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TWIN CITIES AREA METROPOLITAN TRANSIT COMMISSION
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Bus Service Improvement Program

Table B - Estimated Debt Service Levies
Bus Service Improvement Program
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I. Capital Program and Bonding Authority

The 1971 Legislature authorized the MTC to incur, and levy tax for,
annual debt service requirements of up to $3 million per year.
Depending upon the length of bond maturities issued--ranging up to
a maximum of 40 years--it is estimated that the MTC could incur
total bonded indebtedness of up to $35 - $40 million dollars.

On September 28, 1971, the MTC issued $6.]1 million in Certificates
of Indebtedness ranging up to a maximum maturity of 14 years, with
the final payment in 1985. The debt service on this first MTC issue
begins with heavy debt service levies in the early years 1972 - 1979
(between $1 million and $600,000) and dropping to around $400,000
after 1980. (See Table B) This provides for a 9 year average amor-
tization of the debt on new buses.

In addition, it is anticipated that an additional $8.5 million in
bonds will have to be sold during the five years--1972 - 1976--to
pay for the local one-third share of the five-year capital program
for the Bus Service Improvement Program. This will require an
average annual debt service levy of about $1 million per year. (See-:
Tables A and B)

Therefore, of the total authorization of $3 million per year in tax
levies for debt service, approximately $2 million per year will be
required to carry out the Bus Service Program over the next five
years, including paying off the local share of the acquisition of

the bus company. This leaves approximately $1 million per year in
residual debt service--bonding power which is available to the MTC
for additional bus hardware (over and above the existing system) or
for initial capital costs of a long-range transit development program.
(See Table B)

Annual Operating Expenses - Taxing Authority

The 1971 Legislature authorized the MTC to levy property taxes for
general purposes of up to 2.9 mills. This is estimated to raise
approximately $4.77 million in cash in calendar year 1972. (See

Table C) However, MTC operates on a fiscal year which will end June 30,
1972. sSubstantial cash flow from the 1972 property tax will not begin
to flow in until August of 1972. Therefore, during FY 1972 the MTC

may be required to operate out of the current cash surplus of approxi-
mately $1.7 million which has accumulated from the past Wheelage Tax
collections, and issue tax anticipation notes against the anticipated
receipts from the property tax.




The FY 1972 MTC Budget (See Table C) calls for net operating expenses

. (i.e. not including debt service, and after Federal grant receipts
are netted out) of approximately $3,250,000. This consists of $440,000
for Transit planning (local one-third after Federal grants and including
planning staff), $2,320,000 for bus service (TOD operating subsidy and
suburban operator subsidies), and $490,000 for general staff expenses
and administrative costs (not including planning staff).

Revenues will be available of approximately $4,770,000 from the prop-
erty tax levied on January 1, 1972, and about $160,000 from other mis-
cellaneous sources. In addition, a surplus of approximately $1.7
million was available at the start of the year. Thus, as of June 30,
1972, it is estimated that the MTC will have a surplus on the books
of approximately $3,380,000, consisting mainly of property tax
receivables, anticipated to be received August - December 1972. Of
this, approximately $2.38 million has been designated as appropriated
for carry-over into FY 1973, representing the estimated collections
for the second half of the calendar year July - December 1972, which
will be the first half of MTC FY 1973. The remaining $1 million
remains as unappropriated surplus at present, and available for
additional transit projects.

The FY 1973 Work Program (See Table C) submitted to the Legislature
will require approximately $4.5 million in local funds. This includes
approximately $1,150,000 for transit planning, research and develop-
ment, $2,820,000 for bus operations (TOD plus suburban operators),

and $530,000 for MTC staff and general expenses. At the minimum,
therefore, an additional $1.12 million will be required to be levied
in 1973 for the remaining funds necessary for FY 1973.

Thus, the 1973 maximum levy of 2.9 mills, if it produced approximately
$5 million (assuming an escalation of about 5%), would then have a
surplus capacity of $3.88 million. Some part of this would need to

be carried over into FY 1974. The remainder would be available for
unappropriated surplus and for additional transit projects. (See
Table C)




BACKGROUND ON TRANSIT

Metropolitan Transit Commission

1971 Annual Report Draft




OPERATING IMPROVEMENTS

Since its inception in 1967 the MTC has récognized the need to provide
a mass transit system that is dependable, convenient and an attractive
alternative to total reliance on the automobile. 1In 1968 a comprehensive
study of transit needs was initiated, and as a result a five-year improvement

program was adopted by the MTC. During the Fiscal Year ending June 30, 1971,

significant progress was made in implementing major elements of that improvement

program.

AQUISITION OF TWIN CITY LINES, INC.

The first step toward the improvement of transit services was the acqui-
sition of the area's major transit carrier, Twin City Lines, Inc., which carried
95 per cent of the area's transit riders. In July, 1969, the MTC began
negotiating with the owners of the company. After several months of negotiations
failed to produce satisfactory progress, and a 25 day drivers' strike during
November-December, 1969 crippled transit services for more than 15,000 daily
riders, the MTC initiated condemnation action to acquire Twin City Lines.

On August 19, 1970, a condemnation panel announced its decision setting
the price for purchase of Twin City Lines assets at $6.51 million. In the
meantime, in June, 1970 the U. S. Department of Transportation's Urban Mass
Transportation Administration announced approval of a $9.7 millién grant to
cover two-thirds of the acquisition price plus the first year of capital
improvements.

Since the owners of Twin City Lines refused to accept the court-established
price, on September 19, 1970, under a court order, the MTC took over operation of
the Twin City Lines system, renamed the MTC/Transit Operating Division. Takeover
was accomplished in one night. By morning the public could see 600 buses in
service with the now-familiar "T" logo. ATE Management and Service Company, a
private transit management firm, was hired by the MTC to operate the Transit

Operating Division.




Operating Improvement cont.

RIDERSHIP GAINS

The first year of public ownership resulted in the reversal of a 25-year
downward trend in ridership, unbroken since the end of World War II. For the
year just prior to public ownership, the bus company experienced a ridership
decline of 13 per cent from the previous year.

Under the MTC bus ridership-began to recover. In five of the six months
from January, 1971, through the end of the fiscal year there were marginal
increases over the same months the year previous. While the monthly increases
were not great (the largest amounting to 2.6 per cent), they were consistent;
and indicated that public ownership's emphasis on service rather than profits
could encourage more people to become bus riders.

During the six month period January-June, the bus system carried more
than 200,000 additional passengers over the same period a year earlier. This
improvement in ridership ran counter to transit industry declines averaging

7 per cent which were experienced in most other major cities.

FIVE-YEAR IMPROVEMENT PROGRAM

The acquisition of Twin City Lines by the MTC signaled the start of the
largest capital and operating transit improvement program in the Twin Cities
since the conversion from streetcars to buses in 1953. The five-year improvement
program adopted by the Commission in 1969 was initiated with the assistance

of the two-thirds funding grant from the U. S. Department of Transportation.

1971 improvements included:

NEW BUSES -- The major item in the improvement program calls for purchase

of 465 new buses over a five-year period, at the mte of 93 per year. The MTC

goal is to reduce the average age of the fleet from the present 14 years to just

over five years. New buses have air conditioning, front, réar.and right-
side destination signs, and power-assisted exit doors. Of the 93 buses in
each year's purchase, fifteen are equipped with a larger engine, high speed

transmission and special seating for express bus service. The first order of




Operating Inprovements cont.

fifteen new buses arrived in July 16, 1971, and were put into service at a
cerémony presided over by Governor Wendell Anderson. The balance of the
first year's order arrived in September and are now in service.

ENVIRONMENTAL IMPROVEMENTS -- Transit service in general is recognized
as a factor in improving the urban environment by reducing traffic congestion
and pollution. During 1971 the MTC made aéditional environmental improvements.
One, mentioned earlier, was the purchase of new buses to reduce the average
age of the fleet, thereby eliminating pollution from older vehicles with
less efficient engines. Going a step further, ten of the first new buses have
been equipped with a special Environmental Improvement Package (EIP), consisting
of an experimental, exhaust-emission kit. If actual testing of the EIP
indicates a reduction in pollution in comparison to the remainder of the new
buses, it will be installed system-wide. In addition, the QT buses operating
in Minneapolis were equipped with propane gas engines to further reduce
pollution. Finally, the MTC adopted special fleet maintenance practices,
including high quality fuel and lubricants, regular tune-ups, and a fuel
additive "masking" agent; all aimed toward reducing the odor, visibility, and

pollution of diesel exhaust.

PASSENGER SHELTERS -- The MTC began a program of improved passenger
facilities by installing four prototype waiting shelters at major bus stops.
These shelters were installed in the fall of 1970, to test the wvarious
architectural designs, and the methods of heating and lighting which were
developed in two years of planning. Based on the results of these tests,
specifications have been written for a total of 150 shelters to be installed
over a five-year period, at the rate of approximately 30 per year.

BUS STOP SIGNS -- To provide patrons with bus stop information, and to

"advertise" the existence of service along the routes, prototype bus stop

signs were developed and tested. More than 7,000 new bus stop signs are




Operatiﬁg Improvements cont.

planned és another part of the capital improvment program, to be installed
on all MTC and suburban bus company routes.

INFORMATION PROGRAM -- Good transit service requires easy access to
reliable information about that service. During 1971 a new telephone
information center was constructed, additional telephone information operators
were hired and trained, and additional telephone lines were installed, tripling
the annual call-handling capacity from one to three million.

EXPANDED SERVICE =-- One of the most important improvements being made
by the MTC is the expansion of the area served by transit. Within five days
of acquisition, seven new express bus routes to the Minneapolis and St. Paul
campuses of the University of Minnesota were inaugurated, and because of
their success two ;dditional routes were added. In response to many requests
new service was scheduled in other sectors. Senior citizens were provided
with special reroutings which brought the buses closer to their high-rise
residences. A ten-cent fare reduction for senior citizens was tested during
non-peak hours on Thursdays. Legislation was passed in 1971 providing free
transit service for senior citizens during non-peak hours every day of the
week after January 1, 1972.

QT BUSES =-- On March 6, 1971, the MTC began a small bus circulation
experiment in downtown Minneapolis, designated as the QT (for Quick Transit) .
The MTC purchased twelve new l7-passenger buses, to operate on two continuous
loop routes, one on the Nicollet Mall and the other on Fourth and Fifth Streets.
The aim of this demonstration project is to evaluate the feasibility of similar
people-mover circulation systems in other high activity centers.

These and éﬁher service improvements and extensions of routes resulted in

a 28 per cent increase in route miles since acquisition in September, 1970.




Operating Improvement cont.

SUBURBAN BUS SERVICE

While the MTC, formerly Twin City Lines, provides the major share of

transit services, small private bus companies continue to provide bus service

to and from the suburbs. On August 26, 1970, the MTC adopted a Policy
Statement for suburban bus operators, which stressed that the "development
of increased ridership on these carriers is in the interest of the public

and an objective of the MTC." The eight-point policy, in summary,

provides that the MTC will assist suburban bus companies in operations,
management, promotion of ridership, expansion of compatible services,
equitable requlations, and where necessary and requested, subsidies or
acquisition.

In keeping with this policy the MTC continued to provide equipment,
financial and managerial assistance to Dickenson Lines, Inc., a private bus
company serving the suburbs in Anoka and Washington Counties. In three yéars
of assistance from the MTC, Dickenson Lines has increased ridership by 45
per cent. Expanded service includes a circulation route in Brooklyn Center,
operated by Dickenson Lines and jointly sponsored by the City of Brooklyn
Center and the MTC.

On February 1, 1971, the MTC acquired the operating rights formerly held
by North Hennepin Transit Corp., under the terms of the policy statement.
Service to the northwest suburbs of Minneapolis has since been integrated
into the fare plan, transfer arrangements and overall operation of the MTC
Transit Operating Division. Routes have been reorganized, fares have been
actually reduced in some areas, and a new crosstown service has begun providing

direst access to Brookdale Shopping Center.




TRANSIT DEVELOPMENT

The necessary framework for developing a comprehensive regional transit
system has been established. Basically, long-range transit development will
occur through an evolutionary process growing from the existing bus system.

The initial 13-point improvement program, to be completed in 1975, will be
followed by intermediate improvements from 1975 to 1980, relying heavily on
the addition of new, peak-hour expfess service. The ultimate goal will be
the development of a regional transit system, which will be based on fixed-
guideway, fast-link service in high-demand corridors between major diversified
centers.

During 1971 the MTC refined its long-range planning and adopted a transit

system concept. The Commission also undertook various demonstration projects

to begin implementing the four major elements of the family of vehicles plan.

SYSTEM PLANNING

Transit Planning is developing in accordance with the family of wvehicles
concept, which the MTC adopted as part of its official policy statement, Transit
in Transportation. As displayed in Fig. _ , the family of vehicles system
concept includes four elements:

1. Fixed guideway, fast link service in the region's high demand transit

corridors.

Express bus, fast link service as an interim facility and as the major
transportation element in those corridors not able to support fixed
guideway facilities.

3. Local and feeder bus service to complement fast link service.

4. Circulation and collection/distribution service within major centers.

The general objectives, policies and system concept plan stated in Transit
in Transportation were approved by the Metropolitan Council as consistent with

the transportation and land development policies of the Metropolitan Development




Transit Development cont.

Guide and as a framework on which the MTC will develop and implement transit
impfovements.

Also.published in 1971 were seven technical reports and a summary
report entitled Transit Options for the Twin Cities Metropolitan Region.

The transit system concept plan which has now been adopted will make
an important contribution to the total regional transportation plan to be
developed in 1972-through the inte;agency Transportation Planning Program
(TPP participants include the MTC, the Metropolitan Council, Minnesota High-
way Department, and the counties and municipalities of the metropolitan area).

Another important factor influencing future transportation planning
will be the Twin Cities portion of the National Transportation Needs Study,
which will attempt to define the total transportation requirements of the

region up to the year 1990.

IMPLEMENTATION PLANNING

Implementation planning programs are already underway to begin operating
each of the elements of the family of vehicles system plan.

FAST LINK FIXED GUIDEWAY s On June 8, 1971, the Urban Mass Transportation
Administration of the U. S. Department of Transportation approved a technical
studies grant to assist the MTC in developing performance specifications
for the fixed guideway component of the regional transit system.

The result of the project, which should be completed by May, 1972, will
be a set of performance specifications regarding the size, speed and station
area requirements of a rapid transit system. These specifications will help the
MTC to determine if a vehicle system is presently available to serve the needs
of the Twin Cities area or if a new or modified system must be built and tested.

EXPRESS BUS -- An express bus element of the family of vehicles system is

being evalated as part of the I-35W urban corridor demonstration project sponsored

by the U.S. Department of Transportation. Utilizing the bus-on-metered-freeway

concept, traffic on the highway will be monitored electronically and entrance
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ramps will be controlled so that the number of cars on the freeway does not
exceed capacity and cause severe traffic congestion. At the same time, buses
will be allowed onto the freeway via special access ramps. The planning
phase of the project is now being completed. Tentative conclusions are being

formulated for application to other freeways. T.H. 55 (Hiawatha Avenue Freeway)

in Minneapolis and T.H. 3 (Lafayette Street Freeway) in St. Paul are candidates

for future freeway metering applications.

The Metropolitan Transit Commission is also working with the Minnesota
Highway Department to include an exclusive busway in the design of the proposed
I-394 (T.H. 12) west of Minneapolis. This busway could provide true fast link
service with a minimum of additional right-of-way.

COLLECTION—glsTRIBUTION -— Additional local bus service improvements
are being sought as part of the TOPICS urban highw&y system (Traffic Operations
Program to Increase Capacity and Safety). Transit-related improvements
eligible for federal aid through TOPICS include bus turn-outs, shelters, and
bus stop signs, all of which would make local bus service more attractive.
Other local bus improvements are included as part of the five-vear capital
improvement program (see page _ ).

The MTC also intends to evaluate a new concept of personalized local
bus service, called dial-a-ride. The dial-a-ride service is best suited to
low density areas and is based upon flexible routing of small buses in response
to phone calls from area patrons. Demonstration of the concept is going on
elsewhere in the country, and will be evaluated for the Twiﬁ Cities region.

CIRCULATION/DISTRfBUTION ~- The final element of the family of vehicles
system -- service within major centers -- will be implemented through three
separate planning projects: one for Minneapolis, one for St. Paul and one
for an outlying center. The projects will define the service requirements within
each center, various alternatives which may be available, their impacts and

the time frame for implementation.




PUBLIC INVOLVEMENT

A successful transit program requires an. informed and involved community.
During 1971 the MTC initiated new programs and stepped up existing efforts in
- broadening public understanding of transportation problems, and increasing
public participation in their solutions.

Perhaps the clearest example of two-way dialogue between the community
and transit planners occured through the work of the 4l-member citizens'
Advisory Committee on Transit (ACT). Its members, from all parts of the
metropolitan area, brought local perspective to transit in "shirtsleeve"
planning meétings at least once and often twice a month.

Committee findings and recommendations were important in developing the
document, Transit in Iransportation, a Commission policy statement published
in January.

In addition to the work of the full ACT, two smaller task forces -- one
concerned with operational matters, the other with long-range planning efforts
-- undertook in-depth study. These continuing efforts will be vital to the
MTC's ongoing program.

Both task forces visited with key metropolitan legislators, extending the
community-planner dialogue one step further.

Other means were used to tell thé MTC story during 1971. ap
advertising campaign was launched to encourage a fovorable customer service
image. Its primary objective was to arrest the decline in passenger use and
to attract new riders.

Newspaper and radio advertisements, in addition to bringing out the vocal

talents of thousands who sang, "We're Getting There," told the community what

the MTC was doing with the publicly-owned bus system, and how the bus-riding

habit could better the individual and the community.




Public Ihvolvement cont.

By emphasizing that improvements would take time, and advertising them only
after they had actually been made, the MTC worked to restor: public confidence
in the bus system, while instilling realistic hopes among system users.

The advertising campaign received top honors in annual competition of the
Advertising Club of Minnescta. As a significant element of the total improvement

program, advertising had a strong impact on the public and thus helped to

produce transit ridership increases.

The MTC'S newslefter was distributed each month to more than 7,000
community leaders and others interested in transit. It gave detailed explanations

of all elements of both the short- and long-range programs of the MTC.

A Speakers' Bureau, made up of members of the Comﬁission, the Advisofy
Committee and staff, brought the MTC story to more than 400 audiences and more
than 20,000 people. By word and picture the Speakers Bureau outlined the present
and future plans for mass transit and discussed them with state, metropolitan,
county and municipal government bodies; service clubs; neighborhood organizations;
business groups; schools and colleges.

These groups, by and large, turned out to be transit's strongest and
most visible supporters during the legislative session.

Community contact was made on other levels, including direct liaison
between MTC staff and key municipal employees in scores of cities and suburbs.

‘ Seminars and other community meetings were used to offer in-depth analysis
of transportation planning. One series included thorough, day-long presentations
discussing the system concept planning studies.

In response ?0 perhaps the’most significant political issue of urban
America, pollution, an environmental information program was developed and
implemented through the speakers' bureau, agency publications, and other media.

It demonstrated that mass transit is a positive factor in the urban environment.
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Finally, two local television stations produced and carried programs

telling the MTC story.
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introduction

Residents of the Twin Cities Metropolitan
Area like it here. They know the region offers
a high quality of life that is the envy of othe
regions. Yet even today the symptoms of seri
ous urban problems are becoming more and
more visible: unchecked, disorganized growth,
air pollution, decay of older areas, rapidly ris
ing taxes, and traffic congestion.

One vital component of a healthy urban
area is a modern, efficient and well-balanced
transportation system. Its importance is illus-
trated by its potential effect on the whole
range of urban problems: haphazard land use,
traffic congestion, air and noise pollution and
inadequate mobility,

To retain the quality of life that has come
to characterize this region, to protect it
through the coming decades and into the r

century, planning is
antee that all the ele

eL5ary now, to g
nents of urban stre

including transportation, are there when they
are needed.

Aore than planning, DECISIONS are need-
ed now. Time is running out on our ability to
solve these problems before they overwhelm
us.

This report summarizes the Transit De-
velopment Program adopted by the Metro-
politan Transit Commission, as this agency's
response to identified transportation needs.

The MTC's proposed future transit system
and all its diverse elements are described, and
a step-by-step plan for implementation is out-
lined.

Some key questions are dealt with: what
are the benefits of the proposed system? what
are its costs? what steps need to be taken
immediately?

This report, and the more complete docu-
ments it is based on, are intended to assist the
community s decision-making.
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your move

appendix:
what happens now

plan outlined in this summary has now been de
n fairly precise terms. Implementation commits the
Transit C sion and the region to num
projects within  the six  broad
This section includes an expa
asks, plus enumerstion of
ects that will follow:
TASK ONE, 1973-75: IMMEDIATE IMPROVEMENTS.
It is desired mass transportation facilities be improved to
carry at least 62 million people annually on public trans-

tasks that
d- descrip
many of

erous. specific

ACTION REQUIRED, 18756 — Continw
expross bus network, A
at

ak-hour dress major

areas 1o prow
ying major div
Construct a regional station in an outlying
ter and two downlown transportati
gencie
€5 including additional
ment program,
neighborhiood shel

WY

ac
ffl‘t‘\‘m\,u Complete bus impr
20 small sk
additional pa
TASK TWO, 1973: DELINEATION OF REGIONAL
BACKBONE SYSTEM: The C{lmmrssmn will initiste the

portation in 1975. To achieve this goal, transit 5
public and private, are encouraged to adhere to the
Family of WVehicles transit service concept through  the
wse of modern express buses operating in mixed traffic,
and additional local and collection service in outlying
communities and in the central tributary areas. During
this period, capital investments in highway-related facilities
such as shelters, signs, stations, special signals, electronic
control systems, plus turn-outs and park-ride lots, should
average $10 million annually for the three-year program.
Transit investments in buses and other mUblil.‘ squipment,
marketing, ing subsidies, and expendi
tures should not exceed 511 million annually. Such im-
provements should be made in accordance with the Com-
mission’s Service Standards policy.

ACTION REQUIRED, 1973 — Conduct full-scale
hour bus demonstration in |-35W  corridor  ove
months, In other corridors begin the addition of
route miles annually of peak-hour express bus servics,

sequire 60 additional express buses. Continue

the bus Ts ent program, providing 60
small shelters and 500 parking spaces for park-ride e
Initiate OT service in outlying major diversified centess
as Justified by trchnical studies. Initiate or demonstrate
Dial-A-Ride service where appropriate, Modify and ex-
pand local bus service and install street related facili
ties such as shelters and bus turmouts in six specific
service areas: MNorth Ramsey County, West suburban
Hennepin County, Ancka County, St. Paul Highland
Park, Minnespolis Northeast, St. Paul East side 1
eastern suburbs,

ACTION REQUIRED, 1974
of peak-hour express bus service. Construct a bus lay-
over center in Minneapolis. Construct bus
lanes in the two Initiate a new and im-
peoved network of limited stop ser-
vice, including all-day service in certain high patronage

Ui express buses and 30 small

- nue bus improvement  pro-
including 43 small shelters, 14 larger neighbor-
and an additional 500 park-ride spaces.

Continue expansion

downtown
downtowns.
express bus and

gram,
hood  sha

social, and preliminary
design sludlei to delineate the space needed (right-of-way,
air space, tunnels) for the regional guideway system
(fixed guideways and busways). These route and station
locations will be determined through a community
involvement process culminating in a public hearing. Com-
pletion of this task should permit positive orderdy urban
development to occur in the station areas and permit the
Commission 1o start assembly of the necessary transit
space through 1). purchase or lesse of transit space
(rightof-way, etc), 2). reservation of transit space
through appropriate state and federal programs, or 3). use
of the official map process by the appropriate local
governmant.

ACTION REQUIRED, 1973 Prepare and present
1o the Minnesota Legistature data supporting the MTC's
program. Complete preliminary  design of fixed guide
way system, including preliminary eng BConomic,
social and e nmental studies, ridership
forecast and financial plan.

TASK THREE, 1972.90: CONSERVATION OF RE-
SOURCES. Conservation measures should be initiated
immediately, particularly in the heavily developed areas,
for improving air quality and preservation of petroleum
and other natural resources,

ACTION REQUIRED — Comple
bus floet with the latest low
lop the transit systems in such a way as to

shorter auto trips, Development o

circulation in the two downtowns ar
outlying major diversifie pnters, using low polluting
small buses and, where feasible, automated people
mover systems, Des t of contingency plans for
effective use of pools during periods
when shortages of petroleum products provail,

TASK FOUR, 1974-81: DEVELOPMENT OF THE
FIRST STAGE OF THE FIXED GUIDEWAY SYSTEM,
Operation of a fixed guideway fast link transit system is
desired in 1981 to contribute significantly to the system
performance {at least 110 million riders in 1982). Re-
gional and local costs of such a program should not

site planning,

maodernization of

anmis: feature

fewer and
transit

transit car




schedule for development

exceed 5190 million. The system should be financed on
a “pay as you go" basis whore possible. The systsm
should a). make maximum wse of the newest proven

. bl be i i anel d
by the us of new

technology and techniques as they
become available, and e). meet the goals of the Commis-
sion’s plan at the lowest achievable cost,

ACTION REQUIRED — Sea

TASK FIVE, 1976-81: INTERMEDIATE BUS SYS-
TEMS. By 1981, bus systems can be developed to carry
at least 75 milllon people annually. During the period
1976-81, capital investments in highway-related facilities
such as shelters, signs, stations, special signals, electronic
control systems, planned turn-outs and loading arcas for
buses, and park-ride lots should average 58 million
annually. Transit investments in buses and other mobile
equipment, marketing, operating subsidies and additional
maintenance oxpenditures should average 358 million
annually. All major capital improvements should be com-
patible with plans for the fixed guideway systems.

illustration.

ing s
197375
suburban  commu

major  outlying
lation of shelters

into  major
18

TASK SIX, 1882-1990: EXPANSION OF FAMILY OF
VEHICLES SYSTEM. By 1990, the transit system should
carry at least 137 million riders annually. A 78-mile
backbone system of fixed guideways and busways should
serve the heavily populated corridors, Express buses
operating in mixed traffic would continue to provide
limited stop fast link service in low patronage corridors,
for asccess to employment, cultural, and other activity
areas within the corridor. A minimum of 800 route miles
should be provided by these express bus services.

CTION REQUIRED Review new technology for
best solutions for corridors yet 1o receive fixed

way or busway ice, Perform pral

design  for Conduct  the

angir 5 E and construction ass

to produce increm 8 jons to the system durlng

B2-90 period,
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FIVE SPECIALLY DESIGNED bus sheiters wera installed on the new Hopkins
Mall in May, through ion of tha M an Transit C: and
the City of Hopkins. Posing, as a shelter was going in, were MTC Commissioner
Loring Staples, who represents Suburban Hennepin County; Mayor Henry
Pokarny, and Councilman Jerra Miller.
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MTC BUS DRIVER John Hammel, left, was named the most courteous employes in downtown St. Paul in 4 contest
sponsored by the Downtown Council. A bus driver for 26 years, Hammel was given a $500 gift certificate at the awards
dinner at the 5t. Paul Hilton Hotel. Shown with him st the dinner are his wife Laura and Charles Croft, Director of
Operations and Transportation for the MTC Transit Operating Division.
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aecording to Chairman Kelm,

“Since we acquired the bus sy
nearly three years ago, we
stantially increased service,
said. “We Intend to acce
trmprove program during the

ing vear

“Moreov automobile  travel
threatened by gasoline shortages
ing the possbility of even heavier
demands on the bus system. Under

ances it would be ut

Kelm: said the MTC is
al officials involved
supplier for working out a satis-

factory solu

THE 1-35W URBAN CORRIDOR freeway demonstration is progressing, with
construction underway for special ramps which will allow preferential freeway
access for buses. Last Decamber the Metropolitan Transit Commission began 14
new express routes from south Minneapolis and South suburbs as the first phase
of the federally-funded experiment to improve the efficiency of a congested
freeway. Other parties in the demonstration, beddes the MTC, are Hennepin
County, the Mi Highway Dep mt and the itan Council.
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TO: Thet of Mi the
i Legi CHE- officials;

In the six short years since the Transit C was crealed,
transit in the Twin Cities metropolitan area has achleved a certain respect-
abllity that had long been forgotten.

Mot since the streetcar era of nearly three decades ago have people of all
d been g public P ion, using It, and enjoy
it, s In the last couple of years. Transit has experienced a rebirth, it
has proved again as it did at the turn of the century that it can have a
positive eflect on how we live, how we move about, how our community grows.
The early '70's have been an exciting era for us at the MTC.

But even while we were taking over a struggling bus company and making the
maost of it, something else of aqual importance was going on: plans were
taking shape for a new and comprehensive transit system that would ba
responsive to the area’s fulure needs, into the next century.

The two processes were really closely related, for only through improving an
inadegquate bus system could transit prove its worthiness in the first place.
And only from actual operating experience, with actual customers reflecting a
diverse list of actual needs and desires, can future plans be laid that have
anything more than theoratical value.

The planning process has been a long one, properly so, in view of the over-
whelming importance of correct decisions. And now we in the Twin Citles have

- . an opportunity that many other cities have missed: we can avoid becoming a
chairman’s letter 0 crowded, noisy, choking, geabl: polis; we can p all that is

. good about living here.
operatlons 9 Polls, public hearings, surveys, studies, and decislons by our leaders at
avery level of our governmeant have made clear that residents of this metro-
planning o paolitan area wanl a rational, efficient, controlled patiern of growth that
will maintain this as the greatest urban area In the country. Ninateen seventy-
three found the MTC ready with the transit plan that will help promote that
P The House of Rep has already

marketing and public information 6 patior of reglons!
concurred. We are confident that the Senale and the Governor of the State of
financial 0 Minnesota will do the same. It is lime for transportation action, and the
MTC has established its fitness to lead the way.

balance sheets {[}) \ { i

staff and commission ()

DougKalm
Chaifman

contents © chairman’s letter © chairman’s lettero




Durlng fiscal yur 19 73, which ended June 30, 1973, the MTC continued its A bus would be only a plece of hardware without an operator to keep iton
pit: ogram. With twe-thirds funding supplied by the road or a mechanic to care for it in the shops. During 1973 many new

the U.S, Dopa riment ol Tra n:poﬂutlnn Urban Mass Transportation Administration, amployees came *‘on board"" al the MTC/Transit Operating Division. To heip them
222 new buses joined the fleet, bringing to 710 the total number of buses in better understand their jobs and better serve the public, training programs
operation. The new buses brought a level ol comfort and convenience previously have undergone considerable revision. A new bus driver is now given six weeks
unknown 1o iransit patrons. And more buses are lo come. A contract has been of instruction both in the classroom and behind the wheal.
awarded for an additional 296 buses, lo conclude the MTC's initial fleat An employee news magazine, *'On the Line,’" and & suggestion system were also
renewal program. When dalivery is complete in spring of 1974, the average age introduced during 1573,
of MTC buses will have been reduced to about five years, compared to more But the real story of operating progress during 1973 is told through the
than 15 years when public ownership began in 1870, ridership figures. A total of 56,651,869 passenger trips were made during

Under public ownership, the fleet has gotten not only newer, but larger, making 1873, up from 53 million in 1972. A pattern of mcroaslng patronage has been
possible several Important service expansions. in December the first phase of :Icnrly In sharp tar I that had persisted
the federally-sponsored |-35W express bus service went into operalion Some for a quarter-century before public ownership.
57 buses make local stops in south Mi lis and ies in A special success story was the |-35W service. In the lirst six months of
Hennepin and Dakota Counties, then enter the freeway and whisk commuters operation, passenger volume grew 70 per cenl to 20,000 per week at the end of

as ily as private bi Later this year, MTC buses will June. Even better, ridership has nearly doubled on routes in Anoka County

be given preferential access lo the freeway on melered ramps, reducing the formerly operated by a private firm.
bus rider’'s commuting time even further. The success pattern established this past year, and the two that preceded it,

Other major service expansions were in Anoka, Washington and Ramsey Counties. clearly indicate transit’s ability to attract riders, and with continuing
Altogether, by the end of 1973 there were 930 miles of bus routes, compared to improvements, to do bigger and better things for area residents in years lo
521 at the time of public acquisition in 1970. come.

Also by the end of 1973 there was a transfer agreement with mest suburban

full-val: . further

of tra nsit‘

The MTC's shelter program continued in 1873. To date 55 enclosed, heated
shelters are in place, with another 100 to follow. Even the old, familiar
bus stop itsell is getting a new look. Several thousand bus stops now sport
the “'T" logo. Streets served by more than one route also have route numbers
posted. At key transfer points special inf signs show sched and
route maps.

2] operatlons © operations © opera|tions © operations © operations e

Fourtean express bus routes serve the
|-35W corridor, sHe of a federally-

funded demonstration to test the potential
of high quality sxpress ssrvice.

Fraoway molering, which takes effect this
winter, will provide preferential

access 1o the freeway for buses.
Ridership on the sxpress routes started
out high, and has climbed higher.




With the it system plan as a foundation, the MTC Both short- and long-range transit service plans were developed for the area
adopted In December, 19?2 its * ’Tran sit Development Program 1973-1880," whlgll west of Minneapolis, in which the Minnesota Highway Department is under-
a gy for timely of transit i in the Twin Cities area. taking a major study of aliernatives for construction of proposed -394, Some
‘rhls program, whi:h will serve as the guide ln the implementation of the **family short-range transit recommendations have already been implemented through the
of short-range, and b establishment of a crossiown route in St. Louis Park and upgrading of services
actions required to provide a high level of transit service through the comlng leading into downtown Minneapolis.,
years, The MTC developed an Intermediate plan for the region calling for continued
Steady in :teases in patrnm!ge Imn the basis for present and proposed transit bus expansion, so that by 1981 buses will carry at least 75 million ndors
) - The of 3 million for calendar-year annually. Between 1976 and 1981, capital i in
I9?’3 confirms prugum loracasts as somated with bus system expansion. The facilities such as shelters, signs, stations, special signals, electronic
nead lor expanded transit service was emphasized by the MTC's work wiith the control systems, park-ride lots and bus turnouts and loading areas should
Minnesota Pollution Control Agency on plans for reducing levels of air pollution. average $8 million a year. All capital improvements will be planned for
In addition, potential energy shortnges mean that the MTC will need to carry compatibility with plans for a fixed guideway system.
Increased numbers of riders who find that gascline for thelr automobiles An electrified fixed guinaway system with supplementary transh services Is
is no longer readily available or only at prices which make public transit the focus of the MTCs long . During 1973 i progress
an even better bargain than it is today. toward such a system was mldo by tha MTC and other agencies working
Faced with these immediate needs, short-range programs covering the next few with the Commission.
years locus on Improvement and expansion of the existing bus system. In FY 1973, The C: issi blished perf to detall the vehicle
innovative *“route-ridership’” studies were undertaken in parts of Anoka, system for the fixed guideway backbona and expec!s to begin preliminary
Hennepin, and Ramsey Counties. These studies seek ways to upgrade bus operations enginearing in 1974. Key features in the sp Include Iu!l
through mpmved and uddilluﬂai mutas and services, coupled with needed off-line stations, shorl intervals mall
waiting shelters, and other fixed up to 40 seated passengars. A study now undomly wIII analyze Ihe lelﬁl“h]tj' of
facilities ta provide a high level of l:ansll service for the residents of using low-cost tunneling techniques in the Twin Cities area, capitalizing on
these areas. the presence of axtensive areas of soft sandstone overlaid with a hard
limestone cap.

o planning © planning © planning planning ¥ planning © planninge

The major diversifisd centers concept

of the Metropolitan Council forms the
basia for the MTC's reglonal transit plan.
Undor the major centars concept,

new development of all typas will lend 1o
concenirate In reglonal ‘‘centers,’
many of which are already taking form,
Such a development patteen attords
greatar sificiency, checks urban sprawl,
and contributes positively to the

diversa life stylas of the reglon




Minneapolis compreteu its Central Area People Mover Study, recommending an
ib vehicle system coordinated with the regional
fixed guideway system and the downtown skyway system. St. Paul also completed
its Central area Circulation and Distribution Study, which includes several
proposals to improve mobility in the downtown area. Nearing completion is the
University Area Transit Study to determine the need for, and feasibility of,
construction of a circulation system to connect the three Twin Cities cam, puses
nnu surrou nding areas.
lon of the varied fons from studies orin

process will provide improved transit service to all the residents of the
Twm Citles area — both those dependent upon transit and those wha desire an

Ive to the private Findings of the studies, chan ged
ing concern for and | anergy

economic

shortages will also mqulta updallng and revision of Ihe MTC's Tlanslt
Development Program during the coming year,

Planning and implem mling impmvm transit requires thorough marketing efforis.
Its onani an public, able to express its
needs effectively. Many steps ware taken toward Ihﬂa goals In FY 1973,

As in past years, an ign was designed to p

as they occurred. Newspaper and radio ads told potential palrms about new
service and how they could benefit from it. Particularly etfective were direct
mail campaigns, which permitted the MTC to reach directly all households near
new bus routes. A *‘free ride’’ coupon was used to encourage these potential
patrons to try transit.

Oneof the MTC's WAS
at busy | i h hout the P area. With the help of a

booth, she dually to hundreds of people each
da\r how they might serve their travel needs with transit.

Establishing a partnership between the public and private sectors, the MTC
worked with major corporate employers to seek ways lo encourage employees fo
use transit. ranged from employee surveys to special displays to
establishment of new routes. One employer offered all of its employees one
free ride.

Other public inf not tied sp y to bus service
Improvements, were vital Iuwm! ing greater of P

bl and their possibl

A speakers’ I:Iuﬂ!au led by chalrmun Doug Kelm and including Commissioners
and stafl, made 118 public p Most were d on an
slide show which dr y and visually i the MTC's short- and long-
range plans. Neighborhood associations, political clubs, business and civic
groups, and school classes were among the frequent audiences.

Spacifically directad at school children was a pilot project conducted with the
cooperation of the Minneapelis School District, that involved development of a
social studies unit on urban transporiation. Over the next year the MTC will

ather school tol the unit into their junior
and unior high programs.

On the grade school level, the MTC stepped up an ive fleld trip program,
Including tours of the Transit Operating Division, which achieved '“high marks''
from pupils and teachers.

The Citizens Advisory Commitiee on Transit, made up of 41 citizens from

the P area, tomeat y and advise the
Commission from a general public perspective on timely |ransll Issues. The
Committee spent about half the year y ridership
that would attract auto commuters. Its fupon was Issued in July.

o planning © planning © planning marketing & public informatione
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Downtown centers of Minneapolis and

St. Paul, with their highly concentrated
activities, pose unigue challenges for
transportation systems. Internal
circulation and distribution — the

whility to get around quickly, easily,

and inexpensively — is of greal Importance
within these and other activity

centers. Minibus routes are today's
answer 1o internal circulation. Both

cities hove developed plans for deploying
new technology in the future.




The primary source of outside revenue for the MTC is an ad valorem property
tax levied upon the Metropolitan Transit Taxing District, generally the urbanized por-
tion of the seven-county metropolitan area. For FY 1973 the mill levy for the Transit
Commission was 1.3 mills, consisting of .93 mills ($5,235,813) for general operations
and .37 mills ($2,088,242) lor debt service on outstanding obligations.

During 1873 the Commission received $724,126 in foderal grants to assist ils
aclivities; consisting of $157,674 lor technical studies, $104,928 for the
| 35w express service d-mon stration, and $461,524 lor capital l‘upendﬂures

revanue, ily from | income and sale

expendable equipment, wu 5355 861,

Revenue from operation of the transit system amounted to $14,008,550, the
largest single source of income for the Commission,

In 5. ber, 1972 the C ission sold $4.8 million of General Obligation
Certificates of Indebtedness, maturing February 1, 1974 through 1982, ata
net average interest cost of 3.85 per cent. This provided the necessary funds
for the MTC local share of capital costs for new buses, new support Ind

and of lacilities, for

Total i of the Ci during 1973 were 825 087,382 conslstlng
of $537,326 for p gand i ive costs of the g division,
$243,145 for technical consultants and other agency custs $1,879,561 for
dabt redemption and financing costs on long-term indebtedness, S! 035,843
for capital imp I $255,067 write-off for
property tax receipts, $195,401 for supported prog and
assistance to privately-owned suburban carriers, and $20,941,039 for operating
expenses of the bus system (including $1,716,021 depreclation on capital
equipment and facilities).

ofinancial © financial © financial

The 1973 Leg @C ission to levy up to 1.45 mills for
general operations, in addition to the amount required for debt service.
Tha MTC levy for :ollachon in 1974 will be for the maxum um authorization.
During FY 1874 the C ion intends to impl; t a new fare
zone plan based on a circles pt, which is antici d
to cost approximately $480,000 per year in reduced revenue. !ne 1874 Capital
Budget provides for delivery of up 1o 346 new transit buses during the
year for system expansion and fleet renewal. Also, the budget anticipates
completion of lhe acquisition of Twin CI!\r Lines, Inc., now pending before
the Mi Court, and p of one of the pri
owned suburban carna«s The Commission sold $5.6 million of additional
General Oblig Cer of | an October 3, 1973, 1o help
finance the capital program for 1974,

At the end of 1973 the C ion had 20 ploy intheg division
and 1323 employees in the Transit Operating Division.

financial © financial © financialo

The MTC's present bus system now includes
930 milos of routes, nearly double

the tigure when buses were under private
cwnership. Taking effect Jan. 1, 1974,

is & new fare zone plan, based on clrcles
equidistant from the contors of

downiown Minneapolls and 51. Paul,
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and Changes in Fund Balance

Year ended June 30, 1573 with
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capital fund

of Ry and E:

and Changes in Fund Balance
Year ended June 30, 1973 with
comparative figures lor 1972

debt service fund
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and Changes in Fund Balance
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Notes to Financial Statements
June 30, 1973
1) Summary of Signiticant Accounting

Palicies of tha Twin Cllles Area Metrepolitan
Tranait Commission (MTC)

MTC Financlal Structure

Properties,

Furniture, Fixtures, sic

it Capital Program

respnc i s . s Ca
Federal Capital Gr d Capital Con- : J 1870, the MTGC has rece
tributions 1o T m rbn

(7) Federal Capital Gramts and Commissions
Capital Contributions 1o Transil Opersting
Division

{2) Transit Oparations Acquined

PEaT, Marwick, MrreanerL & Co
CERTIFIED PUDLIC ACCOUNTANTS
1T IDS CENTER

MINXEAPOLIE, MINNESOTA 0

s Aroa Motropolitan Tras
St Paul, Minnesol

We have examined the balanc
) D 4
30, 1973 and the relate Tk
4 and changes in fund balance and the s
operntions changes in fund batance for the T
for the year then ended Our examinalic
aenerally accepled ting standards, o
tests of the accounting records and such off
considered nocassary in the cir
The asseis of the Transit Operating Diviskon were & ned from Twin City
Lines, Inc, on September 18, A on. The am
awnrded has boen distribuled o th
sccompanying financial stalements based upon the Condemnals
Commiss findings: howdver, he awarded has been
appealed by Twin City Lines, inc. and the Twin Ciies Area Metropolitan
Transit Commission and the final outcome g nabie al this tima
{see note 2 of notes to finencial statements)
In our opinion, subject 1o the final culcome e mafler set forth in the
preceding paragraph, such linancial statements present fairly the financial
on of the varous funds and of the Tr
t Cor
d changes in fund balances (and the
d balance for the Tran
with generally
o accounting ciple n wantont wifh that of
the preceding year
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TWIN CITIES AREA METROPOLIT:

actions of the commission commissioners

At its Nov. 21 and Dec. §
meetings, the Commission:

AUTHORIZED MTC participa-
tion in establishing a ten cent fare
zone in downtown St. Paul to link
the central business district with
the state capitol complex and with
the Harriet Island parking area. The
MTC, the State Department of Ad-
ministration and the City of St.
Paul will share equally the opera-
ting losses of the plan up to $1,444
each.

AMENDED the agreement with
the City of St. Paul for operation of
the QT shuttle bus system to ex-
tend the current operation of the
QT until March 31, 1974.

PROVIDED financial assistance
up to $1,000 for the operation of
transit service from the Carver
County area to Minneapolis and the
University of Minnesota. The agree-
ment with the Jonathan Associ-
ation will be for a six months trial
period.

APPROVED a change in the
transfer policy to permit same-way,
‘*stop-and-shop™ transfers. Pre-
viously, transfers were issued so
passengers could use intersecting
bus routes, but they could not
continue a trip on the same route
they started on.

CONTINUED a policy per-
mitting transfers between MTC
buses and privately-owned subur-
ban operators, including South and
West St. Paul Transit Corp., which
had not participated in the ex-
change program previously.

EXTENDED for two years the
contract of ATE Management Co.
to operate the MTC Transit Opera-
ting Division. ATE was originally
engaged just prior to public acquisi-
tion of the bus system in 1970.

AUTHORIZED Valley Transit,
Stillwater, to continue operating
service to Croixwood Homes, Still-
water, for an additional six months.

Doug Kelm, Chairman

Dean Fenner
Suburban Ramsey County and
City of St. Paul

Edward Hjermstad
Carver, Dakota and Scott Counties

Leonard Levine
City of St. Paul

Bruce G. Nawrocki
Anoka and Washington Counties

Glenn G. C. Olson
City of Minneapolis

Walter Saxum
City of Minneapolis
Loring Staples Jr.
Suburban Hennepin County
Leonard Theil
Suburban Hennepin County
James Dorr
Metropolitan Council Liaison

Camille Andre
Executive Director

© transit news

VOLUME 4

DECEMBER, 1973 NUMBER 5

TRANSIT NEWS
Published Monthly by
Twin Cities Area Metropolitan
Transit Commission
330 Metro Square Building
St. Paul, MN 55101
Telephone (612) 227-7343
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Editor

With the nation’s attention focused on the now-critical energy shortage, the
role of public transit is of exceeding importance. In the Twin Cities, several
immediate questions have been raised: Is there enough fuel to run buses, or will
bus service have to be cut back? What can the MTC do as it becomes more
difficult or impossible to make certain trips by automobile? What is the
longer-term outlook for the Twin Cities area?

To the most urgent question, whether buses will continue to run, MTC
Chairman Doug Kelm says emphatically, yes. By invoking provisions of the
mandatory fuel allocation program of the federal government, and with
cooperation of state authorities if needed, the MTC will find ways to obtain
sufficient quantities of diesel fuel for this winter.

Fuel will be sought not only to sustain service at present levels, but to
support service expansions that will become necessary as more and more people
turn to bus riding.

Limited equipment availability means that major service

Twin Cities Area Metropolitan
Transit Commission

330 Metro Square Building

Saint Paul, Minnesota 55101

December 1973

MS, HELEN BORG
COMMISSIONER

Minneapolis
Permit No. 1717

ENERGY:

expansions cannot be made until the first of 296 new buses now
on order begin arriving in March. In the meantime, emergency
measures such as adjusting schedules so that buses carry maxi-
mum loads—even though that may mean more standees—may be
taken. Various other emergency steps are now being discussed

There Will be with the Minnesota Legislature.

bus service

The nearly 300 new buses now on order were originally
intended to replace aging equipment, but for at least the duration
of the energy crisis they will be used to expand the system.
Consequently, when delivery is complete the fleet will have
grown nearly 50 per cent, to more than a thousand buses. That

MOUND MINNE SPR HRC

BOX 4
MOUND

MN 55365

Bulk Rate 2y s . . .
U.S. POSTAGE growth will, in turn, permit further service expansion.
PAID A new fare zone plan, availability of commuter tickets, an experimental

10-cent fare in downtown St. Paul and the Capitol Complex, and a highly visible
advertising program will all have been implemented by Jan. 1, 1974 and are
likely to increase bus ridership.

The MTC is working cooperatively with about 40 of the largest Twin Cities
employers in “Operation BUS-iness,” a major effort to encourage corporate
employees to come to work by bus.

These short-term measures are designed to ease the burden of the energy
shortage for many Twin Cities residents. Chairman Kelm acknowledged they are
by no means a solution to the energy problem. That solution can only come, he
said, with a permanent commitment to reduce the area’s dependence on the

private automobile; that commitment, in turn, implies a decision to finance and
construct a dramatically improved system of public transportation.




Changes in

close-in riders with lower fares, more than half of those ; = [=]
First, and no surprise, is a new fare zone plan, based on commuting longer distances chose the convenience of the 8 70 [~ o
concentric circles equidistant from the centers of the two commuter ticket. g ¢ E 3 g °
downtowns (presently, zones are based on municipal A third feature will permit bus riders to get off the bus, ;2 o 8 3 E -
= boundaries). Though most passengers will not be affected, shop, run errands or transact business for an hour, and get T 5' z & E!n . 3
about 10 per cent of the fares will go down. The most back on the bus with no additional fare payment. Persons 8o I D 3 s' E‘n 3
o e ra Io n s significant reduction will be for trips between Minneapolis wishing to use this “stop-and-shop” feature may simply ség g = @ﬂ
and St. Paul, which up to now have required a one-way request a transfer, which up until now has been good only §§: o ; o= Ei =
double-fare of 60 cents but which will cost 40 cents as of for intersecting bus routes. 4 : =20 ['H o=
New Years’ Day. Finally, and this item did arrive before Christmas, a § b4 9 é %- <] B3 o
Persons who travel to outlying areas requiring higher special 10-cent fare zone now links downtown St. Paul, the 8 g B =

start Jan. 1

A little late for Christmas, but in time for the white
sales, the MTC is offering Twin Cities bus riders several new
“presents” by Jan. 1, 1974.

fares and odd amounts of change will benefit from the
second new feature, introduction of a commuter ticket.
Instead of paying a single fare of, say, 60 cents each time, a
rider will be able to buy a ticket good for 10 rides, at—using
the same example—a price of $6. The MTC has experi-

mented for the past year with commuter tickets in the
I-35W corridor. Though they were not widely used by

Capitol complex and parking areas to the north and south.
For a 120-day trial period, persons may ride Route 5, 7 and
16 within the zone for a dime. The zone is defined by
Como Avenue and Rice Street on the north, and Water
Street just south of Harriet Island on the south.

A SAMPLE COMMUTER TICKET
Available in January for outer fare zones

transit around the world

CALIFORNIA'S BART SYSTEM

Environmentally, a boon to Bay Area

OAKLAND, CALIF. - With just a
little more than a year’s operating
experience behind them, officials of
BART (Bay Area Rapid Transit) are
attempting to evaluate and project the
environmental impact of this, the first
new regional transit system installed in
any U.S. city in 60 years. Some of
their observations are reported here.

BART will have a significant effect
on the environment in four areas:
energy consumption, air pollution,
noise production, and its impact on
land development. BART offers sub-
stantial advantages or savings over the
automobile in all but one of these
areas—noise production—and even
here, though a well-muffled auto-

mobile will produce slightly less noise
than a BART train, the train is less
noisy than freeway traffic.

BART scores high in making effi-
cient use of the available energy sup-
ply. The system reports an energy
consumption rate of 1,130 British
Thermal Units (BTU’s) per passenger
mile, compared to 10,000 BTU’s for
an automobile averaging 1.3 pas-
sengers. BART’s total consumption of
energy is about three-tenths of one
percent of the Bay Area total; by way
of comparison, it is estimated that the
automobile accounts for approxi-
mately one-fourth of the total energy
demand.

In addition to the noise compari-

sons cited earlier, BART officials have
determined that at night, when two-
and three-car trains are running, the
noise level is slightly higher than that
of a passing automobile. Interior noise
is comparable to that of a busy office,
and well below the level inside a
commercial jet.

BART’s ultimate impact on air pol-
lution has not been determined. Pro-
jections indicate, however, that 30 per
cent of its passengers will be people
who formerly made the same trips by
automobile. These passengers will
drive a total of 550,000 fewer miles
per day, and will generate 12.6 fewer
tons of pollutants each day. Since
smog is formed by a chemical reaction

at certain critical levels of emissions,
these 12.6 tons on some days may
make the difference between smog and
no smog.

Of considerable importance is
BART’s impact on the development
and redevelopment of the com-
munities it serves. Downtown San
Francisco is being revitalized, and new
signs of life are evident in downtown
Oakland, Berkeley and other cities on
the line. Resurrecting cities and major
centers as attractive and pleasant
places to live and work is the first and
most important step in stemming the
sprawl that daily engulfs open space,
aggravating energy shortages.

Transit of
top priority

Public awareness of the need for and benefits of mass
transportation in the Twin Cities area remains very high,
according to a recent survey of St. Paul and Minneapolis
residents.

The random sampling of 510 persons in Minneapolis and
369 persons in St. Paul, all age 12 and older, was conducted
by Media Statistics, Inc., for several local broadcast stations
in July of this year. The persons were asked, “Thinking of
all the things which you, yourself, consider important, what
would you say are the most important problems or needs of
the Minneapolis/St. Paul area at this time?”

In both cities the largest single response, by a sizeable
margin, was the category, “public transit; streets/roads/free-
ways; traffic.” In Minneapolis 49.8 per cent of the
respondents were most concerned about this area, with
pollution and environmental concerns a distant second,
24.7 per cent. In St. Paul 33.8 per cent placed highest
priority on the public transit category; crime and law

enforcement was second with 23.0 per cent.

This survey reflects a consistent pattern of local resi-
dents perceiving transit as the highest priority problem now
facing the community. Other polls taken during the past
several years have shown public willingness to use transit if
certain conditions are present in the system.

Heated passenger waiting shelters, waiting time of no
more than 15 minutes, and transferring only once during a
ride were all listed as top priorities for transit use by
suburban residents polled in February 1972. The Center for
Urban and Regional Affairs (CURA) at the University of
Minnesota questioned persons from 1,100 households
throughout the Twin Cities suburban area to determine the
potential bus ridership in these areas. They wanted to learn
what level of service was necessary to induce suburban
residents to use transit on a regular basis.

Results of the survey indicated that one suburban family
in five was willing to dispose of at least one automobile,

given adequate transit. Only 18 per cent of those contacted
considered the fare to be of paramount importance. Most,
in fact, stated they would pay 50 cents for a one way trip, a
cost in excess of the actual fare in most areas surveyed.

Similar priorities were demonstrated in a survey con-
ducted by Simpson & Curtin, transportation consultants for
the MTC, in September of 1968. Designed to measure the
attitudes of randomly selected people in the metropolitan
area where transit was available, the survey results pointed
out the importance of bus service close to both home and
work, with one to two blocks the most acceptable distance.
Walking distance required and the number of transfers
involved during a trip largely influenced these respondent’s
decision to use public transit.

A survey taken today, with greatly increased concern for
fuel shortages, would probably show even greater interest in
public transit as a necessary alternative to the automobile.




Spokesman says

Shortage spurs
transit demand

In a recent interview the transit
industry’s principal spokesman, Dr.
William J. Ronan, president of the
Institute for Rapid Transit, addressed
himself to questions that are being
raised as the worsening energy crisis
put more pressure on public trans-
portation. Here is an excerpt:

“Q. Some people fear that the Ur-
ban Mass Transportation Admini-
stration, with its comparatively limited
capital funds of around $1 billion a
year, will have to put this money
increasingly into short-term solutions—
buses—at the expense of such long-
term solutions as wurban fixed-rail
systems.”

“A. I don’t think all of this means
that UMTA has to stop the funding of
urgently-needed mass transit projects.
What it does mean is that for new
systems in particular the application of
criteria will be very stringent.

“Since this is not a short-term
crisis, but is going to be with us from
now on, and because the solutions
probably lie in the area of more
electrical energy, we certainly should
not be postponing coming to agree-
ment on what needs to be done in the
great metropolitan areas in order to

Twin Cities Area Metropolitan
Transit Commission

330 Metro Square Building

Saint Paul, Minnesota 55101

January 1974

secure ourselves for the long future.

“So we’re going to have to come up
with more in the way of energy
resources, and this again puts emphasis
on public transport, because the kind
of energy we are looking to is basically
electrical energy.

“The core city areas of so many of
our metropolitan areas have been un-
der a threat from the urban spread and
the automobile; now the existence of
these rail systems is going to greatly
advantage these core cities because it’s
going to mean that people who live
there can get to work, it’s a good place
for business headquarters, you will not
be dependent on the peripatetic nature
of the automobile when and if ration-
ing comes.

“The impact of the crisis, therefore,
will be to highlight the advantages of
mass transportation generally and rail
transportation in particular. One of
the reasons for this is the greater
efficiency in terms of energy use by
these facilities. The hauling of people
by rail is a lot less expensive, in terms
of energy consumption, than by pri-
vate automobile or by bus. The same is
also true of railways with respect to
freight movement, for that matter.”

MSe. HELEN BORG

COMMISSIONER
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At its December 19th, January
2nd and January 16th meetings, the
Metropolitan Transit Commission:

AMENDED an agreement with
the 3M Company to provide for six
months additional operation of the
subscription bus service between
the 3M Center and the White Bear
area, with the MTC’s 50 per cent
share of the operating losses not to
exceed $2.350 during the six months
extension.

RATIFIED the action of the
Regulations Committee granting
temporary authority to extend Min-
neapolis Route ‘15 easterly to serve
the Veterans Administration hospi-
tal, the GSA building, the airport
and Control Data Corporation.

APPROVED a financial assis-
tance contract with South-West St.
Paul Transit Company, for a period
up to three months, commencing
on January 1, 1974, which will pay
for all or a part of current transit
operating losses of the company as
considered necessary or desirable
by the MTC.

AUTHORIZED a change in
operating regulations to permit
senior citizens who begin a trip
during the free-fare period to com-
plete that trip, even if a transfer
after the 3 p.m. cut-off is involved.
Previously transfers were not issued
to persons over 65 riding free.

AUTHORIZED participation
with Dakota and Washington Coun-
ties, the Minnesota Highway De-
partment and local municipalities in
a route ridership improvement pro-
ject covering northern Dakota
County and southern Washington

County.

——r—

what’s going on...

...all around the world?
A scorecard of transit
activity elsewhere is inside.




transit around the world

Cities all over the world are relying
as never before on new rapid transit
systems to contribute to a better
urban life. This trend will accelerate as
fuel shortages are aggravated. At least
34 North American cities have plan-
ned, constructed or are constructing
new rapid transit systems, in addition
to scores of cities in other parts of the
world. What follows is a capsule sum-
mary of transit development activity
in other urban areas.

ATLANTA—A 56-mile rapid transit
system, with 40 stations, is under
construction. Twenty miles are ele-
vated, 27 at grade, and nine subway.
About 65 per cent of the system is
adjacent to and on existing rail rights-
of-way. A supplemental busway com-
ponent of 14 miles will feed rapid
transit lines. Vehicles will operate 24
hours a day at intervals as short as 90
seconds. The system will include park-
ing lots for 34,000 cars.

AUSTIN—A rail rapid route is in
the planning stage.

BALTIMORE—-The first 28-mile
phase of a 71-mile rapid transit system
is to be completed by 1980. First
phase includes five miles of subway.

BOSTON -Massachusetts Bay
Transportation Authority is extending
rapid transit routes by 50 miles and
has ordered additional equipment. A
Dover Street Transportation Facilities
Complex in South Boston will be an
integral part of the expansion of mass
transit to the South Shore.

BUFFALO-The Niagara Frontier
Transportation Authority has received
a $1.2 million grant for preliminary
design of the proposed rapid transit
line in the Buffalo-Amherst (N.Y.)
corridor. The 12.7 mile line will carry
117,000 riders on a typical weekday in
1975. Nineteen stations are planned.

CHICAGO-Fourteen miles of rapid
transit, line /is> under construction, in
addition to the 90 miles in service.
Antiquated and;ebsolete Loop ele-
vated “structures may ultimately be
removed._ in | favor “ofwa._new subway
system, Land, has. been reserved—te
extend, a‘rapid transit line tol O’Hare
Field in the median strip jof the ex-
pressway. The Dan Ryan rapid, transit
line may“be-extended to serve‘more
communities.

CLEVELAND-A study has recom-
mended the construction of additional
rapid “transit._by 1990 fo supplement
19 miles alréady in service, In some
corridors rail right-of-way is available.

DAYTON-A mix of tram-like light
rail and electric buses is proposed.

DENVER - Finan¢ing for an_89-
miley fixed guideway System with 68
stations has been approyed for com-
pletion_in 1983. It will séxve heavily-
traveled “dreas.of .Denver; Boulder and
Greeley. A bus improvement' program
will accompany’, construction of the
new system. :

DETROIT—An 8l-mile rapid tran-
sit system, fed by 12 miles of personal
rapid transit, is proposed.

EDMONTON-A light rail, systemr
of 10 miles has been suggested for this
city of 281,000. It would consist of
three routes with 37 stations.

HAMILTON—An urban transpor-
tation policy set forth by Ontario
Premier William Davis calls for installa-
tion of three rapid transit routes, with
an initial length of 17 miles.

HARTFORD-The city has a pro-
posal to build, maintain and operate a
monorail transportation system in
downtown Hartford. Three two-car

trains would circle a short, elevated
downtown loop, stopping at six sta-
tions and making the trip every 11
minutes. Each two-car unit would
carry 45 seated passengers. Twenty-
five-foot, electrically powered cars
would operate on rubber tires along
the 9.500-foot-route:

HONOLULU-A 22-mile fixed-
guideway system | using small,
36-passenger vehicles [HaS been pro-
posed==Meost..of_the system will be
elevated. System will be fed by buses.

HOUSTON-In addition to bus
fleet renewal and service expansions,
Houston officials are considering a
system using fixed guidéWays and
some busways.

KANSAS CITY—Consultants are
completing the first year of a 2% year
mass transit study? récommendation s
duein mid-1975.

LOS ANGELES—Mayor Tom Brad-
ley' has begun a program for early
implementation of a large-scale rapid
transit system. Los Angelés is experi-
menting“with. exclusive bus lanes in
some corridorsand reserving the right-
of-way for future rapid transit.

MEXICO CITY-Twenty-six milés
of rubber-tired subway has been con-
structed, with new extensions planned.

MIAMI—Greater Miami is moving
to constrict a high-speed intermedi-
ate-size, electric transit system with
funds that were overwhelmingly ap-
proved in a*November, 1972 election.
The Dade Countystransportationde-
partment has already Begun the final
engineering and environmental impact
study of the 59-mile aerial “system,
which has been in the planning ‘stage
since 1969.

MONTREAL-Under construction
is 29 miles of rapid transit which will
be added to the present 16-mile sys-
tem. Rubber-tired vehicles operate on
the system.

MORGANTOWN-—-A 272 -mile
peoplé-mover” system _has- been con-
sticted /on  the~University of West
Virginia camplis and is ‘being tested:
Small vehicles catrying fip to 21 pas:
sengers operate @t speeds upiite; 30
miles an hour.

NEW YORK CITYFor the 19707
New York committed $1 billion for
mass..transit expansion, primarilyy the
construction of 12 new subway/lines.

OTTAWA -Premier William Davis’
urban transportation _policy calls for
construetionl of jan 11.4-mile rapid
transit system.

PHILADELPHIA—A 'new line ‘to
the airport-and a high-speed route %o
northeast Philadelphia are among the
planned expansions of the rapid. traasit
systém. New equipment andsthousands
of park-and-ride spaces are also plan=
ned. The highly successful Lindenwold
Line'may be extended.

PITTSBURGH -New service and re-
furbished vehicles have been scheduled
for South Hills light rail transit lines.
The rubber-tired “Skybus” has com-
pleted its demonstration phases and
may be expanded to a 21-mile system,
and later to 76 miles.

ROCHESTER—A 19-mile light rail
transit system has been proposed, in
addition to four express highways,
with buses in mixed traffic on three of
them and possibly an exclusive busway
on the fourth.

ST. LOUIS—Some 86 miles of rapid
transit has been proposed, to be sup-
plemented with feeder buses.

SAN DIEGO-A 35-mile system
links Solana Beagh, Imperial Bea¢h to
downtown.

SAN FRANCISCO-Total:" com-
pletion” of the BART systemyis ex-
peeted in 1974, In additionf the San
F rancisco | Municipal “Railway = has
ordered 80 new lightirail vehicles and
is completing constru€tion of light rail
lines.

SEATTLE SAvshort;imonorail con-
structed for, the 1962 World’s Fair and
an automated cir¢ulation system, that
would interface with a future fixed-
guideway-syStem, istutider study.

SHAKER HEIGHTS—An extension
to the 13.2 mile rapid transit system is
being studied.

TORONTO-The Toronto Transit
Commission operates a family of ve-
hicles which includes trams, trolley-
buses, diesel buses and an extensive
subway rapid transit system. In 1972
the system carried a total of 346
million people, in a city with a popu-
lation of 2 million. Plans call for
extension of the rapid transit system.

VANCOUVER-A two-stage expan-
sion is proposed, initially with expan-
sion of the trolleybus system and later
subway construction in heavily-
traveled corridors.

WASHINGTON, D.C.-The city's
98-mile rapid transit system is under
construction, with initial services
scheduled for 1974.

systems:

Liege, all in Belgium.

in Switzerland; Beograd, Yugoslavia.

World cities boast
modern rapid transit

Many cities in Europe, Asia and other parts of the world have always regarded
efficienty public transit systems as essential to every-day life. Here is a partial
listing offcities other than those in North America that have modern transit

Buenos Aires, Argentina; Rio de Janeiro, Brazil; Sao Paulo, Brazil; Caracas,
Venézuela; Peking and Hong Kong, China; Bombay and New Delhi, India:
Kitakyushu, Sendai.and Yokohama, all in Japan; Melbourne, Australia, Auckland,
New Zealand; Graz, Linz and Vienna, all in Austria; Antwerp, Brussels, Gent and

Sofia, Bulgaria; Copenhagen, Denmark; Cairo, Egypt; Helsinki, Finland; St.
Etienne and Paris, France; the German cities of Bielefeld, Bochum-Gelsenkirchen,
Bergisch Gladbach, Braunschweig, Bremen, Dusseldorf, Frankfurt, Freiburg-im-
Breisgau, Hamburg, Hannover, Karlsruhe, Koln, Mainz, Munchen, Nurnberg,
Rhein-Ruhr-Statbahn, Rhein-Sieg Statbahn, Stuttgart.

London and Tyneside, Great Britain; Budapest, Hungary; Milano and Torino,
Italy; Amsterdam, Den Haag and Rotterdam, all Netherlands; Oslo, Norway;
Poznan, Poland; Lisbon, Portugal; Capetown and Johannesburg, South Africa;
Barcelona, Spain; Gotoberg and Stockholm, Sweden; Bern, Geneva and Zurich, all

In the U.S.S.R., Baku, Dnepropetrovsk, Leningrad, Nabereshnyje Tscheiny,
Moscow, Karaganda, Temir-Tau, Angarsk, Biysk, Izhevsk, Karpinsk, Khabarovsk,
Komsomolsk, Krasnoturinsk, Osinnikia, Perm, Saratov, Ufa, Volgograd.
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its past studies, provide a transit mas-

TWIN CITIES ARIEL

(Continued from page 1)

The basic framework was estab-
lished by the Metropolitan Planning
Commission and expanded upon by its
successor, the Metropolitan Council
which must be given the necessary
implementation tools. The Council de-
cision to further promote the develop-
ment of “Major Diversified Centers”
has much to recommend it: the econo-
mical and efficient provision of the
entire range of municipal services; the
reduction in the number and length of
trips, the easy availability of a full set
of private and public facilities; and the
exciting potential for providing a di-
versity of urban designs and life styles
among a variety of such centers. And
it’s important to note that we have
more than enough vacant land within
the urbanized area to accommodate all
the population and commercial growth
expected to occur during the rest of
this century. The completion of the
Council’s work in providing a develop-
ment framework is extremely urgent
and must be expedited.

The Metropolitan Transit Com-
mission must be authorized to refine

STATEMENT rcontinued from

worked out to meet immediate trans-
portation problems anticipated as a
result of petroleum shortages and ra-
tioning. Second, both agencies recog-
nize the need to expand bus service in
advance of the operation of a future
regional rapid transit system and will
work toward accelerating expansions.

Finally, both agencies will work to
keep the process of long-range imple-
mentation moving expeditiously.
“Now that the field of transit alter-

Twin Cities Area Metropolitan
Transit Commission

330 Metro Square Building

Saint Paul, Minnesota 55101

February, 1974

ter plan, and move on to imple-
mentation. It is practically self-evident
that a properly structured transit
system can be a major tool in struc-
turing the metropolitan area. If, for
example, we build a system with a fine
network of fixed guideways to try to
compete with the automobile on its
own terms, we may provide a good
replacement service, but we will con-
tinue to promote an urban structure
that is failing in its mission. The MTC
has developed a transit plan designed
to promote the development and re-
development of major centers through-
out our region. In its details, it cer-
tainly can be improved and refined;
but we cannot now fall prey to timi-
dity or procrastination. These are at
best luxuries we cannot afford. It is
time for decision.

Artistotle observed that “‘people
came together in the city to survive;
they stayed on to live the good life.”
It may be that man will once again
come to the city to survive. Let us
make certain that in this urban region
at least he will also live the *“‘good
life.”

Page 2)
natives seems to be narrowing,” the
joint statement says, the MTC should
perform detailed technical planning,
with general policy direction from the
Council.
The statement cites the Council’s
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How ironic that the automobile
confront the real problem of our
destruction of an urban structure which once provided the
*good life”’. The unfortunate petroleum shortage, long
predicted, may therefore be, in the long run, a blessing in
disguise, though it results in some temporary hardship.

The automobile, with its high-
ways and freeways, was supposed
to provide unlimited mobility.
What it has provided is scattered
development requiring more vehicu-
lar trips, involving steadily increas-
ing distances. Walking trips and
bike trips have nearly disappeared.
We drive many miles to shop, to
work, to worship, and for recrea-
tion. Many areas do not even have
sidewalks. Households have not one
car, but several. What was once
called the *love affair” with the
automobile has turned into a shot-
gun wedding. With scattered devel-
opment has come increased: costs to
extend roads, sewer, water, elec-
tricity, telephone, transit, and other
services. Duplication of facilities

forces us at last to said that

“revitalizing of downtown areas largely depends

cities: the gradual on better accommodation of the motor car.” Time has

new
direction:
|
time
for
decision

by
Doug Kelm

shown the shortsightedness of that view. Today we no
longer ask the city to come to terms with the automobile
and the highway. Indeed, it appears that the auto and high-
way may at last be forced to come to terms with the city!

One wishes that we were finally
coming to grips with the questions
of urban structure through a ra-
tional deliberative process. Such is
not the case, and this is the irony to
which we earlier alluded. We are
taking a new, and hopefully bold,
look at ourselves because we have
muddled our way into an energy
crisis which simply will not go away

. a crisis that is in no small part
caused by the automobile and our
insistence on using it whenever and
wherever we please, no matter the
consequence to the community as a
whole.

Perhaps this insistence is
symptomatic of an attitude pre-
valent in America. While our “rug-
ged individualism™ has kept us free

announced intentions to establish a
more detailed development frame-
work, building upon the earlier “major
diversified centers” concept, and pri-

vate studies documenting the need to
control urban sprawl.
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such as schools, hospitals, and shop-

and, at times, made us great, it has

ping centers has also resulted in a | Reprinted from St. Paul Dispatch-Pioneer Press | also contributed to the dilemma in

diversion of financial resources that
could be better spent to provide citizens better housing,

jobs, and a decent environment. The end product is an

urban structure requiring infinite mobility, undermining
completely the true accessibility to the good life our urban
society could and should provide.

Some perspective on the impact of the automobile can
be gained by examination of comparative data:

In 1972, 3.2 million babies were born in the United
States, but we produced 9.2 million cars! There were 0.4
million immigrants, but 1.6 million auto imports! There
were 2.0 million deaths, but 7.0 million cars junked! One is
struck with the immensity of our national expenditure to
feed, care for. and dispose of this mechanical creature.
Moreover, since World War II, this country has spent
$230,000,000,000 on highways.

The auto has brought with it some blessings, and will
continue to do so. But it is also the principal user of urban

land, the principal polluter of air, the principal consumer of

petroleum, the principal cause of accidental death, and the
principal source of deficit in our balance of payments.

Just a few years ago, Wilbur Smith and Associates
prepared a report for the Automoblle Manufacturers
Association asserting that additional urban expressways
would reduce congestion because people. business, and
industry could spread farther and farther out. They also

which we find ourselves. The ques-
tion raised today is whether Americans are sufficiently
possessed of a spirit of cooperation and sacrifice to
adequately meet this crisis and in the future accept some
limitations on their freedom of choice.

I remain confident that in this region the people
sufficiently understand the nature of the problem and have
the will and spirit to chart a new course. We are also
fortunate that here the disease has not progressed so far
that only radical surgery can save the patient. Greater
controls may be necessary, not only to conserve energy, but
to obtain rational land use and protection of our environ-
ment.

Nonetheless, in a free society, more sophisticated
policies than regulatory devices are possible and preferable.
We must begin now to apply inducements such as tax
incentives, modernized building codes, pollution taxes, land
banks, incentive zoning, reasonable mortgage money for
rehabilitation, and grants for creative urban design experi-
ments, These examples are hardly a comprehensive list of
possible inducements. But whether by regulation or by
inducement, such programs are futile without a develop-
ment framework that will result in an urban area that really
works.

(Continued on Page 4)




At its Feb. 6 meeting the Metro-
politan Transit Commission:

AWARDED a
£29,700 to Globe
Philadelphia, for
45 million transfers. Globe was low
among three responsive bidders.

PROVIDED for a six-month ex-
tension of the St. Louis Park Cross-
town QT, with an expected deficit
of $34,000, to be shared by the
MTC and the City of St. Louis
Park. The small-bus service was
continued despite disappointing
patronage, because recent technical
studies have recommended a more
extensive version of the route in the
near future.

EXTENDED Minneapolis Route
35N from its former terminal at

contract for
Ticket Co.,

printing of

actions of the commission

Savage to the City of Prior Lake for
a six month trial period.

RECEIVED final reports on
route-ridership improvement
projects for Hennepin, Anoka and
Ramsey Counties. In each case,
recommendations call for signifi-
cant service expansions, many
phased to occur over the next year.

APPROVED a contract with Set-
ter, Leach and Lindstrom, Inc.,
architect/engineers, to provide pro-
fessional services for the renovation
of employee areas at three garages.
Renovation and refurnishing of the
garages will be accomplished with
assistance through the Urban Mass
Transportation Administration’s
capital assistance program.

Statement
stresses
need for
decision

Prompted by the petroleum short-

age and by legislative and citizen in-
sistence on creating a balanced trans-
portation system, the chairmen of two
metropolitan agencies have directed
their staffs to move ahead on transit
planning and implementation.

John Boland, Chairman of the Met-

ropolitan Council, and Doug Kelm,
Chairman of the Metropolitan Transit

Commission

(MTC), issued a joint

statement citing the necessity for *“re-
newed cooperation” between the two
agencies. “We can no longer afford the
luxury of inconclusive debate,” the
statement said.

Staffs of the respective agencies

have been directed to work coopera-
tively in three areas:

First, and most importantly, an

emergency action program is being

(Continued on Page 4)
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Low-cost tunneling realistic
or future transit system

Locating underground a significant portion of the Twin Cities’ regional transit
system is feasible, according to a low-cost tunneling study prepared for the
Metropolitan Transit Commission.

Performed by a team of geologists and civil engineers from the University of
Minnesota’s Department of Mineral and Civil Engineering, the study concluded
that, because of the region’s unique underground geology, 33 miles of
underground tunnels can be constructed at a cost of $45 million less than earlier
work by the MTC, which contemplated only 6 miles of subway.

A sandstone layer lying beneath a limestone cap is highly conducive to
tunneling, the report said. This geology eliminates some safety and bracing
problems and makes it unnecessary to have complex machinery in a tunnel while
removing material beneath the limestone roof. As a consequence, costs are a
fraction of those normally associated with underground construction. In effect, a
transit system can be built with substantially subway than
contemplated, yet at a reduced total cost.

more earlier

Increased underground mileage and reduced overall transit system cost is
attributed by the report to the lower costs of underground construction, less

Report says costs are much lower than expected

right-of-way acquisition, and less surface route grading, landscaping and aerial
construction.

Placing substantial portions of a transit system underground will produce

weather conditions.

There

would be minimal intrusion

operational, environmental and economic benefits. The system would have greater
immunity to
residential and commercial areas, during both construction and operation. And
while costs would be lower, adjacent land values would rise, expanding the local
tax base.

into

MTC Chairman Doug Kelm stressed the significance of the study team’s

findings in the area of neighborhood impact and community aesthetics. “Literally
hundreds of community meetings have convinced us beyond all doubt that, to the
extent possible, this area’s transit system should be underground,” Kelm said.

The two principal investigators on the study were Drs. Charles Nelson and

transit around the world

BIRMINGHAM, ALA. - A free-
ride zone downtown, modern, new
equipment, and a novel approach to
solicit consumer desires has started
transit in Birmingham on the road
to respectability.

Birmingham’s 156-bus transit
system came under public owner-
ship last August. At that time the
Birmingham-Jefferson County
Transit Authority began meeting its

most urgent need, buying new
equipment to replace an ancient
fleet. New buses with air condi-

tioning are gradually being brought
into the system. Buses in the sys-
tem are being repainted in a bright
new color scheme.

The “Birmingham Green Zone™
plan was then developed, defining
most of downtown—150 square
blocks—as a free-ride area. Anyone
boarding and leaving within the
zone travels free. Birmingham offi-
cials see this approach as key to
exposing large numbers of people

being

to EII}[)TUVL‘[HL‘['!IS that are

made.

To determine passenger likes and
dislikes, the Transit Authority be-
gan a program called “Tell Us
Where to Go.” Hundreds of useful
suggestions have been generated
through this process; many will
help shape a major realignment of
routes and schedules.

A color-coded timetable has
been designed, with each section of
the city having a different color for
each route timetable serving that
area. Individual timetables are fur-
ther differentiated by a photograph
of some landmark on each route.

On behalf of the Transit Autho-
rity, the Birmingham bus system is
managed by ATE Management and
Service Co. Resident Manager is
Charles W. Croft, whose previous
assignment with ATE was as Direc-
tor of Operations and Transport-
ation for the Twin Cities Area
Metropolitan Transit Commission.

Donald Yardley of the University of Minnesota. The MTC conducted the study in
cooperation with the City of Minneapolis, City of St. Paul, and the Minnesota
Highway Department.




League of Women Voters of Minnesota, 555 Wabasha, St. Paul, Minnesota 55102 - February 1974

Address on Transportation in Minnesota
by Ray Lappegaard, Commissioner, Minnesota Highway Department
at Focus on State Government Forum
Sponsored by the League of Women Voters of Minnesota
YWCA, St. Paul, Minnesota - February 19, 1974

I would like to first congratulate your group today on the choice of your topic, Focus on
State Government, partly because I have been associated with State Govermnment for somewhat
more than half of my working life, the other half being in private industry. It is also my
belief that State Government does have the means for truly meeting and solving many of the
problems with which we are currently faced and also, I think, provides the governmental
structure most likely to meet and solve many of the problems of the future. I say this in
full knowledge of the fact that for many years our states have not been particularly noted:
for their ability to deal with some of the problems of society, particularly those in metro-
politan areas. However, I believe the reapportiomment of state legislatures across the
country had done much to change this situation and we are now finding a much stronger voice
in the activities of State Govermment from the metropolitan areas, particularly those
suburban areas of our metropolitan centers. Also, I hope a stronger recognition on the part
of all government officials - and I hope, also, on the part of the public as well - that our
needs, our wants, and our desires as citizens are interrelated whether we live in an urban
area or in a rural area. If my somewhat optimistic hopes are realized, it seems to me then
that a focus on State Government is eminently desirable and sensible at this time and we can
look forward to a strengthening of the response that State Govermment makes to the needs of
its citizens.

My primary topic of discussion here is, of course, transporation with emphasis on highway
transportation since that is the area of responsibility I have in State Government. During
the early part of 1972, we began looking at the over-all highway needs for the State of

Minnesota. A previous study had determined highway improvements, desired by Minnesotans,
came to a cost of 3.2-billion dollars. This was at a time when we faced a somewhat reduced
income since the monies that had been available from a bond issue authorized in 1967 were
running out. Whereas we had been spending about 75-million dollars per year on the Trunk
Highway System, not including the Interstate, we would be looking forward to spending an
amount of 55-million dollars per year beginning in 1973. We were, in short, faced with the
classic dilemma of most governmental programs. A demand for more services than the funds
could possibly provide.

It seemed to us that of the 55 million we could look forward to receiving, at least 15
million would have to be retained for contingency projects - roads that were damaged by acts
of nature or sudden problems that we could not easily foresee would have to be repaired on
an emergency basis. This would leave a total of 40-million dollars available for con-
struction in the area of improvements. When we talk about construction today we are very
seldom talking about building new roads on new land. We are primarily concerned with up-
grading current roads and while in some instances this means straightening them, widening
then, some cases building four-lane roads where two-lane roads now exist, in the main, we
are not talking about brand new roads in new areas of the state.

This 40-million dollars, if you divide it into the 3.2 billion which people around the
state say we needed to make all the improvements desired, meant that we would be engaged in
an 80-year program. This seemed unrealistic and unreasonable. So we started a new approach
saying, "What would we spend our first dollar on if we only had one dollar to spend?" After
agreeing that maintaining our existing roads would be the absolutely first priority, we then
got around to selecting those improvements or the construction projects that we should do.

To do this we used three primary criteria; they were, first, projects that would help
economic development in outstate Minnesota. This wasn't just because we were trying to help
those who live outside of the metropolitan area. It was our feeling that this would also
help metropolitan residents. One of the best ways to reduce congestion and some of the
other problems we face in the Twin Cities Metropolitan Area is to reduce the desirability on
the part of citizens in rural communities to move here, to cut down on the in migration, if




you will. One way to do this is to provide a stronger economic base for individuals in those
rural communities. So our first criteria was to support economic development in outstate
Minnesota.

The second was to pravide for recreational travel, recognizing this was a valuable resource
in Minnesota's industry and also that it is a prime necessity for Minnesotans who very much
enjoy the recreational pursuits that Minnesota has to offier and, third, simply measurements
of the use which is made of our roads. In other words, the amount of traffic that is meaur-
able, which indicates the high volume roads that are most in need of upgrading.

With these three criteria then, we developed what has come to be called the "Backbone
System" of highway priorities for the State of Minnesota. This is a much shorter system than
would be the case if we were to meet all the requested improvements, but it is also a system
that in our opinion serves the majority of Minnesotans in terms of these three criteria taken
together. It is, we think, a realistic plan.

Now, of course, the Backbone System has been further affected by the energy crisis we are
now experiencing. In the first instance we anticipate a reduction in the revenues we will
receive from the tax on gasoline sales. Secondly, we are experiencing a tremendous increase
in the cost of materials that go into road making and bridge construction. Consequently, we
are getting less for our dollar.

In summary, however, our Backbone plan provides a good plan, I think., It is the result
of responsible, objective .analysis to provide the most highway facilities for the limited
number of dollars that will be available to us. A sensible allocation of resources in this
special service area.

Now with regard to metropolitan areas the Highway Department had a long involvement with
transit in the seven-county metropolitan area of the Twin Cities. Without taking time to
detail that involvement it dates back about 15 years. Data collected by the Highway Depart-
ment has been used in much of the transit analysis that has been done in this area. It is

not true that Highway Department personnel are opposed to transit. We are very much sup-
portive of efforts to improve transit service in the Twin City area. Cooperation with other
agencies of government, particularly local levels of govermment, is well documented and most
sincere. No responsible highway engineer would suggest that we can build roads sufficiently
large to handle peak-hour traffic without congestion. This would be an unconscionable mis-
use of resources. We do, however, support a balanced approach to transportation which will
recognize that for the foreseeable future we will still be relying on the automobile.
Recognizing this, we agree with the Citizens League in its study of transit that a particu-
larly important and immediately available resource is at hand if only we can exploit it and
that is the number of empty seats in the private vehicle fleet that is moving around and
through the metropolitan area. If we can increase ridership in private vehicles to a sig-
nificant degree, we can, in turn, reduce congestion, limit pollution, and reduce the other
adverse effects caused by automobile travel.

We are heavily engaged in promoting car pooling; first, among State employees themselves,
those housed in the'Capitol complex of buildings. To some degree we have been successful,
but it is too early to measure adequately. On a more ambitious level,.at the request of
Governor Anderson, we have arranged for providing a service to all residents of the metro-
politan area who would like to consider car pooling. With your phone bills, and some of you
may have already received them, close to 800,000 questionnaires-have been or will be sent
out. This questionnaire calls for your name, address at home and your place of employment.
Those which are returned to us will be coded and a computer will then be-used to match up
individuals who reside fairly close to each other and work at a place near each other. This
is a tremendously complicated matching program, since we have the metropolitan area divided
into 1,281 traffic analysis zones and we must make 2 match at both’'ends of the work trip in
order to support this car pooling idea. To the individuals who return the questionnaire to
the department, following the computer run, will provide a list of individuals of up to ten
in number with their phone numbers, so that they may be called and the possibilities of
developing a car pool can then be explored. It is entirely voluntary. There is no commit-
ment if yolu do fill in this questionnaire. We strongly urge you to do so. If only to keep
it for insurance in case a more severe restriction on gasoline comes about in the near future.

s




Another effort:at improving the utilization of vehicles, particularly for the work trip,
the most congested travel period we have, has been the van-pooling idea. Under this concept
the employer will purchase a van capable of carrying 10 to 12 persons and, in effect, loan
it to one of their employees. This employee will then contract with other employees to pick
them up, taken them to work, and then home again. The individuals thus served are charged a
fee, collected by the company, and usually if more than the number of passengers reguired to
reach a break even point are carried. The addition fees are profit to the driver. In ad-
dition, the driver for a small charge is allowed the use of the van during off hours.

Thus we have a transportation system that serves a significant number of people and does
so without cost to the employer or cost to the public. - The 3M Company is trying to expand
its fleet of vans now but is having difficulty in getting delivery on the vans that it wants.
The van-pooling concept was developed in the Highway.Department not too long ago. The
individual who overseea the project for 3M Company.is a former Highway Department employee.

Looking ahead is very difficult at this time. The data we receive regarding the energy
resources available to us in the future is confusing. We have a problem in getting data that
seems accurate and useful to us. As you are well aware, there are a number of people who do
not believe a serious problem exists. At the same time others are assuring us that the
problem is even more severe than it appears. Consequently, we are experiencing considerable
difficulty in trying to suggest what course we should follow for the immediate future.

It seems to me that one of the key items to be considered in trying to make sure we take
those steps which will be most helpful is knowledge of what people really want and what they
will truly accept. This is not to avoid dealing with :our own responsibilities. It is simply
that these questions are basic to making the right decisions in terms of governmental services
and the trend these services should take.

For example, it has long been a national goal to provide for the strengthening of rural
America. Thedispersal of population in a sense, not necessarily the movement of people away
from the concentrated metropolitan centers but hopefully a restraint on the continued influz
of people into these metropolitan areas has long been a national goal. I suppose the best
way to describe it is that we should strive to make it possible for an individual to live a
life that is satisfying economically, socially, culturally in a rural community rather than
making it necessary to move to a metropolitan area to satisfy these desires.

Much of the technology available today makes it possible for a more dispersed population
to realize these satisfactions. Conceivably, this could be augmented by technology still to
come. Electronic communication makes it possible to conduct conferences, to view messages
while discussing them and, in short, makes possible a considerable amount of work that now
requires an individual to travel to someoné else's office. If the same work can be ac~
complished without the necessary travel, obviously offices can be located wherever people
wish to have them, rather than in close proximity to the people with whom théy wish to work.
Accompanying these thoughts is the subject. of land use and land-use controls which is be-
coming more and more a subject of discussion these days. We are on the verge, it seems to
me, of considering very seriously the possibility of restricting the uses. to which land can
be put by the owner of that land in the public interest. This, in turn, relates to a stronger
effort on the part of govermmental bodies in general to engage in what might be called com-
prehensive planning.

Here in Minnesota we have our Regional Development Commissions. In the metropolitan area
it has a special name - the Metropolitan Council. We are looking to these commissions to
play a helpful role in reconciling the many desires on the part of municipalities and
counties to improve their situation for the benefit of their residents. We think this is a
highly desirable movement, especially when we recognize that in the United States on the
average there are 41 units of government for every 100,000 persons. In the Ninth Federal
Reserve Region, of which Minnesota is a part, there are 195 units of govermment for every
100,000 people. Obviously, this means any state-wide program has a tremendous problem in
integrating and reconciling its concerns with those of local government. The regional com-
missions can hopefully provide an area of service in coordination and indeed integration of
desirable programs for several municipalities.
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In this connection we have made it very clear that those of us in the Highway Department
who are concerned primarily with transportation facilities sincerely believe that trans-
portation planning should be subordinate to comprehensive planning. We are strongly sup-
portive of efforts to plan comprehensively, to engage in land-use planning and indeed land-
use controls, if that be the wish of the public, and following which we can provide our
expertise in the area of transportation planning in a way that will be supportive of the
over-all comprehensive plan.

In this connection we are strongly supportive of the idea of developing a Department of
Transportation for the State of Minnesota. Such a department would include the Department
of Highways, the Department of Aeronautics, some parts of the Public Service Commission's
work dealing with transportation and school bus safety from the Department of Education.

Perhaps more important than integrating these now separate units of government would be
the base that a Department of Transportation would provide for approaching transportation
problems on a multimodal basis. By that we mean we would consider the problem of trans-
portation between Point A and Point B, not in terms of how do we get a highway built or how
do we get a railroad built, but rather, what method or what mode of transportation will best
serve this particular need regardless of what type of mode that might be.

It would provide the basis for state-wide assistance to transit activities, particularly
in the other metropolitan centers of the State which are not served by a transit commission
as is this metropolitan area. It would hopefully provide a means of focusing attention on
the contribution that railroad traffic might be able to make move in specific instances.

It will permit us to contrast, for example, some form of support for a rail line that the
railroads would like to abandon as uneconomic, as opposed to building the multimillion
dollar road that would be nedessary if the rail line were abandoned. It would provide a
basis for studying the question of other transportation facilities, including pipelines and
utility lines to try to develop integrated corridors of transportation. To make possible
the integration of trails of various types thatmany of our people express a great interest
in and a desire for which other transportatdon facilities. :

It seems unwise to continue what amounts to competition between govermmental agencies by
keeping various departments of govermment focused on single modes of transportation. Far
better, it seems to me, to make opportunities available for State employees to solve problems
in the best way possible, regardless of the mode involved. We have within the existing
Highway Department a tremendous pool of technical talent which certainly can be used to
solve problems involving other kinds of transportation than simply highways.

We see an exciting future ahead, albeit beset with problems, problems that are extremely
severe and may well call for considerable change in the way in which we live today. Never-
theless, we approach them with the thought that solutions can be found, that we can suggest
alternative choices to the people we serve.

For many years, the only admonition given to highway departments was to build as many
roads as fast as possible, as cheaply as possible. They have done a great job in carrying
out those instructions. Now that we think differently about such roads and about such
facilities, it seems to me we should be as clear as possible in telling our governmental
servants what we want them to do. They in turn, can help us make this choice by suggesting
some of the alternatives. We will be trying to do that in the Highway Department and I
hope in a short time to come in the Department of Transportation. As we determine the
wishes of the public, we shall do our very best to implement and make those wishes reality.




First-time riders
find bus is better

Doug Kelm, Chairman of the Metropolitan Transit Commission, recently
received this letter from St. Paul Municipal Court Judge Joseph P. Summers:

Dear Doug:

Having become a regular bus rider for the first time in many years, |
would like to commend the Commission for the truly startling
improvements in scheduling, equipment, and all-around service which
have occurred since its assumption of ownership. It was a real revelation
to me how much better things are than they used to be.

Keep up the good work.
Sincerely,
Joe Summers

Apparently Judge Summers took a “show me” attitude towards MTC claims of
service improvements under public ownership. He was shown.

So have many other individuals, who made that first ride with perhaps
understandable skepticism. That has, in fact, been the MTC’s greatest marketing
challenge: attracting riders to the bus for the first time, so they can experience for
themselves the fact that dramatic changes for the better have been made.

Maintaining a high profile through advertising carefully designed to attract that
“first-timer,” along with special promotions such as free-ride coupons distributed
when new service is initiated, have done much to generate ridership increases:
many of the new riders have never traveled by bus before, or at least not since long
before public ownership.

Chairman Kelm says the trend is encouraging. And skeptics, he adds, are
especially welcome.
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The second major phase of the |1-35W urban corridor project
begins in April as meters at each entrance to the

freeway from 1-494 to downtown Minneapolis will limit
1-35W to its capacity. Sensors which have been installed
beneath the surface will measure flow, and a computer will
determine when auto access must be limited. Express
buses, which were added in December of 1972 as the first
step of the federally funded demonstration, will have
preferential access, because of their capability to reduce
congestion. Even before metering, ridership on the express
routes has been excellent,




ATA board
elects Kelm

The American Transit Association
has announced the election of Doug
Kelm, Chairman of the Twin Cities
Area Metropolitan Transit Com-
mission, to ATA’s Board of Directors.

ATA, founded in 1882, is the na-
tional organization representing the
urban transit industry. Its 250 mem-
bers include public and private opera-
tors of transit systems.

Kelm was elected chairman of the
Governing Boards Division of ATA last
fall. Additionally, he is on the Board
of Directors of the Institute for Rapid
Transit, another major industry organi-
zation.

Robert Sloan, Executive Vice Presi-
dent of ATA, said of Chairman Kelm’s
election, “The entire transit industry
looks to the Twin Cities area as having
one of the finest bus systems any-
where. ATA members feel the kind of
leadership Doug Kelm has demon-
strated in the Twin Cities will be
equally valuable to the national associ-
ation.”

transit around the world

ST. LOUIS - This city’s regional
coordinating council has proposed
11 miles of subway from Clayton
to downtown St. Louis and East St.
Louis as the start of a 100-mile
rapid transit system.

Under the plan, electric vehicles
would average 40 miles an hour,
including stops, and run at three-
minute intervals during rush hours;
10 to 15-minute intervals at other
periods.

With daily ridership of 96,000
expected by 1995, the system
would link major employment cen-
ters, hospitals, universities, shop-
ping districts, cultural centers, and

entertainment locations. An exten-
sive supplemental bus network,
combined with future extensions,
would make up the complete re-
gional system.

The estimated $300-$350 mil-
lion first-stage cost would be 80 per
cent federally financed, though a
staff report cautioned that “other
regions are ahead of us in the
competition for federal funds
needed to support transit develop-
ment, and progress must be made in
this community while opportunities
still exist.”

St. Louis, the report said, is one
of the few major cities in the nation

without a rapid transit line under
construction or in operation.

In a related item, St. Louis
Mayor John Poelker has asked the
Missouri State Legislature to estab-
lish a mass transportation fund. A
three-cent gasoline tax would be
distributed to mass transit systems
for operating expenses or capital
improvements.

Mayor Poelker’s counterpart in
Kansas City, Charles B. Wheeler,
said of the proposal: *It is logical
to think that the farmers who
fought the gasoline tax for city
mass transit may see some wisdom
in the legislation if it will protect
rural gasoline supplies.”

Nixon transit
proposal asks

$15.9 bhillion

The Nixon administration has proposed a new six-year, $15.9 billion mass
transit plan, which the President referred to in his State of the Union Message as
“the largest federal commitment ever to the improvement of public trans-
portation.”

Under the plan, two sources of transit funding would take on increasing
importance over the next three years. First, assistance from general funds would
be increased from this year’s $900 million to $1.4 billion in the fiscal year
beginning July 1, 1974; $1.5 billion the following year, and $1.6 billion in FY
1977.

Of these general funds, $700 million would be retained by the U. S.
Department of Transportation each year for capital funding on a discre-

Most within three years

Area studies call for
major bus expansion

Within the next three years, bus service in several
subregions will be greatly expanded, and in some cases
more than doubled, if recommendations from recently

completed studies are implemented.

Recommendations from the Hennepin County Route
Ridership Improvement Study, Ramsey County Route
Ridership Improvemen Study, and Anoka County Transit
Study have been presented to the Metropolitan Transit
Commission and adopted, pending availability of sufficient
funds to support higher operating deficits.

Each study analyzed travel behavior within study areas,
assessed the adequacy of existing bus routes to serve travel
demand, and recommended service improvements—and in
many cases major overhauls—to correct deficiencies. The
studies also recommended improvements in areas other

than bus service, including provision of heated passenger
shelters, and construction of road-related improvements
such as bus turn-outs.

Performed by a local consulting firm, each study looked
not only at immediate needs, but also intermediate require-
ments over the next ten years.

County and municipal units of government as well as
highway officials were formally involved in each study, as
was a citizen advisory committee.

About two years ago the Commission began undertaking
a series of subregional studies that would ultimately allow
comprehensive and systematic evaluation of the needs of
each portion of the Twin Cities metropolitan area. Most of
the studies are either in progress or funded.

actions of the commission

At its Feb. 20 and Mar. 6 meet-
ings, the Commission

AWARDED sale of $8 million
tax anticipation certificates of in-
debtedness of 1974 to the First
National Bank of St. Paul and the
First National Bank of Minneapolis.
Proceeds will fund current MTC
obligations pending receipt of tax
revenues.

APPROVED an incentive pay-
ment to ATE Management & Ser-
vice Co. in the amounts of
$1,116.33 for 1972 and $7,302.24
for 1973. ATE manages the bus
system for the MTC; incentive pay-
ments are based on ridership in-
creases.

AUTHORIZED contracts with
W. C. Gilman and Co. for the
appraisals of tangible and intangible
assets of the Bloomington Bus Co.
and South-West St. Paul Transit Co.

AUTHORIZED the submission
to UMTA of a preliminary grant
application for $25.4 million in
federal funds for system improve-

ments, including the purchase of
319 buses and 450 passenger wait-
ing shelters.

RATIFIED the Regulations
committee action to make per-
manent the extension of Minnea-
polis route 5C to 49th and Knox
Ave. N.

REQUESTED the Chairman to
consult with the Chairman of the
Metropolitan Council for the pur-
pose of trying to resolve any dif-
ferences in the proposed South
Hennepin County transit study and
report back to the Commission.

DIRECTED staff to examine the
feasibility of initiating route rider-
ship studies in all areas within the
transit taxing district not presently
included in a route ridership study.

ADOPTED a resolution pledging
cooperation with the Minnesota
Highway Department in pre-
liminary engineering of exclusive
transit facilities in the [-394 west
suburban corridor,

tionary basis. The balance would be
apportioned to the states according to
a formula based on population, and
could be used for transit capital invest-
ments, operating subsidies, and transit-
related highway projects.

The second source of growing im-
portance would be $1.1 billion in
urban highway funds available each
year, for capital improvements only.
These funds are available to bus and
rail purchases, under the provisions of
the 1973 Federal Highway Act, but
reports from around the country indi-
cate no instance of release of such
funds.

Under the Nixon plan, in the three
fiscal years after 1977 $2.7 billion
would be available annually, all from
general funds, and all but $700 million
would be available for operating sub-
sidies as well as capital improvements.

Support for transit operating sub-
sidies is a reversal of long-standing
Nixon administration policy, and
comes in the wake of a more critical
need for immediate transit improve-
ments in many urban areas because of
energy shortages.
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A TRANSIT STATION IN MONTREAL, QUEBEC
Each features distinctive architecture

MONTREAL, QUEBEC—Fol-
lowing up on its initial success, the
Montreal Metro is embarking on a
$630 million, 32.5 mile extension
of its rubber-tired subway system
that will triple the system’s size in
five years.

Though the city’s population has
stabilized at about 2 million since
the subway was opened in 1966,
transit ridership is up about 8 per
cent. Statistics indicate that most
of the increases are new transit
users, not merely people switching
from buses or streetcars to the
Metro.

In addition to frequent service,
ultra-modern equipment, and quiet
operation, a wide variety of station
designs have been credited with
attracting not only riders but
worldwide attention as well.

The Metro’s expanded network
will extend the system to 16 other
communities on Montreal Island.

Some 430 new cars, all equipped
for automatic train eperation, will
be purchased as well.

Montreal officials had been dis-
cussing the need for rapid transit
for a number of years before the
1960 election of Mayor Jean
Drapeau, but had never secured
needed financing from the Cana-
dian and province governments.

Mayor Drapeau determined that
Montreal could “go it alone,” and it
did: the original 13.7 mile system
was built in five years for $213
million, virtually all locally fin-
anced.

The operating deficit for Mon-
treal’s various transit systems will
be about $28 million this year, but
it appears that the Province of
Quebec may help fund it.There are
indications that the Province will
contribute $20 million to new con-
struction and $2 million without
strings.
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Once upon a dime

actions

At its April 24 and May 1
meetings the Metropolitan Transit
Commission:

APPROVED a petition of Medi-
cine Lake Lines to provide service
on a new route on Hwy. 101 in
Plymouth, and agreed to subsidize
the service up to $3,000 for the
first six months. The MTC’s Transit
Operating Division had also peti-
tioned to provide the service.

PROVIDED an additional sub-
sidy of up to $1,582 to the Jona-
than Association for transit service
to Minneapolis and the University
of Minnesota operated by the Asso-
ciation. The MTC had earlier com-
mitted $1,000 to help support the
service for its first six months; the
Association has received authority
to operate service for an additional
three months, until Aug. 31.

AMENDED an agreement with
the Scott-Carver Economic Council
to share deficits of local transporta-
tion services for the elderly, with
MTC maximum participation in-
creased from $7,500 to $9,044 for
its 50 per cent share of losses.

RATIFIED Regulations Com-

Bulk Rate mittee approval of a request from
U.S. POSTAGE Valley Transit to operate for one
PAID additional year a service extension
S to the Croixwood Homes area in

Stillwater. Fare will be reduced by
a dime to 25 cents; Orrin Thomp-
son Inc. will provide financial
assistance.

Minnesota 55101 Phone 612/227-7343

330 Metro Square Building 1Se HELEN BORG

I FUNDED start-up costs for a
Saint Paul, Minnesota 55101 C-"

ISSIONER study of small vehicle fixed guide-
MOUND MINNE SPR HRC way systems which the 1974 Min-
[ _fm 4 nesota Legislature requested. Col-
MOUN = - lecting background information will
MOUND MN 55365

be done during May, to develop a
study design, at a cost of up to
$5,000.
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(Editor’s Note: A bus driver drives a
bus, right? Well, yes, but there is a
little more to it than that, as Kathy
Moriarty found out on a recent, ex-
tended bus ride. Miss Moriarty, an
employee of the MTC Governmental
Division, is a senior in journalism at
the University of Minnesota.)

You've heard the “Blue Collar Blues™

theory, that countless thousands of
workers view their jobs as a necessary
burden. Dick Ryan, a bus driver forthe
Metropolitan Transit Commission,
speaks well of his job and recommends
it to others.

Ryan has been driving buses around
Minneapolis since 1961, first for Twin
City Lines and, since 1970, for the
MTC. Besides driving, Ryan works with
new drivers in the training program at
the Snelling garage, and frequently
speaks to grade school children about
his job and the responsibilities of a bus
driver.

The responsibilities are many more
than immediately meet the eye of the
average bus rider. The safety of their
passengers is a paramount concern and
drivers must also be watchful of other
vehicles in traffic, bike riders, motor-
cyclists and pedestrians. Ryan stresses
the importance of safety when discuss-
ing his job with school children, and
also encourages them to study math to
prepare for the considerable paper work
demanded by the job.

I visited with Dick Ryan during the
morning hours of his weekday run
through Minneapolis and I became
aware of the numerous tallies the
drivers must make. A record of the
number of senior citizens, students,
and transfer passengers is kept on a
daily basis in addition to arrival times
at various points along the route and
at the end of the line. The addition of

various fare zones and the stop-and-shop

transfers have also kept drivers busy
explaining the features to riders.
Ryan said he would not work on a

job he did not enjoy and that the advan-

tages of his job outweigh the disadvan-
tages. The variety of hours, routes and
passengers keeps the job from becoming
monotonous for him, and being out-
doors and in contact with people are
fringe benefits of his work.

A bus driver’s hours are long and
Ryan said drivers must be able to live
with the great flexibility of scheduling.
Many are on call for twelve hours a day
and often must work split shifts or
drive several routes in one day. New
drivers who leave usually do so one to
three months after they are out on the
road.

Reasons for leaving range from the
variable schedules to difficulty in
coping with the traffic or the numer-
ous situations which arise with passen-
gers. “Getting along with people and
accepting the fact that the passenger is

always right are two facets of the job
which are difficult to teach in training
courses,” Ryan said.

Ryan thinks that the transit system
has improved in the Twin Cities and
the extension and addition of service to
many suburban areas is one of the
biggest accomplishments of the MTC.

Because he is interested in his job,
Ryan has definite opinions about the
new features introduced by the MTC
during the past three and one half years
of public ownership. Free rides for
senior citizens are a good idea, but
additional running time should be given

to compensate for slower start-up times,

he said. Passenger waiting shelters might
not be needed if people would check
bus schedule. And he foresees the
adoption next year of free rides for
persons under 18 as a source of great
frustration for bus drivers.

Generally, he has good feelings about
the work. Although vacations and
longer shifts are decided on the basis
of seniority, the new drivers and the
seasoned veterans are shown fairness
and equality in the choice of routes
and work hours. The bus system is
improving and he is proud to be part
of it.

Dick Ryan likes his job and says so.

(Editor’s note: Transit News will,

from time to time, feature various people

who make a transit system go. Opinions
expressed are those of the individual.)

“Getting along with people
and accepting the fact that the
passenger is always right are
two facets of the job which
are difficult to teach in train-
ing courses.””

— Dick Ryan, MTC
bus driver
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CK RYAN TELLS HOW IT IS WITH THE DRIVERS
Interviewer is Kathy Moriarty
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TWO MAYORS had different notions on which way the 1-94 express bus should
go recently. Larry Cohen, left, and Al Hofstede, Mayors of St. Paul and
Minneapolis, respectively, were on a VIP tour of the corridor, which also included
Sen. John Chenoweth and MTC Commissioners Glenn Olson, Walter Saxum and

Bruce Nawrocki.
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At its May 1, 15 and June §
meetings, the Commission:

AUTHORIZED the purchase of
an additional reserve supply of
100,000 gallons of diesel fuel and
the leasing of storage tank capacity
for the reserve supply.

AUTHORIZED the executive di-
rector to file an application with
the U. S. Department of Transpor-
tation for a grant of $21,642,000,
to finance 80 per cent acquisition
of buses and other elements of the
current bus improvement program.

RATIFIED the action of the
Regulations Committee providing
permanent authority to operate
transit service to the Yorktown
Development area in Edina.

RESOLVED to extend the
weekday time limit for free fares
for senior citizens from 3 p.m. to
3:30 p.m.

APPROVED a resolution grant-
ing financial assistance to Bloom-

ington Bus Company, commencing
February 1, 1974, until August 1,
1974, or takeover, whichever is
earlier, to pay for all or a part of
current transit operating losses of
the company.

AUTHORIZED execution of a
purchase agreement with Bloom-
ington Bus Company for fifteen
motor coaches, plus other equip-
ment, and its transit operating
rights, for $249,000, with $10,000
to be paid upon execution of the
purchase agreement and the remain-
ing $239,000 upon actual takeover
or on August 1, 1974, whichever is
later.

APPROVED the study design
for the regional express bus net-
work with a supporting system of
park-ride lots, and allocated
$49,200 for the project.

APPOINTED a committee to
negotiate for acquisition of South

and West St. Paul Transit, Inc. The
Commission has already negotiated
an agreement with Bloomington
Bus Co., for takeover in late
summer.

EXTENDED a small-bus route,
which has been operating in St.
Louis Park for the past year, south-
east to Southdale Shopping Center
in Edina, effective July 15. The
extension implements one recom-
mendation from last year’s Subur-
ban Hennepin County Route Rider-
ship Improvement Project.

AUTHORIZED a $240,000 pro-
gram for handicapped riders, begin-
ning with two specially-designed
buses for use by October and eight
more buses by next January.

SELECTED the firm of Barton-
Aschman Associates, Inc., as con-
sultant for the Northern Dakota
County/Southern Washington
County Route Ridership Improve-
ment Project, at a total cost not to
exceed $26,700.

Cities may exchange
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highway, transit funds

Proposed regulations by which metropolitan areas may
substitute mass transit projects for construction of inter-
state highway segments have been announced by the Urban
Mass Transit and Federal Highway Administrations of the
U. S. Department of Transportation.

Under existing law the Highway Commissioners of each
state were to notify the Federal Highway Administration
(FHWA) of intended action on each designated interstate
segment which has not yet been advertised for bids.

On July 1, the Federal Highway Administrator must
remove from the Interstate System all segments for which
he has not received proper notification, unless he finds a
segment essential to a unified and connected total system.
By July I, 1975, states are required to provide the FHWA a
schedule for completion of their interstate segments, along

with adequate assurances they will be constructed. If this
information is not received, the segments will be removed
from the total system.

If a state does not intend to construct a particular
interstate segment, it has several alternatives. One is to turn
back federal moneys that would have been allocated to the
project, and receive an equivalent amount for a public mass
transit project.

If such a substitution is desired, the State Governor and
concerned local governments must submit to FHWA a
request that the segment be withdrawn, and specifically
state an intent to substitute a mass transit project for the
withdrawn segment.

In order to acquire funding, the Urban Mass Transit
Administration (UMTA) would still have to approve the
specific substitute transit project.




U.S. grant
will probe
marketing

Improved transit marketing techniques will be developed
under a $466,000 research contract awarded by the Urban
Mass Transportation Administration, U.S. Department of
Transportation, to Grey Advertising of New York.

The project will produce methods for measuring the
effectiveness of transit marketing programs, that include
market research, transit service planning, revisions of fares
and schedules, and promotional activities.

The 34-month project will include development of
demonstration site criteria, selection of two appropriate
sites for demonstrations conducting market research, and
the planning and conduct of the two demonstrations.

Resulting from the project will be a Mass Transit
Marketing Manual, incorporating the results of the demon-
strations, including any new techniques for marketing mass

transit. In addition, the contractor will plan, locate and
carry out a pair of two-day training sessions for public and
private transit personnel.

A National Mass Transit Marketing Committee consisting
of industry and government personnel will offer advice and
other assistance during the project.

UMTA Administrator Frank Herringer said that pro-
viding satisfactory alternatives to the automobile is basic to
solving a wide range of urban problems, such as fuel
shortages, traffic congestion, pollution, and high center-city
unemployment rates. Market research and more effective
marketing techniques will help discover these alternatives,

-

What is marketing?

According to the Urban Mass Transportation Admini-
stration, ‘‘effective transit marketing is . . . a comprehensive
and coordinated management function that includes six
basic elements:

1. Systematic market research to identify the personal
characteristics, tripmaking patterns, travel demands, and
attitudes of salient market segments.

2. Transit planning to develop routes, service modes,
and other operational elements consistent with the satis-
faction of recognized market needs.

3. Service development (e.g., fare structures, schedules,
passenger amenities, etc.) to increase the attractiveness of
transit services and promote favorable attitudinal response.

4. User information and communications to increase the
awareness and accessibility of transit service.

5. Promotional elements to enhance the public percep-
tion of transit as an attractive, high-quality urban service.

6. Monitoring and evaluation of marketing effects to

he said.

Carmichael-Lynch, Inc., the MTC’s Bloomington-based
advertising agency, was a finalist for the contract award.

transit around the world

NANCY, FRANCE — The first
full-scale construction of a transit
system deploying small, automated
vehicles will take place in this
French city.

A Denver firm, Transportation
Technology, Inc. (TTI), will build
130 small vehicles, each with capa-
city for 24 passengers. Vehicles will
operate on a 14.1-mile guideway,
linking 19 stations.

About one-third of the system
will be underground, with the re-
mainder consisting of elevated
guideway. Vehicles will float on air
pads a fraction of an inch above the
guideway.

TTI will cooperate with a
French management, engineering
and industrial firm to install the
estimated $80 million system.

The Denver firm is affiliated
with Otis Elevator Co., the largest
manufacturer of elevators, esca-
lators and moving walkways in the
United States. It was one of four
developers of small-vehicle systems
to display its wares with full-scale
working models at Transpo-'72,
near Washington, D.C.

Hh iy F e
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SMALL-VEHICLE SYSTEM ON A STREET IN NANCY, FRANCE
Artist’s rendering of vehicle, guideway and station
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instruct further activities.”

Another more succinct way of putting it is to describe a
complete cycle: Determine who can use and benefit from
the product, find out what this group needs in order to use
the product, design the product accordingly, and tell the

‘ target group about it.

Small vehicle
experts testify

Safety, cost and reliability of new automated fixed guideway transit systems
were areas of major concern expressed by manufacturers and transit consultants
meeting in St. Paul last month.

Representatives from Boeing, Rohr Corporation, Ford Motor Co., Uniflo, and
LTV Aerospace were among about 30 technical experts who participated in a
Small Vehicle Fixed Guideway study conference conducted by the Metropolitan
Transit Commission as the initial information collection effort for its study of
small vehicle fixed guideway transit systems. The Minnesota Legislature has
directed the Commission to analyze small vehicle transit plans for the Twin Cities
area.

Participants in the three day conference advised the MTC and the Metropolitan
Council of the importance of retaining safety and reliability specialists consultants
early in the engineering phase. They recommended extensive testing of the system
once it was installed, before proceeding with full scale implementation.
Representatives from transit authorities in Los Angeles, San Diego, St. Louis, and
Detroit also discussed the many problems that can appear in a new system, and
cited the numerous difficulties that arose in the testing program for small vehicles
in Morgantown, W. Va.

Manufacturers stated that costs of system installation and implementation are
difficult to predict accurately, but emphasized to local officials that cost estimates
should be based on future dollars with allowances for inflation.

Based on information received from the conference participants regarding small
vehicle planning and insights based on transit operating experience in other cities,
the MTC will now complete the development of the study design for the Small
Vehicle Fixed Guideway Project, with project completion scheduled for Decem-
ber, 1974.

Additional travel, social, economic, and geographical data will be collected
prior to development of routing concepts and preliminary screening of small
vehicle alternatives. Final system analysis will take place in late fall, and the MTC
and the Metropolitan Council will make formal reports of their findings and
recommendations to the Legislature in early 1975.
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ROCHESTER, N.Y. - A coopera-
tive venture between public and
private transit operators in this city
has resulted in a rapidly growing
Park and Ride express bus route.
Several suburban communities now
have commuter bus service extend-
ing 40 miles into adjacent Genesee
County,

The Rochester-Genesee Regional
Transportation Authority, a state-
created public agency, and Empire
Trailways Co., a private operator,
coordinated efforts in research and
development of the route. The
“Sunrise Service” began in Novem-
ber of 1973, initially to carry em-
ployees of the Eastman Kodak Co.

Since the first of the year, the
route has expanded to serve em-
ployees of Rochester Products, a
Division of General Motors Cor-
poration. The two transit carriers
have a cooperative agreement for
the development of any new service
in the metropolitan area, and hope
to expand further with the com-
muter runs.

Residents of Rochester and out-
lying areas have benefited from the
dual efforts of the private and
public sectors of the transit indus-
try. Officials of both systems view
their experience as proof that these
sectors can and should work to-

to and from work between Genesee  gether to solve the growing trans-
and Monroe Counties and major portation problems now con-
Kodak locations in Rochester. fronting urban areas.

Speakers available

Program chairmen who are beginning to arrange fall calendars for their
organizations may wish to schedule presentations about mass transit in the Twin
Cities area: what’s happening now with the bus system, and the longer-range
planning that is underway on approaches to future rapid transit. Chairman Doug
Kelm and other MTC representatives are available. Call Dave Therkelsen,
227-7343.

Another timely subject is clean air, and the Metro Clean Air Committee, as part
of a federally-funded education program, has speakers and a slide show available,
describing local approaches to better air quality, including use of public
transportation. The presentation was developed in cooperation with the MTC. To
schedule the MCAC presentation call Barb Hughes, 871-7332.
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At its June 26, 1974 meeting,
the Commission:

ADOPTED the proposed con-
solidated annual budgets for FY
1975, and a capital transit improve-
ment program for the fiscal years
1976-1980.

APPROVED MTC participation
in the installation of a passenger
waiting shelter at the St. Paul-
Minneapolis International Airport
in cooperation with the airport and
intercity bus companies. MTC’s
share in the purchase and installa-
tion of the shelter will not exceed
$1,500.

EXTENDED financial assistance
to Bloomington Bus Company until
August 3, 1974, at which time the
MTC will take over the transit
service of the Company.

AUTHORIZED implementation
of a second subscription bus service
route to serve the 3M Company and
White Bear Lake area on a shared
cost basis. MTC and 3M will each
pay 50 per cent of the operating
losses of the service, up to $3,213
each, for the first six months of
operation of the service. MTC and
3M will establish the route and the
fare collection procedure.

APPROVED a study design un-
der which the Small Vehicle Fixed
Guideway Projected, directed by
the Legislature to be undertaken,
will be conducted.

RECEIVED a report that federal
participation in the current bus
improvement program will be
slightly in excess of $10 million.
Because of earlier, anticipated high-
er funding levels, purchase of buses
that had been programmed for next
year will be reduced by 26 to a
total of 179,

A —
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If there’s trouble on the line, it’s the Districtman’s job
to make things right. What kind of trouble, what kind
of solutions? See story inside.

Ridership gains
theme of budget

A $78 million budget for the fiscal year beginning July 1 was approved by
the Metropolitan Transit Commission at its June 26 Commission meeting.

Action of the 1974 Minnesota Legislature directed the MTC to accelerate its
ongoing bus improvement program, and provided taxing authority for that
purpose. The stepped-up improvements are the main theme of the budget.

According to Camille D. Andre, MTC Executive Director, improvements to be
made are expected to generate a 12 per cent increase in ridership, and total miles
of bus operations will increase by 15 per cent.

Additional equipment, facilities, and personnel are necessary to improve the
quality of service. Purchase of 305 new buses to replace and add to present
equipment and construction of a new garage to house the buses are included in
the budget.

Major sources of MTC revenue include bus fares, $16,000,000; property taxes,
$20,700,000; federal grants, $29,400,000; state grants, $3,100,000; proceeds
from bond issues, $4,100,000; and other revenues, $900,000.

Under legislation passed this year, the MTC may levy up to 2.87 mills within
the transit taxing district for general purposes, and .09 mills for special purposes,
including a demonstration program on transportation for the “elderly and
handicapped.




(Editor’s note: This is one of a
series of stories highlighting the jobs
of various people who work together
to make a bus system go. It was
written by Kathy Moriarty, an em-
ployee of the MTC Governmental
Division who is a journalism senior at
the University of Minnesota.)

His job title is districtman, but he
also answers to the nickname **Snooper”
or simply “Car Number 8.

He is the driver’s friend when buses
break down or routes are detoured,
but he also checks on their observance
of rules, safe driving habits, and ad-
herance to the schedule and reports
misbehavior to the driver’s supervisors.

Zane Younger is one of 14 district-
men employed by the MTC/Transit
Operating Division. Working out of
Nicollet Garage, he patrols the streets
of Minneapolis, ready to assist drivers
and passengers when problems arise in
bus operations.

When I climbed into Younger’s car
for my tour of duty, hail was pounding
down on the roof and winds up to 60
m.p.h. were rocking the car. A storm
had hit suddenly, and one o’clock in
the afternoon resembled the middle of
the night, except maybe darker,

The severe weather made Younger’s
day more crisis-ridden than usual. Fal-
len trees and downed power lines
blocked bus routes, and Younger had
to improvise detours and get word to
the drivers.

The radio connected to the dis-
patchers’ office at Nicollet crackled
with reports of extensive tree damage
on the south side of Minneapolis. In-
vestigating one such call, Younger
radioed back that a fallen tree could
not be moved because of a downed
power line. He devised an alternate
route for the bus line and reported in
to the main office. A similar situation
arose when a tree fell on a parked car
and blocked off a major street in
Minneapolis.

While we cruised the city, Younger
explained that the districtman’s job is
to assure that service continues on
schedule, despite rain, sleet, gloom of
night or traffic jams, to borrow a
phrase. Accidents, stalled buses, or a
driver running off schedule could
easily cause the system to break down;
districtmen must report such happen-

“ak.a. The Troubleshooters

even on such temperate days detours occur, as do unexpected traffic jams and other natural and not-so-natural phenomena. Whatever the problem on the line,one
or more of 13 districtmen is expected to find a solution.

ings quickly, and get additional buses
out on the route if necessary to mini-
mize disruption.

As the storm subsided and most of
the damage was reported, Younger
began checking on the 13 routes which
he covers in his district. Complaints
about missed bus stops, or buses run-
ning early or late are transmitted to
him by radio. In each case he submits a
report on the driver after checking the
time schedules at various points along
the route. As part of the districtmen’s
routine, passenger load counts and
checks on bus intervals are made and
passed along to alert the scheduling
department of any problems.

Younger posted signs marking de-
tours and bus stops and then we drove
out to Fairview-Southdale Hospital.
Much of his work involves liaison with
municipal officials and construction
foremen regarding detours of buses and
street identification. On this particular
day, he needed to confirm an arrange-
ment with the hospital while France
Avenue was closed.

As rush hour approached, we made
our way toward downtown Minneapolis
to supervise the peak hour traffic, when
bus usage is especially heavy. A major
departure point for buses is at Second
Avenue and Second Street, where
approximately 100 buses pull out be-

Snowy winter days, summertime storms, and mild spring afternoons all can pose
problems of various sorts for a bus operation. Why mild spring afternoons? Because

tween 4 and 6 p.m. Often several
districtmen share duty during rush
hour in anticipation of problems with
the many short line buses and also the
long express route service. Buses from
the Nicollet and Northside garages
congregate at this terminal each morn-
ing and afternoon. Peak hours also find
a greater number of buses and district-
men on hand in downtown St. Paul,
Younger said.

As service is extended and the bus
fleet increases in size, Younger said
additional personnel and equipment,
including two-way radios on buses,
will be necessary to keep the system
working effectively.

Transit veterans

mark retirement

Two men prominent in the transit field—one as a
professional, the other as a leading citizen advocate—have
recently retired from active employment.

John L. Dahill re-
tired in May as Di-
rector of Research
for the MTC Transit
Operating Division.
Arthur J. Helland,
vice chairman of the
MTC Advisory Com-
mittee on Transit,
retired in June from
his regular employ-
ment as assistant
vice president with
Farmers and Mech-
anics Savings Bank.

Dahill’s involve-
ment in Twin Cities
transit predates pub-
lic ownership of the
bus system by many

Dahill

years: in addition to serving on the staff of MTC’s Transit
Operating Division since its inception, he worked for the
former Twin City Lines and all of its predecessors, back to
1947 when he started in the field as a management trainee.

H. W. Springer, MTC/TOD General Manager, regards
Dahill as the key figure during the transition from private
to public ownership; he was, during part of that period,
assistant general manager. In his many active years in transit
Dahill developed a reputation for thorough acquaintance
with all aspects of the business, and great meticulousness,

according to Springer.

Helland, who was a charter member in 1970 of the
citizens” Advisory Committee on Transit, is regarded by
many as a “super-citizen.” He is Chairman of the Minne-
apolis Planning Commission and has been active in civic
affairs in Minneapolis for many years. Helland’s assignment
with the bank was also in community and public affairs;

Helland

typically he at-
tended more than
300 meetings and
special events each
year.

Combined with
his career as a bank-
er, Helland rose to
prominence in the
field of real estate
appraisal. For more
than 40 years he was
involved in apprais-
ing, was president of
an international ap-
praisers’ organiza-
tion, and taught real
estate appraisal at
several colleges.

Helland will con-
tinue as ACT vice
chairman.
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TO: The Honorable Wendell Anderson,

Governor of Minnesota; the Minnesota

Legislature; Government Officials; interested
ns:

During the fiscal year ending June 30, 1974,
transit, like everything and everyone
was affected by one external reality — the
ENergy scare. '\|!huunh actual gasoling

people decided to consider alternatives to
their automobiles. Motorists by the thousands
gave transit a try, and liked it. To a great
extent, they stayed with transit, even after
concern for energy supply diminished.

Rather than a cause for rejoicing, however,
those interested in mass transit must, like
averyone else, deal seriously with the
sobering fact that never again will Americans

able to afford the casual, wasteful use of

ergy as they have over the past two or
three decades. Though last winter's energy

crisis did not live up to some of the more
}.!'rli!ﬂri advanced hillings, its message

a8 clear to even the most ostrich-like among
us; we must find more efficient ways to move
from place to place. Energy officials in

Washington are blunt in telling us that by
1885 this country cannot place its primary

li on & patrol bhased portation
system.

Thanks to the mandate of past legislative
sessions, and the wherewithal to fulfill it, the
MTC was able to respond well in 1974 as
thousands of Twin Cities residents searched
for that alternative to relying solely upon
their cars. For the first time, in many cases,
the bus was where they wanted it to be,
when they wanted it to be there.

Thanks also to the obviously serious intent
of the legisiature to resolve the long-range
issues affecting mass transit, what most
people hope will be the final study prior to a
decision on a future rapid transit system was
bagun; its results will be known within a
couple of months.

With all of the interest in transit that has
become manifest. many claims are made as to
the wonderful things it can do for society,
some of them of the panacea variety. Can a
transit systam. properly developed, be all
things to all peaple? We doubt it. Can it be s
significant, indeed a controlling, factor in
making our cities fine places in which to live?
Of that we are certain.

More than in any previous year, 1974 was
the year in which there was less talk about
what transit can achieve, and more sheer
hard work toward realizing what it will
achieve. On behalf of 1,420 hard workers in
the employ of the MTC, we offer this report,
in hopes that it foreshadows even highar
levels of achievement in each succeeding
year.

Doug Kelm
Chairman

and Commissioners:

Dean Fenner

Ed Hjermstad
Leonard Levine
Bruce Nawrocki
Alice Rainville
Walter Saxum
Laring Staples, Jr.
Leonard Thiel
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General Fund

Statement of
Revenues, Expendit Transfers
and Changes in Fund Balance

Year ended June 30, 1974
with comparative figures for 1673
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Notes to Financial Statements

Jume 30, 1074
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Handicapped project
may start by January

Purchase of two vans or small buses to begin a demonstration project to
provide transportation to handicapped persons is expected soon.

Service, on a basis tailored to individual riders’ destinations, would follow
shortly thereafter, possibly before the first of the year, in a demonstration area on
the north and west portions of Minneapolis.

The 1974 Minnesota Legislature approved the demonstration project for
handicapped persons, and authorized a .04 mill levy for funding. The demon-
stration is being managed by the Metropolitan Transit Committee for the
Disabled, made up primarily of handicapped individuals and representatives of
organizations for the handicapped.

Cam Andre, MTC Executive Director, stressed the demonstration nature of the
project, indicating that the successes and failures of the initial service will provide
the basis for evaluating the potential for more extensive service, and for decisions
on financing and assignment of operating responsibility.

Under the terms of the demonstration, handicapped persons, being defined as
those who cannot, by reason of physical infirmity, use regular public transit,
would be asked to report their transit needs to a dispatcher, 24 hours in advance.
Trips registered on shorter notice will be accommodated if possible.

Thirteen-passenger vehicles wll be routed each day according to trip requests
that have been made. The vehicles will be able to accommodate 10 seated
passengers and three in wheelchairs.

As many as 12 vehicles may ultimately be acquired for the demonstration
program,

[
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actions of the commission

At its October 23 and Nov. 6
meetings the Metropolitan Transit
Commission:

ADOPTED plans to administer
the freeride program during off-
peak hours for persons under 18, as
provided for by the 1974 Minne-
sota Legislature.

ACCEPTED a report prepared
by ATE Management and Services
Inc. on alternative fare systems.

AUTHORIZED the executive
director to continue to seek a nego-
tiated price for the acquisition of
the operating assets of South-West
St. Paul Transit Co.

AUTHORIZED entry into an
agreement with the Minnesota
Highway Department under which
Federal " Aid Urban funds would

become available for the use of
buses on a subscription basis to
large employment centers.

REROUTED Minneapolis Route
15 to provide service to medical
facilities in the Southdale area.

EXPANDED service for Shingle
Creek Towers, Brooklyn Center, to
provide for mid-day service.

INCREASED service frequency
on the 194 Minneapolis-St. Paul
express bus, to 30 minutes during
midday. Peak hour service con-
tinues at 20 minute frequency.

ENGAGED the firm of Lieben-
berg, Smiley and Glotter Associates
for architectural and engineering
services in connection with a south
garage to be located somewhere in
the I-35W corridor.

MS. HELEN BORG
COMMISS IONER

MOUND MINNE SPR HRC
BOX 4

MOUND MN 55365

Conference
conducted

Issues such as community accep-
tance, safety, reliability and costs of
small vehicle systems were explored
thoroughly at the Second Technology
Conference held Nov. 12 and 13 at the
Holiday Inn, Minneapolis, as part of
the current study of these systems.

Participants included consultants
on the legislatively-mandated study,
developers of vehicle systems, and
people responsible for the planning
process in several other metropolitan
regions currently planning new public
transit systems.

An earlier Technology Conference
was conducted last May, in the earliest
stages of the Small Vehicle Study.

The study, being undertaken by the
Metropolitan Transit Commission, is in
response to the desire of the 1974
Minnesota Legislature that more de-
tailed analysis be conducted of auto-
mated, fixed-guideway transit systems
using vehicles with 30 or fewer seats.

Results and a recommendation will
be forthcoming in January. A report
on Technology Conference findings
and a further update on the Small
Vehicle Study will be carried in next
month’s Transit News.

CONFERENCE PARTICIPANTS MET AT HOL!DAY INN

They discussed issues of transit technology
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SEATTLE — The Magic Carpet
Zone, a free-ride district in downtown
Seattle, started as an experiment more
than a year ago. Preliminary results
indicate the zone is very popular with
businesses, and that significant num-
bers of riders would have used a car
downtown had Magic Carpet not been
available.

A survey of 1,500 employees in
downtown Seattle indicated that the
service is very popular with those
employed downtown and with bus
riders, that it had caused a deliberate
shift away from automobile use in the
zone, and that an additional $7 million

in yearly goods and services were
purchased in the downtown area be-
cause of the Magic Carpet Zone.

The experiment was funded by
$64,000 in City of Seattle funds. A
majority of those questioned said that
the City should use tax money to
support the fare-free service and that
$64,000 was “about right.”” Nearly the
same number thought the cost was too
low as thought it was too high.

The survey indicated clearly that
the free-fare service has increased the
use of downtown and has enhanced
the area as a place to work and shop.

‘Magic Carpet’ sparks revival

Respondents said they are using the
downtown more for shopping, recrea-
tion, work-related trips, eating and
personal business compared with one
year ago. The majority recognized that
the increase in mobility afforded by
the free-fare service was a direct bene-
fit to them as employers, employees or
users of downtown services.

Bus patrons also felt that the serv-
ice had increased the speed, conveni-
ence and scheduling of transit, but
most felt that the “comfort™ factor
remained the same, possibly because
of the increased ridership on the buses.

(Editor’s note: In researching Seat-
tle’s “Magic Carpet Zone” we also
discovered an article written by a King
County official on how Seattle may
deal with the economic realities facing
its transit system. Because the Twin
Cities area must also work out its
ultimate approach to transit financing,
portions of the article are reprinted
here, along with a description of the
Magic Carpet Zone. Our thanks to
Metro Monitor, a publication of Metro
Seattle.)

Finance: tough question, must be faced

by EDWARD HEAVEY
King County Councilman

As we attempt to carry out the plan for a transit system in King County,

approved by the people in 1972, we will begin to find out that the price is higher
than we had anticipated. The demand for service is more than we expected and
Metro, like all other governments throughout the country, is being adversely
affected by inflation.

The cost of Metro operating a transit fleet is rising rapidly: wages, fuel,

construction and equipment cost more and these costs are expected to be up by
69 per cent in the year 1981 if current inflation trends continue. Inflation is a
reality and we can’t expect operating and capital costs to remain fixed. Yet, most
of Metro’s revenue sources do not increase as the costs due to inflation increase.

Metro has three major sources of revenue: (1) the fare box; (2) a portion of the
state motor vehicle excise tax, and (3) three-tenths of a cent countywide sales tax.
Each of these produce approximately one-third of the total income.

Inflation isn’t the only problem however. The average age of buses in our fleet
is 19.6 years, and many of them ought to be junked. We cannot, however, remove
any buses from operation until late 1975 at the earliest, when our new buses will
start to arrive. The care and upkeep of these old buses has substantially increased
Metro’s cost of maintenance.

In addition, the energy shortage has substantially increased the demand for
Metro service. Metro has been required to scour the country for additional buses
in order to establish extra runs and add badly needed new routes. The peak has
passed but the demand has not disappeared. It is expected to increase even more
than we have projected for the next six or seven years. Metro is now providing
service well above that projected in the original 1972 plan.

We have found that the better job we do, the more money it costs. A public

transportation system, like all other public services, cannot be self-supporting if
the public is to have proper services.

In March, realizing that these factors were affecting our income, at the request
of the Executive Director, the Chairman of the Metro Council established a special
Transit Cash Flow Task Force. The committee has developed a list of alternatives
to increase Metro’s transit revenues.

One of the suggestions is to increase the transit fare by 5 or 10 cents. A 10-cent
fare increase would yield approximately $3.8 million a year. However, we are
faced with an $18 to $22 million deficit by 1981, assuming the rate of inflation
does not change; a risky assumption.

Another alternative is to reduce current levels of service or not increase services
pursuant to the comprehensive plan. This is something we cannot do if we are to
keep our promise of 1972 to the people that we would provide a transit system
that adequately services needs of the community at a reasonable cost.

Another possibility is to seek additional state funding for public transportation
from sources of revenue traditionally limited to only one aspect of transportation
systems, such as highway funds. We must also consider sources of local funding
such as an increase in the sales tax or a countywide payroll tax. These, however,
would require a change in the state laws.

The choice as to whether to use any of these suggestions is not an easy
decision. However, we must recognize that public transportation is an essential
service and cannot continue to be effective unless it is subsidized by the public. It
provides a public facility which is necessary for proper economic growth and to
create a better quality of life. The adequate governmental support of public
transportation demands the attention of elected officials at all levels and the
unwavering support of the general public.

MTC mailbag

Even bus system

gets fan letters

(Editor’s note: People write to the MTC—and they should—when their bus is
late, or the air-conditioning doesn’t work. But it’s nice to get fan mail, too. Here’s
a couple of our favorites from the mail bag this month.)

* * *

Dear Mr. Kelm:

I am always going to write a letter to someone about how I feel about
something—and it generally is about a negative reaction. So today I decided to do
something positive and write to you.

I am much impressed and appreciate greatly the bus service provided where I
live. I thought the 35C was great going to and coming from work, but now I can
take an express bus (#47) downtown all day long. It is great to leave the house
and 15-20 minutes later be downtown. I hope more people can be made aware of
this good bus service—I can’t imagine why anyone would drive.

Also, 1 think the reverse bus lane idea is a good one—it makes for a more
efficient and faster entry and exit to the downtown area—another convenience for
the bus riders!

Keep up the good work! 1, for one, appreciate the MTC service available to me.

Ann L. Blewett
Minneapolis

* ok %

Twin City Area Metropolitan Transit Commission:

Many thanks to you all for the resolution of appreciation that was given to me
at your August 7 meeting.

It sure was a surprise to me. Also to each and every one of you who did this a
big Thank You.

A Thank You to Al Ross who stayed by me in the past years to bring Route 22
in St. Paul a reality.

Also to all cards I received and for the lovely bouquet of Red Roses from a
Minneapolis bus driver. To Robert Sprafka and Commissioner Len Levine, also to
Mary Steele, who attends Transit Commission meetings with me.

Mrs. Eleanor L. Pirrung
St. Paul

(Ed. — Mrs. Pirrung, a long-time advocate of better transit service, and a
“regular” at meetings of the Metropolitan Transit Commission, was made an
Honorary District Supervisor at a recent Commission meeting.)
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PLANNING FOR SAFER URBAN TRAFFIC IN SWEDEN

by Arne Holmstrom

With 3.2 inhabitants per automobile, Sweden has the highest car owner-
ship ratio in Furope. Although the country is fairly large, roughly the
gize of California, most of the vehicular traffic tends to converge on
cities and factory zomnes.

About 60 percent of the road casualties occur inside densely built-up
areas. Only the most recently devcloped urban districts have been planned
to accommodate the explosive upsurge of traffic that has been going on
ever since 1950, the year when Sweden really started to become a nation
on wheels,

For the most part, our urban settlements were originally emvisioned to
implement the door-to-dror principle. The townsmen of a former day took
that principle for granted with their horse-drawn cabs, and their car-
borne descendants naturally assumed that they could enjoy the same pri-
vilege. It was considered axiomatic that motorcars were free to jerk and
wheeze their way through narrow streets and alleys and drop off their
passengers wherever they pleased. The same principle was obviously meant
to hold for the movements of all kinds of goods.

The result is familiar to all those who inhabit the metropolitan areas
of today's industrialized world: traffic jams, noise, exhaust fumes and
soaring road accident rates.

Latter-day efforts in Sweden to solve these problems have followed two
different lines., First, the planners have sought to learn from earlier
mistakes by designing virtually all new residential areas to adapt them
to people as well as cars from the very outset, Second, safety improve-
ment programs have been installed in older urban districts so as to cope
with the worst disamenities of previously untrammelled car use.




Planning for safer urban traffic in Sweden

All this forme an integral part of the ongoing attempts in Sweden to
keep the motorcar under control, attempts which usually find expression
elsewhere in the imposition of speed limits, mandatory use of personal
safety equipment stich as seat belts and motorcycle helmets, the adoption
of increasingly more rigorous safety regulatioms for new vehicles, ete.

The standards now in force for safer traffic plamning of virtually all
new residential areas are based on the guidelines published in 1968 by
the Natiomal Road Administration (Vigverket) and the Natiomal Board of
Urban Planning (Planverket). These guidelines build in turn upon the
research pursued over a period of years by the SCAFT Group attached to
the Chalmers Institute of Technology in Goteborg.

The objeect is to bring about an ordered system for highway and street
traffic which meets five requirements as follows:

1. Minimizing the accident exposure of road users, One way of doing this
is to reduce the traffic volumes. Another is to encourage greater use
of conveyances with a better safety record than motor vehicles, e.g.
a subway or rapid traneit system.

Eliminating conflicts and disturbances of different kinds.

Homogenizing traffic behaviours -- i,e. keeping variations in the be-
haviour of road users to a minimum -- and reduocing the number of choice
and action alternatives.

Optimizing the flow of information from the traffic milieu to the road

user and enlarging the scope for action in time and space so that the
process of judgment and decision-making can take place with minimum
disturbance.

5. Reducins the consequences wherever an accident or close call occurs.
priAli T qQ

These requirements, which are basically idemtical with those the industrial
psychologists meet when they are called upon to create a safe working en-
vironment -- lead up to a number of different measures. The most important
measures may be grouped under the following heads:

1., Siting activities and functions to reduce the traffic volumes and
hence conflicts and disturbances, and to guard against unnecessarily
intersected traffic flows. Among the relevant problems under this head
are finding appropriate locations for schools and workplaces in rela-
tion to residential areas, recoreatiomal facilities, shopping centers,
eto.

Separating different kinds of traffic in space and time so as to eli-
minate conflicts between, say, fast-moving motor vehicles and slower-
moving bicyocleg and pedestriens., Grade-separated intersections between
motor lanes and footpaths-bicycle tracks, signalization etc. are exam-
ples of measures under this head.

Differentiating every traffic network in terms of functionms and pro-
perties to make the traffic flows as homogeneous as possible. The
measures here may involve bypasses and speed controls designed to get
traffic to move in the same rhythm,




Planning for safer urban traffic in Sweden

4, Designing information in the traffic milieu to make it as lucid,
simple and uniform as possible. The result makes it easier for road
users to take decisions and cu's down on the surprise elements. This
may involve measures such as reducing the number of billboards and
road signs. Whatever the measure, it must promote a clearly channelized
traffic flow,

Cushioned, protective treatment of traffic facilities and the immediate
surroundings to minimize the consequences of an accident or collision.
Examples under this head are the removal of hard objects next to the
roadway and fitting guardrails and lampposts with impact attenuation
devices,

It follows that SCAFT adheres to more or less generally formulated guide-
lines, When it comes to translating these into practical planning, we
arrive at the following four main principles:

1. Separate traffic networks should be developed for different kinds of
traffic, This principle holds with particular force for motor vehicles
vis-a-vis pedestrians. But it is also desirable to make separate pro-
vision for bicycles and mopeds. In cases where different networks
intersect, as those for pedestrians and cars, they should be separated
at grade by means of overpasses or underpasses (viaducts, footbridges,
tunnels, etc.). However, these facilities must be sited to permit easy,
convenient access,

2. A hierarchy of road classes should be developed which lets permissible
speeds be determined by the mix and size of traffic plus the necessary
criteria of safety and circulation. The connecting roads within and
between traffic networks should be uniformly engineered in respect of
width, distance between intersections, design of the intersections,
visibility, illumination, etc. As regards vehioular traffic we can -
think of a hierarchy consisting of five road classes:

Expressways, which are intended for long-distance traffic. These are
to be aligned outside densely built-up areas in view of the higher
speeds involved (from 90 kilometers per hour on up).

Major arterials, which are intended for traffic between urban areas,
with 90 km/hr as the permissible speed, grade-separated intersections
to be spaced out at intervals of not less than one kilometer and lanes
of opposing traffic divided by median strips,

Minor arterials, intended for traffic inside urban areas and connecting
to major arteriale. Here the permissible speed may range from 50 to 70
km/hr, with intersections spaced out at 500-meter intervals,

Feeder roads, intended for traffic inside a mneighborhood and comnecting
to a minor arterial, The permissible speed here is 50 km/hr, Such roads
should be no more than one kilometer in length, with intervals of 50
meters between the intersections.

Marginal access or entrance streets, intended for traffioc between
parking lots or house clusters and a feeder road. Speed is maximized at
30 km/hr and the maximum street length will vary from 150 to 300 meters.
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It may be inferred from this olassification that its object is to
channelize traffic from the large expressways into the marginal access
roads step by step. Pedestrian and bioyecle traffic is prohibited on all
types of roads except for the enfiance streets.

3. All traffic metworks ghould be designed to make it natural for the
road users to utilize them for their intended purposes. Vehicular
traffic must not be tempted to use throughways as feeders or vice
versa, This holds perhaps with sven greater force for the cyelists
and pedestrians, who of course are extremely sensitive to anything
that smacks of a detour. It follows that the lower-eclass connectors
must be built as short as possible. It is alsc important to put house
entrances, playgrounds, schools, stores and ftransit stops in direct
proximity to the ),lefu an network, This meamns that planning the pe-
destrian network ought to precede the highway engineering process.

Maximum simplicity and lucidity should be imparted to the system, for
instance by letting traffic om higher-class roads teke precedence to
traffic on lower-class roads, Intersections ought to be of the three-
way type, with priority to go to traffic om through routes.

Traffic moving in opposite directioms should be separated at junction
points by earmarking special laenes for turn-off and through traffiec.
At those places where the road user is forced to choose bsiween roads,
he should be given only two altermatives.

The program called "safety improvement" represenis a new approach to the
problems that "unrestricted™ vehioular traffic has posed for the cities.
The adcption of simple traffic-control measures pute a direct tool in
hand for this purpose, especially where older paris of town are conocermed,
At the same time, however, these measures must be integrated with a long-
ranging traffie rehabilitation plan, dedicated to achieving the same high
gstandarde ¢ T road safety ‘hich no r hold for those new areas that have been
planned to meet the SCAFT guidelines referred tc above,

The spot improvement programs sc far implemented or being planned in
Sweden are of varying extent. If evr census is made to include isolated
aots of civil autherit“ such as ing one-way sigms or banning vehioular
traffic on a reet section, a tc al of 90 traffioc changes had gome into
effect by 19{2 end an equal number were then on tap fox implementation
over the next few years.

at of the Stockholm East Side
xperiment since the fall of

-

ik

Perhaps the most widely publicized casas 1is
(8stermalm), which has been the vemus of a

1971.

e

Most of the buildings in Ostermalm were erected betweem 1870 amd 1920.
Some smaller properties date back to the 17th cenmtury, with streeis no
wider than 12 meters, The greater parts of Ostermalm, which covers a total
of about two milliom square metsrs of which slightly more tham 60 percent
is residentially zoned, were plammed in the late 19th ceatury and feature
streets 18 meters wide aa well as broad, itree-limed boulevaxrds,

Here the road-class hierarchy described earlier was realized by the simple
expedient of barricading certain streeis. The capital costis of this project
have amounted to SEr 13 millicn. In the first year of its operatiom the
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nmumber of tUraffic accidents reported to the police fell off by about 25
percent on the perimeter streets and by sbout 30 perceat inside the trial
zone, Most of the reduwstion on the perimeter streets was due to an im-
proved traffic milieu, with fewer conflict points, ete, Most of the safety
gain inside the zone itself has & parently been duz to contracted traffic
volumes,

The environmmental gains are harder to account for, this because the traffic
volume must be cut in half to reduce noise to a level where the before-
after difference (3 decibels) becomes perceptible to the human ear.

Summping up, we can say that spot improvement cafely programs have greatly
reduced the 2ccident risks, As for the hygienic nuisances attributable to
vehioular traffisc, they have been subdued but still hold at a high level
within the trial urban areas.

Arne Holmstrbm is press secretary for the Hational Re~d Safety Office,
F g

The author is s5lely responsible for th
article.
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Metropolitan Transit Commission
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October 30, 1978

Ms. Helene Borg, President

League of Women Voters of Minnesota
555 Wabasha

St. Paul, MN 55102

Dear Ms. Borg:

In response to considerable interest on the part of a number of local
governments and citizens' groups in the Twin Cities area, the Metro-
politan Transit Commission is beginning an examination of light rail
transit. The enclosed report, "Light Rail Transit - A Discussion of the
Issues," is an initial step in this process.

Light rail is worth a serious examination of the Twin Cities region. It
is simpler, less expensive and faster to build than rapid transit or
automated transit systems. Even so, it provides a significantly higher
level of service quality and comfort than buses. Judiciously applied in
selected corridors of the region, and carefully integrated with the bus
system and paratransit, light rail could create a real improvement in
transit service and have a tremendous impact on future urban develop-
ment.

Even though light rail would only be implemented in a number of corri-
dors, it would benefit the transit system throughout the region. Light
rail is less expensive to operate than bus service because of its higher
levels of efficiency. Savings from light rail operations could be used
to upgrade bus service, creating regionwide benefits.

Light rail transit can also be useful as a planning tool. It can be
helpful in clustering development to create the more rational develop-
ment patterns which have been the objective of land use planning for
years. In a petroleum-short future, the higher energy efficiency of
such clusters will be even more important than it is today. Light rail
is thus appropriate for consideration in planning for transportation
improvements at the municipal level.

I hope you will find the enclosed report to be interesting and useful.
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PREFACE

Considerable analysis of fixed guideway transit systems has taken place
in the Twin Cities region. Different technologies and different corri-
dors have been studied to determine the feasibility of implementing a
high quality fixed guideway system. 1In spite of the generally compre-
hensive nature of this work, little formal consideration has been given
to light rail transit. As a result, there is a lack of information
describing light rail and discussing it in terms of transportation and
other issues which are of concern in the region.

This report is intended as a modest step in remedying this lack. This

is not an exhaustive technical treatise on the subject; other studies
which are much more complete are listed in Appendix B. Rather, the
purpose here is to provide sufficient information to assist in public
discussion of light rail and its applicability in the Twin Cities region.




LIGHT RAIL - A DEFINITION

Light rail transit is a mode of public transportation which has been the
object of increasing interest over the past few years. It is not a new
mode; rather it is a refinement of existing technologies, planning con-
cepts and operating methods. A recent publication of the U.S. Department
of Transportation offers this definition:

Light Rail Transit -

A generic name for a transit mode consisting of
electrically-powered steel wheeled rail vehicles
operating predominantly on exclusive rights-of-way
and characterized by flexibility in planning routes
and operating procedures and an ability to provide
intermediate capacity service in between that of
many bus and rail rapid transit systems.l/

The term "light rail" does not refer to the weight of the vehicle or the
rail itself. Rather, it is meant to convey the fact that light rail
systems are less complex, less expensive, and have lower capacities than
full rapid transit systems.

Several characteristics of light rail make it appropriate for consideration
in American cities. It provides a higher quality of transit service than
buses, and so attracts and serves a larger ridership. Even though it
represents a higher order of utility than bus transit, it requires signi-
ficantly less investment than full rail rapid transit. It produces even
less environmental degradation than do buses, and operates on electrical
energy rather than the limited supply of petroleum fuels. It offers many
choices in designing the operating environment, and so can be tailored to
each application; it can be developed as a simple system, and upgraded as
the need evolves. It can be integrated with land use controls to stimulate
development or to maintain the character of a neighborhood.

Light rail transit came into being as the logical improvement upon street-
cars. There are still similarities; the systems use much the same tech-
nology, although improvements have been made. But there are other inno-
vations which make light rail clearly different from streetcars as a mode
of public transportation.

During the years of street railway construction and expansion, the
opportunity sometimes existed to establish a separate right-of-way for
individual lines. A separate right-of-way for at least a part of the
transit line is one of the most significant characteristics of light rail
transit. This single measure of removing transit vehicles from the flow
of general traffic provides a major improvement in the quality of service.
Operating speeds are higher, reliability can be increased, and safety
hazards resulting from conflicts with other vehicles and objects are
decreased.

1/ See Reference 4, page E-2.




Figure 1. A light rail line on separate right-of-way at the side of a resi-
dential street. The right-of-way area is landscaped; the surface is planted
with grass.

These service qualities make light rail highly attractive to transit
patrons. Higher operating speed allows shorter trip times, while greater
reliability enables riders to depend upon the transit schedule, reducing
both waiting time and the feeling of uncertainty over when the next vehicle
will arrive. Because these factors are critical to making transit com-
petitive with the automobile, light rail transit on a separate right-of-
way generates higher ridership than transit in mixed traffic.

Light rail is difficult to define and describe because it has the virtue

of being adaptable. Existing light rail systems serve many functions,

from urban circulators to interurban service. They exist in large cities
and small, in high density centers and in suburban fringe areas. Many date
back to the turn of the century, others are brand new. In each case, the
light rail system itself reflects these differences, having been shaped

to fit the particular circumstance in which it functions. So a description
of light rail must consider its variety and variations.




ET., PHYSICAL COMPONENTS

Vehicles

Because light rail had its origins in streetcar transit, the vehicles

are similar. In cities where light rail operations evolved from streetcar
lines, or where street running still occurs, the vehicles often are con-
ventional streetcars. But for other systems, particularly those with
exclusive rights-of-way, variations in vehicle design occur.

The basic vehicle is a single car, the length of which varies from 43.5

feet to over 50 feet. Seating capacity can range from about 35 to almost 70,
with fewer seats being used in European operations where more space for
standees is desired.

As transit operations have changed, so have the vehicles. One of the most
significant advances has been the adoption of articulated vehicles. Each
of these vehicles consists of more than one body section, connected by a
joint which allows the vehicle to bend as it turns. This feature allows
vehicles to be longer yet still negotiate curves easily and require a
minimum clearance. The primary advantage of these longer vehicles is their
higher capacity and better utilization of seating space. This allows

more people to be carried per vehicle and per driver, increasing the
productivity of the transit system. The articulated vehicle also pro-
vides an attractive atmosphere for riders. The vehicle joint intrudes
very little on interior space, so that the cars feel spacious. Passengers
can walk unimpeded the length of the car.

Because of the advantages of articulated vehicles, they are widely used.
Both single articulated and double articulated cars are common. The former
have two body sections and usually have six axles; the latter have three
body sections and eight axles. The length ranges from 62'8" to 98'9",

with seating capacities from 30 to 85. 1Including standing passengers, total
capacities range up to more than 220.

A number of other variations in vehicle design exist. Some cars are
single ended, which means that a single operator's position exists at one
end of the car. Double ended cars have an operator's position at each end,
which simplifies reversing at the terminus of a line.

Another option is low level vs. high level loading. Low level loading
requires steps, as in a bus. High level loading utilizes platforms at
stops, at the same level as the vehicle floor. Some vehicles have move-
able steps which permit either high or low level loading, depending upon
the character of the stop.

The technology of the vehicles allows a number of options in operating
procedures. Where higher capacity is required, cars can be coupled
together into two or three car trains, operated by a single driver in

the lead car. These multiple unit trains require less space and can move
through signals faster than the same number of cars operating individually.
Another practice employed in some European systems is the use of unpowered
trailer cars, towed by regular vehicles.




Figure 2. Light rail vehicle. The ability to bend with the curvature of
the track is demonstrated by this double articulated car.

Most BAmerican light rail vehicles in operation are of the single unit
variety. Because rail transit in this country was in the process of being
abandoned for many years, there was no market for new vehicle development.
However, over the last few years, a new articulated Standard Light Rail
Vehicle has been developed and is being produced by the Boeing Vertol
Company, in a program sponsored by the Urban Mass Transportation Administra-
tion.

All light rail vehicles have certain elements in common. Their electric
traction motors are located under the vehicles, on the trucks which
support them. Each car draws power from an overhead wire, through a
trolley pole or pantograph. A general description of four light rail
vehicles is shown in Table 1. This is not an exhaustive table. There are
over a dozen manufacturers, each marketing a number of vehicle models.

It is not uncommon to find thirty-year-old light rail vehicles still in
operation. While this stems partly from the general lack of modernization
of American transit systems, it also results from the inherent longevity of
rail vehicles. They are more sturdily built than rubber tired vehicles,
and because they do not operate on pavement, they are not subject to

the wear and tear caused by hitting potholes and curbs. As a result,

light rail vehicles last longer before they must be rebuilt or replaced.




TABLE 1.

Comparison of Four Light Rail Vehicles

VEHICLE

PCC CAR*

DUWAG U2

STANDARD LRV (USA)

CANADIAN LRV

Approximate
Design Year

1930-1934

1965

1973

1975

Axles/Articulation

Length, Feet/Meters

Width, Feet/Meters

Floor Height, Feet/Meters
Roof Height, Feet/Meters

Seats, Number/Layout

Doors, Number per Side
Type

Steps

Maximum Speed, MPH/KPH

Acceleration Loaded,
Feet/Second?

Deceleration Loaded,
Feet/Second?

Emergency Deceleration
Loaded, Feet/Second?

Empty Weight, 1000 Ibs.

Maximum Grade (Percent)

4/0

43.5 to 50.5/
13.2to 15.4

8.33 t0 9.0/
254 10 2.74

2.72/.83
10.1/3.08

49 to 69/
2+1 or 242

2 or 3 double
Folding

Low

50/80

6

331042
13

6/1
75.5/23.0

8.70/2.65

3.18/.97
10.8/3.28
64/2+42

4 double
Folding
High
50/80
3.3

3.9

10

66
4.4

6/1
71.5/21.8

8.85/2.70

2.82/.85
11.5/3.51
68/2+2

3 double
Plug
High/Low
50/80

4.1

5.1

8.8

68
9.0

4/0
50.5/15.4

8.32/2.54

10.6/3.25
41 or b1

2 double
Folding
Low
50/80
4.9

5.1

10

Source: Reference 4

This was the

standard American streetcar. Although
it is still in use on several light rail systems,
it has not been in production for many years.




Station Design

A wide variety of designs are possible for facilities for loading and
unloading. A primary decision is whether loading is to be at platform
height or at ground level. High level loading provides direct movement
between the floor of a vehicle and a station platform without a change
in level; low level loading requires steps in the vehicles, similar to
those in a bus.

High level loading permits faster loading, thus making operation more
efficient. It is more convenient for passengers, especially those who
have difficulty climbing stairs, and allows the vehicles to be easily
accessible to wheelchairs. Drawbacks of high level loading include plat-
form construction at every stop, with the resulting higher cost and space
requirements. If both high level loading and low level loading occur on
the same transit line, each vehicle must be equipped with moveable steps
which will accommodate both.

Light rail loading areas and stations can be designed in many ways. The
simplest ones are similar to bus stops, with a waiting area at a curb

and perhaps a shelter. Where the transit line runs in subway, stations

may be quite complex, with mezzanines and platform areas similar to rapid
transit. Options between these two extremes abound. An important factor
is that where separate right-of-way exists, it is easier to provide greater
station amenities if they are desired, since space can be more readily
obtained for them.

L]

Figure 3. A simple station on a light rail line in the center of a
boulevard. Special paving material is used to indicate the station area.
The support system for the overhead wires is combined with the street
light standards.




Rights-of-Way

Light rail is highly flexible in its right-of-way requirements. The
technology of light rail is such that it is adaptable to many types of
right-of-way.

The most desirable right-of-way would be one which is entirely separate
from other traffic. Light rail fits well in this type of right-of-way;
its high level of vehicle performance allows it to operate at high speed
and the vehicle configuration allows it to carry larger numbers of passen-
gers in greater comfort and with greater safety than on buses.

At the same time, light rail works in less advantageous environments.
Light rail vehicles can operate with crossings at streets and highways,
and can even run in the street mixed with other traffic if it is neces-
sary or desirable to do so.

The great advantage of this flexibility is that different types of rights-
of way can be used on a single light rail line. Where separate rights-of-
way are readily and economically available, light rail can take advantage

of them to provide excellent service. Where such rights-of-way cannot be

obtained, light rail still works.

The most common type of right-of-way is one which is semi-exclusive.
This comprises separate right-of-way for most of the line, except at
street grade crossings. Many variations of this concept are possible.

A light rail line may be placed in a highway or street median, at one
side of a street, in a reserved transit lane, or on a railroad right-of-

way. Where the transit line crosses streets, traffic signals can be used
to assure safe operations. As in standard traffic engineering practice,
these signals can be sequenced, or have priority given to transit vehicles
through simple signal preemption devices, to maintain high operating speeds.

Right-of-way characteristics of light rail are different from both con-
ventional rail rapid transit and automated guideway transit, both of which
require absolute separation of right-of-way. Rail rapid transit must be
separated because of high speeds and automation of some functions, and
because power collection occurs through a track-level third rail. Auto-
mated guideway transit cannot respond to unprogrammed events since there
are no operators aboard vehicles, and so cannot tolerate intrusions onto
the guideway. In light rail, however, there is an operator onboard each
vehicle or train, and power collection is accomplished through an overhead
wire, allowing light rail to mix safety with other functions.

Because light rail does not require isolation, it does not require subways
or aerial structures. They are constructed only where the improvement

in service would justify the added cost, perhaps years after the construc-
tion of the basic transit line. This allows the system designer to exercise
a high degree of discretion in determining how large a capital investment

is needed for construction, and when that investment is to be made.

Right-of-way width for two light rail tracks is usually less than thirty
feet, with additional area required at stops. Operating and geometrical
conditions require slightly more width in some cases. By contrast, urban
freeways typically require two to three hundred feet of right-of-way width.




Figure 4. An intersection with a street, equipped with signals giving
priority to transit. Traffic moves in an orderly and efficient manner.
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III. OPERATIONS AND SERVICE CHARACTERISTICS

Light rail lines function best where they are considered to be integral
components of a regional transit system. This allows maximum utilization
of both the light rail lines and the rest of the system; buses and para-
transit vehicles can be mutually reinforcing with the light rail.

Typically, this complementarity takes the form of a high service quality,
high capacity light rail line serving a line haul function in a corridor,
with other transit vehicles as well as automobiles acting as feeders to
the rail line. Bus routes are reoriented to serve the rail stations, and
park-and-ride lots are provided at stations. This allows each type of
transportation to operate in the environment to which it is best suited.
Buses and autos can operate in the lower density areas where they are
appropriate, and focus on light rail stops to create a high ridership
density in the corridor.

By using this approach, the light rail line can serve an area far greater
than those areas directly adjacent to it. For example, the 4.3 mile long
light rail line in Newark, N. J., serves passengers from an area in excess
of 100 square miles, because it is served by 12 bus lines. The light rail
line is bounded on one side by a park.%

Figure 5. A transfer point between feeder bus and light rail, with direct
access from one to the other.

2/ See Reference 7, page 159.
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Feeding a light rail line with buses and autos allows the rail line's
high capacity to be well utilized. The capacity of a given line depends
upon many factors; successful operations generally operate at a lower
volume than full capacity to avoid the disruption and delays which can
occur at the limit. Capacities are affected by vehicle size, frequency,
and operating speeds. The speed on a given line depends upon station
spacing and alignment characteristics, but operating speeds are usually
higher than those for buses.

Although a transfer from bus or automobile to the rail line is necessary,
there are ways in which the negative effects can be reduced. Bus and
rail schedules can be coordinated to minimize waiting times. Physical
design of stations can be such that transfers are short in distance and
easily accomplished.

Another simplifying measure is a no-barrier fare collection system. This
system does away with fare gates in stations and fare boxes on vehicles.
Instead, passengers purchase tickets before boarding. Roving inspectors
board vehicles at random to check passengers for valid tickets. This
system speeds boarding, since passengers can enter any door of a vehicle.
It also does away with some of the costs of fare collection, and is com-
patible with the use of monthly passes.

Light rail is also adaptable to other fare collection systems. If stations
are constructed, fare gates can be used similar to those in rapid transit
stations. This also allows rapid boarding of vehicles. Where no stations
are built, fare collection can be onboard the vehicle, just as on buses.

IV. PLANNING CONSIDERATIONS

It would be convenient if there were a rule of thumb that would indicate
where light rail would work. -Unfortunately, such simplistic measures
do not exist. Decisions on proposed light rail applications must be
made with full consideration for the many factors which affect each case.

Costs

Cost is, of course, one of the most important considerations in any poten-
tial transit system improvement. In evaluating the costs of light rail,
it is necessary to examine both the capital costs of implementation and
the operating costs to arrive at the full costs of light rail development.

Implementation costs can vary widely, depending upon how much right-of-
way is readily available and how elaborate the system is to be. Where
railroad corridors, highway medians and other existing rights-of-way can
be used, capital costs are low. Where the decision is made to use tunnels
or aerial structures, or where new at-grade rights-of-way must be created,
costs are higher. Likewise, the options which exist for vehicle type,
size, and technological detail, and the variety of station designs possi-
ble, establish ranges of costs. Table 2 shows three estimates of capital
cost for the various elements of a system. As these estimates are

several years old, they understate costs because of the effects of infla-
tion.




TABLE 2. Capital Cost Estimates for Light Rail Transit”

(In Thousands of Dollars)

Cost Element De Leuw 1974 LRT Beetle 1975 LRT Dyer 1975 LRT

Guideways (per mile)

Dual aerial 6,200-8,000 10,000-15,000 2,820-17,150
Dual at grade (grade separated) 3,000 2,000-5,300 1,000-2,430
Dual at grade (grade crossing) 1,000 340 500-1,000
Dual underground 24,000 18,000-35,000 29,130-33,730

Trackwork (per mile) 900 540 750-1,000

Stations

Aerial . . 1,300-2,100 5,000 1904,560
At grade ] medium to high 1'500-1.800 2,770

Underground 6,500-12,500 5,000-15,000 440-7,560
Low level platform | low and medium 60-120 75 20-60
High level platform | passenger-volumes = 110 i

[ passenger-volumes

Traction Power (per mile)

Third rail —~
Overhead wire 1,100-1,300

Controls

Block (per mile) 1,300 210410
Grade crossings (per crossing) 60 50-200

Maintenance Facilities 100 126454
{Per Vehicle) (assuming 100 vehicles)

Vehicles (each) 350-500 320

Engineering and Administrative 15% 15%

Contingencies 25% : 25%

Source: Adapted from Reference 6.
These estimates are drawn from three different

studies; the author and publication dates
are shown in the column headings.
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The ranges in capital costs which exist for light rail reflect one of its
greatest advantages -- where the decision is made to construct a simple,
functional system, it is possible to do so at a reasonable cost. In the
Twin Cities, the added advantages of existing right-of-way and relatively
low cost of tunneling in some areas, if underground lines are desired, also
contribute to the economic character of light rail.

Although operating costs also depend upon the character of the system,

there are several economies which are intrinsic to all light rail. The

fact that light rail vehicles are large makes it possible for each to

carry a high number of passengers, allowing greater productivity of the

labor force. Various degrees of right-of-way separation also contribute

to operating economies. Higher speeds allow more efficient utilization of

both rolling stock and labor. Collision repair costs are less because the
safer operating environment reduces the accident rate. The savings help

to offset the costs which may be incurred in creating the separate right-of-way.

The introduction of light rail offers the opportunity to effect economies
in bus operations as well. Where bus lines are reoriented to serve as
feeders to the light rail line, buses are no longer used to make the line
haul portion of trips, which is the least productive portion. Using buses
for feeder service increases the number of passengers per bus mile, raising
the system's efficiency.

Because of these economies, the total cost -- capital and operating --

of a light rail line can be comparable to an all-bus or bus-on-busway
system designed to offer a similar level of service. In a number of recent
studies of specific projects, light rail has been found to be less expen-
sive than bus alternatives.

Ridership

The number of riders who would use light rail is also not a simple
function of any single characteristic of the system or the area served.
Ridership depends upon a complex interaction of such factors as the size
of activity centers, geographic distribution of development, existing
transportation facilities and their levels of congestion, as well as the
nature of the transit system being implemented.

The argument is sometimes made that a certain level of city population
or population density is required to generate sufficient ridership to
justify fixed guideway transit. Using this argument, it is claimed that
the Twin Cities cannot support rail transit.

While population and density do give some indication of the available
market for transit ridership, they are far too gross to measure the actual
patronage that would occur on a given transit line.

The inability of these measures to serve as a basis for decisions is
demonstrated by the fact that many cities far smaller and of lower density
than the Minneapolis=Saint Paul region have successful light rail opera-
tions. These are cities in Western Europe and Canada, where standards

of living are comparable to that in the United States, and where auto
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ownership is high and increasing. As described in a recent light rail
study, "Virtually all cities in West Germany, the Netherlands, Belgium,
Sweden, Switzerland, and Austria with populations in excess of 200,000

to 300,000 made the long-term decision to use rail transit systems as
their basic transit mode."3/ By contrast, Saint Paul and Minneapolis

had combined 1977 population of 658,300, according to Metropolitan Council
estimates.

European densities are also not much different from those in the Twin
Cities. The aggregate density of the two central cities here was esti-
mated to be 6,270 persons per square mile in 1977. While existing light
rail cities include higher density cities such as Dusseldorf, at over
10,000 persons per square mile, they also include cities like Gothenburg
at approximately 3,300, Edmonton at 3,700 and Bonn at 5,200.

One factor which sometimes can be a useful indicator of potential light
rail ridership is the ridership on the existing bus service in the
corridor where light rail would be constructed. For example, in Europe
a commonly used rule of thumb states that where bus ridership is over
10,000 per day, light rail may be appropriate. For comparison, the Twin
Cities area has several individual bus routes which carry more than
20,000 passengers per day, the most heavily used carrying over 25,000
regularly.

However, existing ridership cannot serve as an absolute criterion. There
are at least two conditions which can cause light rail to attract signi-
ficantly higher ridership than that which exists. First, in a corridor
where bus service is not particularly direct or rapid due to congestion

or topographic barriers, the introduction of higher speed light rail
service can attract far more patrons than the existing bus service.
Second, in areas where the potential for land development or redevelopment
exists, light rail is sometimes used as a catalyst to stimulate that
development, thus creating a larger ridership market.

Development Impacts

Transportation facilities have always been one of the primary shapers
of development patterns. Light rail is no exception to this rule. It
has the potential to affect urban development in a positive fashion,
if properly planned.

The effect of light rail is to create increased accessibility adjacent to
stations. This creates an incentive to locate activities nearby which can
take advantage of the accessibility. These activities can create nodes

of clustered development which are conserving of land and energy.

However, no mode of transportation can cause development where conditions
are otherwise unfavorable. Development requires willing investors, an
unsatisfied market for space, land which is developable, and a suitable
economic and social climate. Where these conditions exist, a new trans-
portation facility can act as a catalyst to development.

3/ See Reference 6, page 16.
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The effect of a light rail line, then, would not be to magically create
massive new developments surrounding stations. Instead, it could channel
the continuing development process of a region, causing new facilities

to be located in coherent clusters rather than in random, sprawled dis-
persion.

The development impacts of light rail transit in this country are diffi-
cult to measure. Most existing systems are decades old, often predating
widespread auto ownership, and so not relevant to current conditions.

On the other hand, new systems are only now being implemented, and have
not had sufficient time to affect growth patterns.

For evidence, then, it is necessary to examine the effects of rapid
transit, which shares with light rail the characteristic of establishing
a fixed corridor of high quality transit service. The development impact
of rapid transit has been amply demonstrated in numerous North American
cities. The most outstanding example is Toronto, where high density
clusters of office, commercial, and residential buildings have blossomed
around transit stations. The Lindenwold High Speed Line has created a
dense corridor radiating from Philadelphia in what was once semi-rural
land. 1In Atlanta, new building construction has focused on planned rapid
rail stations. There is no reason to doubt that similar results will
occur from light rail implementation.

Energy Consumption

The energy consumed per passenger on a light rail line is difficult to
predict. The amount varies greatly, depending upon the frequency of stops,
number and severity of grades, and numbers of passengers on each vehicle.
Many studies have attempted to measure the comparative efficiencies of
different transportation technologies; the conclusions generally show
light rail and buses to be about equal in efficiency and far better than
automobiles.

Another factor to be considered, however, is that light rail transit is
exclusively electrically powered. In Minnesota, only about six percent

of electricity is generated from oil or natural gas; the balance is pro-
duced from coal, nuclear fuels, and hydro power. This means that light
rail would not contribute to the increasingly rapid depletion of petroleum
resources, and could provide an alternative means of mobility to the
automobile should there be a serious shortfall in gasoline availability.

In the long run, light rail can also help create indirect reductions in
petroleum consumption. Where clustered development occurs surrounding
transit stops, different trip patterns emerge. People require fewer

trips and shorter trips to accomplish their tasks, and more trips can be
made by walking rather than using a motorized mode. These savings create
further reductions in per capita petroleum use. Evidence of this phenomenon
exists in cities which have established rail transit systems.




Figure 6. Typical right-of-way, approximately twenty-five feet wide.
A freeway providing comparable capacity would require a width of 200
to 300 feet.




Environmental Impacts

Because light rail is electrically powered, it does not contribute signi-
ficantly to air pollution. Those pollutants which are created occur

at a generating station, usually removed from environmentally sensitive
areas, rather than on the street, as is the case for petroleum powered
vehicles. Emissions from a generating facility are also more easily
controlled, since it is stationary. Emission data for light rail show
that it creates virtually no carbon monoxide, an insignificant amount of
hydrocarbons, and very little oxides of nitrogen and sulfur dioxide.-—=

Noise emissions from modern, well-maintained rail vehicles are low. The
use of resilient wheels, which incorporate a damping material between the
hub and the wheelrim, can serve to reduce the wheel squeal which remains

a problem on older rail equipment. As a result of better track and wheel
design, a well-maintained system can have noise levels lower than buses and
some automobiles. Interior noise levels in modern light rail vehicles are
comparable to noise levels inside many automobiles.>/

Negative Aspects of Light Rail

This report has discussed many of the issues which are important to deci-
sions regarding light rail transit. But to fully understand the impli-
cations of those decisions, it is necessary to explicitly explore the
drawbacks and potential problems. As in all public sector judgements, the
importance of these negative aspects depends upon publicly held values

and publicly supported goals.

Several characteristics of light rail can make implementation difficult.
One of the most significant is the necessity for an initial capital
investment. Although the initial costs are substantially less than those
for conventional rapid transit, they are still higher than those for buses
operating solely on streets. These costs are accounted for by the more
sophisticated rail vehicles, the purchase of some right-of-way, and the
design and construction of the running surface and other fixed facilities.
The latter two types of costs would also occur, of course, for a busway.
Even though the total annual cost for light rail may be lower than the
annual cost for buses, the necessity of financing the initial investment
can be an obstacle.

Acquisition of right-of-way can also create problems. Because it is
desirable to provide light rail service within short walking distance

of activity centers, the lines should penetrate developed areas. Light
rail's relatively narrow right-of-way and low level of environmental
degradation facilitate this; light rail construction is far more com-
patible with existing development than is highway construction. Even so,
there are situations in which right-of-way in the area to be served is
unavailable or difficult to acquire. This is especially true in downtown
areas. If street space is unavailable for a transit mall, and if mixed
traffic operation is deemed to be unacceptable, it may be necessary to
route the rail line to a less desirable location or to build a tunnel for
some portion of the line.

4/ See Reference 6, page 212.
5/ See Reference 6, page 207.




Figure 7. Landscaping used to make the overhead less noticeable.
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Where street running in mixed traffic is necessary, conflicts occur.
Light rail vehicles create obstacles for auto traffic, and auto conges-
tion slows and disrupts the transit service. Although traffic engineer-
ing techniques can help to reduce these conflicts, they will still exist.
Thus, it is desirable at least to provide a separate lane for light

rail vehicles so that operation in mixed traffic may be avoided.

Since light rail typically does not have a fully separated right-of-way,
its operating speeds are not as high as those for full rapid transit.
Also because of the lack of full separation, light rail cannot be fully
automated. There is the possibility of impeding the flow of motor
vehicle traffic at grade crossings, although integrated rail/highway
signal systems which exist in cities with light rail demonstrate that
traffic disruptions can be minimized.

Another limitation of light rail is that it is not appropriate for serv-
ing all transit needs in the region. Some proponents of improved transit
believe that a fixed guideway system must be region-wide in order to be
politically acceptable. While light rail can be extended into low density
areas, this can be in conflict with the basic purpose of light rail.

That purpose is to provide a high quality, high productivity service

where strong transit corridors exist or can be created. Thus light rail
should be considered as a selectively applied improvement upon the
regional bus system.

The overhead electric distribution system can be a drawback from an
aesthetic standpoint. This system consists of the contact wire and the
means to support it. Other elements of power distribution, such as

feeder cables, are usually placed in underground conduits. In downtown
areas, the overhead wires can be supported from buildings. In other
areas, poles are used, but it is possible to use the same poles for over-
head support, street lighting and traffic signals, reducing the need for
additional supports. European systems have been devoting increasing
efforts to making the overhead less conspicuous through the use of land-
scaping and careful design. Technical improvements in electrical con-
ductors and insulators have contributed to the ability to design less
obtrusive overhead than was used for streetcars.

Criteria for Decision Making

To establish criteria for deciding upon implementation of light rail
transit, it is first necessary to identify light rail's characteristics
and effects which are important factors in the decision. From the pre-
ceding discussion it is obvious that many factors must be considered,
such as cost, system performance, environmental impacts, and social and
economic benefits. The decision-making process which addresses these
factors is not a simple one:

- A decision cannot be based upon only a few factors. While
it might be tempting to do so, that would ignore the many
others which might be equally or more important.
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The various factors are interrelated in complex ways.
An attempt to optimize a transit system with respect to
one factor may have profound negative effects upon
other aspects of the system.

Some of the factors do not lend themselves to measure-
ment. An example is aesthetics.

Other factors can be measured, but not in units which
can be compared with each other. Air quality and
transit service quality are two examples. This makes
judgements about trade-offs difficult.

Where these measurement difficulties occur, the decision-
making process must rely upon subjective value judgements.

There is no single standard for making value judgements.
Transit systems affect at least three different groups of
people =-- the community at large, the users of the

service, and the managers of the system. The values of
these three groups often differ, but all must be considered.

As a result of this complexity, the decision process must have both tech-
nical and political aspects. Each factor must be analyzed as thoroughly

as is practical from a technical standpoint, to generate the best possible
information. But the act of evaluating that information in a comprehensive
manner to reach a decision cannot be accomplished using strictly technical
means.

Typically, technicians identify the factors which are important, and the
means to measure them. Where possible, criteria and limits for the
factors are defined. Then, other participants must become involved.
Determining the relative importance and weighting of factors must be
done by community representatives, transit users, and those responsible
for the operation of the transit system. Table 3 lists a number of )
factors and some ways in which they might be measured.

The complexity of the process requires that decisions about light rail
implementation be made on a case-by-case, site-specific basis. Although
experience in other cities is instructive and valuable in providing in-
formation on light rail's characteristics, it cannot answer the hard
questions which pertain to light rail implementation in the Twin Cities
area. No other urban corridors are identical to those which exist here.
No other area has the same governmental structure and political climate
as the Twin Cities region. So if light rail is to be legitimately con-
sidered here, it will require the specific efforts of technicians and
community leaders alike.




TABLE 3.

Factors

Ridership

Energy Consumption

Environmental Impacts

Safety

Quality of Service

Economic Benefits

Community Impacts

Contribution to Urban
Development Goals

Effects on Existing Trans-
portation System

FACTORS FOR DECISION MAKING

Possible Measures

Capital cost
Annual cost
Costs not covered by farebox revenue

Daily ridership

Peak hour ridership

Low income ridership

Elderly and Handicapped ridership

Electric energy used
Petroleum-based energy used

Air pollutant emissions
Water pollutant emissions
Noise levels

Visual impacts

Accidents rates

Travel times
Frequency of service
Transfers

Area coverage
Comfort

Reliability

Reduced costs for other transpor-
tation modes

Land area required
Businesses or homes displaced by
construction (if any)

Consistency with established plans
for neighborhoods, municipalities,
and the region

Levels of congestion

Travel times

Energy used

Environmental measures

Reduced need for other construction
and improvements




V. EXPERIENCE IN OTHER CITIES

Light rail transit is growing in both North America and European cities.
Where light rail exists, it is being upgraded and expanded. In other
cities which have only had bus systems, projects are being planned or
implemented.

Existing Systems

Throughout the world, over three hundred light rail systems are operating.
Of those, ten are in the United States and Canada. In this country,

these are the remnants of the large streetcar networks which at one time
provided areawide service. The existing lines typically have a large
fraction of their trackage on exclusive rights-of-way. The reason for

this is simple: as streetcar networks were destroyed, the lines which
interfered most with auto traffic were the first to be removed. Since
lines separated from street traffic created less interference, and at

the same time provided higher quality service, they were sometimes retained.

In all of the existing U.S. and Canadian systems, expansion or other
improvements are underway. A few examples:

Boston -- The MBTA is acquiring 175 new standard Light Rail
Vehicles, built by Boeing Vertol, Inc. Of the existing
fleet, 50 to 100 cars will be rebuilt. Track work and
safety improvements are also being carried out. As a
result of improvements completed so far, ridership on

the light rail line increased 19% in 1977.

San Francisco -- The Muni is acquiring 100 new standard
Light Rail Vehicles as a part of a major light rail im-
provement program. New power substations have been con-
structed, three-fourths of the trackage has been rerailed
and a new downtown light rail subway, built in conjunction
with but operationally separate from BART, will open to
accommodate the new cars.

Pittsburgh -- After years of studying such alternatives to

its existing light rail facilities as automated transit and
busways, Port Authority Transit is in the final stages of
preparation for a major rebuilding of light rail. In the
first stage of the program is the rebuilding of 10.5 miles

of the 22.5 miles of rail line and a new maintenance and
storage facility. The decision as to whether a subway or

a surface line will be built in downtown has not yet been made.

Edmonton —-- After opening the initial 4.5 mile light rail

line in April of this year, the City of Edmonton is already
considering expansion. Discussions are underway with the
developer in a suburban area concerning a northeastern exten-
sion of the existing line. Planning is also underway for a
line extending south from the downtown, serving the University
of Alberta.
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Other light rail lines operate - and are being improved - in Cleveland,
Fort Worth, Newark, New Orleans, Philadelphia, and Toronto.

In the rest of the world, development of light rail has been much more
intense. Over one hundred systems operate in the U.S.S.R. alone, while
Western Europe contains more than seventy. Almost all of the Western
European systems are planning or engaged in improvements. The general
level of development is high - equipment is sophisticated and systems
extensive. Europe offers the best models for potential light rail
development in this country.

New Systems

In many countries, cities which do not have light rail are studying the

possibility of constructing new lines. Proposals have been made in more
than 30 cities in the United States and Canada alone. Among the cities

where the probability of implementation is highest are:

Buffalo -- A capital grant application has been filed with
the Urban Mass Transportation Administration for the con-
struction of a 6.4 mile light rail line. The system, to be
built to wvirtually rapid transit standards, will include 5.2
miles of subway with eight underground stations. The remain-
ing 1.2 miles will follow a pedestrian mall.

Detroit -- Having received a commitment of $600 million from
UMTA, the Southeastern Michigan Transportation Authority has
developed seven alternative transit systems, four of which
include light rail. A final system is expected to be selected
in November. The SEMTA board favors an alternative that
includes light rail in the Woodward Avenue Corridor because

of the higher development potential as compared to an all-bus
alternative.

Portland -- Light rail is one alternative being considered

. for the Banfield transitway. This project was initiated by
the decision not to build a proposed freeway. It has in-
cluded specific consideration of the coordination of land use
planning and transportation planning. Support for the light
rail alternative is high in the region.

San Diego —- In July, the Metropolitan Transit Development
Board decided to move ahead with plans for a state and
locally-financed 15.9 mile light rail line, all at grade.
Earlier, the San Diego city council had withdrawn its sup-
port by a 5 to 4 vote, because the plans did not include

a final price for right-of-way acquisition and did not
include a financing plan for expanding the existing bus
system, operated by a separate public agency. The passage
of Proposition 13 has reduced the amount of operating funds
available for the buses. The MTDB is working to resolve
these issues to the satisfaction of the city council. 1In
earlier planning, all-bus transit systems had been studied,
but it was found that in 1995, the operating costs of a
combined bus/rail system would be about $1 million per year
less than that for an all-bus system.
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Calgary =- Construction is underway on an eight mile light
rail line in the city's south corridor. Scheduled to open

in late 1981, the line will follow a railroad corridor and
then operate on a street level mall through the downtown.
Vehicles have already been purchased. Light rail was selected
after an alternatives analysis showed that after five years

of operation, total cost for light rail would be less than

for a busway.

VI. POLICY PERSPECTIVES ON LIGHT RAIL

In response to the growing interest in light rail, the Urban Mass Trans-
portation Administration has developed a federal policy position.
Published in December, 1975, the policy statement declares that light
rail "deserves serious consideration by localities bent on improving

the quality of their transportation service...." The full text of

this statement is Appendix A to this report.

More recently, UMTA's "Federal Policy on Assistance for Major Urban Mass
Transportation Investments" specifically includes light rail, and the
"Policy Toward Rail Transit", published March 7, 1978, recognizes that
light rail can be less expensive and more flexible than full rapid transit.

UMTA's stated intent has been to assist one or more new light rail systems.
This has not yet happened, perhaps because UMTA has not been satisfied
with applications submitted to it, or perhaps because the funds available
for capital projects have not been sufficient to allow many new system
starts. In any event, UMTA continues to voice its support for light

rail projects. Legislation presently under consideration in the Congress
could substantially increase the federal capability to assist the imple-
mentation of new rail systems.

VII. CONCLUSIONS

Light rail is a practical, effective type of public transit. It uses
proven technology, and operates successfully in hundreds of cities around
the world. Recognition of light rail's capabilities and advantages has
increased dramatically in North America over the last few years, in
response to concerns about the environment, energy availability, and
lessened ability to finance large public works. The transit industry

is devoting much more effort to light rail] development, and the federal
government has declared its official support.

Cities in which light rail exists are not significantly different from
Minneapolis and Saint Paul. Most of these places are medium sized
cities, in developed countries with high standards of living. Many of
them are not particularly high in density, but have identified corridors
where light rail improves the existing quality and productivity of
transit service.

One of light rail transit's major benefits is low total cost. The
investment costs required are relatively low, and can be offset by
operational savings. In appropriate applications, light rail has been
shown to be less expensive than an improved bus system.




Figure 8. Performance in eighteen inches of snow. All-weather opera-
tion is an inherent capability of light rail.

Light rail is also an adaptable technology, allowing it to be tailored
specifically to each application. As a result, a line can be easily
integrated into an existing community without major expense or disruption.

It is possible to exert a high level of control over the costs and
characteristics of a line, as the technology does not demand that ex-
pensive, elaborate provisions be made. Low cost options exist.

Light rail represents a sensible approach to transit improvement. As
recognized by the MTC's Advisory Committee on Transit, light rail's
potential for no-frills implementation makes it both compatible with
fiscal constraints and appealing to the community.




APPENDIX A

UMTA POLICY STATEMENT ON LIGHT RAIL TRANSIT

During the past year light rail transit has come to be viewed as a
serious alternative to buses and rapid transit in meeting the transpor-
tation needs of our metropolitan areas, Several cities with existing light
rail systems are taking steps to modernize their vehicle fleets and up-
grade service. A number of other cities are contemplating the possibility
of introducing light rail to supplement existing bus service. However, no
new light rail lines have been built in recent years in this country, with
the result that capital and operating data on modern light rail tech-
nology is not available.

In light of the growing interest in light rail transit, and in answer to
numerous requests, the Urban Mass Transportation Administration is
issuing this statement of policy in order to provide the clearest possible
expression of its position toward light rail transit.

UMTA considers light rail transit as a potentially attractive concept
for many urban areas. The features that distinguish it most strongly
from conventional rapid transit are the flexibility with which it can be
adapted to a variety of urban settings, and its potentially lower cost. In
congested downtown areas light rail transit can be operated in under-
ground subways. In lower density areas it can be operated at grade in
existing roadway medians, reserved freeway lanes, and in abandoned rail
and other exclusive rights-of-way. At heavily traveled intersections and
in busy arterials grade separation can be achieved through underpasses
or elevated structures. However, with preemptive signals and barriers,
surface grade crossing and operation in mixed traffic might be tolerated
in some situations. Because much of the track can be built at surface
level, the need for costly tunneling and elevated guideways can be mini-
mized and substantial economies in capital expenditure can potentially
be achieved.

Light rail transit has also other merits. It is a technologically proven
concept that requires no costly development program. It can be intro-
duced into a community with a minimum of disruption and can be
operated with minimum intrusion in residential areas. It may offer a
capability for conversion to higher capacity service, thus allowing a city
to match its initial investment to existing and near-term demand and to
stage subsequent investment as and when it is required. Because light
rail transit holds promise of an economic, versatile and environmentally
attractive form of mass transportation, the Urban Mass Transportation
Administration believes that it deserves serious consideration by locali-
ties bent on improving the quality of their transportation service.

This is not to say that light rail transit will be prescribed as a pre-
ferred alternative in any specific local situation. UMTA has no pref-
erences among mass transit technologies and will continue to support
the choice of system and mode which emerges as the right transpor-
tation solution from the locally conducted alternatives analysis.

But while UMTA has no modal favorites, the burgeoning demand for
mass transit assistance, together with the escalating costs of transit
construction and operation, has put a serious strain on the available
public resources, making it essential to fully explore any cost effective
approaches. Therefore, the Urban Mass Transportation Administration
announces its intention to assist in the deployment of modern light rail
transit in a city or cities where proper conditions for this type of service
are found to exist. In pursuit of this objective UMTA will carefully
review all alternatives analyses and capital grant applications which are
pending or which will be submitted in the coming months to determine
which urban area or areas can make a convincing case for Federal
support of light rail projects.

December 16,1975
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APPENDIX B

SELECTED REFERENCES

The literature concerning light rail is extensive. The following list
comprises publications of general interest on the subject.

1.

International Statistical Handbook of Urban Public Transport,
International Union of Public Transport, Brussels, 1975.

Lea Transit Compendium, "Light Rail Transit," Vol. II, No. 5,
Lea Transportation Research Corp., Huntsville, Alabama, 1975.

Light Rail Transit, Special Report No. 161, Transportation
Research Board, Washington, D.C., 1975.

Light Rail Transit - State-of-the-Art Overview, U.S. Department
of Transportation, Transportation Systems Center, Cambridge,
Mass., May, 1977.

Light Rail Today, University of Wisconsin - Milwaukee, School
of Architecture & Urban Planning, 1976.

Light Rail Transit, A State of the Art Review, Prepared by DeLeuw,
Cather and Company for the Urban Mass Transportation Administration,
Report No. DOT-UT-50009, Spring 1976.

Low Capital Fixed Guideway Study, Metropolitan Transit Commission

Advisory Committee on Transit, Minneapolis-St. Paul, March, 1978.

Boris S Pushkarev and Jeffrey M Zupan, Public Transportation and
Land Use Policy, A Regional Plan Association Book, Indiana
University Press, Bloomington, Indiana, 1977.

Rail Transit System Cost Study: Final Report, Prepared by Thomas K.
Dyer, Inc., for the U.S. Department of Transportation, Transporta-
tion Systems Center, Report No. DOT-TSC-808, July, 1975.

Stewart F. Taylor, Urban Transportation: Another Alternative - A
World-Wide Survey of Light Rail Technology, Heritage Foundation,
Washington, D.C., Public Policy Studies, Vol. 10, 1974.

This Is Light Rail, Transportation Research Board, Prepared for the
National Conference on Light Rail Transit, August 28-31, 1977.

Transit Fact Book, '76-'77 Edition, American Public Transit Associa-
tion, Washington, D.C., June, 1977. -

Vukan R. Vuchic, Light Rail Transit Systems: A Definition and
Evaluation, Prepared for the U.S. Department of Transportation,
Transportation Systems Center, Report No. DOT-TSC-310-1, October,
1972.
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outto dinnar,

The most comman comipk

among those interviewead was rec
difficulties in scheduling service. The
reason for this is a large increase in
ridership. In August 1977, Project
Mobility carried an average of 182
passenger trips per weekday; one
year later it was carrying 272 passen-

Qui

ger trips per weekday — an increase
of almost 50 percent

Part of this growth in ridership was
caused by expanding the project's

Increased slightly this fall 1o help
alleviate the weekday scheduling
problem, according lo Sam Jacobs,
manager of Project Mobility.

Jacobs agreed that It is often hard
10 schedule buses on weekends
when Project Mobility has only half as
many runs as on weekdays. He said,
however, that it would creale a sched-
uling problem to add another run. It
would be possible 1o have some driv-

Shaila N

ars work overtima on Sunday morn-
ing if a peak period for the service
could be identified, Jacobs said
Overtime service on Sunday morming
has been tried but was dropped when
there were not enough riders to justify
1he extra cost, he said

The five interviews and the more
precise evaluation report indicate that
Project Mobilily has been quite suc-
cessiul in providing service in its
larget area, Handicapped peoplein a
much larger area can look forward 1o
S00N receiving a service that is relia-
ble and convenient but which, like all
other forms of transportation, i not
yetperfect




Project Mobility .,

Future of handicapped service
being decided in Washington

While plans are being made for next
year's expansion of Project Mobility,
the long-range fulure of transporta-
tion for handicapped peopia |s being
determined in Washington. The feder-
al governmant Is currently consider-
Ing regulations that would reguin
regular roule buses 1o be accessible
by wheealchairs

The MTC has told the U.S. Depan-
ment of Transportation that this regu-
lation would be insensitive 1o the
needs of the Twin Cities and could
seriously damage the Commission's
ability to serve the region’s popula-
tion, The MTC said there should be
local determination of the best way 1o
provide service to handicapped peo-
ple, Le., through special service such
as Project Mobility or lully accessible
regular roule service.

The confroversy over special serv-
ice versus regular route service
divides both governmental agencles
and the handicapped community. The
Issues inchude which program pro-
vides beiter service, whether handi-
capped people should receive special
reatment through special programs,
and money.

The MTC has estimated that fully
accessible service plus necessary
special service for those who do not
live near bus routes would cost from
$3.1 million o $10.6 million per year

maore than expanded Project Mobility

service. Iis position Is that services

such as Project Mobility are not

less expenisive but provide higher

quality service that is easler for hand-
i fouse

The people imerviewed for the arti-
cle on Project Mobility were asked for
their opinions on the two types of
service. Some of their comments
were as follows:

Sheila Nelson — 'l can see the
point behind an integrated system, |
would work weil for some people,

In the winter, some people wouldn’
e able 10 use regular route service.
In theary, It is good. It would be best if
there were some way 1o run both
systems.”

Wally Christensan — "'t would be
absolutely ridiculous to make regular
buses accessible. The major problem
would be the weather. A lot of handi-
capped people can't get 1o the front
doaor much less to the corner.”

Dean Neill — "' think it's asking
too much of the general public (to
make regular route buses
accessible), Opening the door 1o use
the lift lets the cold into the bus. |
want my own service — Project
Mobility. With a regular bus | might
have to go ane or two blocks for

service.” G

The next five years:
better service, higher costs

MTC bus service will continue to
Improve during the next five yaars,
and it will attract more riders. But
these riders will pay higher fan
Increased subsidies will be needed

This view of trar service in 1983
|5 part of th
ment Pregram (TDF), which was
recently approved by tha Metropoli-

Transit Commission, The Commis-

sion deviloped the TDP in
consultation with the Transporiation
Advisory Board of the Metropolitan
Council and its subordinate commit-
tees, and the Council is now review-
ng the program

The TDP is required by siate law
and is a companion 1o the Metropoli-
tan Council's Transpartation Policy
Plan. While the Policy Pltan Is con-
cerned primarily with broad transpor-

detalled programs lor iransit and
paratransit service and for highway
projects. In othar words, the TDP tells
how the Policy Plan will be
implemented
A new approach in the Policy Plan
5 it concept’’ for trans-
it service. It divides the metropolitan
a into 12 subregions, each ol
hich will have the basic n S5ilies
for daily living — employment and
educational opportunities. a majar
shopping center, h cliithes,
governmental services, recreation
ande ainment lacilities. The plan
says transit and pararansit services
should be focused upon the major
activity cenler in each subregion 1o
encourage people to live, work and
shop within the subregion, Loc.
fransit service would concentrate on
ity center and axpress ser-

e would Hnk the centar o the
downtowns.

An example of the subregional con-
cept can be seen in the southern
Minneapolis suburbs. The subregion
consists basically of Bloomington,
Edina, Richfield and parts of south
Minneapolis. The Southdale area is
the major ac!
paratransit service would link
of ihe subragion to Southdale, which
already has a demonstration route
that provides all-day express service
1o dewntown Minneapolis.

The TDP uses a family of transit
services to comply with the Mairopol-
itan Council's policies. This family
consisls of express service balween
the subregions and the downtowns
and the Unlversity of Minnesola,
local bus sarvice within the subre-
gions, circulation systems within




The plan recommends
a balance between fares and
subsidies.

ce.

TDP proposes circul
tems In three activity areas. The O‘-
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and fares would increase by 1
in mid-1978 and another 10 cents in
1983
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5 with speech and hearir
telepriniers 10 receive t
ube information and conduct othe
MTC. Telep using beap tones 1o
messages over 1 hone lines, The service ﬁ availa-
bie by calling 8. This number I5 d for
tService, an arns No voice communi-
cations on it

Community Centered Transit Service vans in
White Bear Lake began providing door-to-door service
& vans had been operating with ixed
hedules, but they requ
The Minneso
8 1 the service ur
1979, 1o learn whether demand responsive service
can be cost effective in a suburban community

& Metropolitan Transit Commigsion discontinued
service on several of its demonstration routes
because of low ridership. The culture routes in Minne-
apolis and $t. Paul were discontinued three weeks
aarly, and service between St. Paul and the new zoo

ment, The report

I fequest ended in November 0
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