l a t i v e l y  long period of time. - 

/ 

Subs tan t i a l  unused capacity i n  t h e  current  and programmed highway network during 
the-20 non-peak hours of t h e  day w i l l  enable people with ca r s  t o  have a high l e v e l  of 

I mobil i ty f o r  many years .  This s i t u a t i o n  w i l l  l i k e l y  e x i s t  s ince ,  although a l a r g e  
. por t ion  of the  t o t a l  t r i p s  a r e  made during these  20 hours, t h e  bulk of them a r e  t h e  

shorter-distance,  local-shopping and rec rea t iona l  t r i p s .  I n  addi t ion ,  the  capacity 
of t h e  highyay and a r t e r i a l  network can be  expected t o  increase  f o r  t h e  next 7 t o  10 
years  wiCh t h e  completion of most of t h e  i n t e r s t a t e  highways plus improvements t o  
e x i s t i n g  a r t e r i a l  streets. 

* Programed freeways and highways f o r  which l a r g e  amounts of land hgve been ac- 
quired w i L l  be completed and w i l l  add t o  the  capacity of the  network, Although 
controversieg over l imi ted  sec t ions  qn some of these  routes  remain t o  be resolved,  
i t  is l i k e l y ,  because of t h e  s u b s t a n t i a l  commitment of publ ic  funds already made 
t o  them, t h a t  they w i l l  b e  s e t t l e d  and const ruct ion  w i l l  b e  completed. The major 
prograrmried freeways and highways present ly  scheduled include:  1-94, 1-335, I-35W, 
and T.H. 55 (Mawatha Avenue) i n  Minneapolis; 1-94 and I-35E i n  Sa in t  Paul; p lus  
1-94, 1-35E, T.H. 100, and Hennepin County 1 8  i n  suburbs around the  two c e n t r a l  
c i t i e s .  \ 

\Y * Arter a 1  s t r e e t  and highway improvements--such as surfac ing,  computerized opera- 
f ion  of t r a f f i c  s i g n a l s ,  development of turning lanes  a t  major i n t e r s e c t i o n s ,  and 

{grade separa t ions  on major trunk highways--are being planned and scheduled by t h e  
Minnesota Highway Department, Minneapolis and Sa in t  Paul,  and Hennepin and Ramsey 
Counties under t h e  f ede ra l  TOPICS (Urban T r a f f i c  Operations Program To Increase  L 

Capacity and Safety)  program o r  a s  p a r t  of the  regular  cons t ruct ion  programs. 
Continued work on t h e  su r face  a r t e r i a l  streets by count ies  and municPpalities as 
p a r t  of t h e i r  regular  pub l i c  works program w i l l  a l s o  cont r ibute  t o  increases  i n  
the  t o t a l  capacity of the  street thighway network. 

\ 



Occasional delays i n  loca l i zed  situations--such as before '  and a f t e r  events  and on 
s p e c i a l  days of t h e  year  i n  areas  around Metropolitan Stadium, t h e  Universi ty,  and 
some major shopping centers--are l i k e l y  t o  b e  experienced. Likewise, delays due t o  

weather condit ions,  accidents  o r  roag r e p a i r  can b e  expected t o  continue. 

Many o f  the c o n d i t i ~ n s  vhich motorists find u e q  aggmrvating t o w  that resul t  i n  
occasional delays or disruption'to the normal puttarn of  movemat during the non-peak 
b u r s  can and should be remedied. Nan-emergency road repaire, for example, could be - done on weekends or i n  the lowest periods of traveZ flow, Sinuilarly, the fZow o f  
materials t o  construction s i t e s  or t o  buildings adjoining major arteries ,  vhich pre- 
sentty interrupt the flm of  t r a f f i c ,  caw. be be t ter  regulated by shi f t ing deziveries 
from the s treets  t o  buiZd-ing docks o f f  of tkem or to  hours of the day with ZOU t r q f f i c  
vo lumes . 

While t h e  continued maintenance and improvement of  t h e  e x i s t i n g  highway network 
plus t h e  addi t ions  present ly  programed w i l l  provide capacity s u f f i c i e n t  t o  handle 
auto movement during t h e  non-peak hours,  major improvements and addi t ions  t o  f a c i l i -  
t i e s  andlor  s e r v i c e  w i l l  be heeded t o  handle pedk-hour movements. 

The peak-hour problem, which develops as people i n  autos t ry  
t o  move t o  work and home again across the freeday/arteriaZ 
network, appears as a piling-up of congcation near the geo- 
graphic midpoints of the metropolitan area. Because o f  Ohe 
vay the m i n  Cities area i s  laid out, people t ry ing to go 
from one side of  the area t o  another unhappily have t o  pass 
through or naar downtom hfinneapolis, the University o f  fin- 
nesota, the Mihay,  o~ downtown Saint Paul. I t  i s  funchentaz 
t o  understand that congestion on the highway n e t ~ o ~ k  around 
these ma.ja30r employment centers resuZts from the cross-area 
movements and vould ex i s t  even i f  thepe were no t r ips  t o  these 
centers. I t  ?:s, o f  course, compounded by the t r i p s  trying t o  
reach destinations within these centers on the same fpeeuay/ 
arterial  routes. 

\ 
A. Peak-hour congestion which w i l l  ex,st  bn many major freeways throuphout t h e  

e n t i r e  metropolitan area w i l l  b e  most severe  a n  routes leading i n t o  sand around 
downtown Minneapolis, t h e  Universi ty,  the  Midway, and downtown Sa in t  Paul.  

Future t r a f f i c  p ro jec t ions  i n d i c a t e  t h a t  severe  congestion can be  an t i c ipa ted  
wi th in  only a f e w  years  on major freeways and a r t e r i a l  s t r e e t s  which lead  t o  o r  pass 
near ehe geographic midpoints of t h e  metropoli tan area .  This r e s u l t s  l a rge ly  because 
of t h e  s u b s t a n t i a l ,  continuing increase  i n  t h e  movement of people t ry ing  t o  go from 
one s i d e  of t h e  metropoli tan a rea  t o  another. Because of t h e  way t h e  Twin Cities a r e a  
is l a i d  o u t ,  and the  loca t ion  of t h e  major t r anspor ta t ion  rou tes ,  they must pass 
through o r  near downtown Minneapolis, t h e  Universi ty of Minnesota, t h e  Midway, o r  
downtown Sa in t  Paul. Although the  capacity of freeways leading i n t o  and around these  
centers  is among the  l a r g e s t  i n  t h e  metrppoli tan area ,  i t  is w e l l  below what w i l l  be  
needed t o  accommodate t h e  tremendous Increase  i n  t r a v e l  t h a t  is anticipattqd. AS a 
r e s u l t ,  severe  congestion can be an t i c ipa ted  wi th in  only a few years  i n  borne areas ,  
including t h e  following: The j o i n t  por t ion  of t h e  inner  r i n g  around downtown Minnea- 
polis--part icularly the 1-94 tunnel  and t h e  j o i n t  s e c t i o n  of I-35W and 1-94; E-9'4 



from T.H. 55 (Hiawatha Avenue) i n  Minneapolis t o  T.H. 280 i n  Sain t  Paul; the joint 
s e c t i o n  of I-35E and 1-94 around downtown Saint  Paul; 1-84 t o  t h e  e a s t  o f  d o ~ l t ~ ~  
S a i c t  Paul; and T.H. 12 (Wayzata Boulevard) w e s t  of downtown Minneapolis. , 

These major a r t e r k s  perform a number of funct ions ,  including provi&ing access 
f q r  persons whose d e s t i n a t i o n s  a r e  i n  t h e  downtowns, f o r  l imi ted  c i r c u l a t i o n  around 
t h e  downrowns, p l u ,  most importantly, a s  through routes  and major interchange's f o r  - 
movement ac ross  t h e  metropolftan area.  It is an t i c ipa ted  t h a t  increases ,  par t icu-  
l a r l y  i n  the  through movement, w i l l  be  most substantial--well i n  excess of the  de- 
signed capacity of t h e  freeway network t o  handle them. For example, the  number of 
t r i p s  cross ing a l i n e  c i r c l i n g  downtown Minneapolis w i l l  i nc rease  by 116% - from 
532,000 i n  1968 t o  1,154,000 i n  1985. Approximately 529,000 o r  85% of the 622,QW - add i t iona l  t r i p s  w i l l  be through t r i p s ,  whereas only 93,000 o r  15% of the  increase  
w i l l  have o r i g i n s  o r  des t ina t ions  i n  the  downtown. Simi lar ly ,  the  area  around down- 
town Saint  Paul w i l l  experience a 72% increase  i n  t r i p s  - from 412,000 i n  1968 to 
707,000 i n  1985. Of the t o t a l  increase  of 195,000 t r i p s ,  approximately 143,000 o r  
73% w i l l  be through t r i p s ,  and only 52,000 o r  27% w i l l  have t h e i r  o r i g i n s  or des t i -  
,nat ions i n  t h i s  downtown. Thiq cond-ition might a l s o  b e  i l l u s t r a t e d  by noting t h a t ,  
i n  1968, 54% of the  t o t a l  t r i p s  i n  the  a rea  around downtown Hnneapol is  had t h e i r  
o r ig ins  o r  des t ina t ions  i n  t h i s  cen te r  bu t  by 1985, wi th  the  doubling of t r i p s ,  thf8 
f i g u r e  w i l l  d'ecline t o  33%. I n  Sa in t  Paul,  a comparable s i t u a t i o n  exists where f n  c 

1968 45% of the  t r i p s  around downtown Saint  Paul went i b t o  o r  s t a r t e d  from t h i s  cen- 
t e r ,  whereas i n  1985 only 33% w i l l  s t a r t  o r  eng there .  

B. Congestion on routes  leading i n t o  and around t h e  down'towns, t h e  University. and 
the  Midwav wo-uid e x i s t  even i f  t h e r e  were no t r i p s  t o  these  centers .  It is+ of 
coutse,  com~ouncl.ed by t h e  tx ips  t ry ing  t o  reach des t ina t ions  wi th in  these-cen- 
ters on the  same f r e e w a v l e r t ~ r i a l  routes .  

S r o j e c t i o n s  of 1985 t r a v e l  volumes i n  the  J o i n t  Program ind ica te  t h a t  the  number C 

of through t r i p s ,  alone, passing near  downtown Minneapolis w i l l  i nc rease  by one 
t h i r d ,  o r  244,000 per  day more than t h e  t o t a l  of a l l  trips i n t o  and through t h i s  
a r e a  i n  1968. I n  Sa in t  Paul ,  t he  increases  i n  through t r i p s ' w i l l  be l w e r ,  wi th  a 0 

t o t a l  of 59,000 o r  13% nore than t h e  t o t a l  n d e r  of through and downtown-bound 
t r i p s  i n  1968. 

It is apparent t h a t  the  f r eeway/a r t e r i a l  network surrounding downtown Mlnneapo- \ 

l is w i l l  no t  be adequate i n  1985 t o  even h a d l c  j u s t  the  through t r i p s ,  whereas i n  
' S a i n t  Paul t h e  network has capacity j u s t  s h o r t  of t h e  t o t a l  needed t o  accommodate 

t h i s  type of movement. The s u b s t a n t i a l  increase  i n  the  volume of through t r i p s  
passing near  the  geographic midpoints of the  metropoli tan a r e a  is a phenomenon t h a t  
occurs on a g r i d  network of freeways, which is the  b a s i c  layout of  $he network i n  ' 
the Twin Cities area.  These routes  passing near  t h e  cknter  provide t h e  most d i r k c t  
means of movement for t r i p s  across the  metropoli tan area. This phenomenon is UJw- 
t r a t e d  b e l w  . 



The congestion on routes around the  dow-r~towns, the  University, and t he  P l l d ~ y  is 
fur the r  compounded by t r i p s  which a r e  destined f o r  these centers.  A s  a r e s u l t ,  t h e  
f reeway/ar ter ia l  network around downtown Minneapolis (which w i l l  b e  congested i n  
1985 simply from the  776,000 through t r i p s )  must fu r the r  handle an addi t ional  378,000 
t r i p s  t o  and from the downtown area. I n  Saint  Paul, t he  network, which is j u s t  shor t  
of capacity t o  handle t h e  471,000 through t r i p s ,  must a l so  accommodate 236,000 t r i p s  
i n t o  t h i s  center .  . 

The major corr idors  t h a t  w i l l  b e  most severely congegted even with an increase  fn 
t r a n s i t  patronage and improvement i n  se rv ice  include t he  following: Minneapolis-- - 
freeways and a r t e r i a l  routes leadiug t o  the  south, w e s t ,  northwest and nor theas t  of 
the  downtown; Saint  Paul--routes t o  t he  downtown from the  east, south, and northeast .  
The piling-up of t r a f f i c  on major routes leading i n t o  the  downtowns, the University 
and the  Midway can be expected t o  a f f ec t  movement i n  t h e  morning even as f a r  out  as 
some of the  circumferential  freeways such as T.H. 100 a t  the in tersect ion8 of T.H. 
12, 55, and 7; 1-694 near I-35W and possibly T.H. 65 and t he  62nd S t r ee t  Crosstoem 
and 1-494 near I-35W. 

During the  evening rush hour, congestion w i l l  be f e l t  most severely on a l l  rnBjor 
freeways around the  downtm7ns, the  University and the  Midway and w i l l  be  observed 
not only i n  slow, ha l t i ng  movement on these routes but a l so  i n  a backing up of traf- 
f i c  on all streets providing access t o  the major freeways and a r t e r i a l s .  

Major solutions t o  peak-hour congestion problems i n  areas around the two damtowts 
need t o  recognize both the growing c r o s s t m  movements and those whose destinations ~ F W  
within the downtowns. Alternatives which wi l l  only reduce the downtown portion o f  
these t r ips  will not provide any substantial, long-term re l i e f  to  the g d n g  conges- 
t ion  pmblem i n  these areas. t 

L Construction of additional paraZZeZ or diagonal freeways t o  
relieve the graving congest-ion during peak hours i s  not f a -  
s ible .  me d e r ~ ~ ~ &  on space f g r  mary 6-12 lane freeways, the 
consequent relocation of thousands of  people md the damage 
t o  the environment and t o  exis t ixg communities, are excessive. 
Public resistance t o  additional freeuaga t3zrougbz the built-up 
areas can be expected t o  remain high. I t  i s  extremely costZy 
and inefP;cient t o  construct freeways which G ~ Z Z  be used t o  
capacity only 20 peck hours per week by automobiles carrying 
an average of 1.3 persons. 

A. Continued re l iance  on the  automobile t o  h a ~ d l e  peak-hour mo+ement ( i f  w e  are t o  
avoid u n - a s p t a b l e  l eve l s  of congestion) requires t h e  buildinn of a t  l e a s t  8 to 
10 addi t ional  major f reewayq i n  the  built-up port ions of the  metrooolitan area. 

Major new-additional freeways dut l ined i n  s tud ies  of the  Jo in t  Program and the  
Highway Department include t he  following: 

Minneapolis and adjoining suburbs: 

1)  Southwest Diagonal from damtown Minneapolis t o  T.H. 100. 
2) Northwest Diagonal from downtown Minneapolis t o  T.H. 100. 
3) 28th S t r ee t  Crosstown north of Lake S t r ee t  from near France Avenue t o  

1-94 near T.H. 280. 
4) Cedar Avenue from 24th S t r ee t  t o  t he  62nd S t r ee t  Crosstown. 
5) Northeast freeway from I-35W near Johnson Avenue t o  1-694. 



Saint  Paul and adjoining suburbs: 

1) Northeast Diagonal--new T.H. 212 from I-35E t o  1-694. 
2) Prior-Cleveland Connector t o  p a r a l l e l  T.H, 51 from the  Shor t l ine  route  near 

Snell ing Avenue t o  I-35W. 
\ 

3) T.H. 61 from 1-94 t o  north of T.H. 36. 
C 

B. Development of proposed new freeways t o  handle the  peak hour w i l l  have many 
adverse e f f e c t s  throughout the  metropoli t i  area. These include: i 

1) Destruction of many ex i s t ing  land uses and consumption of large  @DmtS of 
space f o r  a poorly u t i l i z e d  t ranspor ta t ion network. 

/ 

2) Disruption and the  severing of numerous ex i s t i ng  communities. 

3) Reduction of the  p o s s i b i l i t y  of achieving one of the goals of the area  
expressed i n  the  Metropolitan Development Guide---the concentration of 
comme~cial and o f f i c e  a c t i v i t i e s ,  

4) Destruction of the  public t r a n s i t  system--the only major means of transport- 
a t i on  t o  non-drivers. 

5) Exposure of l a rger  numbers of people t o  a i r  and noise pol lu t ion.  

6 )  The displacement and re locat ion of thousands of people. 

7) Reduction of the  housing stock,  pa r t i cu l a r l y  homes f o r  lower-income people. 

8) A decrease i n  the  value of homes i n  locations (usually i n  the cen t r a l  cities 
and nearby suburbs) which previously en j oyed proximity t o  ma j o r  employment 
centers  without compensation while increasing t he  values of those i n  mo,re 
d i s t a n t  locat ions  t o  t h e i r  benef i t .  

# 

C. It is questionable whether the  auto/freeway awproach, even i f  oursued, .would do 
what is  needed o r  could be accomplished. 

I n a b i l i t y  t o  an t i c ipa te  "demand". 
It i s  doubtful i n  the  lonn run t ha t  su f f i c i en t  lanes can o r  w i l l  be b u i l t  
t o  meet "demand". New highways today a re  b u i l t  t o ,  reach capacity i n  10- 
20 years ,  yet  they a re  f i l l e d  t o  capaci ty  a t  the  peak hours a f t e r  only a 
few years. I n  the  planning of highways, "demand" has always been under- 
est imated,  so  t h a t  within a few years i t  is  necessary t o  begin planning 
the  next series of p a r a l l e l  freeways t o  re l i eve  congested ones. '  Freeways 
a re  not  f l ex ib l e ,  and once i n  place a re  extremely d i f f i c u l t  t o  expand, 
even t o  the  point  where it i s  less cos t ly  t o  acquire land f o r  addi t ional  
lanes than t o  construct  them on a Second leve l  ovek e x i s t i ~ g  right-of-way. 
Consequently we need t o  look a t  ,no t  only the  freeways proposed i n  the 
Joint  Program s tudies  but a l so  a poss ible  t h i r d  generation of highways 
which may follow. Questions which t h i s  p o s s i b i l i t y  presents include: 
Where w i l l  the poss ible  t h i r d  generation freeways be located even within 
a l imi ted por t ion of the  area  such as t he  northern hal f  of Minneapolis i 

a f t e r  1-94 and the  Northwest Diagonal are  b u i l t ?  Similar ly ,  where would 
a second Southwest Diagonal be located i n  Minneapolis and adjoining aub- 
urbs between I-35W and the proposed Southwest Diagonal? What complex of 
freeways w i l l  be needed t o  handle the  marmnoth movement of cars  near the 
downtowns as more lanes cross o r  end near t he se  centers? 



/ 

Community Opposition. /' 

OppoBition t o  the  construction of new freeways is , increas ing i n  l o c a l  
areas .  Evidence a£ t h i s  i n  t h e  metropolitan area  has appeared i n  disputes 
over the  loca t ion  on the  East  Side of T.H. 262 and t h e  pr ior-~keveland 
~ o n n q c t o r  i n  Saint ,  Paul. I n  Minneapolis, t h e  Northwest, Southwest , Cedar 
Avenue, and 28th S t r e e t  Crosstown freeways were recent ly  removed from 

\ 

planning maps- l a rge ly  because of opposit ion t u l t h e i r  development. This 
r es i s t ance  i n  t h e  pas t  h a s  been very e f f e c t i v e  i n  changing t h e  l q ~ a t i o n  
even of port ions of the  present  i n t y s t a t e  network. The most o b d ~ u s  ex- 
ample i n  the Twin C i t i e s  a rea  is the  loca t ion  of 1-94 near the  University, 
which passes thfough t h e  Prospect Park neighborhood. I n  some cities, such 
a s  San Francisco, New Otleans, aal t imore and Hew York, opposit ion has 
stopped t h e  development of some major freeways a l together .  

Rebuilding Programs reduce capacity and add t o  conpestion. 
, TKe major rebui ld ing of a l l  of por t ions  of worn-out Bections of freeway i n  

coming years w i l l  f u r t h e r  compound congestion during the  peak hours and 
severely l i m i t  t h e  a b i l i t y  of even a larger--possibly second o r  t h i r d  gen- 
eration--5xeeway system t o  handle the  peak-hour movement. 

Within the  next  10 ye&, i t  is l l k e l y  t h a t  major por t ions  of t h e  present  
freeway networlc w i l l  h ive  t o  undergo a s u b s t a n t i a l  program of resurfac ing 
o r  of complete \rebuilding. Many of the  highway sur f  aces a r e  wearing sub- 
s t a n t i a l l y  f a s t e r  than was an t i c ipa ted ,  and bill have t o  be  repai red  o r  
r e b u i l t  i f  unsafe conditions a r e  t o  be  avoided. The closiirg-down nf even 
a l imi ted  number of lanes o r  of sec t ions  of t h e  present  freeway network 
w i l l  g rea t ly  increase  congestion durlng the  peak hours. Similarly,  the  
rebui ld ing of any major s e c t i o n  of the  freeway network t o  e l iminate  s a f e t y  ' 
hazards w i l l  a l s o  contr ibute  t o  peak-hour \congestion. 

D. It is i n e f f i c i e n t  to  so lve  peak-hour problems by developing f r e w a v s  f o r  peak- 
hour use by autos carrving 1.3 persons. 

Proposed new freeways out l ined i n , t h e  J o i n t  Program are la rge ly  t o  provide addi- 
t i o n a l  capacity t o  handle increas ing peak-hour movements. These freeways w i l l  be 
cos t ly .  'The Minnesota Highway Department i n  1968 estimated the  cos t  of e igh t  con- 
t r o v e r s i a l  new freeways proposed i n  System 14 t h a t  would be l a rge ly  located i n  t h e  I 
two c e n t r a l  c i t i e s  a t  $148,331,000. The t o t a l  c o s t ~ o f  s t a t e  t runk highway needs i n  
t h e  metropolitan area  1968-86 were &timated ,to be $559,509,000. These needs ,/ however, 
do not  r e f l e c t  the  estimated cos t  i n  1970 of completing the  I n t e r s t a t e  program i n  
the  area ,  which is $250,047,500, nor  do they include many freeway o r  expressway 
routes i d e n t i f i e d  i n  the  J o i n t  Program. These f igures  were based on 1968 cos t  esti- 

,' 

mates. It is l i k e l y  t h a t  increases  due to  i n f l a t i o n  and a c t u a l  cos t s  which are w e l l  
above preliminary est imates w i l l  s u b s t a n t i a l l y  increase  t h e i r  cos t  - even possibly 
double them. l 

/ 

/ 

Many of these proposed freeways represent  a cos t ly  investment f o r  t r anspor ta t ion  
which w i l l  be  poorly ut i l izet#,  s i n c e  many lanes  w i l l  be  used only 20 hours of the  
168 hours per week by only 1.3 persons per automobile. 



\ i 

Future tmngportation dm*  must be met byprogmnrs'that \ 

provide nore eff ic ien$ use of both right-of-way and ~ e h i c t e s .  A 

' !Phi8 requires'r~&cincj retiance on *he automobile, increasing 
I c the average nwnber of persons per car used, and inmeusing the 

ntunber of p e r s d s  mowing through qneentrated areas on Borne 
, 

muZt<pZe-passenger vehiete or  f a c i l i t y .  ( 1 

i 

A. - The problem of movement at hhe peak hours is n b ~  the  l ack  of swce f o r  travel 
but  ins t ead  the  s i z e  apd u t P l i z a t i o n  of vehic les .  

h e s e n t  highways and s t r e e t s  could handle s u b s t a n t i a l l y  g rea te r  numbers of peo- 
p l e  than the  present  2,600-3,000 g e r ~ l a n e  per  hour a t  the  peak hours\ i f  la-fger vehi- 
cles such as buses were used, i f  automobiles c a r r i e d  more than I, 3c1.5 
persons, o r  t o  a l e s s e r  extent  f f  the  s i z e  of t h e  automobile were smaller .  Rapid 
t r a n s i t  on separa te  s t r u c t u r e s  o r  guideways a l s o  has suBs tan t i a l ly  g rea te r  capaci ty  
than a 4-lane freeway. 

<\ 

concern with moving people r a t h e r  than vehic les  has been expressed i n  a n a t i o d a l  
1 

pol icy statement by the  Secretary ok 'Transportation, John A. Volpe,, and the  Federal 
/Highway Administrator,  F. C. Turner, i n  September, 1970, a s  follows: I 

"It w i l l  not  be f i n a n c i a l l y  poss ib le  -- and even i f  i t  were, c e r t a i n l y  
n o t  s d c i a l l y  d e s i r a b l e  -- t o  provide a l l  t h e  highway f a c i l i t i e s  t h a t  
would be  needed i n  order  t o  s a t i s f y  the  peak pe r iod  demands, e spec ia l ly  
i n  o u n l a r g e r  u e a n  a reas ,  f o r  a l l  of t h e  people who want to d r i v e  
automobiles. It is necessary to ' th ink  i n  t e r n  of how many people cqn 
be  moved e x ~ e d i t i o u s l y  on c i t y  freeways and streets -- r a t h e r  than how 
many vehic les  . " 

\ 

"The Federal  Highway Administration, recognizing the  need t o  i m p r ~ v e  the  
/ 

product iv i ty  of t h e  urban highway system t o  t h e  maximum ex ten t  poss ib le ,  
be l i ebes  i t  is advisable  t o  encourage t h e  g r e a t e s t  use of buses i n  pre- I1 
ferepce t o  a u t o m ~ b i l e s . ~ ?  , r 

( 

B. Various p ~ s s i b i l i t i e s  need t o  be exploredwhich can ificrease ,the nursber of 
people movina, through a cor r idor .  

\ k ' ,  , 

Subs tan t i a l ly  e r e a t e r  numbers of  people coilld be c a r r i e d  an the  e x i s t i n g  s t r e e t  
and highway network i f  a l a r g e  proportioq were on buses. One l a n e  of freeway, f o r  
example, could ca r ry  from 10,000 t o  35,000 persons on buses--depending on t h e i r  num- 
ber-& con t ras t  t o  2,600 fn 'ptesent  automobiles o r  from 6,000 t o  8,000 i f  t h e  num- 
b e r  of passeligers per  automobile were increased t o  3 o r  4.  The capac i ty  of o t h e r  
rapid  t r a n s i t  sysxems include:, f ixed rail--approximately 30,000 persons per l i n e  
per  hour, and yet-to-be-dzmonstrated new-techqology systems which have es t imates  
rangfng frbm 4,000 t o  10,000 per  l i n e  i n  an areawide network. 

- 
1. {Use of buses. 

\ L 

Buses could handle a l a r g e  por t ion  of the  peak-hour work-trip movements a s  ' 
/ they have capacity s u f f i c i e n t  t o  car ry  the  an t i c ipa ted  number of t r i p s  on heavi ly-  

t raveled  routes .  Forecasts f o r  1985 t r ave l ,  based on conventional systems with 
no major changes i n  the  a v a i l a b i l i t y  o r  me of automobiles b u t  with congestion on 

\ 
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t he  freeway network, indit?ate l i k e l y  demand f o r  mass t r a n s i t  i n t o  downtown Piinne- 
a p o l i s  of up t o  7,000 persons per  hour i n  one d i r e c t i o n  pe r  l i n e .  This f i g u r e  f %  
wel l  below the\actitaf capacity a bus network could accommodate. 

Numerous d i f f i c u l t i e s  r e l a t i n g  t o  the  a t t r a c t i v e n e s s  of bus t ranspor ta t fon  
must be  resolved before  such a system could be viewed a s  a reasonable dterna- 
t i v e  'to t h e  automobile f o r  peak-hour,md~ements ag w e l l  as any convenient System 
f o r  non-drivers . These'dif f i c u l t i e s  inc lude  t h e  slow movement of  buses, t h e  
t i m e  involved i n  ge t t ing  t o  the  bus l i n e  and waft ing f o r  t h e  bus, and t h e  tilne 
consumed i n  t r a n s f e r s .  A t  a minimum, work w i l l  b e  required t o  give buses p ~ f  @rd ' 
e n t i a l  access tcr freeways and changes i n  t h e i r   pera at ion on a r t e r i a l  scree- t o  
ease t h e i r  movement. 

I -  
\ 

The capacity of freeways and major a r t e r i a l s  could a l s o  be  increased by an 
extens ive  system of car-pooling. I f  the  number of persons per  ca r  were increased 
from 1.3 t o  3, f o r  example, t h e  number of persons per  l a n e  would increase  froor 
2,600 t o  6,000. Iiawever, i t  Is quest ionable whether t h i s  increase  would be suf-  
f i c i e n t  t o  handle t h e  peak-hour flow on a number of routes .  

Coordinating r i d e s  w i l l  r equ i re  changes i n  the  behavior of people which 
could cause considerable d i f f i c u l t y  f o r  t h i s  approach. For example, agreement 
on the  t i m e  of pick-up i n  t h e  morning and departure i n  t h e  evening must b e  made 
by d r i v e r s  and r i d e r s ,  a s  w e l l  a s  a system f o r  compensation o r  t h e  trading-off i n  
t h e  use  of  c a r s  .\ Tn a l l  p robab i l i ty ,  incent ives  would b e  needed t o  ca r ry  out  
such a policy.  These might inc lude  prefer red  access t o  freeways, p re fe r red  park- .' ing  l o c a t  ions,  o r  some sys  tm of d i f  f e z e n t i a l  charges t h a t  would encourage such 

J an approach, 

3. Smaller veh ic les .  

Some addi t ions  t o  the  t o t a l  capacity of highways could b e  gained i f  vehic les  
car ry ing a s i n g l e  o r  two persgns were smaller .  A t y p i c a l  c ross  s e c t i o n  of free-  
way wi th  its 10-foot-wide l ane  and 15-20-foot space per  cgr  would be  reduced t o  
6 f e e t  by 8 f e e t ,  thereby making b e t t e r  use  of the  ava i l ab le  space. 

\ 
The e f f i c i e n t  operat ion of a smaller-automobile approach would requ i re  o sub- 

s t a n t i a l  inc rease  i n  t h e  n u d e r  of such vehic les  and' almost exclus ive  use of them 
\ f o r  peak-hour movements so t h a t  l anes  could b e  remarked.  It would a l s o  requ i re  

I much rebui ld ing of exisbing f a c i l f t i e s  where space is  not  s u f f i c i e n t  t o  r ead i ly  
convert two lanes  i n t o  three .  Numerous problems would a l s o  e x i s t  on ramps and a t  
interchanges-  This approach is p r a c t i c a l l y  l imi ted  because of the  mix i n  the  
s i z e  of automobiles present ly  using s t r e e t s  and highways--from semi- t ra i le rs  and 
o the r  various-sized t rucks  t o  t h e  var$ous-sized cars--which requ i re  s t r e e t s  t o  be  
b u i l t  and marked t o  handle t h e  widest authorized veh ic les .  Movement i n  t h e  d i r -  
ec t ion  of smal ler  automobiles would probably requ i re  a system of dual  l a n e  mark- 

\ 
ing--for small vehic les  during peak houts and a mixture a t  o t h e r  times, p lus  
l imi ta t ions  over the  s i z e  of veh ic les  which would opera te  a t  the  peak hourg. 
Only marginal increases  i n  capacity w i l l  r e s u l t  from increas ing the  percehtage of 
small  c a r s  without these  changes. 

I / 'I \ 

The p o s s i b i l i t y  of the  smaller-automobile approach i n  terms of handling con-; 
ges t ion  a t  peak hours is quest ionable,  a s  i t  is  doubtful  i f  increases  kq capacity , 

\ wouid be  s u f f i c i e n t  i n  many cor r idors  f o r  more than a few years .  
\ 



4. Transi t  on separa te  right-of-way_. 
\ 

- Rapid t r a n s i t o n  separa te  o r  exclusive r;ight-ofway has considerable capacity 
whixh could handle the  peak-hour movemaits. I n  some systems, vehic les  might be 
placed on s t r u c t u r e s  o r  guideways located wfthin e x i s t i n g  right-of-way. Others 
might need t o  be on separa te  rights-of-way which would be considerably - smaller ,  
however, than those required f n r  freeways with a comparable cayacity; 

\ 

33& most faas ib l~  q p m c h e s  to  pruviding mope e f f ic ient  use 'of both G g h t - o f - w  
and vehicles mquire reducing rel imce on the automobile by inc2.emiq fie a v e q e  
nwnber o f  persons ke r  car throughf car-pooling or by increasing the h e r  of  pemons 

1 mPring through concentrated areas on multiple-passenger vehiclas or faci l i t ies  in- 
cluding buses on freewcrys,(arterial roads or by development of rapid t r ~ s i t  systems. 

\ I \ . , 

v 

The ineff icient  t c t i  Zization of highway fa& t i  t i e s  results 
. 

n , 
partly because those direct costs of autonobite transportatiasz 

d ' which are apparent t o  the driver do not r)efZect the f u l l  cost. - .  

- Auto user fees do 'not pay the fuZl cost of road cohtruction 
d 

and maintenance . . . a su$stantial part i s  paid tmm property - 

s .  General tuxes likevise pay most of the cost o f  t m f f i c  
regulation and enforcement of traffic &ws. Other p t s  such' 
as a ir  m d  noise poZZution are shifted t o  those Z.iving adjacent 
to-roads . . . or t o  the enviroiunmt i t s e l f .  

/ - 
A. auto-~bilejhi&ay-_mode does not  pay the  fv.11 cos t  of its development and 

, , \ 

1 * 
Contrary t o  p ~ p u l a r  b e l i e f ,  t h e  road use r  does not pay, through-user chargesL 

(gasoAine taxes and l icenpes) ,  the  f u l l  cobt of automobile f a c i l i t i e s .  \ .. 
, 

1. Ppbl ic  general  funds 4ze used f o r  t h e  building and maintenance of many ldxcal 
streets and major a r t e r i e s .  hese funds a r e  co3lected from a va r ie ty  of sources 
including road and brddge l e v i e s  on property by the  county, o r  they a r e  incor- 
porated i n  municipal l e v i e s  o r  charges on property. I n  1969, counties and muni- , 

-7 
c i p a k i t i e s  i n  the  metropolitan a rea  spent i n  exceos of $44,126,808 f o r  the  con7 
s t r u c t i o n  and maintenance of municipal and county roads from l o c a l l y  ra i sed  reve- , 
nues l a rge ly  consis t ing  of property taxes and assessments. 

2 Municipali t ies  fund many services  d i rec t19 a t t r i b u t a b l e  t o  automobile users  
i n  t h e  enforcement of t r a f f i c  regula t ions ,  t r a f f i c  d i rec t ion ,  i n t e r s e c t i o n a l  
l i g h t i n g  f o r  auto ,safbtp, p lus  rescue and f i k e  services  needed occasionally by 
dr ivers .  These expenditures appear i n  the  nubl ic  works and the  s a f e t y  budgets 
of munic ipal i t ies  --budgets which, a r e  f inanced7 from general  revenue (usually pro- 
per ty)  taxes.  Although it i s  imp6ssibke t o  determine t h e  t ~ t a l  costs  of these  
se rv ices  t h a t  can be a t t r i b u t a b l e  t o  the  automobile, s h p l y  assumihg t h a t  20% of 
6he l o c a l  p o l i c e  budgets might be a l loca ted  t o  t h i s  function meaqs t h a t  fn  1969 
muri'~cipa1ities i n  t h e  metropoli tan a r e a  spent i n  excesp of $4,639,835 ftom l o c a l  
funds on one service t o  auto users.  (. 

/ 
1 
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B. Many r e a l  automobile cos t s  a re  not  recognized by charges t o  the  u s e r  bu t  are 
passed on t o  o t h e r  sec to r s  of the  economy, absorbed by people l i v i n n  a d i a m t t  
t o  freeways, o r  absorbed by t h e  environment. 

a 
1. The pub l i c  hea l th  care  system i s  saddled with the por t ion  of h e a l t h  care 
cos ts  incurred  i n  automobile accidents  which a r e  not  paid f o r  out  of automobile , 
insurance. 

2. Noise and a i r  po l lu t ion ,  p lus  t h e  abandonment of junk automobiles, a r e  passed 
on t o  persons l i v i n g  .adjacent  t o  highways, t o  o the r  sec to r s  of t h e  economy, O r  t o  
t h e  environment i t s e l f .  

- 
3 .  Many of the  r e a l  c o s t s  involved i n  t h e  cons t ruct ion  of highways have not  been 
recognized and the re fo re  a r e  not  e l i g i b l e  f o r  compensation, thereby reducing the  
ac tua l  cons t ruct ion  cos t .  

Highway development, a f t e r  a number of years ,  n t p  recognizes t h e  r e loca t ion  
cos t s  incurred by persons displaced by right-of-way acquis i t ion .  Likewise, the  
c o s t s  of replacement housing f o r  losses  t o  t h e  housing stock were only accepted 
t h i s  p a s t  yea r  i n  the  National Bighway Act. However, the  d is rupt ion  o r  severing 
of e x i s t i n g  communities o r  of n a t u r a l  resource a reas  i s  only re luc tan t ly ,  i f  a t  
a l l ,  accepted. Since the  design of highways through parks o r  o t h e r  major a t t r a c -  
t i v e  locat ions  may require  more c o s t l y  f a c i l i t i e s  such as  tunnels ,  they are ig- 
nored o r  avoided simply t o  keep t h e  c o s t  p e r  m i l e  as low as poss ib le .  

The cost of automobile transportation t o  the w e r  i s  well below i t s  ' ac tw l  cost. 
This results i n  a low utizization oy higbay facil i t ies  even a t  peak hours. In &- 
tion, since many o f  ths real costs involved i n  the constmetion of highways are ~ l o t  
recognized, many more miles of wder-utilized freeway can be bu i l t  with avaiZabZe 
do Ztars or without increases i n  user or direct automobile charges. 

/ 

The t e s t  for transit  i s  t o  attract an increased pmportion of 
travelers. The construction of a net? transit  system w<lZ not 
by i t s e l f  attract riders. We should not eccpect Zarge numbers 
of people t o  leme the comfort and cortveraience of their  private 
automobi Zes without signi ficant new incentives to  do so. The 
high cost of  trrmsit proposals made for the metmpoZitan area 
i s  not matched by any assurance that they w i l l  attract m u g h  
riders to substantiaZlg reduce reliance on the automobile dm- 
ing peak hours, thereby avoiding the duplicate, costly invest- 
ment i n  additional freeways. 

A. A t t r a c t i v e  f ea tu res  make t h e  automobile t h e  p re fe r red  vehic le  f o r  t r ave l .  

The automobile has many c h a r a c t e r i s t i c s  which con t r ibu te  t o  making it t h e  pre- 
f e r r e d  veh ic le  of  t r a v e l e r s  by'most people who can and d e s i r e  t o  own and opera te  
one. 

Some of these  f ea tu res  tnclude: 



1. Convenience. 

The extreme popvlari ty of the  automobile is la rge ly  due t o  its grea t  conveni- 
ence whtch permits door-to-door se rv ice  from wherever a person may be t o  wherevgr 
he des i res  t o  go, whenever he wishes t o  make a t r i p .  I n  con t ras t ,  the  g r e a t e s t  
l i m i t a t i o n  on the  u s e  of t r a n s i t  is the  inconvenience i n  time and e f f o r t  needed 
' t o  make t h e  t r i p  t o  a s t a t i o n  s t o p  where t r a n s i t  is  avai lable ,  f u r t h e r  t i m a  con- 
sumed i n  wait ing f o r  the  t r a n s i t  vehicle,  and f i n a l l y  the time and g f f o r t  re- 
quired t o  ge t  from the  end of the  t r a n s i t  t r i p  t o  the  person's f i n a l  des t inat ion.  
In  addi t ion ,  t i m e  may a l s o  be  required i n  t r a n s f e r  between t r a n s i t  vehic les  i f  
t h e  o r i g i n a l  t r a n s i t  l i n e  does not  se rve  t h e  person's f i n a l  des t ina t ion . ,  

The g rea te r  convenience of t h e  automobile over t r a n s i t  is not  absolute and 
is diminishing i n  some locations--part icularly during t h e  peak hour. For exam- 
p l e ,  i n  some major centers  such as t h e  University, t h e  downtowns, and some shop- 
ping centers ,  people must walk considerable d is tances  {to t h e i r  cars ,  whereas 
t r a n s i t  may %e ava i l ab le  much c lose r  t o  t h e i r  or ig ins .  However, the  convenience 
of having t ranspor ta t ion  immediately ava i l ab le  next t o  the  home w i l l  coptinue t o  
make t h e  automobile t h e  p re fe r red  means of t r a v e l  f o r  shopping and most recrea-  
t i o n a l  t r i p s .  

I 2. Speed of movement. 
-- 

The individual  operat ion of t h e  automobile permits a  person t o  make most of 
h i s  t r i p s  d i r e c t l y  without s t o p  t o  h i s  des t inat ion.  I n  contras t ,  convent ional \  
t r a n s i t  f o r  most people requires  not  qnly t i n e  i n  g e t t i n g  t o  and from the  t r a n s i t  
s top  but  a l s o  t i m e  f o r  t r a n s f e r s  and slower movementithan by automobile because 
of t h e  per iodic  s tops  the vehic le  makes t o  pick up r i d e r s .  4 

1 

The speed of movement by automobiles and the  t i m e  required t o  make a t r i p  
a r e  l imi ted  by the  roads avai lable ,  t h e  speed l i m i t s  on them, and by conditions 
encountered i n  t h e  t r i p  such as  weather, in te r rup t ions  f r ~ m  accidents ,  o r  t h e  
slower movement encountered when the  volume of flow i s  i n  excess of t h e  capacity 
of the  road. These conditions a l s o  apply t o  t h e  e x i s t i n g  bus system and limit 
the  speed of its movement. I n  addi t ion ,  however, buses a r e  f u r t h e r  delayed by 
the  wa i t  required t o  gain access i n t o  a m v i n g  t r a f f i c  l ane  a f t e r  they have made 
a stop.  

P 

Generally, t h e  speed of movement i n  the metropolitan a rea  and t h e  r e l a t i v e l y  
s h o r t  time i t  takes t o  make most t r i p s  can be expected t o  diminish in f u t u r e  
years--part icularly f o r  work t r i p s  on heavily congested routes.  Apart from these,  
t h e  high l e v e l  of urban mobility provided by t h e  automobile can be  expected t o  
continue f o r  a reasonably long period of t i m e  qnd w i l l  cont r ibute  t o  making the  
automobile t h e  preferred  means of t r a v e l  f o r  most non-peak-hour t r i p s .  . 

3. Comfort. 
1 

, The privacy, temperatupe controls ,  and many appointments i n  the  automobile 
g r e a t l y  contr ibute  t o  i ts comfort and appeai.  f ie a b i l i t y  t o  t r a v e l  continuously 
from home t o  near a  des t ina t ion  i n  a warm veh ic le  duriwg the  winter  o r  a cool  one 
during the  summer, and a vehic le  t h a t  protec ts  a  person from r a i n  o r  snow, con- 
t r a s t s  with t h e  present  bus t r a n s i t  t r i p  which exposes a person f o r  p a r t  of the  



I 
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time t o  possibly unpleasant cJimatic c o n d i t ! . ~ ~ .  The $rivacy afforded by automo- 

b i l e  t r a v e l  a l s o  cont r ibutes  t a  i t s  desf . rabi l i iy  i n  con t ras t  t o  types of t r a n s i t  
which requ i re  s tanding Llpripg th2 t r i p  o r  j o s t l i n g  with crodds. 

Operation of an automobile, h~wever ,  freqbeiltly is not  a s a ~ i s f y i n g  experi- 
ence f o r  many rou t ine  t r i p s  because of the  concentrat ion required and t he  fru-  . Crating condit ions encountered i n  raking some types of t r i p s .  I n  add&cion~ many 
people p re fe r  t o  be  a b l e  t o  read o r  do productive work, which is poss ib le  On 
t r a n s i t ,  r a t h e r  than opera t ing  a vehic'le i n  t h e i r  work t r i p s  t o  and from b W *  

. I 

B. Transi f  is no t  cokpe t i t ive  wi th  t h e  automchile under ~ r e s e h t  publ ic  p o l d c ~  
arrangements. 

Public  p o l i c i e s  by various u n i t s  of government have favored and g r e a t l y  c ~ n t r i -  
b k e d  t o  t h e  need and c o s t  u t i l i t y  of the  automobile. These inc lude  urban develop- 

I 
ment p o l i c i e s ,  street and higl~way development pol ic ies ,  and f i n a n c i a l  pokki-es which. 
have kept t h e  d i r e c t  cos t s  of automobile t r anspor ta t ion  apparent t o  t h e  d r ive re  bel- 
t h e  f u l l  cos t  t o  the  users .  , 

( 

1. Urban development p o l i c i e s  have favored the  automobile. 

Public  pol ic ies- -par t icular ly  zoning and subdivis ion  regulations--have Con- 
t r i b u t e d  t o  the  trend i n  decen t ra l i za t ion  of housing and the  movement t o  l a r g e r  
amounts of Space pe r  dwelling u n i t .  These favor t h e  use of t h e  automobile 
publ ic  t r a n s i t .  fndeed, the  spread of r e s i d e n t i a l  development and t h e  s c a t t e r e d  ' 
l oca t ions  of employment would not have been possibde without t h e  a v t m b i l e .  
Persons l i v i n g  wi th in  these newly developed a reas  m u s t  have a c a r  i n  order  t o  
ge t  around. P;lthough t h e  automobile has made the  suburban development which w e  , 

C s e e  today poss ib le ,  i t  has also ' l i rni ted t h e  movement of some people -- mothets 
and chi ldren  a t  homes t h a t  have c~rtly a ddngle c a r  which must b e  used f o r  work 
t r i p s .  Development of t r a n s i t  t o  se rve  low-density r e s i d e n t i a l  a f  eas is possi- 
b l e ,  although d i f f i c u l t  . However, t o  the  ex ten t  publ ic  t r a n s i t  is  developed, 'if 
"would provide t r anspor ta t ion  f o r  those'who a r e  without  i t  end, if it can Serve 
the  work-trip movement, w i l l  free-up the  c a r  of s ingle-car  f ami l i e s  so  t h a t  it 
can b e  used f o r  non-work t r i p s .  1 

i ,' 

2. Development of the s u b s t a n t i a l  s t r e e t  and road nekwork has ~ t e a t l ~  conxri- - 
buted t o  the  utility of t h e  automobile. \ 

of t h e  b e n e f i t s ,  the  mobil i ty and ease e f  movement t o  almost any d e s t f -  
na t ion  wi th in  t h e  metropoli tan a r e a  were made poss ib le  omly by t h e  c s w g i t ~ p t  of 
publ ic  agencies t o  develop t h e  extenqive s t r e e t  and road network. Construction 
of the  i n t e r s t a t e  freewiy system and the  upgrading of  major t runk highways t o  
freeway ancY expressway standards have f u r t h e r  contr ibuted t o  t h e  speed of rmve- 
m e a t  and g rea t ly  reduced the  t i m e  consumed i n  making many t r i p s .  For o the r s  , 
t h i s  network has extended t h e  d i s t a n c e  they could t r a v e l  i n  the  same amount of 
t i m e  and the re fo re  increased t h e i r  r ec rea t ibna l ,  job, and cultural opportrmfties-  

. These major improvements and o v e r a l l  upgrading of t h e  street and highway network 
regul ted  l a rge ly  from publ ic  policy decis ions  t o  invegt  l a r g e  amounts of publ ic  
funds i n  these  programs. For example, t h e  Mnnesota nighway Department has spent  
a r o t a 1  of $474,114,764 oa trunk highways and ' in te r s t a t e  cons t ruct ion  i n  the  met-, 

I r o p ~ b i t a n  a r e a  durinx the padt s i x  years .  I n  add i t ion ,  counties  and municipali- 
t i e s  spent  a consfderable amount during t h e  comparable period. I n  con t ras t  t o  
highways, t h e  publ ic  transit, syst-apart from t h e  b e n e f i t  i t  receives  from road 

1 
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construction-,-was e n t i r e l y  p r iva te ly  financed from farebox revenues u n t i l  t h e  
MTC came i n t e  existence in 1967'. Since  then, approximately $4 mi l l ion  has been 
co l l ec ted  from wheelage taxes and $p,ent,hy the 'PEc f o r  i ts  s t a f f ,  t o  maintain o r  
provide se rv ice  on a lintitled number of l i n e s ,  or for-plannine s tud ies .  
\ 

3. Public f inancing po l i c ies  f o r  road.and street construction have kept the  . 
- d i r e c t  cos t  to t h e  users  bellow t h e  Cull codt of t h e i r  ,development and 

ooerat ion,  thereby, encouraaina auto use and u n d e r L ~ t i l i z a t i o n .  

t A l a r g e  por t ton  of  the  advantage and t h e  a b i l i t y  of people, t o  purchase and k 

operate automobiles r e s u l t s  from the  present  hrrangementg f o r  $unding automobile 
' t r a v e l  and t h e  l imi ted  recognition-of numerous cos t  f a c t o r s  which a r e  passed, On 

t o  t h e  automabile users.  The system of hqghway fiuzding is fragmenteq among a 
series of pkdtected highway user  funds p lus  l o c a l  property taxe* and' assessments 
aga ins t  benef i ted  property. Itany of the  cos t s  d i r e c t l y  r e l a t e d  t o  automob-ile 

Y 
t r anspor ta t ion  are hidden and only i n d i r e c t l y  paid by automobile users.  These 
include many se rv ices  provided by l o c a l  governments needed f o r  t r a f f i k  r6gula- 

, t ion ,  accident  ass is tance ,  o r  t h e  s a f e  operat ion of automobiles. These cbsts a r e  

J , general ly absorbed wi th in  the  l o c a l  municipal'budgets, which a r e  fwded  from 
property t a x  l e v i e s  o r  o ther  t a x  sources not d i r e c t l y  funded by automobile users - 

/ 

The r u l e s  per ta in ing t o  compensation i n  t h e  construction and improvement of 

, \ t h e  street and highway s y s t m  do ngt  recognize a number of cos ts  d i r e c t l y  a t t r i -  
butable  t o  t h i s  development. For example, although persons whose property is 
taken f o r  highway purposes a r e  compensated, individuals  who must absorb t h e  noise  
and a i r  po l lu t ion  o r  whose property decreases i n  value a r e  not compensated under 
present  arrangements. A s  a r e s u l t ,  the  co~l tsof  construction of highways and 
streets a r e  maintained st a l e v e l  y e l l  below t h e i r  ac tua l  cos t s ,  thergby increas-  
ing  t h e  number of miles which can 6e constructed o r  reducing the  cos t ,  t o  t h e  users.  

1 . 
1 

\ 

, C. Several new t r a n s i t  systexs o r  maior addi t ions  have(been proposed f q r  the  metro- 
I p l i t a n  area ,  , - I 

\ 

Studies prepared f o r  t h e  Metropolitan  rans sit Comission by coneultants  and 
o the rs  c a l l  f o r  developmenf of new rapfd t r a n s i t  systems o r  major addi t ions  t o  the  

1 ex i s t ipg  mass t r a n s i t .  Most o& these  assume the re  w i l l  b e  a family of various s i z e s  
and types of t r a n s i t  vehic les  with an extensive nktwork of feeder o r  c i r c u l a t i n g  
vehidles ty ing i n t o  t runkl ine  ( fas t - l ink)  rapid t r a n s i t ,  The major n W  proposals i n  
these  p lans  l a rge ly  f o c u s  on the  trunkl'ine-express movement. Others have suggested 

, development of a completely new areawide network using personaliged small  vehic les .  
The a o r  proposals developed t o  da te  include: 

' I 

I 1. Rapid r a i l  f o r  t runkl ine  movement on exclusive right-of-WZY. 
h 

/ 

Development of a s e r i e s  of high-speed rapid  r a i l  t r u W i n e s  ~ r i e n t e d  t o  che 
downtowns of Minneapolts ana t sa in t  Paul were recommen ed i n  t h e  Voorhees study d;;; f o r  t h e  MTC, This proposal contemplates const ruct ion of 71 m i l e s  of f ixed rafP 
l'ine on exclus ive  right-of-way t o  permit high-speed movements on major t runk l ines -  
It a l s o  includes a network of  fkeder bus l i n e s  and separa te  express bus l i n e s  on 
freeways) t o  c o l l e c t  passengers and t o  se rv ice  areas not cloge t o  the  r a i l  lihes. z 

The proposed rail lines--as an addi t ion  t o  the  t r a n s i t  service--would l a rge ly  
probide high-speed t runkline movement f o r  p,ers ons who l i v e  c lose  t o  the  l ines and 

\ w h ~ s e  des t ipat ions  a r e  d i r e c t l y  served by t6em. They would a l s o  decrease the  -I- 

/ 
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, \ 

trip t i m e  fok many t r a n s i t  users whd otherwise would be on slow-movlfng buses. 
Another poss ib le  benef i t  would'be t h e  contr ibut ion t h i s  system couId make t o  
shaping development of t h e  metro p o l i t  an area--part icularly t h e  downtowns', which 
would be provided with a s u b s t i t u t e  t r a n s i t  se rv ice  t h a t  coilld bypass the con- / 

gested inner  r i n g  road network. Final ly ,  i t  was suggested t h a t  these l i n e s  would 
encourage high-density cor r idor  development and, t o  the  ex ten t  that people l i v i n g  
a h n g  these  l i n e s  woulabe  encouraged ta take  t r a n s i t ,  the  system would reduce , 
congestion on the  highway ndtwork. It was noted, howeverb t h a t  t h e  l i n e s  by 
themselves would n o t  make t h i s  happen. Strong land-use controls  and poss ib le  
development powers would a l s o  be needed. - 

) 

The contr ibut ion which a network of t runk lhe- f ixed  r a i l  l i n e s  by i t s e l f  
wourd make t o  a l l e v i a t i n g  tra'nsportqtion problems is questionable. These l a rge ly  
adtomated l i n e s  r~ould  marginally con t r ibu te  to  a reduction i n  t h e  ' f u t u r e  operat- 
ing cos t s  of  t;ansit, by s u b s t i t u t i n g  some autcmated operat ion f o r  t h e  more ihfla- 
t ionary cos ts asdocia ted  vi th ,labor in tens  i v e  buses. However, these l i n e s  wouL2 
d i r e c t l y  serve only a l imi ted  number of people, l a rge ly  because of t h e  low deil- 
s i t y  and t h e  p a t t e r n  of r e s i d e n t i a l  development, Substpnt ia l  r ide r sh ip  w i l l  re- 
@ire an extensive network of t r a n s i t  vehic les  which can c o l l e c t  passengers and 
parking l o t s  f o r  a u t o s b r i n g i n g  people t o  s t a t i o n s .  I n  addi t ion ,  the  71-mile / 

network does not  se rve  the  present-or  l i k e l y  traTfel pa t t e rns  of the  area ,  which 
focuses on t h e  two downjxwns b a t  is ahso i n  a l l  directions--360 degreesd-around 
the' metropoli tan arga. 

/ 

2. Buses on exclusive right-of-way f o r  ra'pid t runkl ine  movement and on streets 
f o r  d i s  tr%bupio?. 

/ ,- 

This proposal,  i n  p a r t ,  resembles t h e  f ixed r a i l  concept kxcept t h a t  buses 
\ 

\ a r e  subs t i tu ted  f o r  r a i l  ca r s  and rubber tires on concrete f o r  steel rail . '  One 
t 

v a r i a t i o n  of the  proposal,  which is poss ib le  because of the  g rea te r  f l e x i b i l i t y ,  
of t h e  bus, would be  t o  use t h e  bus t o  c o l l e c t  passengers along ia designated 
rpute and then move onto t h e  separa te  t runkl ine  f o r  higher-speed movement t o  ' 

* major centers  of employment a t  the end of the exelusive right-of-way. This sys- 
t e m  a l s o  contemplates using buses .or smal ler  vehic les  t o  e i t h e r  c o l l e c t  psssen- 
gers  o r  provide express sery-lce on freeways i n  areas not served by exclusive bus 
s e r v i c e  . I 

' The fea tures  of the  ~ r o p o s e d  Voorhees 83-mile busway s y & t e m  a r e  comparable t o  ' 

, those  of rapid r a i l  and would s imi la r ly  requ i re  development of  a separa te  new 
aigh t-of -wa,y along designated routes t o  provide high-speed ~e~rvice. Che of the  

I 

fea tu res  of busways, however, i q  t h a t ,  i n  con t ras t  t o  f ixed rail, they can oper- 
a t e  successful ly  with any a m o a t  of exclusive r ightvf-way.  These,sepatate, ex- 
c lus ive  f a c i l i t i e s  could be b u i l t  e i t h e r  as an entPrely separa te  system o r  simply 
as  a r e l i e v e r  along port ions of t h e  fteaway network which are heavily congested. 
These exclustve lanes  f o r  b u s y  could be  more adaptable f o r  o t h e r  purposes than 
f ixed  rail ,  s i n c e  t h e i r  pavement is i d e n t i c a l  t o  t h a t  of roads, thereby enabling - 
k o s s i b l e  use by car-pool d r i v e r s ,  emergency vehic.Qs, o r  p e n  o t h e r  automobiles , 

-, 
whenever t r a n s i t  t r a f f i c  does not make-heavy use of the f a c i l i t y .  It is a l s o  
poss ib le  t h a t  i n  qhe event some type of new-technology system is developed which 
would make these  exclusive lanes  obsole te ,  they could be modified and coptinue 
t o  be used by automo5iles. 1 I 

3. Buses on m'etered freeways, a r t e r i a l  and su r face  s t r d e t a .  
I 

This proposal l a rge ly  bpi lds  upon the  e x i s t i n g  t r a n s i t  system wtl-th t h e  addi- 
\ 

t i o n  6f contr63s over use of freeways by c a r s  and with1 pnreferent+al accass to  



them by buses, thereby permitt ing higher-speed bus express moVemenr. The fie- 

quency of s e r v i c e  would be improved by increas ing the  number of buses, while neK 
areas would be served by add i t iona l  routes .  

A t e s t  demonstration of  the  metered freeway p r e f e r e n t i a l  bus concept is gre- 
s e n t l y  being planned f o r  I-35W from dow6town Minneapolis t o  t h e  Minnewta R % v ~ P  
i n  Bloomington by the  MTC and the  Minnesota Highway Departmaat. S tudies  are 

I 

under way t o  determine what monitoring, con t ro l  systems and changes t o  bus  routes 
would be needed. It is estimated a test demonstration of t h i s  concept w i l l  begin * 
i n  1973. 

I 

4. New-t,echnoloav svs  terns. 

Development of new technology--personalized public t r a n s i t  systems--has beern 
suggested as one of t h e  most d e s i r a b l e  ways t o  handle peak-hour movement plus ' 

1 

many o the rs  during off-peak hours. Such systems fea tu re  e i t h e f a n  areawide o r  
trlmnkline network of l i n e s  carrying small vehic les  responding on demand t o  pas- 
sengers,  carrying them non-stop o r  with only a s i n g l e  t r a h s f e r  from close  t o  
t h e i r  o r i g i n  t o  near t h e i r  des t ina t ion  i n  a s  shor t  a time a? t h e  non-congested 
automobile mode. ,' 

\ 

The fea tu res  m a k i ~ g  these proposed s y s t e m  most a t t r a c t i v e  l a rge ly  r e s u l t  
from t h e i r  small cross sec t ions  by cbmparison with f ixed r a i l  o r  buses, plus 
t h e i r  personalized automated on-demand se rv ice .  The small c ross  sec t ions  reduce . 
right-of-way requirements thereby possibly permitting use of e x i s t i n g  street o r  

. a l l e y  right-of-way. This feature--if i t  can be done--would mean t h a t  these  new 
systems would cos t  l e s s  than fixed rail per mile t o  const ruct ,  thereby permitt ing 
development of an areawide network i n  c o n a a s t  t o  a few t runkl ines .  Xf the  net-  
work is t o  provkde d i r e c t  non-stop se rv ice ,  however, the interchanges of l i n e s  * 
a r e  l i k e l y  t o  require  considerable space. Areawide coverage, hqv-ever, even f f  if 
require9 one-stop t r a n s f e r ,  would p lace$erv ice  c lose r  t o  patrons and their num- 
erous des t ina t ions ,  thereby minimizing the  t r a n s f e r  problems and providing a fast,  
convenient, comfortable se rv ice  which might well compete with t h e  automobile. 

The comparatively lower c a p i t a l  cos t  per mile of new-technology systems is 
l a rge ly  achieved because of the  reductions o r  poss ib le  el imination of right-Bf- ' 

way requirements plus lower mate r l a l  and construction cos t s  than w ~ u l d  b e  re- 
quired f o r  £$.xed r a i l  o r  busway networks. P.utomation would reduce labor  c ~ s t s  
t o  a minimum. 

The new-technology systems appear to have fewer environmental e f f e c t s  than , 
new Zreeways, f ixed r a i l  o r  busway a l t e r n a t i v e s ,  as fewer people would have t o  

s \ 
be displaced and t h e r e  would be l e s s  d i s rup t ion  t o  e x i s t i n g  communities. These 
systems appqar t o  have reduced land-use requirements (unless they provide non- 
Stop service)  and, i f  they are competitive with t h e  automobile, could reduce the 
land dedicated f o r  parking. A i r  and noise  po l lu t ion  wovJ-d a l s o  be minimized 6~ 
comparison with o t h e r  a l t e r n a t i v e s .  - 

< 

I - 3. The proposed maior t r a n s i t  swstems o r  addit ions w i l l  be Costly. / 

/ ' Each of the  proposed new rapid t r a n s i t  systems or those which a r e  b a s i c a l l y  
braprovemezlts on t h e  ex i s t ing  system w i l l  require  a s u b s t a n t i a l  number of d o l l a r s .  
these w i l l  he i n  addi t ion  t o  whatever funds a r e  necessary t o  improve and operate the  
'x is t ing system. The present  bus t r a n s i t  must be continued and improved i f  t h e  fu- 
2ure rapid  transit system,is t o  have any s u b s t a n t i a l  base of r idership .  A l l  propos4d - , 

/&ys~ems,  with t h e  poss ib le  exception of 4 complete new-technology sys t e m ,  a n t i c i p a t e  
\ 



t h e  'use of buses o r  s i m i l a r  vehic les  t o  toll-ect and d i s t r i b u t e  people from the  trunk- 
l i n e  systems and t o  provide s e r v i c e  i n  areas  where t runk l ine  s e r v i c e  is mot f e a s i b l e .  

The t o t a l  c a p i t a l  and opera t ing  c o s t s  of the  var ious  proposed rapid  t r a n s i t  SYS- 

t ew  a r e  as follows: 

1. Fixed Rai l .  The c a p i t a l  cos t  of the  71-mile f ixed r a i l  system proposed by 
Voorhees, together  with t h e  feeder  and express bus system, is estimated t o  t o t a l  $923 
mi l l ion .  In  addi t ion ,  an a d d i t i o n a l  $3,290,000 per  year  w i l l  be needed t o  nee: t h e  
an t i c ipa ted  opera t ing  d e f i c i t s .  (The 1985 estimated patronage of 96.2 mi l l ion  Per- 
sons a t  26 t o  34 cents  pe r  t r i p  would generate $31,360,000 per  year.) Even assuming 
two-thirds f e d e r a l  reimbursement f o r  c a p i t a l  cos t ,  t h e  l o c a l  a r e a  would still  have t o  
f ind  revenue s u f f i c i e n t  t o  r e t i r e  a t o t a l  debt  of $850,000,000 ($308,000,000 f o r  prin- 
c i p a l  and $542,800,000 i n  i n t e r e s t  over 40  ears) plus  a minimum of  $3,290,000 per 
year  t o  m e e t  t h e  opera t ing  d e f i c i t .  The t o t a l  annual cos t  as the re fo re  estimated t o  
be $24,570,000 based on 1968 mater ia l  and const ruct ion  cos t s .  The Voorhees r epor t  
i n d i c a t e s  t h i s  year ly  c o s t  might be  reduced by s t ag ing  t h e  development b u t  would still 
t o t a l  approximately $10-$15 mi l l ion  pe r  year .  

2. Busways. The proposal developed by Voorhees f o r  a system of exclus ive  r igh t -  
of-way busways is almost as expensive a s  t h e  f ixed  r a i l  system. The c a p i t a l  c o s t  of 
t h i s  83-mile system with o the r  feeder and express buses t o t a l s  $888,000,000 i f  sub- 
ways a r e  b u i l t  i n  t h e  downtowns, and $549,000,000 without them. Such a system is  
expected t o  s u s t a i n  a year ly  opera t ing  d e f i c i t  of $510,000 with subways (96.2 u d l l i ~ n  
~ a t r o n s )  and $3,260,000 without subways (78 mi l l ion  pat rons) .  

Assuming two-thirds f e d e r a l  reimbursement f o r  t h e  c a p i t a l  cos t  of t h e  busways 
with subways, t h e  l o c a l  area--based on 1968 prices--would s t i l l  have t o  f i n d  revenue 
s u f f i c i e n t  t o  retire a t o t a l  debt  of $821,333,000 ($296,000,000 i n  p r inc ipa l  and 
$525,300,000 i n  i n t e r e s t  over 40 years)  p lus  a minimum of $510,000 per  year  t o  meet 
t h e  opera t ing  d e f i c i t s ,  f o r  a t o t a l  of $21,035,600 per  year .  This t o t a l  could a l s o  
be  reduced t o  approximately $10-$15 mi l l ion  annually by s t a g i n g  c a p i t a l  development. 

The l o c a l  one-third c o s t  of the  c a p i t a l  cos t  of a busway without subway would 
t o t a l  $516,000,000 ($182,000,000 i n  p r inc ipa l  and $334,000 ,GO0 i n  i n t e r e s t )  plus a 
minimum of $3,260,000 i n  year ly  opera t ing  d e f i c i t s  (because of the reduced p a t m w P )  
f o r  a t o t a l  of $16,613,000 per  year .  

3. Buses on freeways, streets and metered free=. The continued use of t h e  
e x i s t i n g  street and highway network, p lus  whatever addi t ions  a r e  made'to t h i s ,  g r e a t l y  
reduces t h e  c a p i t a l  cos t  requirements f o r  t h i s  approach by comparison with f ixed rai l  
o r  busways 9 which eequire  acqu i s i t ion  of land f o r  exclus ive  rights-of -way plus  con- 
s t r u c t i o n  of sepa ra te  new f a c i l i t i e s .  $he c a p i t a l  c o s t  l a rge ly  cons i s t s  of t h e  Pur- 
chases of neJJ buses plus park-and-ride f a c i l i t i e s  , and some a l t e r a t i o n s  t o  a r t e r i a l  
s t r e e t s  t o  improve t h e  opera t ing  speed of t h e  buses. The estimated t o t a l  c a p i t a l  
cos t  of an improved bus system with metered freeways t o t a l s  $105,000,000. whi le  
system without t h e  metered freeways would c o s t  a t o t a l  of $44,000,000. Assuming two- 
t h i r d s  f e d e r a l  support  f o r  these c a p i t a l  cos t s  , t e e  r e s u l t i n g  l o c a l  c a p i t a l  c o s t  f o r  
12 Years on the  non-metered freeway program t o t a l s  $19,160,000 {$14,666,000 i n  prin- 
c i p a l  and $4,494,000 i n  i n t e r e s t ) ,  f o r  an annual t o t a l  c a p i t a l  c o s t  of $1,596,000- 
In c o n t r a s t ,  t h e  improved bus system with metered freeways would inc rease  t h e  c a p i t a l  
Cost t o  a t o t a l  of $105,000,000 (due t o  a l t q r a t i o n s  t h a t  would be  needed t o  the  free- 
ways i n  addi t ion  t 9  t h e  purchases of buses and o t h e r  a l t e r a t i o n s  t o  t h e  a r t e r i a l  net- 
work). The l o c a l  one-third c a p i t a l  cos t  f o r  t h i s  program would t o t a l  $36,720,000 
($35,000,000 i n  princi 'pal and $1,720,000 i n  i n t e r e s t ) ,  f o r  a t o t a l  annual c a p i t a l  
cos t  of $3,060,000. \ 



The operating d e f i c i t s  of an improved bus system without metered freeways 
a r e  expected t o  t o t a l  $4,888,000 i n  1985, i n  contras t  t o  $2,360,000 on a system with 
metered freeways. The d i f fe rence  between these two f igures  r e s u l t s  because of the  
gncrease i n  patronage from 54 mill ion per year f o r  an improved bus system t o  61.2 
mi l l ion  per year under t h e  metered freeway approach. Combining the  annual c h p i t a l  
cos t s  with the  ant ic ipated annual operatjng d e f i c i t s  r e s u l t s  i n  a t o t a l  of $6,480,000 
per  year f o r  the  improved bus system and $5,420,000 per year f o r  the  improved bus I, 

system with metered freeways. 

4.  '-New Technology. Presently,  workable est imates of the  probable c a p i t a l  and 
* 

operating cos t s  of new-technology systems have not been developed s i nce  these  syst- - are not y e t  avai lable  f o r  demonstration. Some prototype systems such as Hov-Air, 
Uniflo, Alden-Starcar, and Monocab a r e  now ava i lab le  f o r  demonstration, but  many prob- 
lems remain t o  be  answered about t h e i r  f e a s i b i l i t y ,  possible appl ica t ion i n  t h i s  area, 
and t h e i r  usefulness.  14uch work remains t o  be done on the  hardware, s imulations of 
t he  system, 'p lus  i n  the  determination of t h e i r  accep tab i l i ty  and t he  demonstration of 
t h e i r  operation.  J t  is  l i ke ly  t h a t ,  given t he  remaining necessary ehglneering and 
t e s t i ng ,  i t  w i l l  be  severa l  years before usable cost  est imates and a knowledge of 
t h e i r  appl ica t ion i n  t h i s  area  w i l l  be  avai lable .  d 

1985 Cost Comparisons f o r  Al ternat ive  Transi t  Systems 
( $ thous and) 

\ 

h 

Total  Annual Annud, -_ 
Total  1 / 3  Local Annual Tota l  ' 
Capital  Capi ta l  Capital  Operating Local 
Co.. t: --.-- Cos t Cost - Def ic i t  Cost 

( i n c l  . 
pr inc .  & 
i n t .  on 
bonds) 

New technology No est imates avai lable .  

Fixed r a i l -  71mi l e s  323,000 350,890 24,570 3,290 
Busways - 83 m i l e s  

with subways 888,000 821,333 20,533 510 
without subways 546,080 516,000 12,903 3,260 

Buses - improved with 
metered freeways 105,000 36,720 3,060 2,360 

Buses - improved 44,000 19,160 1,596 4,880 

fie subs tant id  cost of various alternative t m s i t  system8 which must be f d e d  
from existing or possibly net, tax sources has raised serious d o d t  about the feasi- 
b i l i t y  o f  accompZishiil.lg the proposed progranrs--pa~ticularly the more costly exczusiue 1 

right-of-way systems. I t  i s  noted, for e-le, that the estimated generul putzlonQp 
o f  the papid mil and busway systems with subways to ta ls  56.2 m i l l i ~ n  persons--appro$- d 

imateZy 36% more than the lowest-cost metelied freeway systsm u i t h  61.2 milZion peP8om 
Hmever, the annual average cost of the fized ra i l  and b swq system t o t a b  $24,570,0m ' 

Cmit~izat to $5,420,000 for the metered freeway s y s t d  !?he actual cost af sub st^- 
(t.iaz impmements i n  t ~ a n s i t  by 'whichever atternatiioes, M e v e r ,  might be vCewed as 
reyonab ze i f  t h i s  investment would substantially contribute t o  uZZeviating or S O ~ V ~ W  

mador trcasportdion problem and avoid the costly duplication of freeway faciZ*as- 



E. Proposed major add_itions and imprpvements q f t r a n ~ i t  w i l l  have  difficult^ 
a t t r a c t i n g  a s u b s t a n t i a . u m b e r  of auto users. 

The e f f e c t i v e  cont r ibut ion  t h a t  t r a n s i t  can make toward resolv ing t r anspor ta t ion  
problems suggests  t h a t  proposals b e  measured i n  terms of t h e  use which w i l l  be made 
of t r a n s i t ,  t h e  impact of  t h e i r  development on highway requirements, and t h e  s e n i c e  

r provided t o  non-drivers. 

1. Trans i t  patronage i s  an t i c ipa ted  t o  inc rease  by from 44% t o  78% above an 
* improved bus systein if major proposed f ixed  guideway const ruct ion  and 

improvement is  made t o  t r a n s i t .  However, t h i s  increase ,  because of t h e  
o v e r a l l  ~ r o w t h  i n  t r i p $ ,  w i l l  i nc rease  t h e  t o t a l  percentaae of t r i p s  
handled by t r a n s i t  by only 1.1%--from 3.9% i n  1968 t o  5% I n  1985. 

The number of people using t r a n s i t  has decl ined s u b s t a n t i a l l y  over t h e  pas t  
two decades, both a s  a proport ion of a l l  t r a v e l  and i n  absolute  nutubers While 
over 9% of a l l  t r i p s  were made by t r a n s i t  i n  1958, t h i s  percentage dropped t o  
l e s s  than 4% i n  1968. Studies i n d i c a t e  t h a t  simple improvement of t r a n s i t  by 
add i t ion  of buses and changes i n  routes w i l l  r e s u l t  i n  t o t a l  patronage of 54 
mi l l ion  i n  1985 i n  con t ras t  t o  71 mi l l ion  i n  1958, 56 mi l l ion  i n  1968 and 50 I 

m i l l ion  i n  1970. This can b e  increased t o  61.2 mi l l ion  on a metered freeway bus 
system. The major add i t ion  of excl.usive right-of-way t runkl ine  t r a n s i t  is a n t i -  
c ipa ted  t o  inc rease  t h e  patronage up t o  78 o r  96 million--only 7 t o  25 mi l l ion  
more than what ex i s t ed  i n  1958, 

I n  1985, i t  is e s t i ~ a t e d  t h a t  t ransi t-- including exclusive rights-of-way 
t runk l ine  f a c i l i t i e s  and buses--will handle 320,QOO person t r i p s  per  average 
weekday, o r  5.1% of t h e  6,337,000 t o t a l .  This represents  an inc rease  of 173,100 
person t r i p s  over 1968 but  an inc rease  of only 1.2% more of the  t o t a l  even a s  . , t h e r e  is s u b s t a n t i a l  excess capaci ty  i n  t h e  f ixed guideway t r a n s i t  system i n  
1985. The lower t r a n s i t  usage r e l a t i v e  t o  the  t o t a l  of person t r i p  m0~ementS 
suggests  t h a t  the  bu i ld ing  of t r a n s i t  by i t s e l f  w i l l  no t  a t t r a c t  t r i p s  from autos. 
Rather, these  s t u d i e s  would suggest t h a t  auto ownership Q v e l s  w i l l  increase ,  
lower-density developmentwi l l  continue, t h e r e  w i l l  be propor t ional ly  fewer work 
t r i p s ,  and a continuation of t h e  ru les  pe r t a in ing  t o  automobile usage and opera- 
t ion .  

2 .  Develowent of most p r p t  

on\~eak-hour c o n ~ e s t i o n  o r  reduce t h e  demand f o r  a d d i t i o n a l  h i~hwavs .  

Development of express t r a n s i t  i s  expected t o  only s l i g h t l y  reduce t h e  Pres- 
su res  on major freedays and a r t e r i a l  roads i n  two o r  th ree  corr idors  near  down- 
town Minneapolis by 1985. The Voorhees study i n d i c a t e s  t h a t  t h e  bui ld ing of 
t r a n s i t  w i l l  no t  e l iminate  road congestion on theae cor r idors  l a rge ly  because of 
t h e  s u b s t a n t i a l  increases  i n  through downtown t r a f f i c ,  which i n  t h e  years  1985 
t o  2 0  w i l l  l i k e l y  congest a l l  co r r idors  even i f  a l l  present ly  contemplated 
roads a r e  b u i l t  and express t r a n s i t  is constructed.  

V The g r e a t e s t  cont r ibut ion  which express t r a n s i t  makes i s  i n  providing more, 
immediate access t o  the  two d~wntowns, as these  cen te r s  w i l l  be  b e t t e r  served 
by t r a n s i t  than any o the r s ,  and because t h e  routes  i n t o  and around them w i l l  be 
most heavi ly  congested from increases  i n  through movements. I n  t h e  case of t h e  
two downtowns, t r a n s i t  w i l l  continue t o  se rve  approximately 35% t o  40% of t h e  
t o t a l  Person t r i p s  whose des t ina t ions  a r e  i n  these  centers .  However, i t  poorly 
serves  t h e  through downtown t r i p s  which have d ive r se  o r i g i n s  and des t ina t ions  
t h a t  cannot b e  d i r e c t l y  served by exclusive right-of -way rapid  t r a n s i t  but  only 



by use of a secondary t r a f i s i t  vehic le  a t  both ends of the  t r i p .  This s i t u a t i o n  

reduces the  a t t r ac t iveness  afforded by express t r a n s i t  t o  persons makin@ tbroegh 
t r i p s .  As a r e s u l t ,  although conventional express t r a n s i t  systems can be ex- 
pected t o  a t tTac t  about orre t h i r d  of the  downtown t r a v e l  by 1985, only 2% of 
non-downtown t r a v e l  would, use t h e  t r a n s i t  system. 

The ne t  e f f e c t  from simply the  bui ld ing of proposed convenfional rapid  tran- 
s i t  systems on the  f u t u r e  road reqbirements is minimal. P t  is an t i c ipa ted  t h a t  
most freeways and major a r t e r i a l s  w i l l  increas ingly  experience congestion with 
accompanying demands f o r  new road f a c i l i t i e s  i n  s p i t e  of the addi t ion  of exgress 
t r a n s i t .  

3. Service f o r  non-drivers w i l l  be only s l i g h t l y  ~ m p r o v e d ~ w i t h  the devel.opment 
of proposed rapid t r a n s i t  svstems. - 
Major addi t ions  t o  t r a n s i t  which upgrade t h e  l e v e l  of s e r v i c e  by extending 

e x i s t i n g  routes,  c rea t ion  of new routes i n  areas  not  present ly  served, and the  
c lose r  spacing of l i n e s  i n  t h e  se rv ice  network should contr ibute  t o  improvfng 
the  t r anspor ta t ion  opper tuni t ies  f o r  many non-drivers. S imi lar ly ,  increasing 
t h e  frequency aqd r e l i a b i l i t y  of se rv ice ,  improvement i n  vehic les ,  s ignf ng and 
no t i ce  t o  users ,  and improvements which would increase  t h e  personal s e c u r i  ty and 
comfort of users ,  can a l l  be  expected t o  r e s u l t  i n  improved ,senrfce f o r  t h i s  
group. / 

Major c a p i t a l  addit ions t o  the  t o t a l  t r a n s i t  system i n  t h e  form of exclusfve 
right-of -way f a c i l i t i e s ,  with s t a t i o n s  placed a t  various points  t o  provide high- 
speed rapid  movement i n t o  t h e  downtowns, can be expected t o  make only a minimal 
contr ibut ion t o  t ranspor ta t ion  oppor tuni t ies  of non-drivers. These high- 

I speed l i n e s  w i l l  imari ly benef i t  commuters during t h e  peak hours arid Only %n- 
c iden ta l ly  be of g rea t  value t o  t h e  non-driving population. This condit ion ex- 
ists la rge ly  because t h e  won-driving population is not concentrated i n  any one 
area  but  is widely dispersed throughout the  metropolitan areao-even wf t h i n  t h e  
two c e n t r a l  cities. Low-income and e lde r ly  ?eopte within the  inner c i t y  Couimu- 
n i t i e s  of Minneapolis and Saint  Paul adjoining t h e i r  downtowns w i l l  discover 
t h a t  i f  t h e i r  dest inat iol ls  a r e  i n  t h e  downtowns, regular  buses w i l l  be more con-- 
venient  and w i l l  make t h e  t r i p  a s  f a s t  a s  rapid  t r a n s i t  vehic les ,  which dl1 
l i k e l y  s top  a t  only one o r  two s t a t i o n s  wi th in  t h e i r  communities. 

The constmetion o f  new t m n s i t  systems w i l l  not by i t s e l f  attract riders. 
high cost i s  not matched by W L ~  assurance-bunder e&sting public policies--that they 
w i l l  a t t ~ a c t  enough riders t o  substuntiutly reduce reliance on the crutomobiZe during 
peak hours, thereby avoiding the duplioate, cost l y  investment i n  additional m m W s *  
~ h e s e  systems w i l l  primarilg benefit c o m t e r s  d-ng the peak horn  and onl; second-. 
arily increase service to  the non-driviw popuhtion. 

Longqr-tem additions or improvements i n  the transportation system which p m ~ d e  
for ~ O O ~ - ~ ~ - ~ O O F  pickup and delivery semice from )heir homes t o  a large nwnber o f  
shopping= enpzoymont, medical and cuZtupaZ \centers w i l t  make the greatest contfibu- 
t ion to  the mobility of mony mn-drive*. This i s  particularly the ease for the 
QZderZY and h d c c a p p e d ,  who experience di f f icul ty  i n  getting t o  and using rggulap 
public transit  service. 

/ 



Increasing the proportion of total. t A p s  curr%ed by t rans i t  
requires a s h i f t  m q  f m m  public policies which presently 
influence indiwiduals t o  use au6os rather than t rans i t  for 
peak-hour t r ips .  Public p~Z.l:cies that  work trith the rela- 
t i v e  attractiveness of service and price of Both highways 

< 

and transi t  are essentsal i f  the area i s  t o  f u l f i l l  the 
commitment t o  a "Ealanced transportation syste?n ". 

A, Publicl  pol ic ieg  need t o  b e  developed which look toward t h e  u t i l i z a t i o n  of publ ic  
f ac i l i t i e s - - inc lud in r  both highways and t r a n s i t ,  

I 

The b a s i c  quest ion which needs t o  be resolved i n  t h i s  metropolitan a rea  r e l a t i v e  
t o  how peak-hour movement w i l l  be accomodated is not what f a c i l i t i e s  t o  bu i ld  -- 
highways o r  t r a n s i t  -- o r  more s p e c i f i c a l l y  whether o r  where a s e r i k s  of rapid tran- 
s i t  t runkl ines  should be b u i l t  on exclusive right-of-way -- o r  what p a r t i c u l a r  hard- 
ware t o  employ. The b a s i c  quest ion,  ins tead ,  is what public p o l i c i e s  need t o  be 
developed t h a t  w i l l  encourage u t i l i z a t i o n  of public f a c i l i t i e s  a t  a mhch higher 
l e v e l  than has been experienced i n  the metropoii tan area i n  the  pas t .  I f  \ t rans i t  is T 

t o  have a l a r g e  r o l e  i n  handling peak-hour Qovements and is t o  contribute ~ i g n i f i -  
cant ly  to  solving some of t h e  t r anspor ta t ion  and development problems, what public 
p o l i c i e s  need t o  be developed t h a t  w i l l  assure  t h a t  t r a n s i t  w i l l  be  used? 

/' 

Present pubZic policies which relate  t o  the peak hour Zurgely permit congestion 
to  develop and then onZy respond t o  it by incremental attempts t o  impmrve signaling, 
widen s t ree ts ,  or even build n m  lanes. What is needed i s  a plan and policies which 
uitZ anticipate the grmth i n  peak-how movements and provide for more f lexible  uays 
i n  which t h i s  movement can be reasonably handled. 

B .  Public p o l i c i e s  must r ecomfze  the p o s s i b i l i t i e s  t h a t  t r a n s i t  can do much t o  
handle peak-hour movements and provide t ranspor ta t ion  t o  non-drivers. 

Opportunities '  f o r  t r a n s i t  e x i s t  i n  its a b i l i t y  t o  handle peak-hour work t r i p s  
and t o  provide t r anspor ta t ion  t o  non-drivers. The use of  public t r a n s i t  vellicles 
f o r  pea*hour movements is no t  l i k e l y  to  inc rease  s u b s t a n t i a l l y  simply i n  the  pro- 
cess  of providing them and upgrading t h e  s e r v i c e  o r  equipment, Usage appears t o  
increase  only when congestion on t h e  highway network becomes s o  severe  t h a t  some 
dr ive r s  seek o'ut an a l t e r n a t i v e .  Experience elsewhere, however, where t h e  l e v e l s  of 
~ o n g e s t i o n  a r e  seyere  would ind ica te  t h a t  t h i s  condition alone is not  s u f f i c i e h t  t o  
encourage a l a r g e  number of d r ive r s  t o  t r a n s f e r  t o  t r a n s i t  service--part ly because 
t r a n s i t  service is not adequate and because the  a t t r a c t i v e  fea tu res  0% the  automo- \ 

b i l e  continue t o  outweikh what appears t o  b e  t h e  i n f e r i o r  servqce provided by t rans i t .  

The usage o f  t rans i t  can be achieved only i f  changes i n  public policies gmnt ' 

pubzic t rans i t  preferred movement and begin t o  work with both the service and price 
o f  both highwa3s and t r a m i t .  This would appear t o  require policies that will per- 
m i t  an increase i n  the speed of transit and policies that will a f f e c t  +he price o f  
both auto and t rans i t  service during the peak hours. 

C. Development of publ ic  p o l i c i e s  which make poss ib le  t h e  achievement of the  
"balanced t ranspor ta t ion  sys tem'' a r e  needed. 

A "balanced t ranspor ta t ion  system" f o r  many years  has been one of the  general  
p o l i c i e s  i n  the  metropolitan area.  The f i r s t  policy of the  Metropolitan Planning 

\ 



Cammission i n  i ts  J o i n t  Program-Metropolitan Development Guide s t a r e d  tha t :  

I I s t r e e t s ,  highways, mass t r a n s i t ,  terminals ,  and parking f a c i l i t i e s  should 
be combined i n t o  an o v e r a l l  metropolitan t r anspor ta t ion  system t o  improve 
land use,  t r anspor ta t ion  re la t ionsh ips ,  and t o  properly balance a l l  ele-  
ments of the  t r anspor ta t ion  system." 

/ 

Similar ly ,  one of the  p o l i c i e s  of t h e  proposed Transportat ion Section of t h e  Metro- 
' 

p o l i t  an Development Guide present ly  being considered by t h e  Metropolitan Cduncil 
c a l l s  f o r :  

\ 

11 meeting t h e  t r anspor ta t ion  needs i n  corr idors  through 3 balanced system, 
u t i l i z i n g  a l l  modes 9f t r a v e l  appropriate t o  a t t a i n  metropoli tan goals. 11 

r l  

The t r a n s l a t i o n  of these  general  p o l i c i e s  i n t o  programs w i l l  require  more than j u s t  
I t h e  bui ld ing of f a c i l i t i e s .  The "balancing" of the  modes f u r t h e r  requires  t h a t  a 

determination be made about what s p e c i f i c  s t eps  need t o  be taken t o  assure t h a t  fa-  
c i l i t i e s  which a r e  developed t o  handle movement--particblqrly t h e  peak-hour--are 
used i n  t h e  agreed-upon plan.  This w i l l  r equ i re  a series of p o l i c i e s  which w i l l  
inf luence  individuals  t o  use t r a n s i t  r a t h e r  than autos i n  many of ' the most heavLly\ 
t raveled  corr idors .  

D. The f i r s t  s t e p s  toward developnent of p o l i c i e s  which would make t r a n s i t  a 
p re fe r red  means of t r a v e l  i n  some areas a r e  now be in^ taken. 

The I-35W p r e f e r c n t l a l  bus access demonstration i s  t h e  f i r s t  major,program i n  
t h i s  area  which w i l l  e s s e n t i a l l y  grant  t r a n s i t  preference over the  autamobile i n  
peak-hour t r f p s .  This demonstration contemplates t h a t  movement on t h e  freeway w i l l  
be  monitored and automobiles w i l l  be r e s t r i c t e d  i n  t h e i r  access when t h e  number of ( 

vehic les  reaches t h e  capaeity of t h e  freeway. Buses, however, w i l l  continue t o  h~ 
access t o  the  freeway on separa te  ramps and w i l l  thereby be assured of high-speed 
movement on the  freeway. Auto users  w i l l  be encouraged t o  t r a n s f e r  frdm t h e i r  ca r s  

, 

t o  t r a n s i t  a t  desfgnamd park-and-ride l o t s .  This approach e s s e n t i a l l y  moves t h e  - 
poin t  of dongestion off  of t h e  freeway and onto the  a r t e r i a l  routes and is intended 

I 
t o  encourage people t o  use t r a n s i t  o r  t o  t r a v e l  on the  slower,more congested a r t e r -  
i a l  s t r e e t s .  , 

A second i l l u s t r a t i o n  of p r e f e r e n t i a l  movement f o r  t r a n s i t  already e x i s t s  i n  
downtown Minneapolis and is proposed f o r  downtown S t .  Paul. I n  these  s i t u a t i o n s ,  , 
e n t i r e  streets (Nicollet  Mall and West Seventh) a r e  s e t  a s ide  f o r  exclusive use by 
t r a n s i t  veh ic les ,  thereby speeding t h e i r  movement. Additional exclus ive  lanes f o r  
t r a n s i t  a r e  a l so  under study f o r  a number of o the r  routes  wi th in  these  h igh-act iv i ty  
areas.  S imi lar ly ,  some s t r e e t s  wi th in  t h e  University a r e  a l s o  reserved l a rge ly  f o r  
t r a n s i t  vehic les .  The University increasingly has used access t o  parking l o t s  and 
t h e  p r i c ing  s f  parking as  ways of encouraging e i t h e r  car-pooling o r  the  use of t ran- 
s%t  f o r  t r i p s  t o  t h i s  major center .  It has develop&&with t h e  MTC, seven s p e c i a l  c 

express bus routes,  i n ~ r e a s e d  parking r a t e s  and reserved close-in l o t s  t o  ca r s  with 
th ree  o r  more persons simply t o  r e l i e v e  present  congestion and t h e  shortage of park- 
tng spaces. 

Pub l ic  p o l i c i e s  which w i l l  inf luence  individuals  t o  use  t r a n s i t  r a t h e r  than 
autos f o r  peak-hour t r i p s  w i l l  not l i m i t  t h e  movement of people any more than pre- 
sent  highway congestion. 

, 



-65- , 
? 

Congestion a s  w e  already h o w  it  on the  s t r e e t  and highway network'grdatly re- 
s t r i c t s  and l i m i t s  t h e  muve~ent of people during the  peak hours. Without any change 
i n  e x i s t i n g  pub l ic  p o l i c i e s ,  t h i s  i ? a ~ f o n  can be expected to  become much more 
severe i n  areas present ly  af fec ted  11 be experienced on an increasing number of 
m u t e s  which present ly  a re  no& se y congested, and w i l l  l i k e l y  extend f o r  longer 
periods of t h e  day. The deveko f publ ic  po l ig ies  which would move t o  i n f  lu- 
ence individuals  t o  use t r a n s i t  than t h e i r  ,autos f o r  peak-hour t r i p s  -- even 
i f  t h i s  might require  some s l i g  ease i n  the  amount of t i m e  f o r  many of these  
t r i p s  -- need not  be any more i v e  o r  l imi t ing  than condqtions already being 
experienced under p o l i c i e s  whf t i a l  l y  give the  \automobile p r e f e r e n t i a l  move- 
ment. 

I 

V I I I  

The deve&oprnent of po Zicies which can giveR the metropoZitan 
i 

area a %balanced transpontation systemff requires: (a)  An 
improved gove~unental organ%zqtion which can integrate the 
planning m d  potiq-mak2ng for both automobi Ees and t ~ ~ m s i t ,  
fb)  adequate a d  pr~perZy arranged financia2 resources t o  
develop the faciZities required m d  to opepate pubZic transit  
a t  a high Zevel of s ep i ce ,  (c) ma abil i ty  t o  influence in- 
dividual &cisions i n  the use of both higFiays m d  transit  i n  
a uay that reduces re Zimce m the automobile during peak hours. 

The development of an e f f e c t i v e  t r anspor ta t ion  system f o r  peak-hour travel and 
an adequate system of tyansportat ion f o r  non-drivers w i l l  require  pub l ic  p o l i c i e s  
which can e f f e c t i v e l y  manage both t r a n s i t  and automobiles. It w i l l  not  be poss ib le  
t o  obta in  maximum u t i l i z a t i o n  o r  t o  develop a "balanced t r anspor ta t ion  system" u n t i l  - w e  begin t o  think about and plan them together.  Given t h e  s u b s t a n t i a l  pub l i c  invest-  
ment needed t o  improve t ranspor ta t ion  i n  the  future--upwards of one b i l l i o n  dollars-  
we can no longer af ford  t o  ignore t r a n s i t  while planning highways, a o r  ignore high- 

* ways when planning t r a n s i t .  If w e  continue under pas t  arrangements w e  w i l l  lack t h e  
/ resources needeg t o  bui ld  both highways and t r a n s i t  and w i l l  have less of both than 

a r e  needed t o  handle t h e  peak-hour movements, This w i l l  qccur desp i t e  cos t ly ,  dup- 
l i c a t e  investment i n  t r a n s i t  and highways, both of whtch w i l l  be poorly u t i l i z e d  f o r  
148 out of the  168 hours of t h e  week. I n  order t o  avoid e i t h e r  of these  p o s s i b i l i -  
ties, c e r t a i n  requirements are necessary. 

A. The orrranization f o r  metropoli tan t r anspor ta t ion  planning neede t o  be improved 
by ai+nrr it t h e  t a p a b i l i t y  and respons ib i l i ty  t o  make decisions about the 
in tegra ted  planning and &evelooment of both highways and t r a n s i t .  

The increas ingly  metropolitan character  of the  t r anspor ta t ion  movements 's trongly 
suggests t h a t  planning f o r  the  system of major a r t e r i h s ,  both highways and t r a n s i t ,  
should be done a t  t h e  metropolitan l eve l .  Movement i n  the  metropoli tan area,  p a r t i -  
c u l a r l y  f o r  work t r i p s ,  is no longer l a rge ly  confined t o  municipal o r  county bounda- 
ries. Instead,  the  d is tance  between a person's home and job i s  increasing.  Deci- 
s ipns  about where people l i v e  and work a r e  of t en  made separately--the d is tanae  from 
home t o  work being only a secondary considerat ion.  InbLreasingly, t h e  major thorough- 

; f a r e s  which handle a large  por t ion  of these, work t r i p s  function a s  metropoli tan 
thoroughfares qather than as highways t o  connect munic ipal i t ies  wi th in  a county o r  
neighborhoods within a c i t y .  Decisions t o  upgrade e x i s t i n g  highways o r  t o  develop 
new ones, and decisions t o  provide express t r a n s i t  service t o  serve p a r t i c u l a r  areas ,  
a re  c lose ly  r e l a t e d  and s t roqgly  inf lueace  each other.  'These decisions a f f e c t  not  



only movement wi th in  a p a r t i c u l a r  municipal i ty o r  county bu t  a l s o  the  movement pat-  
t e r n s  and u l t ima te ly  t h e  development of the  metropoli tan area.  

No organiza t ion  cr.n e f f e c t i v e l y  plan and decide how t o  handle the  peak-hour 
movement of people and prov52e t r anspor ta t ion  f o r  non-drivers unless i t  i s  ab le  t o  
sys temat ica l ly  appraise t r a v e l  condit ions and de f i c i enc ies ,  i d e n t i f y  s p e c i f i c  t rans-  
por t a t ion  problems, and develop a l t e r n a t i v e  ways of correc t ing  them. However, i t  i s  
not  s u f f i c i e n t  t h a t  only t h i s  planning a b i l i t y  be  b u i l t  i n t o  such an organizat ion.  

A metropoli tan t r anspor ta t ion  planning organiza t ion ,  i f  i t  i s  t o  succeed, must 
a l s o  have t h e  power t o  weigh, s e l e c t  and implement an optimal a l t e r n a t i v e  t o  handle 
i d e n t i f i e d  problems. It i s  not  necessary t h a t  t h i s  organiza t ion  opera te  t r a n s i t  o r  - 
bu i ld  and maintain highways. However, i t  m u s t  be a b l e  t o  provide d i r e c t i o n  t o  the  
bu i ld ing  and operat ing agencies about what should be done and the  t imetable wi th in  
which improvements should be  made. 

1. There has been considerable progress i n  the' evolut iod of a comprehensive 
transpor4ation plznning process i n  the  area.  This successful  work has 
cont r ibuted  much tc ;  ar, i d e n t i f i c a t i o n  and understanding of various p r ~ b -  
lems and can be b u i l t  upqrl. 

I 

a. Minnesota Highway Department -- Comprehensive regional  plhnning 
s t a r t e d  i n  1957 with the  c rea t ion  of t h e  Metropolitan Planning Commission 
(MPC) . Studies by t h e  Minnesota Highway Department i n  the  Twin Cities Area 
Transportat ion Study l a i d  t h e  fdundation f o r  t r anspor ta t ion  planning with 
b a s i c  d a t a  about t h e  t r anspor ta t ion  network i n  t h e  Twin C i t i e s  area.  

I 
b. Joint P r o n r q  -- I n  1962, an inter-agency t a sk  fo rce  was es t ab l i shed  

including the  Metropolitan Plannirig Commission, $he Minnesota Highway Depart- 
ment, county highway departments, and the  engineering and planning agencies 

. 
of Minneapolis and Sa in t  Paul. This " Jo in t  Progrmg'  was t h e  f i r s t  major 
attempt t o  i n t e g r a t e  t r anspor ta t ion  and land-use planning and was designated 

' 

t h e  areawide agency f o r  continuous, comprehensive and cooperative planning 
ca l l ed  f o r  i n  t h e  1962 Federal Aid Bighway A c t .  One of the  r e s u l t s  of th i s ,  
program was a repor t  e n t i t l e d ,  " ~ e t t o ~ o l i t a n  3evelopment ~ u i d e " ,  which out- 

\ 
l i n e d  long-range regional  goals  f o r  development and a s e r i e s  of highways 
i d e n t i f i e d  a s  the  "System 14" network. 

c. Metropolitan Trans i t  Commission -- The c rea t ion  of the  Metropolitan 
Trans i t  CommJssion i n  1967 had a s  one of i t s  primary purposes the  c rea t ion  
and implementatiork of a mass t r a n s i t  plan f o r  t h e  metropoli tan afea.  The 
MTC subsequently employed a number of consultants  t o  develop p lans  f o r  t ran-  
s i t  improvement and new rapid  t r a n s i t  development. These recent ly  concluded 
s t u d i e s  c a l l  f o r  s u b s t a n t i a l  improvement t o  bus mass t r a n s i t  plus develap- - 
ment of a network of separa te  high-speed t r a n s i t  l i n e s .  

d.- ? ranspor ta t ion  P l a n n i q ~  Program -- The cooperative planning e f f o r t  
of the  Jo in t  Program, which concluded i n  1967, lapsed u n t i l  1969 when an 
agreement was executed befween the  Metropolitan Council, t h e  Metropolitan 
Trans i t  Commission, the  Minnesota Highway Department, and t h e  seven-County 
area '  s couney and municipal government u n i t s .  This cooperative agreement r 

es tab l i shed  t h e  Transportat ion Planning Program (WP) and designated the  
Metropolitan Council as the  agency responsible f o r  coordinat ing the  continu- 
ing ,  comprehensive and cooperative t r anspor ta t ton  planning i n  the  metropoli- 
t an  area .  The Management ~ o m i k t e e  of the  TPP, made up of representa t ives  

I 
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contrac t ing groups, was designated t o  d i r e c t  t h e  planning 
"make decisions" about the  f u t u r e  t ranspor ta t ion  plans. I n  

addi t ion ,  advisory groups (one of e lec ted  off ic ia ls - - the  Pol icy  Advisory 
Committee; and another of engineers and planners from l o c a l  agencies--the 
Technical Advisory Committee) were es tabl ished t o  advise t h e  Management C0m- 
mit tee  i n  t h e  Transportat ion Planning Program. 

The major work of t h e  TPP t o  date  has been t o  update the  bas ic  da ta  on 
land development and movement pa t t e rns ,  t o  i d e n t i f y  corr idors  ,where major 
problems i n  providing f o r  f u t u r e  movement a re  foreseen,  and t o  develop a 
framework f o r  a long-range t ranspor ta t ion  plan. I n  addi t ion ,  the  organiza- 
t i o n  has been ac t ive  i n  developing the  Transportat ion Section of the  Metro- 
p o l i t a n  Development Guide. This document o u t l i n e s  some considerat ions and 
p o l i c i e s  f o r  t r a n s p o r t a t i ~ n  planning, s p e c i f i e s  a few guidel ines  f o r .  con- 
s t r u c t i o n  i n  areas  such as  interchange spacing on highways, and o u t l i n e s  
short-range t r anspor ta t ion  improvenents proposed by the  individual  operat ing 
agencies. 

The o v e r a l l  coordination of t r anspor ta t ion  planning wi th  general  development 
planning i n  t h e  a rea  occurs i n  t h e  work of t h e  Metropolitan Council and i t s  re- 
la t ionsh ip  t o  t r anspor ta t ion  agencies and t h e  TPP. 'The Council has the power t o  
adopt the  Development Guide including a sec t ion  on t ranspor ta t ion .  I n  addi t ion ,  
the  Council reviews the long-range plans of t h e  NTC and may suspend them i f  they 
a r e  i n  c o n f l i c t  with the  goals expressed i n  the  Development Guide. It does not  
have t h i s  power, however, with regard t o  plans of the  Minnesota Highway Depart- 
ment unless  they a r e  f eda3ally funded. The Council a l s o  reviews, comments and 
makes recommendations on t h e  p ro jec t  appl ica t ions  of t ranspor ta t ion  agencies f o r  
f e d e r a l  grants-in-aid. These p r o j e c t s ,  however, represent  the product of t rans-  
por ta t ion  plans and come very l a t e  i n  t h e  planning process. 

Overal l ,  the  most s u b s t a n t i a l  l i n k  i n  t h e  coordination of t r anspor ta t ion  
planning and i t s  re la t ionsh ip  t o  general development plans occurs a t  t h e  s t a f f  
l eve l .  The TPP s t a f f ,  w5ich Ys employed by the  Metropolitan Council and fuvded 
by the  contributions of the contract ing p a r t i e s ,  is located  i n  the  same building 
as t h e  Council and the  MTC, while the  Highway Department is  only a couple of 
blocks away. There appears t o  be a considerable interchange of information . 
among these  agencies a t  the  s t a f f  level .  

m e  oonsiderable e f for ts  whi h have gone i ~ t o  the attempts t o  develop a corn- 
prehensive transportation plan ! or the metropolitan area and the coordination o f  

agencies are substantial and provide the foundation for future pZanning i n  the 
area. 

2 -  Serious problems remain i n  the planning of t r anspor ta t ion  f a c i l i t i e s  and i n  
t h e  organizat ion designated,  t o  make decisions about them i n  t h e  metropoli tan 
area. - 
The respons ib i l i ty  and power t o  plan t h e  t r anspor ta t ion  system, t o  make de- 

c is ions  about the  improvement of highways and transit--when and where they a r e  
b u i l t ,  t h e i r  fundsng, and t h e i r  use--are fragmented i n  the  metropolitan area.  
N~merous organizat ions,  sources of funding, and r e s p o n s i b i l i t i e s  f o r  por t ions  of 
t h e  system have h i s t o r i c a l l y  evolved alongside the  cooperative planning e f f o r t s  

the TPP= Some elements of the planning pnnoesa are missing, and, most impor- 
tan&, basic decisions about the d<reekion for transi t  and/or higlerJay deve2op- 
ment have not Been d e .  



a. Transportat ion plnnninp r e s p c n s i b i l i t v  i s  divided. 

Present ly  the re  i s  no s i n g l e  agency i n  t h e  m e t ~ o p o l i t a n  a rea  which has 
an overa l l  view of t r anspor ta t ion  f a c i l i t i e s - - t h e i r  funct ions  and re la t ion-  
ships  t o  each other .  Although the  Pletropolitan Council is  designated t h e  
11 coordinating agency", t h e  ac tua l  work program and the  s p e c i f i c  items which 
must go i n t o  the  p lan  a r e  decided upon j o i n t l y  by a l l  ~f t h e  members of t h e  
Nanagement Committee of  t h s  Transportat ion Planning Program. 

I 

Transportat ion f a c i l i t i e s ,  even under the  cooperative agreement, are) 
l a rge ly  planned and developed not  by the  TPP but  by t h e  separa te  independee  \ 
agencies, such as  the  Minnesota Highway Department, t h e  ,seven counties,  and 
t h e  96 munic ipa l i t i e s ,  while t r a n s i t  i s  s o l e l y  t h e  respons ib i l i ty  of t h e  
Metropolitan Transi t  Commission. Each of these  organizat ibns employs Con- 
s u l t a n t ~  o r  has a number of employees developing i t s  long-range plans  and 
year ly  programs. The Minnesota Highway Department, f o r  example, i s  engaged 
in t h e  e a r l y  s tages  of a funct ional  c l a s s i f  icavrion study of the  road network 
i n  t h e  metropoli tan area. The Metropolitan Trans i t  Commission, on t h e  o the r  
hand, has employed a group of consultants  over the  p a s t  th ree  years  a t  a 
cost of $950,955 t o  come up with proposals f o r  a long-rapge t r a n s i t  
development program. These organizat ions w i l l  f requently conununicate the  
s t a t u s  of t h e i r  a c t i v i t i e s  t o  the  TPP t o  inform them about what i s  happening 
and about t h e i r  recent  f indings.  

L 

b 6 ,Some aspects  of t h e  t r anspor ta t ion  system a r e  not  viewed as .  t h e  
responsibi  l i t g  "of any aaency . I > 

Major gaps e x i s t  i n  t h e  present  planning process. Some important aspects 
i n  t h e  t r anspor ta t ion  system a r e  not  considered t h e  primary respons ib i l i ty  
of any sj.ngle agency, Parking, f o r  e x a p l e ,  i s  one l a rge  subject  which i s  
outs ide  t h e  purview of any s i n g l e  agency o r  even a l l  of them together. me 
m u n t  of parking, i t s  locat ion and i t s  development a re  l a rge ly  l e f t  t o  the 
individiial developers o r  may be control led  by t h e  l o c a l  munic ipal i t ies  
through t h e i r  zoning laws o r  street access regula t ions ,  

C =  There i s  no program f o r  c i t i z e n  involvement i d  development of t rans-  
p o r t a t i o n  plans.  

There P s  general  acceptance of t h e  idea  t h a t  c i t i z e n s  should be  involved 
e a r l y  i n  the  planning process. ?'hi-s concern has been evident  na t iona l ly  i n  

1 I t h e  A968 Highway A c t ,  which requires  two pub l ic  hearings - one o* t h e  car- 
r idor"  o r  general  locat ion and another on i t s  design and p r e c i s e  loca t ion*  
Tqe concept, however, i s  broader than s i m p l y  t h e  holding of pub l ic  hearings 
and i s  w e l l  s t a t e d  i n  a November, 1969, Pol icy  and Procedure Memorandum of 
t h e  Bureau of Publ ic  Roads: 

11 
Ci t izen p a r t i c i p a t i o n  i s  needed a t  a l l  s t ages  of t h e  planning / 

process beginning with the  s p e l l i n g  out  of goals and ob jec t ives  
and extending through the  choice between a l t e r n a t i v e s  f o r  both 
land use and t ranspor ta t ion .  Lines of communication should be 
es tabl ished and maintained which w i l l  not  only seek the  views 
of those af fec ted  by proposed programs but  dempnstrate t6 them 
i n  ways they understand t h a t  t h e i r  views receive f u l l  ind s in-  
cere consideration: This may w e l l  require  t h e  aggressive use 
of, newspapers, radio  and t e l e v i s i o n  i n  addi t ion  t o  pub l ic  
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meetings and orgenized ei t i zens  committe~es . The organiza t ton  

\ 
responsibld f o r  the  plannillg process s h a l l  make provisions t o  
inform the  pub l i c  completely, to obvain the  pub l i c  view$, and 
t o  use these  views i n  develbping t r anspor ta t ion  plans.  

I 1  

* 

- No program f o r  e a r l y  p a r t i c i p a t i o n  by, c i t i z e q s  has y e t  been developed by 
t h e  Transpor ta t ion  Planning Program. Involvement i n  the planning process i n  
the  metropoli tan a rea  has l a rge ly  been by the  o f f i c i a l  agencies involved i n  
planning o r  bui ld ing por t ions  of the  system and i n  the  holding of hearings 
f o r  route  locat ions .  I n  a few ins tances ,  hearings a r e  a l s o  held on more 
genera l  p lans  a f t e r  agreement i s  reached by t h e  agencies, such as on t h e  
Transportat ion Section of the  Me t r o p s l i  t a n  Development Guide, Others, Such 
as the  Metropol i tantTrans i t  C~mmission, have se lec ted  a number of people t o  
se rve  as  an advisory group. Howevar, there i s  no p ~ o g ~ m  t o  engage c i t ~ a e ~  
within ZocaZ conmmnities i n  the disetkssion abaci; aZ temt i ve  uays of ) . Z m h d l i ~  
various movem,onts or of a Z t e m t i v e  pZa~s for deveZopment of f a d t i t i e s  v % c ~ /  
w i  Z Z  direct Zg af fect  yeo~Ze Ziving within -thess communities. 

d.  There i s  .no s t a t e  ,d i rec t ion  about standayas of development f o r  transporta- 
a t i o n  f a c i l i t i e s  o r  the  p a r t i c u l a r  i n t e r e s t s  ~f the  s t a t e  i n  the  f ram- 
p o r t a t i o n  system of the meeropclitan area.  

At' t he  present  t i m e ,  there  i s  no t r anspor ta t ion  p lan  f o r  the  s t a t e  which 
s p e l l s  ou t  thg i n t e r e s t s ,  of the  s t a t e  i n  the  development (of various transpoft-1 

\ 

a t i o n  f a c i l i t i e s  o r  how these  a r e  rd la ted  t o  overa l l  objec t ives .  
,' I 

The Minnesota Highway Department, a s t a t e  agency, plans and bu i lds  some 
major highways i n  the a rea  and, wi th in  i t s  planning department, perf0I-m stu-  
d i e s  on what h'ighway f a c i l i t i e s  may be needed, t h e i r  locat ion ,  and timing of 
develspment- They a r e  a l s o  s i g n i f i c a n t  pa r tne r s  i n  t h e  TPP. This agenSY 
a l s o  has almost s o l e  responsibi lAty f o r  t h e  management of highway f a c i l i t i e s  
incluqing t h e  p o l i c l e s  and regula t ions  over t h e i r  use. \ 

The Legis la ture ,  i n  discussing t h e  need f o r  a department of transports- , 
Ti-on i n  t h e  1969 sess ion ,  authorized establishment of a S t a t e  Transportat ion 
Task Force. This organizat ion i s  made up of departmental r ep resen ta t ives  of 
S t a t e  t r a n S ~ o r t a t i o n  agencies, p l a s  representati,ves of munic ipa l i t i e s ,  coun- 
ties, the  Metropolitan Council, the  Metropolitan Tralqsit Comiss ion,  and the  
Metropolitan Airpor ts  Commission. The Task Force was crea ted  i n  March, 1970. 
I t s  purpose was t o  review various t r anspor ta t ion  ~prpblems: t o  determine haw 
the  s t a t e ' s  e f g o r t s  might b e s t  be coordinated i n  a na t iona l  t r anspor ta t ion  
planning, study: and t o  make recommendations concerning l o c a l  mass t r a n s i t  
development and the  ne.e,d f o r  s t a t e  f i n a n c i a l  ass is tance .  Most of i t s  work 
consisted of hearing from agencies and organiza t ions  about t ranspor td t fon 
planning e f f o r t s  and probleks,  p  US discu'ssion c l~ou t  a s tucly 02. state depart- 
ments of t r anspor ta t ion  prepared by - t he  Bigllway Department. I 

- 

In spite o f  We work rmd the interest  a t  the state level, thew is s t i l t  no gen- 
eral direction from the s-t-ate and i t s  numerous agencies wi%h respect $0 the Qtate's 
objeckives and their, expression i n  the  .transpopmion plans of tihe metrapoSitan area. , 

I 

\ - 
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e. There have been many s tudfes ,  hut  no diecisbns abokt the  b a s i c  d i r e c t i o n  

f o r  t r a n s i t  and/or h i a w a y s  urrd,cr fhe present  metropolitan t r anspor ta t i an  
/ 

planning organizat ion.  
/ 

Decisions about the bas ic  d i r e c ~ i o n  f o r  t r a n s i t  and/or highway development 
L 

have not  been made by the e x i s t i n g  organizat ion,  even though successive e f f o r t s  ' 
a r e  being made t o  coordinate some por t ions  of t h e  planning process.  lk i s  i m -  
portant t o  note that  presently t h e w  i s  no adopted Zong-range comprehensive 

* 

plan for the area which provides speoi f ic  guidel',ims or policies fop managernext \ 

and development of the vapiotss highway m d  transi t  f ac i l i t i e s ,  theip roles i n  
specific areasj the particular fac i l i t i e s  uhich a m  t o  be b u i t t ,  op the ir  loca- 
t i o n  and priomty.  I t  j s  questionable whether these important decisions and 
buch a t m s p ~ t a t i o h  plan can be developed under the pregent organiaatz'an. 
W+thout i t ,  t h e  metropoli tan Area is l e f t  without t h e  n e c e s s i e  guidelines with 
which t o  review the important bu3lding decisions being mad'e by t h e  *arious 
highway and t r a n s i t  agenctes . 

/ 
\ 

f .  Important t r anspor ta t ion  decisions which need t o  be made w i l l  be  d i f f i c u l t  
t o  make in the  present  ovo,anizatibn. 

The current organixatior, o f  ,the TPP with i t s  representatives from the vari- 
, ous building agencies, pius the  "division between the t rans i t  and h i g h m y  inter-  

es$s purticulariy i r ,  ;the ~4mgement Committee, makes it very d i f f i c u l t  t o  raise 
important issues which must be ~esq lved  i f  the urea i s  t o  have an i n * e p t e d  
transportation plan. Some of these  r e l a t e  t o  t h e  b w i c  r o l e s  a d  fpnctions of 
t r a n s i t  and highways, t h e i r  u t  i l i g a t i o n  and contr ibut ion t o  handling various 
types of movement, plue t h e  locqt ion and p r i o r i t y  of-development of var ious  

- 

\ ' f a c i l i t i e s .  , 
I \ , 

, Important decis5ons need t o  be made-in the  £011 wing areas :  7 I ' 
\ 

- 
/ 

1 )  ,The r o l e  of t r a n s i t  and highways i n  handling peak-hour movements in p a r t i -  
cu la r  corr idors  and i n  t r anspor ta t ion  of non-drivers. 

/' 

2) The l e v e l  of mass t r a n s i t  service--the areas  which w i l l  be  served by mass 

2 t r a n s i t  and t h e  frequenqy of service .  / t 
- L 

\ 
3) The d e s i q a t i o n  and reservat ion of rights-of--way t h a t  w i l l  be  needed o r  

w i l l  become available f o r  e i t h e r  t r a n s i t  o r  highways. , 
/ 

4 )  The assignment t o  various j u r i s d i c t i o n s ,  i.e., count ies ,  municipabities, 
and t h e  s t a t e ,  of t h e  appropriate l e v e l  and type of highway i n  accordance 

- 

- w i t h  the  functions performed by them. 

5 )  Standards on access and interchange spacing on new high-capacity f r e w a y s  
and a r t e r i a l  street& which w i l l  be  developed on t h e  f r inge  of the  urban 1 
area.  , 

6) A plan iden t i fy ing  what highway o r t r a n s i t  f a c i l i t i e s  should be b u i l t ,  ' 
I 

where they should be located,  and when they should be  construcfed. .i k 
I 

1 \ - 7) Consnructien standards r e l a t e d  t o  t h e  sa fe ty  and a e s t h e t i c  design of m\jor i 
f a c i l i t i e s  . 

J / '  
1 

1 
2 . 

\ 
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B. Adequate f i n a n c i a l  resources ake needed wi th in  the  metropbli tan area t o  d e v s l o ~  
required f a c i l i t i e s  and t~ opera te  publ ic  t r a w s  a t  a high level of service. 
Addit ional  funds qeed t o  be  made a-~ail&Le--par&a$arly f o r  t r a n s i t .  As a f i r s t  

s t e p ,  the  mixture of use+ charge6 and ~ e n e r a l  revcnue f o r  hiahways and t i a n s i t  
+ should be  rgarranged and reversed. 

Improvements i n  both highways and t r a n s i t  w i l l  req<ire s u b s t a n t i a l  pub l i c  funds 
i n  the  fu tu re .  It is e s s e n t i a l  t h a t  funds be  ava i l ab le  f o r  whatever types of improve-. 
ments a r e  judged necessary t o  achieve metropoli ian t r anspor ta t ion  objec!zives--includ- 
fng both t r a n s i t  and highhays. 

,- 

The Present  method of funding highways and t r a n s i t  g r e a t l y  inf lyences  what f a c i l -  
i t i e s  w i l l  be  developed. f ie auailabilitzj of  funds for construction or improvement 
o f  h i g h ~ s  and tmf'zsit is probably the single most important factor determinifag what -  
u ~ Z Z  be done. The decisions by the  Biphway Department, the  MTC, munic ipa l i t i e s  and 
counties r e l a t i v e  t o  t h e i r  c a p i t a l  improvement program4 are l imi ted  by t h e  ava i l ab le  
funds from designated sources.  

\ 

The way i n  which t r anspor ta t ion  f a c d l i t i e s  aie f unded--the Source of revenue and 
how they Are col lec ted--af fec ts  not  only t h e  bui ld ing agency bu t  a l s o  t h e  decis ions  
by persons making t r i p s .  P a r t  of t h e  t o t a l  c o s t  t o  t h e  ind iv idua l  cons i s t s  of the  
t ax ,  f ees ,  parking charges, and farebox charges wliich he pays. To t h e  ex ten t  t h a t  
these  are v i s i b l e ,  they can inf luence  h i s  decis ion  abou't whether he  d l  make k e r t a i n  
t r i p s  and whether they w i l l  b e  by ar o r  t r a n s i t .  Therefore, the way i n  which 
transporta.tim is f m d e d ,  the Zeve Z' - o f  chclrges m d  the ways i n  which t h e w  w e  h- 
posed can greatly infZuence ilzdiv'zdua~ t r i p  behavior. 

Highway and t r a n s i t  improvements mighq be  funded from a v a r i e t y  of sources,  in-  
oluding user  taxes ,  f arebox co l l ec t ions ,  and general  governmental r evenues f ram Var- 
ious sources.  It is important t h a t  these  sources not  b e  l imi ted  i n  flheir use t o  
e i t h e r  highways o r  t r a n s i t ,  hovever, o r  t o  p a r t i c u l a r  types of highways wi th in  juffs- 
d i c t i o n s ,  a s  t h i s  p a t t e r n  can only adversely inf luence  the  a b i l i t y  t o  make decisions 
about what t r anspor ta t ion  f a c i l i t i e s  t o  bu i ld .  

I d e a l l y ,  the  sys  t e m  of f inancing f o r  t r anspo t t a t ion  i n  the  metropoli tan a r e a  
should have t h e  fol lowing ch=acter is t ics  : 

1) ' The Punding f o r  transportation--both t r a n s i t  and highways--sdou$d prefer -  
ably come from a general  t r anspor ta t ion  fund i n t o  which revenues from v a f i o y  , \ 
sources are deposi ted.  Dis t r ibu t ion  and use of t h i s  funk should not b e  l imi ted  / 

i n  p r o p b t i o n  t o  the  source of the  revenues, b u t  ins t ead  should be  ava i l ab le  as 
requfred yo b e s t  provide f o r  t h e  t r anspor ta t ion  needs of the  area.  

1 

2) The major sources of revenue f o r  t h e  t r anspor ta t ion  fund should b e  p ~ i -  
mari ly user  charges--including gasoliLe\ taxes ,  l i c e n s e  f e e s ,  wheelage taxes ,  and 
f arebox charges--and o t h e r s  which might b e  developed, such- a s  charges on autom- - 
b i l e s  f d r  peak-hour t r i p s ,  o r  peak-Ilour parking charges which r e l a t e  t o  t h e  use 

\ 

of publ ic  vehic les  o r  f a c i l i t i e s  which a r e  p a r t  of the  t r anspor ta t ion  system* 
/ 

3) General t a x  'sources such a s  income, sales and exc i se  taxes should be ' viewed a s  poss ib le  sources only t o  a l imi ted  degree where t r a n s i t  demand and 
farebox revenues have not  y e t  b u i l t  up. Confiderable demands f o r  revenue t o  1 

fund o the r  general  governmental se rv ices  a r e  growing,/and t h e i r  dependence. on 
these  sources is l i k e l y  t o  reduce t h e  opportun4ty f o r  fundPng t r anspor ta t ion  by 
these means. 
\ 

, 



\ 

4) Poss ib le  revenue sources which should be  considered, par t iculaqly  in  
funding the  c a p i t a l  costs of t r a n s i t  and highway &mprovements, include: Assess- 

'men~s on benef i ted  property, assessments on comrnerciql and other  establishments 
which d i r e c t l y  b e n e f i t ,  and co l l ec t ion  of p a r t  of t h e  increase  i h  property values 1 

which r e s u l t  from the  development ,of t ranspor ta t ion  f a c i l i t i e s .  
I # > 

L 

' 5 )  The proport ion of t h e  cos t  of streets and highways paid from genera l  tax- 
a t i o n  should be ' substant ia l ly  reduced due t o  t h e i r  demonstrated a b i l i t y  t o  be  

- 
funded from u$er charges. A g r e a t e r  sha re  of these  dosts  shodld be borne by-the 
automobile k e r .  Non-use.i taxes now support a s u b s t a n t i a l  p a r t  of t h e c o s t  of 
automobile t r anspor ta t ion  through t h e  county, and municipal property taxes which 
fund the  l o c a l  road and br idge  de$elopmknt and maintenance, and o the r  l o c a l  ser- / 

vices  d i r e c t l y  provided t o  automobile users  such aif, t r a f f i c  regula t ibns ,  ?ergen- ,. 
CY se rv ices ,  dourt  services, and l i g h t i n g .  The s h i f t i n g  'of t h e  cos t  of these 
service? from general  taxes t o  the automobile 'useqs w i l l  reduce \the econoaric dis- 
p a r i t y  between automobile and t r ansd t  t r a v e l  and -reduce t h e  t r anspor ta t ton  ser- \ 

v i c e  burdens on l o c a I  municipal and county bvdgets. \ 

/ 

. 
6) An immediate source of revenue t o  permit t h e  development and maintenance 

of a high l e v e l  of publ ic  t r a n s i t  is  needed. A port ion of t h e  property tax1reve- 
m e s  presently used f o r  highway purposes could provide a n  add i t iona l  t r a n s i t -  
funding source t o  fund t h e  operat ing de f ic ienc ies  an t i c ipa ted  f n  t h e  e a r l y  years 
of the  t r a n s i t  i:~.proven~ent program when farebox revenues w i l l  not  be  s u f f i c i e n t  - t o  meet the  operat ing msts. i 

1. Substantial-cost ly programs can b e  ant ic ipated  t o  opera te  and develop an 
- adequate t r a n s i t  system, t o  adequately maintain and i m ~ r o v e , e x i s t i n ~  high- 

ways, and t o  make major a d d i t i o m  t o  t h e  hlghway network. 
r? 

, 
/ I 

/ * 
/ 

i, 
I Under present  ar rgngments ,  the  MTC estimates, i t  w i l l  r e q u i r e  funds, 

beyond an t i c ipa ted  revenues of $1,20OYQ00 from the  wheelage tax ,  04 
, approximately $2,b99,266 i n  FY 1972 and $3,008,696 i n  FY 1973 t o  fund ) 

, operat ing d e f i c i t s ,  a program of c a p i t a l  improvement9 t o  t h e  e x i s t i n g  
, sys  t&, and adminis t ra t ive  expenses. I / 

Operatinp d e f i c i t s  -- Transi t  r ide r sh ip  is an t i c ipa ted  t o  remain a t  
present  l e v e l s  o r  possibly t o  increase  s l i g h t l y  i n  the  nelot few years.  

- 
A t  t h e  same t i m e ,  t he  cos t  ~f operat ion is expected t o  increase  more 
rapidly  than patronage, s o  t h a t  revenues' from t h e  farebox w i l l  not be 
adequate t o  cover operat ing costs--Assuming t h e  f a r e  is not'changed. 
Fevenue fo recas t s  by t h e  NTC p r i o r  t o  its omersh ip  of Twin City Lines 

, f o recas t  an $800,000 surplus  i n  1971, b u t  then a movemeht t o  a $222,000 
d e f i c i t  i n  1973. Without these surpluses ,  t h e  MTC projected a $1.2 
mi l l ion ,de f lc i t  i n  bus operatione by 1973 agd appkoximately $4 mi l l ion  

_ by 1975. c 1 ) 

< 
- \ Recent f igures ,  which show a dec l ine  i n  r ide r sh ip  f o r  1970 and wage '\ se t t lements  above what was an t i c ipa ted ,  i y d i c a t e  e g r l i e r  projec t ions  of 

income were overly opt imis t ic .  Currently, t h e  MTC 'forecasts a def i c$ t  
of $1,260,400 i n  FY 1972 and $1,860,000 i n  FY 1973. Unless major s t e p s  

, a r e  taken t o  increase  r;Fdershkp, t i s  q u i t e  p o ~ s i b l e  de fdc i t s  i n  sub-) 
sequent year; w i l l  c o n t b u g  t o  ris a t o  even l a r g e r  amounrs. ~ l t h o u g h  

\ 
,' increas ing t h e  f a r e m i g k t  be one means of reducing the  d e f i c i t s ,  



experience has indLcated t h a t  f a re ' inc reases  w i l l  discourage we of t ran-  
sit, s o  t h a t ,  a l t h q h  revenue might be  s l i z h t l y  increased,  patronage 
would a c t u a l l y  declijle.  It has been estiinated, f o r  example, t h a t  a 5~ 
f a r e  inc rease  would r e s u l t  in an 8% decrease i n  passengers. 

* I 

Capi ta l  improvemFts -- A second major cos t  i t e m  f o r  t r a n s i t  is t h e  funds 
t h a t  w i l l  b e  needed f o r  c a ~ i t a l  improvement of t h e  t r a n s i t  systkm. These 
include the  improvement ofAequipmeht t o  the  e x i s t i n g  t r a n s i t -  system PIUS 
whatever major p a p i t a l  f a c i l i t i e s  a r e  needed t o  increase  the  l e v e l  of ser- 

' ,' v i c e  above current  l e v e l s  and the  ad,ditional cos t  of developing any d e m e n t  
I of t r a n s i t  on exclus ive  right-of-way. 

/ 

The 13-point improvedent program of the  WC, alone,  w a s  estimated i n  1969 
, t o  r equ i re  approximately $30 mi l l ion .  Even assuming f e d e r a l  support f o r  ' 

two t h i r d s  of the  cos t  of t h i s  program, a t o t a l  of $10-$18 mi l l ion  i n  l o c a l  
funds w i l l  be needed., I f  tiie l o c a l  por t ion  of t h i s  program were funded by 
10-year bonds, a t o t a l  of $18 mi l l ion ,  o r  $1,800,000 per  year ,  would have 
t o  be funded l o c a l l y .  

Addit ional  improvements t o  inc rease  the  l e v e l  of se rv ice ,  the  route  cover- 
age and t o  \develop more express movement with the  buses were r ecen t ly  esti- 
mated by MTC consultantg t o  c o s t  $26 mi l l ion  a t  t h e  1970 p r i c e  l e v e l ,  o r  
$37 - 8  mi l l ion  i f  t h e  program were phased f o r  completion by 1985. 

I 

Signif i e a n t  add i t  ions of f iped guideway systems on exclusive r ights-of  -way, 
together  with impr~vements t o  bus se rv ice ,  would r e s u l t  i n  t o t a l  c a p i t a l  
requirements of from $608 mi l l ion  t o  $1.431 b i l l i o n  by 1985. 

Highway Needs 

Subs tan t i a l  increases  i n  the  t o t a l  highway needs are fo recas t  f o r  t h e  
maintenance of t h e  e x i s t i n g  network, f o r  new const ruct ion  r e l a t e d  t o  in- 
proverhent of e x i s t i n g  highways and a r t e r i a l  s t r e e t s ,  and f o r  new major 
addi t ions .  These apply t o  s t a t e  trunk highways p lus  county and municipal 
a r t e r i a l s  and s t r ee t$ .  , 

\ 

Maintenance -- Maintenance of t h e  highway network alone is estimated t o  
double I n  less than t en  years ,  with an increase  of 195% by 1986. The , 
Highway Department has s t a t e d  t h a t  increases  i n  maintenance c o s t s  w i l l  
exceed revenues generated through increased highway t r a v e l  and t h a t  these  
cos t s  w i l l  increasingly cu t  i h t o  the  funds a v a i l a b l e  f o r  c o n s t r u ~ t i ~ p .  

Rebuilding -- I n  addi t ion  t o  regular  main~tenance , ma3 o r  expenditures w i l l  
a l s o  be required t o  simply rebu i ld  worn-out port ions of t h e  e x i s t i n g  net- 
work including bridges and heavi ly  used pavement. One l a r g e  element f o r  
which c o s t s  a r e  unknown is t h e  work necessary t o  r e su r face  o r  r ebu i ld  
Large sec t ions  of t h e  r ecen t ly  c ~ m t r u c t e &  n t e r s t a t e  highway system t h a t  
have been heavi ly  damaged during t h e  pas t  k ew years.  

b l o r  new Ladditlons o r  upgrading of pres/ent a r t e r i a l s  -- The t o t a l  Cost of 
highway and a r t e r i a l  development must include major new add i t ions  t o  the  
e x i s t i n g  network. The S t a t e  Highway Department has  esttxqated i ts  needs 
f o r  t h e s e  addi t ions  o r  upgraded highways wi th in  t h e  metropoli tan a r e a  w i l l  
cos t  $560 mi l l ion  from 1968 t o  1986 based/op 1968 c o s t  f igures .  qven i f  
t r a n s i t  development ean pr6vide f o r  much of the  peak-hour movement i n  the  - 



heavily t raveled  cor r idors  i n  t h e  center  of t h e  metropoli tan area,  major 
addi t ions  w i l l  s t i l l  be tl'i=~gd on t h e  ~ e r i p h e r y \ s n d  t o  major trunk high- 
ways leading out  of the  metropolitan area .  The 1968 c o s t  e s t i w t q s  of a l l  
major t runk highway improvenle~ts/additions wi th in  t h e  metropolitan area,  
not  includfng those wi th in  t h e  c e n t r a l  c i t i e s  beyond the  completion df t h e  
i n t e r s t a t e  network, t o t a l  $411.178 mil l ion .  These esgimates a r e  conserva- ' 
t i v e  and a c t u a l  cos t s  w i l l  be wel l  above t h i g  due t o  i n f l a t i o n  and fu r the r  
plan developmeat which may r e s u l t  i n  almost  doubling t h e i r  cos t  i n  t h e  
next 15 y eags . 

i 

Although d e t a i l e d  co;t est imates f o r  fu tu re  street /highway needs have not 
been prepared by a l l r o u n t i e s  o r  munic ipal i t ies ,  based on the  Hennepin 
Coupty f igures  of $222 mi l l ion  f o r  1969-1985 w e  could say-'the t o t d l  cos t  
f o r  these  a r t e q i a l s  w i l l  exceed $500 mil l ion .  L 

Exis t ing revenue sources f o r  t r anspor ta t ion  d e v e l o p ~ e n t  a r e  preaently l i d t e d .  
p a r t i c u l a r l v  f o r  t r a n s i t ,  and may not  be adequate t o  furtd required programs. - 
The rqajor sources of fu3ds f o r  t ranspor ta t ion  development include highway user .  

funds and l o c a l l y  ra ised  revenues f o r  counties and munic ipal i t ies  f o r  highways and 
farebox col lec t ions-plus  a nominal wheelage tqx for transit. 

Highway funds -- S t a t e  and f e d e r a l  highway useF funds provided upwards of 
$128 mil l ion  i n  1969 f o r  construction and maintenance of t runk highways and 

, municipal and county s t a t e  a i d  roads jin the seven-coun~y /area. I n  ahd+tion, 
counties and municipal i t ies  spent  i n  excess of $44,1?6,808 i n  1968 frdin 
loca l ly  ra i sed  revenues including property taxes,  asskssments, f i n e s  and park- 
ing  fees .  

/ 
i 

The ~ e d e r a i  Higway A e t  has sub s t a n t i a l l l y  contributed- funds t o  the  cons truc- 
t i o n  o l  major highway f a c i l i t i e s  i n  the. metropoli tan area. The i n t e r s t a t e  
highway sys tern, f o r  example, was ' largely constructed from f e d e r a l  highway user  
funds,which provided 90% o f , t h e  cos t .  PY t o t a l  of $327,675,497 i n  f e d e r a l  
funds w a s  spent  on the  i n t e t s t a t e  system from 1964 t o  1970, while t h e  estimated 
cos t  f o r  completion of t h i s  network i n  the  a rea  is $303,440,000. Federal funds 
contributed an add i t iona l  $71,564,707 during the  same period f o r  s t a t e  trunk 
highway consbruction i n  the  area.  The recen t ly  enacted 1970 Federal  Highway 
Act w i l l  continue t o  provide funds f o r  highway construction at  approximately 
the  l e v e l s  of recent  %ears. \ i , > 

I 

Trans i t  funds -- T r a n d t  i s ' a lmos t  e n t i r e l y  funded by faregox co l l ec t ions  from 
t h e  3 0 ~  passenger fa re .  A wheelage t a x  of $1.00 per motor vehic le  i n  t h e  
seven-county a rea  is also ava i l ab le  t o  the  WC f o r  i t 9  operat ing expenses. 
inis t a x  produced $1,100,281 i n  income f o r  t h e  MTC i n  FY 1970. J 

FederdL a i d  f o r  t r a n s i t  development is  gradually becoming ava i l ab le  w i t h  The 
passage i n  1970 of the  Urban Mass Trahs i t  Act. These funds are a v a i l a b l e  
only f o r  c a p i t a l  purchases and may not  be  used ko meet operatang expenses. 
They w i l l  l i k e l y  be used t o  fund experiments, p a r t i a l l y  fund the  purchase of 
p r i v a t e  bus companies, gnd provide a por t ion  of t h e  c$pital q n d s  f o r  t r a n s i t  
f a c i l i t y  development. Recent c ~ n ~ u l t a n t s  t o  the  MTC have suggested t h a t  due 
t o  the  s u b s t a n t i a l  demands f o r  f edera l  funds--althou& t h e  recent  l a w  permits 
the  federa l  government t o  fund,up t o  hjo t h i r d s  of tiha c a p i t a l  cos t  of t d a n s i t  
development--only $200 mil l ion  w i l l  l i k e l y  be a v a i l a b l e  t o  the  metrppoli tan 
a rea  dur ing the  next t e b  1 years unless t h e  t o t a l  amount of f e d e r a l  ffunds is  
increased. , 1 - , @ 



I 
/I 

3.  The sources of fqnds f o r  t r a n s i t  and h i ~ h t ~ a y s  a r e  badly arranaed* The 

mixture of user  c\arges and general  revr.nue9 needs t o  b e  reversed* 

Trans i t  relies l a rge ly  on user  charges--primarily farebox reveeues--as i t 8  

source of funds, However,\ t hese  user  charges w i l l  no t  generate revenues t o  meet 
even the  opera t ing  c o s t s  of t r a n s i t ,  le t  alone any maja c a p i t a l  expenditures. 
The automobile, on the  o the r  hand, has had considerable success i n  generat ing 
s u b s t a n t i a l  revenues from i ts  user  taxes and y e t  is S t i l l  s u b s t a n t i a l l y  supported 
by genera l  property' taxes,  which w e r e  l ev ied  o r i g i n a l l y  t o  assist i n  t h e  e a r l y  
development of the  s t ree t / road,  network. There is  every ind ica t ion  t h a t  the  auto- r 

mobile w i l l  continue t o  have considerable success i n  generat ing revenue from user 
charges even as these  a r e  imcreased, whereas t r a n s i t  w i l l  need a s s i s t a n c e  from 
some general  revenue source a p a r t  from i ts user  charges i f  i t  is  t o  continue and 
t o  be impxou/ed . , 

C. The a b i U t y  t o  inf luence  ihd iv idua l  decisions i n  the  use of both highwavs and 
t r a n s i t  i n  a way that reduces r e l i a n c e  on the automobile d u r i n ~ p e a k  hours w i l l  
be needed. Factors  t h a t  do--or could--influence t h e  t r a v e l e r ' s  decis ions  about 
the  use  of %ig;hwavs o r  t r a n s i t  are no t  present ly  operated as p a r t  of pub l i c  ~01i- 

\ 

ties t o  balance use of t h e  system. These need to be explored and included i n  
metropoli tan t r anspor ta t ion  p o l i c i e s  which relate t o  t h e  use of f a c i l i t i e s  and 
se rv ice .  
_I 4 \ 

The improvement o f  taansit, alone, w i l l  not ivrczwase i t s  ptMnugel.or usage to  
anywhere near i t s  potential. Deve'Lopmevrt of n m  freeways m d  arteriaz s t ree ts  i n  
the urbanized portiors of the metropolitan area w i l l  be limited because o f  the.ir, 
high cost both i n  money and i n  t h e i . ~  envi~onmental e f f ec t s .  IJithout a&itional 
fremays and arterials ,  tlze nobi l i ty  of peopk during the peak horns w i l l  decline as 
the presen* network o f  interstate  ,highways and major artepiuls becomes increasingty 
congested. I t  i s  possible, however, that  by employing eithel.'a series o f  incentives 
or regulations which w i l l  influevtce individual d e c i s i a ~  over the  use o f  the automo- 
b i le ,  congestion can be great23 -reduced a d  the usage o f  t rans i t  substantiulZy in-  
creased, s~ that the public investment i n  both highways cind t r a i t  i s  be t ter  u t i -  
Zized. , 

I \ 1 The use  of incent ives  and/or cont ro ls  a s  p a r t  of t h e  management of t r a n s i t  and 
highways is present ly  l imi ted  and only s l i g h t l y  considered by the  present  t ransporta-  
Cfnn organizat ion i n  t r anspor ta t ion  planning f o r  the  metropali tan area.  

I 

I I 

I \ 1. Parers  af  f e c t i n g  t h e  use  of v a r i o u s  t r anspor ta t ion  f a c i l i t i e s  a r e  h i ~ h l y  

! fragmented-. They l a rge ly  r e s i d e  with the l o c a l  u n i t s  of government, the. 
Bi~hwav,r)epartment. the- Trans i t  Commission, o r  with p r i v a t e  developers. 

H i ~ h w a ~ / s t r e e t  access,  use and opera t ion  -- The regu la t ion  of access t o  
highways and the  movement of vehic les  on them, which i s  a f a c t o r  t h a t  
inf luences  use  of c e r t a i n  highways, is l a rge ly  vested i n  t h e  Highway 
DeparQment, with important subs id iary  decis ions  made by Jocal  u n i t s  of 
gbwXnment such as munic ipa l i t i e s  and counties.  Genera l ly ,  d e c i s b n s  
ace made f o r  t h e  s p e c i f i c  routes  on where access w i l l  b e  provided, where 
curb c u t s  a r e  parmftted, and where s i g n a l s  w i l l  b e  i n s t a l l e d .  These 
numerous incremental decis ions ,  which a r e  o f t e n  made f o r  the  purpose of 
sa fe ty ,  a l s o  havN an e f f e c t  upon the  capaci ty  of the  s p e c i f i c  s t r e e t  and 
on t h e  operat ion of t h e  street and highway network. S imi lar ly ,  decisions 
about which s t r e e t s  buses w i l l  opera te  on a d  where s t o p s  w i l l  b e  made 
a r e , l a r g e l y  made by the  MTC and munic ipa l i t i e s .  

\ 

\ 

- / 



\ \ \ 

Reasonab Ze deeiaions cb m r ;  : g A q t  trans5t fac i l i t i e s  t o  develop 
can fo lta! onZy Z L p h q  ~ I L E  mgtpopo Zqtan area has the ab i l i t y  t o  
organize, f2.rzczrzce and rnuhge i t s  t rar~por tu t ion  as an in te-  
p t s d  system. b l y  then ccm :@ an6wer the qwcestion ' o f  what 
kind of t r ~ n d i t  sistern and what kirid of vq;hiclas t o  select  for 
any new mwlor trtnzsi* devetopqent. In thzs  v~hic le-se lec t ion  
decision, it i s  important that  the area choose a system and 
vehicle which w i l l  be consistent with a rider o )  criteria.. 

, 

A. The ~metr,opoliran a rea  mwt, f i r s d  have t h e  abf l i  r-y t o  organi%e, f inance and 
manBe its t rapsgor ta t i zo~  system before  &t can determine what t ransportat ton,  
f a c i l i t i e s ,  t o  develop. I 

, 
\ / 

The metropolitan area, as it prepares t o  develop policies md determine whey  , 
m d  how it  w i l l  accomodate pdther f1 .6  miZlion people bstr,>een 1970 ahd 2000, mu@-- 
bgfore Ci begins t o  build--determine ahat the trcmsportati):on needs of  the urea ~ $ 2 2  
be, hbw the movements i n  tiz-<s aPea will best  bs a c c ~ i ~ m o d a t e d - - p a r t i ~ ~ ~ f ~ ~ ~ ~  during 
the peak hours--and havc rescqm@es rsvailable t o  deveZop the needed f ac i l i t i e s  plus 
fie abiZi@ t o  assure tbmt these fuc+Zii?fss m e  well ut-ilised. Unless t h i s  capa- 
b i l i t y  is developed beJfore t h e  area  'begins t o  con'strucf major highway o r  t r a n s i t  
f a c i l i t i e s ,  i t  i g  very poss ib le  t h a t  e i t h e r  funds w i l l  not be s u f f i c i e n t  t o  develop 
what is  necessary, i .e . ,  e i t h e r  an adequate t r a n s i t  and/or: highway network w i l l  b'e 
constructed,  o r  e f f o r t s  w i l l  be made t o  e s s e n t i a l l y  dupl ica te  f a c i l i t i e s  dhich w i l l  
ba poorly u t i l i z e d ,  i n e f f i c i e n t  and wastehl. . Only a f t e r  the  a rea  has t h i s  \capa- 
b i l i t y  can i r  then determine what thk r o l e  of t r a n s i t  should be,  and-move on t p  a 
d e t e q i n a t i o n  o i  the  kind of t r a n s i t  system and the  kind of vehic le  which should be' 
se lec ted  f o r  any new major t r a n s i t  dex.crel~prnent, 

- 

BS ,In s e l e c t i n g  a ve5ic le  f ~ r d n y  new 'rpajor t r a n s i t  network, i t  is important t h a t  
/ 

t h e  a r e a  choose one which maximf~ nm5er  of c r i t e r i a  t h a t  w i l l  permit i t  tq 
I 

m s i e a = t  'function and oecrate success fu l ly .  
7 

i\ 
\ 

I The sysdem and vehic le  chosen f o r  a new ma&r ~ a p i d  t r a n s i t  system should max5- 
1 . 

mize- t h e  following: I L 
I 

I , , 
I 

1) bse of ex+ t i n g  investment i n  rights-bf - w ~ y  and equipment 'to maximize t h e  
r e t u r n  from t h e  p a s t  lnvkstment. 

/' 
/ 

! \ . 
2) Provide a high l e v e l  of s e r v i c e  f o r  non-drivers. 

> 
/ 

3) Provide t r a n s i t  se rv ice  fo r  h ighwa~fauto  users  during t h e  peak hour6 
which w i l l  a i d  i n  a t t r a c t i n g  them t o  t r a n s i t ,  

I 

I \ 

The se lec ted  vehikle  should be  one which can: \ 

I 
/ 

1 \ , \ 

Move a t  hTgh speeds. i 

Provide aulrect, non-stop, origin-to-dest inat ion movements f o r  most t r i p s .  
Require, no t r a n s f e r s  between vehic les  f o r  aios t t r i p s .  -,' 

Provide personal secur i ty  and corpfort t o  the  user .  7 
Offer all-weather f a c i l i t i e s  . , 
B e  a t t r a c t i v e l y  designed i n t o  t h e  communities i n  which development o c ~ u r s .  
Contribube t o  a reduction +n a i r  and noise  pol lu t ion.  

\i 



The use  of two vehicles--one on exclus ive  t runk l ine  rightskof-way and another 
used t o  c o l l e c t  o r  d i s t r i b u t e  people a t  e i t h e r  end--does not  appear t o  o f f e r  t h e  
a t t r a c t i v e  service ,  which a s ingle-vehicte,  no+transfer  system would provide. A sys- i 
t e m  b u i l t  around f ixed r a i l  l i n e s ,  f o r  example, w i l l  Impose Qne o r  more hddi t ional  
t r a n s f e r s  on passengers simply because of t h e  change i n  t h e  cha rac te r iS t fcs  of bus 
and r a i l  veh ic les .  An extens ive  network of buses t o  c o l l e d t  passengers nhar t h e i r  
h ~ m e s  and t o  d i s t r i b u t e  a l a r g e  por t ion  of them t o  t h e i r  jobs w i l l  b e  requi red  I n  a 

A f ixed  r a i l  system, This r e s u l t s  a s  a few miles of f ixed r a i l  would d i r e c t l y  serve 
and be  highly a t t r a c t i v e  t o  only a l imi ted  number of people? given t h e  low dB&tjr 
of r e s i d e n t i a l  development and employment I n  t h i s  a rea .  The u n a t t r a c t i v e  add i t iona l  
t r a n s f e r s  required of most r i d e r s  plus t h e  d i r e c t  service provided by r a i l  l i n e s  t o  
a small  proport ion of patrons makes i t  very doubtful  whether a c o s t l y  f ixed r a i l  sys- 
tem would make any s i g n i f i c a n t  cont r ibut ion  t o  a l l e v i a t i n g  t r anspor ta t ion  problems 
i n  the  metropoli tan area .  \ 

' -  

I t  i s  possible that  4 vastJy impmved, properly operated bus system might be- 
adequate for t h i s  area i f  the bus can be separated from automobiZe congestion, or 
it i s  possible that  qx n m  %ype of t rans i t  system nright be developed with mmry o f  the 
desirable chamcterts t ics  of a 3 t ~ s  s y s t a  but which i s  mope competitive with the 

\ automobile. This so-called m-technology system is not prcosntly avcritable. How- 
ever, denonstrations o f  mu technoiogtj are n m  ready to be made d i c h  o f f e r  possi- 
b i l i t i e s  for the area. ,' \ 

, 

Since these hew-+ech7zoZopy systems appear to of fdr  bomiderable opportunities-as 

L 

a breakthrough for public t rans i t  systems, a substantial mtim/l coM.tment and 
considepation of a Local d~mmstrat ion  project are called for i n  the i r  further s u e -  
Zopment . 

\ 

!The tinring of decisioas for de?veloping a b a h c s d  tr,anspo$ta- 
t ion  system i n  the rnetropoZ<tcm area 7;s c r i t i c a t ,  Decisions 
about financing t rans i t ,  a d  about an adequate organization 
for pZmznir,g a d  policy-ma?ing, arc urgently needed f i r s t .  
Although the area must also bo$n n m  t o  expZore the speci- 
f i c  questions of %hat facil5ties t o  build" and "hm t o  
manage t rans i t  and highzzllay userr, these decisions cannot pro- 
qer ly  be made unt i l  the area has agreed upon the basic poZi- 
&es and ~ Z ~ M S .  

The f inancing of t r a n s i t  anddevelopment of an adequate organiza t ion  f o r  
planning and policy-making are urgently needed before  any o the r s .  A 

,' / 

The present t rans i t  system--the base upon ~ h i c h  any other might be devetqed--is 
without any source o f  revenue adequate t o  maintain it or t o  inprove it. I f  trans- . portation i s  t o  be pmvided t o  non-drivers, a d  i f  trans i t  i s  t o  play a significant 
role  i n  handti&g the movements of people--particularly a t  peak horns--in the future, 

\ funds must be provided now. . 
Similar ly ,  an adequate organiza t ion  f o r  planning and policy-making needs ta b e  

developed t o  e s s e n t i a l l y  determine what f a c i l i t i e s  may be needed, haw various move- 
ments w i l l  b e  handled, and t o  provide,direct ion t o  bu i ld ing  agencies about when and t 

I where f a c i l i t i e s  w i l l  be needed t o  accommodate t h e  growing volume of t r i p s .  Basic 

I. 
I 

f- 
\ 



I 
) 

decis ions  must be  made about Flow t r ips - -pa r t i cu la r ly  t h e  geak-hour ones--can most ' e f f i c i e n t l y  be  handled and wb3t s t e p s  need t o  b e  taken t o  a s su re  t h a t  these  p o l i c i e s  - 
can be c a r r i e d  out-. Un t i l  the a rea  has t h i s  glannling and decision-making a b i l i t y , ,  
i t  cannot be assured t h a t  eS?quate, we l l -u t i l i zed  f a c i l i t i e s  bi l l  be  b u i l t  o r  t h ~ t  
a v a i l a b l e  funds , w i l l  be speqr for f a c i l i t i e s  Mhich w i l l  make t h e  g r e a t e s t  contr ibu- J 

t i o n  toward a l l e v i a t i n g  t r anspor ta t ion  problems. 

B. ~ \ e c i s i o n s  about what ,Eac$ l i t i e s  t o  Wui l d  ,and how to inf luence  t h e  c h o i c e  between " I 

trami,t and h i ~ h w a y s  should now be explored, b u t  they cannot be  properly b d e  i. 

u n t i l  t h e  a rea  has apread upon t h e  b a s i c  p o l i c r e s  and plans. 
\ \ 

The physica l  planning decis ions  by Pui ld ing agencies about where t o  b u i l d  e i t h e r  
rapid  t r a n s i t  o r  highway f a c i l i t i e s  a r e  not  prepently being made i n  conjunction wi th  
any b a s i c  p o l i c i e s  and plans , fo r  <he metropoli tan area .  For example, although t h e  
Transportat ion Sect ion  of t h e  Development Guide i d e n t i f i e s  various co r r idors  with 
t r a n s p o r t a t i o n  p rob lem,  b a s i c  decis ions  about 'how these  problems w i l l  be resolved 
have not  been hetermined. Much planning remains tr, b e  done and many d l t e r n a t i v e s  

I must y e t  b e  explored. In addLtion t o  these b a s i c a l l y  l o c a t i o n a l  decis ions ,  however, , - 
work must begin t o  determine what\can b e  done and how the t r a v e l e r ' s  choice, between 
t r a n s i t  and highways can be influenced.  , This is necessary i f  only t o  a s su re  t h a t  
f a c i l i t i e s  which a r e  developed, i n  f a c t ,  a r e  u t i l i z e d .  It i q  poss ib le ,  f o r  example, + 

-, t h a t  any new major rapid  t r a n s i t  l i n e s  developed i n  the  a r e a  might w e l l  have s u f f i -  
c i e n t  patronage i f ,  they a r e  heavi ly  used so  t h a t  the  farebox revenue is  s u f f i c i e n t ,  

_ at l e a s t ,  t o  pay t h e  opera t ing  c o s t s ,  I n  order  f o r  this t o  be  accomplished, how- 
ever,  i t w o u l d  appear t h a t  a s e r i e s  of incent ives  o r  regula t ions  w f l l  be  necessary 
t o  inf luence  t h e  t r a v e l e r ' s  decisions to'take t r a n s i t  r a t h e r  than h i s  automobile. 

- 

r 
During %he next  few years , , the  a r e a  must f i r s t  provide some source ,o f  f inaacing 

f o r  t r a n s i t  and develop an adequate organiza t ion  f o r  planning and policyimaking. 
' ~ f t e r  these  a r e  assured,  continued planning and numerous decis3ons w i l l  and cAn be  
made t o  develop a balanced, we l l -u t i l i zed  t r anspor ta t ion  System f o r  people i n  t h e  
metropoli tah area.  

\ 
I 

\ 
\ '  



WQPX OF THE CO2WTTEE -- 
Back ground 

'" 

The Ci t i zens  League has  had a continuing i n t e r e s t  i n  t r anspor ta t ion  problem 
r e l a t i n g  t o  the  movement of people i n  t h e  Twin Cities a r e a  beginning with two repor t s  

* on "the t r a n s i t  problem" i n  1965. These r e p o r t s  recommended establishment of t h e  
Metropolitan Trans i t  Commission. 

Metropolitan t r anspor ta t ion  planning and f inancing was f i r s t  discussed i n  a 1968 
repor t  on "Highways, Trans i t  and t h e  Metropolitan Council". This r epor t  ca l l ed  f o r  
des ignat ing  t h e  Metropolitan Council as t h e  body responsib le  f o r  o v e r a l l  t ranspor ta-  
t i o n  planning and policy-making, and f o r  establishment of a Transportat ion C o m i s s i ~ n  
under i t ,  f o r  s p e c i f i c  t r anspor ta t ion  policy-making, planning, and program implement- 
a t ion .  It a l s o  recommended a c o n s t i t u t i o n a l  amendment t o  give t h e  l e g i s l a t u r e  g r e a t e r  
f l e x i b i l i t y  i n  using t r anspor ta t ion  funds and changes i n  s t a t e  laws t o  improve t h e  
equi ty  of apport ioning highway user  funds t o  count ies .  

Following t h i s  r e p o r t ,  and wi th  publ ica t ion  of the  Voorbees recommendations t o  
t h e  MTC, which c a l l e d  f o r  development of an extensive network of rapid  t r a n s i t  l i n e s  
on exclusive rights-of-way, t h e  Ci t izens  League Board of Direc tors  authorized forma- 
t i o n  of a research conmittec with t h e  following assignment: 

"Revim the projected transportation demands of  the metropoZitan area 
and the speciff.c proposaZs before the NetrcpoZitan Transit Corruri-ission 
for var.ious rcpid t rans i t  systems and those of  highway ageneies for 
additional f i e m q s ,  arterLaZ s tree t  improvements and parking faci Z i -  
t i e s  i n  terns of the ir  possibi l i t ies  and Zimitations i n  meeting t h i s  
denaand and the deveZopment ob jectives of the area. Determine ha ,  
these p~oposcrZs are related t o  each other, the i r  projected use, the 
comparative cost and benefits of these systems, and the possible 
sources of f-&ding. 

A t o t a l  of 23  members a c t i v e l y  pa r t i c ipa ted  i n  t h e  work of t h e  committee. The 
Chairman was Wayne H .  Clson, a Sa in t  Paul r e s iden t  and a t torney i n  Minneapolis. 
Other members were : 

Newton A b l ~ h z t  Robert W.  Gutenkauf Robert McCrea 
J. E .  Anderson John Healey J. Dudley Moylan 
Raymond D . Black Stephen Kahne Gerald Olafson 
Gary Capis t r a n t  Joseph Kelso Abe Rosenthal 
Paul F. Cruikshank, Jr. Jarold  A. Kief f e r  Robert M. Sinks 
M r s .  Nicholas Duff R. S . Lammers Robert F. Van Hoef 
Donald A. Geffen J. M. Leadholm L. C.  Weber 

Ceci l  T. Young 

The committee was a s s i s t e d  by Clarence s h a l l b e t t e r ,  Ci t izens  League Research 
I Associate. 





ABOUT THE CITIZENS LEAGUE . . . 

The C i t i z e n s  League, founded i n  1952, i s  an independent, non-partisan educa- 
t i o n a l  o rgan iza t i on  i n  t h e  Twin C i t i e s  area, w i t h  some 3,600 members, specializing 
i n  quest ions o f  government p lanning,  f inance and organ iza t ion .  

.b Ci.t izens League repor ts ,  which prov ide  assis tance t o  p u b l i c  o f f i c i a l s  and 
o the rs  i n  f i n d i n g  so l  u t  ions t o  complex prob lerns of  local  government, a re  developed 
by vo l  unteer  research cornmi t t ees ,  supported by a f u l  \ t i m e  p ro fess i  0nal s t a f f  

I 

Membership i s  open t o  t h e  pub 1 i c .  The League's annual budget i s  f l nanced by 
annual dues of  $10 ($15 f o r  fami l y  memberships) and c o n t r i b u t i o n s  from more than 
600 businesses, foundations and o t h e r  organizat ions.  
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